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Executive Summary 

This report is the output of the Department of Transport, Tourism and Sport’s Value for 

Money and Policy Review of the Driver Testing Service (DTS).  

 

Subject and Scope of this Review 

This Value for Money and Policy Review of the Driver Testing Service (DTS) was carried out 

by the Department of Transport, Tourism and Sport (DTTaS)’s Strategic Research and 

Analysis division (SRA). The review is part of the Government’s overall expenditure 

management framework as set out in the Public Spending Code (PSC). The review analyses 

the management and delivery of the process through which drivers are assessed to ensure 

that they have displayed a satisfactory level of skills, knowledge and competencies to pass 

their driving test. The programme is analysed in terms of rationale, relevance, efficiency and 

effectiveness between 2006 and 2015.  

 

The terms of reference for the review were to identify the rationale and objectives of the 

programme, define the programme’s inputs, assess the efficiency of the use of these inputs, 

examine the extent to which the programme is effective in meeting its objectives, analyse 

relevant management and policy choices and specify future performance indicators for the 

programme’s operation.  

 

This review presents a clear and robust assessment of the programme based on available 

data and information and specifies a number of recommendations to improve performance 

and management in the future.  

 

The Driver Testing Service 
The DTS sets out the minimum level of knowledge, skill and competency that applicants 

must demonstrate if they are to pass the driving test and become a fully licensed driver. An 

effective DTS will provide learner drivers with a consistent and convenient evaluation 

process which will ensure that candidates have attained a sufficient level of competency to 

drive unaccompanied. The components of the driving test itself must be 'valid', so that the 

level of competency required to pass the test ensures that fully-licensed drivers have 

attained a standard which mitigates the risk of them causing, or being involved in, serious 
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road collisions. An efficient DTS will seek to use its available resources in a cost-effective 

manner while also ensuring that test applicants are provided with a quick and reliable 

service.  

 

The DTS has several elements to it. As well as comprising both the theory and the practical 

driving test, it also includes the quality assurance measures applied to monitor key 

performance indicators relating to efficiency and effectiveness. The primary information on 

the current DTS is as follows: 

 Since its establishment in 2006, the Road Safety Authority (RSA) has been operating 

the DTS.  

 The RSA’s Driver Testing and Licensing Directorate is responsible for the “driver 

testing system and for management of the driver instructor and licensing regime”. 

 In 2015, 152,744 practical driving tests were delivered along with 104,372 driver 

theory tests. 

 There were 501 driving test centres in operation in 2015.  

 The Driver Theory Test is administered by an external contractor; the RSA manages 

the contract with this external service provider. 

 The total number of RSA staff related to the DTS in 2015 was 136, comprising 34 

administrative staff and 102 FTE technical/operational staff.  

 The national average pass rate in 2015 was 54.0% for the practical driving test and 

75.2% for the theory test. 

 In 2015, the national average waiting time for a practical driving test was 9.6 weeks. 

 

The activities undertaken by the RSA in its management of the DTS include not only the 

scheduling and conducting of the driving test, but also: staff management; implementation 

of changes in EU and Irish legislation; regulation of driving instructors; assessment of test 

centres’ needs; quality assurance; customer service; and publication of statistics. From these 

activities it is possible to observe several key outputs which can determine the effectiveness 

and efficiency of the driving test including: number of tests delivered; pass rates; average 

                                                      
1
 Some of these centres are amalgamated for the publication of data relating to waiting times and pass rates. 

Both ‘Cork’ and ‘Limerick’ test centres refer to two neighbouring test centres which carry driving tests for 
different categories of driving test. Cork refers to test centre facilities in Wilton and Ballincollig while Limerick 
refers to test centre facilities at both Old Cratloe Road and Castlemungret Industrial Estate. 
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waiting times; attendance figures; and monitoring examiners to ensure standards are 

maintained across the DTS. 

  

This review has identified three types of costs incurred in delivering the DTS: Direct Costs; 

Indirect Costs; and Estate Costs. Direct Costs relate to staff costs including salaries, 

overtime, and travel and subsistence. Indirect Costs relate to central corporate service costs 

such as IT, finance, HR and maintenance. Both Direct and Indirect Costs are borne by the 

RSA. Estate Costs refer to the provision, or leasing, of driving test centres and are borne by 

the Office of Public Works (OPW). Below is some general information on these costs. 

 

  The Total Cost to the Exchequer of running the DTS in 2015 was €13.5 million2; this 

comprises €8.6 million in Direct Costs, €3.7 million in Indirect Costs and €1.2 million 

in Estate Costs.  

 The Total Cost of the DTS had peaked in 2008 at €20.9 million3 as additional 

resources were deployed to clear historic backlogs and reduce lengthy waiting times. 

 The full unit cost to the Exchequer of the driving test in 2015 was €88.46 per test 

delivered, down from a peak of €112.85 per test in 2007. 

 The Fee Income received by the RSA from delivering practical driving tests in 2015 

was €13.7 million.  

 When including Estate Costs, 2015 was the first year in the period under review that 

Fee Income exceeded the Total Cost of the DTS.  

 

Rationale and Relevance 
The RSA has one Strategic Objective and three Programme Objectives in relation to the DTS 

relevant to this report: 

 Strategic – Ensure the Road Network is Safe 

 Programme – Ensure Content of the Driving Test is Valid 

 Programme – Ensure Consistency of Delivery 

 Programme – Provide High Level of Service for Potential Road Users. 

 

                                                      
2
 Unless otherwise specified, all amounts refer to the DTS and do not include the Driver Theory Test. 

3
 All figures are in 2015 prices unless otherwise stated. 
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In addition, this review has identified a strong rationale for the implementation of this 

programme based on two core considerations:  

 

 Economic & Social: The provision of a DTS is a public good whereby the outcomes 

which are delivered would not materialise in the absence of Government 

intervention. The DTS also provides positive externalities in terms of road safety, the 

road network, accessibility, and reduced travel times. 

 

 Financial: A sufficiently rigorous driver testing regime ensures that licensed drivers 

have proven themselves fit to drive on the roads. This would be expected to reduce 

the number of driving offenses and collisions. Therefore, a driver testing service can 

be expected to reduce certain costs to the Exchequer such as: justice-related costs of 

‘ex-post’ enforcement on Ireland’s roads; transport-related costs of alternative road 

safety measures; infrastructure costs of increased collisions; and health-related costs 

of injuries and fatalities caused by unqualified drivers. 

 

Finally, the review found that both the objectives and rationale for the programme display 

continued relevance with wider Government policy. Therefore, this review has found that 

there is an on-going requirement for the programme.  

 

Key Findings: Efficiency 
In assessing the efficiency of the DTS, the review utilised quantitative and qualitative 

techniques. The key metrics analysed related to the DTS’s unit costs and average waiting 

times. The analysis also reviewed the DTS’s capacity relative to demand and its ability to 

forecast future demand levels. The review has made the following findings; 
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Between 2006 and 2009, the RSA engaged significant resources to 
clear backlogs and reduce test waiting times. Staff-related costs 
(Direct Costs) in this period were particularly high as the RSA 
utilised measures such as increased overtime and additional 
staffing. 

The Total Cost of the DTS has become relatively stable since 2011, 
remaining within a range of €12.4 million and €13.7 million.  

This stability in Total Costs has led to the overall unit cost of the DTS 
becoming a function of the number of driving tests delivered. 
Generally, between 2010 and 2015; as the number of tests delivered 
increased, the overall unit cost fell.  

The overall unit cost of the driving test fell from its peak of €107 in 
2008, to a low of €83.52 per test in 2011. The overall unit cost rose again 
between 2012 and 2014, before falling to €88.46 per test in 2015. 

The VFM Report sought to include unit cost comparisons between test 
centres and vehicle category types. However, it was not possible to 
calculate or estimate a unit cost in this manner as cost data is not 
collected on a per test centre basis. 

Data provided by the RSA in relation to Fee Income earned by the DTS 
showed that income earned had fallen between 2011 and 2013 from 
€12.3 million to €12.0 million before increasing to €13.69 million in 
2015. 

2015 was the only year in the period analysed (2010 – 2015) in which the 
DTS’s Fee Income exceeded the Total Cost of the DTS. However, if only 
costs borne by the RSA are counted - the DTS’s fee income exceeds costs of 
the DTS for every year between 2011 and 2015. 
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Between 2008 and 2015 the national average waiting time for the driving 
test in Ireland had remained below 10 weeks. In 2006 the national average 
waiting time was 29.8 weeks. In 2007, the figure was 18.9 weeks. By 2008, 
the national average waiting time was 8.5 weeks. 

Variance in waiting times between test centres has also reduced 
greatly. In 2007 there was a gap of 31 weeks between the test centre 
with the longest waiting time (40 weeks) and the shortest (9 weeks). 
From 2010 onwards, this gap has never been larger than 5 weeks. 

In terms of the DTS’s capacity to meet demand, the report found that 
increases in demand in 2014 and 2015, coupled with a reduction in the 
number of examiners arising from controls on public sector numbers, 
had led to a significant widening in the gap between supply and demand 
of driving tests. 

There is no formal demand forecasting model in place within the DTS. 
The ability to project possible demand scenarios for the driving test 
would allow for more efficient allocation of resources in anticipation of 
changes in driving test application levels. 

Initial improvements in efficiencies, with regards to unit costs and 
waiting times, made between 2007 and 2009 had been maintained and 
consolidated from 2010 onwards, without any further significant 
advances being made. 

Furthermore, if the demand for the driving test continues to grow at 
levels seen in recent years, the DTS may not be able to preserve unit 
costs and waiting times at these 2010 - 2015 levels. 

Improved data collection, particularly in terms of costs as well as developing 
a method for forecasting future demand can assist the DTS in (i) becoming 
better equipped to respond to changes in demand and (ii) identifying where 
further efficiencies can be made, so as to maintain and improve current 
levels of efficiency. 
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Key Findings: Effectiveness 

This review sought to assess the level of effectiveness of the DTS with regard to road safety, 

test validity and consistency in test delivery. Again, data and methodological constraints 

impeded upon our ability to analyse the DTS’s performance. However, the following findings 

were made: 

 

Isolating the specific impact of the DTS on road safety is extremely difficult 
considering that it forms part of a broader system of measures and systems 
to minimise road collisions. 

The review was able to highlight certain trends in road safety and make 
recommendations on data collection which would allow for further analysis 
by the RSA and DTTaS into how the DTS can further improve road safety. 

In terms of consistency in test delivery, the overall national pass rate for the 
practical driving test has remained relatively stable between 51% and 54% 
for the period 2009 – 2015. In the period 2006 – 2008, the pass rate had 
risen from 54% to 57%. 

A breakdown of the overall pass rate by gender, vehicle category and age 
group has shown that there has been noticeable and enduring differences in 
pass rates between different groups within these categories.  

The vast majority of test centres in the West, North West and South West 
regions had average pass rates well above the national average.  

The statistical monitoring system used by the RSA to ensure examiners were 
consistent was found to be suitable and robust. 

It was not possible to isolate the impact that passing the driving test has on 
one’s motor insurance premium (a potential proxy for effectiveness), given 
the numerous factors involved in calculating motor insurance premiums. 

The DTS adheres to the relevant EU Directives and that this represents a base 
level of ‘validity’ for the driving test in Ireland. 
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Key Findings: Policy and Management Issues 
This review considered a number of relevant policy and management issues and assessed 

potential areas where the performance of the DTS could be enhanced. The review found the 

following: 

 

 

 

The potential impacts on the DTS of Essential Driver Training 
(EDT: for cars) and Initial Basic Training (IBT: for motorcycles) 
programmes are both analysed. The initail impacts of the 
programmes have been positive on pass rates and attendance 
figures.  

Based on the available evidence and the analysis undertaken, 
the DTS is deemed to be reasonably effective in terms of road 
safety, validity, consistency of delivery and its level of service to 
road users. However, a precise quantification of the 
effectiveness of the DTS will require improved data collection, 
and further research and analysis. 

Potential alterations to the delivery method of the DTS should be 
explored. Any such investigation should include an appraisal of 
whether the DTS could be outsourced to a private service provider. 

The performance metrics set out in the Performance Delivery 
Agreement (PDA) between the RSA and DTTaS relate primarily to 
volume of service and national average waiting times. Amending these 
metrics to capture the fact that volume of service for the DTS is 
demand-led would improve the effectiveness of the PDA. 

As Estate Costs for the DTS are incurred by the OPW rather than the 
RSA, this may reduce the incentive for the RSA to seek full efficiencies 
in this area of expenditure, despite having overall responsibility for 
the delivery of the DTS. Mechanisms to ensure full cost transparency 
(e.g. RSA reimburse OPW for the cost of managing the estate) should 
be explored. 

DTTaS and the RSA should continue to work together to ensure that 
the efficiency and effectiveness of the DTS is both maintained and 
improved.  
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Summary, Recommendations and Implementation 

The following is a summary of recommendations. The recommendations in full are available 

in Section 9. 

Improve Efficiency: 

No. Recommendation 

1 & 2 

By the end of 2017, the RSA should design and implement a methodology which 

allocates Direct Costs, Indirect Costs and Estate Costs to each test centre. The unit 

cost per test for each centre and vehicle category should be published annually. 

5 
The RSA will endeavour to provide all test applicants with the option of selecting 

the date and time of their driving test from an online calendar system. 

6 
The RSA is to have recalculated the national average waiting time figures by mid-

2017 and maintain this information on their website  

7 

The RSA should undertake an assessment of its ability to redistribute staff resources 

between test centres so as to be able to offer alternative test centre venues to 

candidates facing above average waiting times at their current test centre venue. 

8 

DTTaS and the RSA to annually agree upon the number of test applications that can 

be received and delivered without exceeding the ten-week national average waiting 

time target. This figure to be included in the PDA between the two parties. 

9 

The RSA should explore developing a statistical monitoring system to identify test 

centres not reaching a sufficient level of test applications relative to similar centres 

within the same region, taking into account the number of applications received by 

the test centre. 

10 

The RSA should explore the feasibility of developing an evaluation system to 

determine the maximum number of tests that can be delivered by individual test 

centres. 
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Improve Effectiveness: 

No. Recommendation 

15 

The RSA will conduct further analysis of practical driving test pass rates to 

investigate differences between genders; age groups; and vehicle category users. 

Analysis to also assess the variation in pass rates between ‘Eastern’ and ‘Western’ 

regions. 

17 
The RSA should ensure that the statistical monitoring process for assessing 

individual examiners’ pass rates accounts for the different vehicle category tests.  

19 

The RSA should consider measures to end the possibility of those who hold a third 

or higher iteration of their learner permit repeatedly renewing their permit without 

actually sitting the driving test.  

24 
The RSA to consider the introduction of Hazard Perception to the driver theory test 

and an Independent Driving component to the practical driving test. 

 

Data Collection: 

No. Recommendation 

12 

By the end of 2017, the RSA and other relevant bodies (i.e. the CSO, An Garda 

Síochána) should have begun to collect and publish information on license type 

(including Novice), driver’s level of experience, and cause of collision for all drivers 

involved in fatal or serious collisions. 

13 

The RSA should investigate collision rates, broken down by license type, driver 

experience and cause of collision in other countries, in order to better benchmark 

driver performance and behaviour, and potentially identify specific areas of driver 

training and testing to target for improvement. 

14 

The RSA should compile data on test fault marking statistics, distinguishing between 

candidates who pass and fail. This data should be coordinated with ‘cause of 

collision’ data, to enable comparison and analysis. The outcome of this analysis 

should be used to identify specific behaviours and competencies that should be 

targeted in the driving test to improve road safety. 
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Future Monitoring and Evaluation: 

No. Recommendation 

3 

Once a methodology has been developed and implemented to accurately record 

and assess costs at a test centre level, and no later than 18 months after the 

publication of this report, a review of the delivery requirements and options of the 

DTS should be undertaken by the RSA. This review should include a Cost-Benefit 

Analysis of identified options for delivering the service. 

8 
DTTaS should consider, where feasible, explicitly including the recommendations 

made in this report as measurable targets in their PDA with the RSA. 

11 
The development of a demand forecasting model by the RSA should be completed 

by Q1 of 2018.  

18 

A focused evaluation of the EDT and IBT programmes should be undertaken by 

2018 to assess their impact on road safety, pass/fail rates and attendance rates. 

The evaluation should also assess whether the mandatory level of training could be 

reduced without having any negative impact on the candidate’s level of 

competence for passing the driving test. 

20 

Following the RSA’s review, the DTTaS should undertake a policy review of the DTS 

including the possibility of outsourcing the DTS. 

23 

DTTaS’s Strategic Research and Analysis division (SRA) will carry out assessments of 

the progress made in implementing this review’s recommendations as part of the 

DTTaS Quality Assurance process for 2018 and 2019. 
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Overall Conclusion:  

Following the period 2006 – 2009, in which the newly-formed RSA responded 

admirably to the challenges of high demand caused by extensive backlogs and 

historically high waiting times, the DTS has maintained its performance levels for 

efficiency and effectiveness at an acceptable level without advancing any further 

significant improvements. 

 

Overall Recommendation: 

Enhanced data collection, particularly in the areas of costs, test capacity and road 

collisions, along with the development of a demand forecasting model, will allow 

the DTS to identify areas in which improvements to its overall level of efficiency 

and effectiveness could be made. This more extensive level of data collection will 

provide those undertaking future reviews of the DTS with a more comprehensive 

database for carrying out this analysis. 

 

An implementation plan for improving the operation, efficiency and effectiveness of the 

Driver Testing Service is recommended. Progress towards the implementation of this review 

will be monitored by SRA. The review’s Balanced Scorecard is provided on the next page. 

This tool allows for greater comparability between VfM reviews and briefly details some key 

evaluative questions.  

 

This review was completed by the Department of Transport, Tourism and Sport’s Economic 

and Financial Unit, which is a constituent unit of the Irish Government Economic and 

Evaluation Service (IGEES). Any queries in relation to the review should be sent to 

SRA@dttas.ie. 
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Balanced Scorecard  

Criteria Details Review of Criteria 

Quality of Programme Design 

Are the programme objectives clearly specified? 

Yes. The objectives are to ensure the road network is safe, 
ensure the content of the driving test is valid, ensure delivery 
of the test is consistent, and provide a high level of service for 

potential road users. 
 

Are the objectives consistent with stated Government 
priorities? Is there a clear rationale for the policy 
approach being pursued? 

Yes, the objectives are consistent with overall Government 
policy and there is a clear financial and economic rationale. 

 

Are performance indicators and sufficient data 
collection mechanisms in place from the outset? If 
not, how can this be remedied and can such 
success/failure indicators be constructed ex post? 

Data availability issues arise throughout the DTS programme. 
Recommendations relating to data collection and future 
performance indicators have been set out in the review. 

 

Have alternative approaches been considered and 
costed, through cost-benefit analysis or other 
appropriate methodology? 

A number of alternative approaches to elements of the 
programme delivery have been identified throughout. These 

alternatives have not been costed as the methodology for 
presenting costs at test-centre level needs to be developed 

and implemented. 
  

Are resources (financial, staffing) clearly specified? Are 
current funding arrangements appropriate? 

Yes, total programme cost of €13.5 million in 2015, comprising 
€8.6 million in Direct Costs, €3.7million in Indirect Costs and 

€1.2 million in Estate Costs. Current funding arrangements are 
deemed appropriate. 

Implementation of Programme Scheme 

To what extent have programme objectives been met 
and is the programme generally effective? 

Based on the available evidence and analysis, the programme 
is deemed reasonably effective overall. However, data and 

methodological constraints prevent a more precise 
quantification of this. 

Is the programme efficient in terms of; 

- Maximising output for a given input  
 

- Administration 

 

Assessing the programme’s efficiency proved difficult, and in 
some cases not possible, due to data unavailability. However, 

based on our analysis the DTS is performing at an efficient 
level in terms of unit costs per test delivered and national 

average waiting times. 

 

Is there evidence of variation of efficiency across 
different locations and/or different delivery 
mechanisms? 

In terms of waiting times there has been a significant reduction 
in variance between test centres, particularly since 2010 to 

2015. It is not currently possible to determine what difference, 
if any, there is in unit costs between test centres. A 
comparison of delivery method was not possible. 

 

Have the views of stakeholders been taken into 
account? 

Yes, Steering Group consisted of DTTaS and DPER. The RSA 
provided the majority of relevant data, where available.  

Cross-Cutting Aspects 

Are there overlap / duplication with other 
programmes? 

There is no duplication with other programmes. 

What scope is there for an integrated cross-
departmental/agency approach? 

Continued collaboration between DTTaS and the RSA is 
recommended in this review with a focus on assessing 
alternative potential delivery methods. Also continued 

interaction with the CSO, and An Garda Síochána in terms of 
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data collection.  

Are shared services / e-Govt channels being used to 
the fullest extent? 

Yes. The RSA uses both the Public Appointments Service and 
People Point systems. ePQs are dealt with through the DTTaS’s 

Road Safety Division. 

Can services be delivered more cost-effectively by 
external service providers? 

It is not possible to analyse cost-efficiency of this given 
available evidence. This review recommends further appraisal 

of this delivery method as part of a future evaluation once cost 
data collection has been enhanced. 



16 
 

Contents 

Executive Summary ...................................................................................... 2 

Balanced Scorecard ...................................................................................... 14 

Section 1: Introduction ............................................................................ 21 

1.1 Background to the Review ........................................................................................ 23 

1.2 Value for Money Process .......................................................................................... 24 

1.3 Objectives of the Review ........................................................................................... 25 

1.4 Steering Committee .................................................................................................. 25 

1.5 Terms of Reference ................................................................................................... 26 

1.6 Scope of Report ......................................................................................................... 27 

1.7 Format of Report ....................................................................................................... 28 

Section 2: Background and Overview of the DTS Programme .................. 29 

2.1 Operation of the Driver Testing Service .................................................................... 30 

2.2 The Practical Driving Test .......................................................................................... 32 

2.3 Delivery and Budgetary Processes for Practical Driving Test .................................... 34 

2.4 Funding Developments ............................................................................................. 36 

2.5 Concluding Comments on Programme Overview ..................................................... 36 

Section 3: Methodology .......................................................................... 38 

3.1 Methodology Overview ............................................................................................. 39 

3.2 Programme Logic Model ........................................................................................... 39 

3.3 Examining Relevance ................................................................................................. 44 

3.4 Examining Efficiency .................................................................................................. 44 

3.5 Examining Effectiveness ............................................................................................ 45 

3.6 Data and Information Sources .................................................................................. 46 

Section 4: Programme Objectives, Rationale and Continued Relevance .. 47 

4.1 Rationale for Driver Testing Service .......................................................................... 48 

4.1.1 Economic and Social Rationale .......................................................................... 48 

4.1.2 Financial Rationale ............................................................................................. 51 

4.2 Primary Objectives of the Programme ...................................................................... 51 

4.2.1 Strategic Objective – Ensure Road Network is Safe .......................................... 52 



17 
 

4.2.2 Programme Objective 1 – Ensure Content of Test is Valid ................................ 54 

4.2.3 Programme Objective 2 – Ensure Consistency of Delivery of DTS .................... 54 

4.2.4 Programme Objective 3 - Provide High Level of Service to Applicants ............. 55 

4.3 Continued Relevance ................................................................................................ 55 

4.3.1 Existing Rationale ............................................................................................... 55 

4.3.2 Wider Policy Relevance of Objectives................................................................ 56 

4.4 Concluding Comments on Objectives, Rationale and Relevance ............................. 57 

Section 5: Cost and Efficiency of the Programme ..................................... 58 

5.1 Overall Unit Cost per Driving Test ............................................................................. 59 

5.1.1 Overview of Driver Testing Service Costs 2006 -2010 ....................................... 59 

5.1.2 Breakdown of Different Costs related to the Driver Testing Service ................ 60 

5.1.3 Full Unit Cost of the Driving Test 2011 - 2015 ................................................... 61 

5.2 Unit Cost of Driving Test per Test Centre.................................................................. 66 

5.3 Unit Cost of Driving Test per Category Type ............................................................. 69 

5.4 Breakdown of Cost Type within the Driver Testing Service ...................................... 70 

5.4.1 Total Direct Costs 2011 – 2015 .......................................................................... 70 

5.4.2 Total Indirect Costs 2011 – 2015 ....................................................................... 71 

5.4.3 Total Estate Costs 2011 - 2015 .......................................................................... 72 

5.4.4 Recommendations for Total Costs ..................................................................... 73 

5.5 Fee Income and the ‘Funding Gap’ 2011 – 2015 ...................................................... 75 

5.6 Driving Test Waiting Times ........................................................................................ 77 

5.7 Calculation of Waiting Times .................................................................................... 78 

5.7.1 Average National Waiting Times 2007 - 2015 ................................................... 79 

5.7.2 Average Waiting Time per Test Centre 2007 - 2015 .......................................... 83 

5.8 Capacity of the DTS ................................................................................................... 87 

5.8.1 Examiners ........................................................................................................... 87 

5.8.2 Test Centres ....................................................................................................... 91 

5.9 Demand Forecasting ................................................................................................. 93 

5.10 Efficiency Conclusions ............................................................................................... 97 



18 
 

Section 6: Effectiveness ........................................................................... 99 

6.1 Collision Rates ......................................................................................................... 100 

6.1.1 Road Safety in Ireland ...................................................................................... 101 

6.1.2 Car Driver Fatalities – Young Drivers ............................................................... 105 

6.1.3 Learner and Novice Drivers involved in Fatal Collisions 2006 – 2013 ............. 108 

6.1.4 Collision Statistics in Northern Ireland ............................................................ 112 

6.1.5 The Link between Causes of Collisions and Components of the Driving Test . 114 

6.1.6 Summary .......................................................................................................... 115 

6.2 Consistency of Test Delivery ................................................................................... 116 

6.2.1 National Average Pass Rates ............................................................................ 116 

6.2.2 Average Pass Rates per Test Centre ................................................................ 121 

6.2.3 Average Pass Rates per Examiner per Test Centre .......................................... 126 

6.3 Impact of Driving Test on Motor Insurance Premiums ........................................... 129 

6.4 Assessing the components of the Driver Testing Service ....................................... 132 

6.4.1 Compliance with EU Requirements ................................................................. 132 

6.4.2 Essential Driver Training and Initial Basic Training .......................................... 135 

6.5 Effectiveness Conclusions ....................................................................................... 144 

Section 7: Consideration of Policy and Management Issues ................... 146 

7.1 Consideration of the Delivery Method ................................................................... 147 

7.1.1 Consideration of Outsourcing the DTS ............................................................ 148 

7.2 Governance of the DTS ........................................................................................... 150 

7.3 Estate Management in the DTS ............................................................................... 152 

7.4 Concluding Comments on Policy and Management Issues .................................... 153 

Section 8: Summary of Findings and Recommendations ........................ 154 

8.1 9.1 Summary of Findings ......................................................................................... 155 

8.2 Summary of Recommendations .............................................................................. 158 

Section 9: Summary and Implementation Plan ...................................... 163 

Section 10: Bibliography .......................................................................... 166 



19 
 

Appendix A: Literature Reviews and International Comparisons ............ 176 

A.1 Previous Analysis of the DTS: Value for Money & Performance Reviews .............. 176 

A.1.1 Report on Value for Money Examination – The Driver Testing Service, 

Comptroller and Auditor General, 1999 ........................................................................ 176 

A.1.2 Report on Value for Money Examination – Driver Testing in the Road Safety 

Authority, Comptroller and Auditor General, 2009 ....................................................... 179 

A.1.3 Option Appraisal for the Future Delivery of Driver Testing Services in Ireland, 

DKM Economic Consultants, 2011 ................................................................................. 182 

A.2 Components of the Driving Test: Irish & International Research ........................... 187 

A.2.1 The “Towards European Standards for Testing” (TEST) Project ...................... 187 

A.2.2 The GDE Matrix – a framework for Driver Education and Testing .................. 188 

A.2.3 OECD Report – “Young Drivers, the Road to Safety” (2006) ........................... 188 

A.2.4 Drivers at Work ................................................................................................ 189 

Appendix B: Current and Future Developments to the DTS .................... 190 

B.1.1 2014 Competence Assurance Solutions (CAS) Report ..................................... 190 

B.1.2 RSA Public Consultation 2014 .......................................................................... 196 

Appendix C: The Driver Theory Test ....................................................... 200 

C.1.1 EU Directives 91/439/EEC and 2003/59/EC ..................................................... 200 

C.1.2 Background to the Theory Test in Ireland ....................................................... 201 

C.1.3 Driver Theory Test Pass Rates .......................................................................... 202 

Appendix D: Driving License Categories in Ireland .................................. 204 

Appendix E: Tests Delivered per Test Centre 2010 - 2015 ....................... 206 

Appendix F: Pass Rates per Test Centre relative to the National    Average 

Pass Rate (2010 – 2014) ............................................................................. 212 

 
 
 



20 
 

Acronyms 

ADI Approved Driving Instructor 

C&AG Office of Comptroller and Auditor General 

CEEU Central Expenditure Evaluation Unit (DPER) 

CIECA International Commission for Driver Testing (“Commission Internationale des Examens de 

 Conduite Automobile”) 

CSO Central Statistics Office 

DoT Department of Transport 

DPER Department of Public Expenditure and Reform 

DTS Driver Testing Service 

DTT Driver Theory Test 

DTTaS Department of Transport, Tourism and Sport 

DVA Driver and Vehicle Agency (Northern Ireland) 

DVSA Driver and Vehicle Standards Agency (Great Britain) 

EDT Essential Driver Training (cars) 

EU European Union 

FPA Focused Policy Assessment 

FTE Full Time Equivalent 

GDL Graduated Driver Licensing 

IBT Initial Basic Training (motorcycles) 

IGEES Irish Government Economic and Evaluation Service 

OECD Organisation for Economic Co-operation and Development 

OPW Office of Public Works 

PDA Performance Delivery Agreement 

PLM Programme Logic Model 

PPP Public Private Partnership 

PSC Public Spending Code 

RSA Road Safety Authority 

SRA Strategic Research and Analysis division (DTTaS) 
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The introductory section of the report describes the Value for Money process in detail, 

setting out the terms of reference and scope within which the review was completed. In so 

doing, it provides the context for the remainder of the review and describes the process of 

undertaking the review and preparing the report. 

 

 

Key Questions 

What is a Value for Money and Policy Review? 

What were the Terms of Reference for the Review? 

What was the Overall Scope and Objectives of the Exercise? 
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1.1 Background to the Review 

This Value for Money and Policy Review (VfM) is being carried out as part of the Department 

of Transport, Tourism and Sport’s on-going compliance with the Public Spending Code (PSC). 

The PSC is a set of rules and procedures that apply to ensure that high standards are upheld 

across the public service. All public bodies are obliged to treat public funds with care, and to 

ensure that the best possible value-for-money is obtained whenever public money is being 

spent or invested. 

The first driving test in Ireland was conducted in March 1964. Initially, driving tests were only 

carried out in Dublin and there were a total of five examiners employed to administer the 

tests. At this time there were approximately 400,000 registered vehicles on the road and 

over half a million drivers. There are now approximately 2.6 million registered vehicles and 

2.7 million drivers. The driving test is conducted in 49 test centres spread across the country, 

with 92 FTE examiners and a supervisory group comprising: a Chief Tester; a Training 

Standards Manager; and several Driver Testing Supervisors (number of Supervisors has 

varied in recent years between 9 and 11). In 2015 just over 152,000 driving tests were 

conducted. 

The DTS is a core component in ensuring a safe environment for all road users through 

education and evaluation. The DTS is operated by the Road Safety Authority (RSA), which 

took over responsibility for delivery of the programme from the Department of Transport in 

2006. 

 Ireland’s road safety record has improved greatly over the last decade. In 2014 there were 

43 road fatalities per million population, putting Ireland 9th in the EU4. In 2015 there were 36 

road fatalities per million population, provisionally moving Ireland up to sixth in the EU 

(compared with 2014 figures for other countries)5. 

Continuing to improve road safety while also efficiently delivering an effective driving test 

service remains a policy priority.  

                                                      
4
 http://ec.europa.eu/transport/road_safety/pdf/vademecum_2015.pdf  

5
 http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Collision_Fact_Book_07.pdf  

http://ec.europa.eu/transport/road_safety/pdf/vademecum_2015.pdf
http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Collision_Fact_Book_07.pdf
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1.2 Value for Money Process 

The Value for Money and Policy Review process has been firmly established as a key part of 

the policy cycle over the last number of years. The Government sets out a three year VfM 

programme which lists the specific programmes/policies which are to be analysed. A Value 

for Money Review is then carried out by the relevant Government department in 

conjunction with the Department of Public Expenditure and Reform’s Central Expenditure 

Evaluation Unit (CEEU). 

This method of ex-post evaluation was established in 1996 under the Expenditure Review 

Initiative (ERI). The ERI had two aims; to provide a systematic analysis of what is actually 

being achieved by expenditure in each spending programme and to formulate a basis on 

which more informed decisions can be made on priorities within and between expenditure 

programmes. 

In 2006, the ERI process was reviewed by the Department of Finance to analyse the 

efficiency and effectiveness of the programme. Furthermore, the OECD produced a review 

of the system and identified specific concerns in relation to the independence of the 

process, evaluation capacity within Departments, the contribution of reviews to the 

estimates and budgeting processes and the lack of follow-up of review recommendations. In 

2008, the Government decided that the process should be refocused to take account of the 

identified issues. This streamlined the process and ensured that the policy programmes 

under consideration were correctly chosen. 

The updated process was guided by the 2007 Value for Money and Policy Review Initiative 

Guidance Manual. This set out a thorough guide which informed all VfM reports. The 

publication of the Public Spending Code in 2013 introduced further reforms to the VfM 

process. These included focusing topic selection on major areas of expenditure and, where 

possible, on discretionary expenditure, further streamlining the process with the aim of 

ensuring that reports were completed within 6-9 months, and the publication of a three-

year VfM cycle by the Minister for Public Expenditure and Reform. In addition, steps have 

been taken to increase capacity within departments through the creation of the Irish 

Government Economic and Evaluation Service (IGEES). 
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It is within this framework that this VfM review has been conducted and the review has 

endeavoured to adhere to all guidelines contained in the relevant publications. 

1.3 Objectives of the Review 

The primary objective of this review is to examine the continuing relevance, rationale, 

efficiency and effectiveness of the DTS. In achieving this goal, it is hoped that this review will 

act as a means of improving programme delivery and thus the quality of this public service. 

In addition, this review aims to develop an appropriate benchmark for future evaluation of 

the DTS. In the context of data limitations, the review sets out currently available 

information while also highlighting areas where data and information recording and 

management should be improved. It is also anticipated that the study will contribute to 

international research on this topic. 

1.4 Steering Committee 

As part of the VfM process a Steering Committee was formed to guide the work of the 

evaluation team. The members of the committee were as follows; 

Table 1: Steering Committee Members  

Independent Chairperson 

Donal Enright 
Formerly of the Department of the Environment, 

Community and Local Government 

Department of Transport, Tourism and Sport 

Neil Gannon / Eoin McLoughlin6 Strategic Research and Analysis division 

Alan Scarlett Strategic Research and Analysis division 

Vivienne Malone Strategic Research and Analysis division 

Nicola Hayes Road Safety Division 

Helen O’Reilly Road Safety Division 

Department of Public Expenditure and Reform 

Philip Maher Transport Vote 

 

The group met on five occasions. 

                                                      
6
Neil Gannon took over the management of this VfM report from Eoin McLoughlin in May 2016 
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  11th May 2016  
 31st August 2016  
 26th October 2016 

 2nd March 2017 

 7th April 2017 
 

 

1.5 Terms of Reference 

At the beginning of the review process terms of reference (ToR) were agreed between the 

evaluation team and the steering committee. All VfM Reviews must be based on defined 

ToR. The ToR for the review was agreed to by the steering group in May 2016. They were 

subsequently agreed to by the Secretary General of the Department of Transport, Tourism 

and Sport and the Assistant Secretary of the Department of Public Expenditure and Reform 

with responsibility for Transport, Tourism and Sport. The following six items form the basis of 

this review: 

1. Identify the rationale and overall policy objectives of the programme and examine its 

continuing relevance.  

2. Define the outputs associated with the programme activity and identify the level and 

trend of these over time. 

3. Examine the extent to which the objectives and impacts have been achieved through 

assessing the programme’s overall effectiveness. 

4. Identify the level and trend of costs and revenues, including staffing resources associated 

with the programme, and determine the efficiency with which it has achieved its 

objectives. 

5. Examine relevant issues around policy and organisational approaches to achieve 

objectives in a more efficient and effective manner, including through international 

comparison. 

6. Specify potential future performance indicators which could be used to better monitor 

the programme. 
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1.6 Scope of Report 

The Department of Public Expenditure and Reform’s 2007 Value for Money Guidelines set 

out the headings under which the scope of the VfM should be defined. The scope of this 

review refers to the DTS for all vehicle category types. The timeframe covers 2006 to 2015, 

taking into account that the RSA only came into being on the 1st of September 2006 and that 

previously published reviews of the DTS have provided analysis of certain efficiency and 

effectiveness metrics for periods up to 2011. 

The specific budget is the Department of Transport, Tourism and Sport’s budget subhead 

B.4. The stakeholders involved are DTTaS, the RSA, the Office of Public Works (OPW) and 

private entities with a potential interest in the delivery of the service. 

At a national level, the DTS is regulated under the Road Traffic Acts 1961-2016 and statutory 

instruments made under these Acts, with the 1961 Road Traffic Act laying the foundation for 

the present driver licensing and testing system. In addition, the Road Safety Authority Act 

2006 transferred responsibility for the DTS to the RSA in 2006.   

Driver testing was first introduced in Ireland in 1964 and is currently regulated under EU 

Driver Licensing and Testing Directives as well as national legislation. The first EU Directive 

on driving licences was adopted in 1980 (80/1263/EEC) and established a Community model 

national licence that guaranteed the mutual recognition by Member States of national 

licences. The second Directive (91/439/EEC) established the requirement for a theory test 

and set minimum age levels for driving different types of vehicles. This directive has been 

subsequently repealed with the passing of the third EU Directive (2006/126/EC, and a 

subsequent amendment, 2012/36/EU) which has, inter alia, led to the introduction of a new 

plastic card driving licence. 
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Table 2: Summary of Review Scope 

Programme/Activity The Driver Testing Service  

Temporal 10 Years, 2006-2015 (Specific focus post-2011) 

Financial €13.5 Million in 2015 

Organisational DTTaS, RSA, OPW and Private Entities 

Legislative 

Road Traffic Acts 1961-2014 
Road Safety Authority Act 2006 

EU Directive 2006/126/EC 

Other Relevant 
Dimensions 

Integration with Driver Theory Test and Essential Driver Training 
(EDT) 

Data/Systems 

Expenditure and Income (various breakdowns) 
Driving Tests Delivered (and pass rates) 

Unit Costs (over time and projected) 

Demand Forecasts 

Effectiveness Metrics 

International Indicators 

Requirements Public Spending Code Compliance 

 

1.7 Format of Report 

The VfM report first provides an overview of the policy programme and related areas before 

detailing the methodology which underpins the research. We then discuss the rationale and 

continued relevance of the programme. Leading on from this, the report provides analysis of 

the main performance indicator metrics related to efficiency and effectiveness. Following 

this analysis, there is an examination of the programme’s management and delivery 

methods in light of the findings from the preceding chapters. To conclude, the report makes 

a number of recommendations and suggests some potential performance indicators that 

could be used to evaluate the programme on an on-going basis. 
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Section 2: Background and Overview of the DTS Programme 

 

The purpose of this chapter is to give a comprehensive overview of expenditure on the DTS. 

This includes a historical account of the programme and an overview of current budget 

flows and management processes. In addition, it is necessary to outline the linkages 

between this programme and others such as the Theory Test and the Graduated Driver 

Training and road safety policy. 

Key Questions 

What does the Current Driver Testing Service Consist Of/Provide? 

How has the Driver Testing Service Changed over Time? 

How is the Driver Testing Service Delivered? 
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2.1 Operation of the Driver Testing Service 

The DTS is managed and operated by the RSA, with the exception of the Theory Test, which 

is operated by the private service provider Prometric. The RSA took over responsibility for 

the delivery of the DTS in 2006. The service had been delivered up until 2002 by the 

Department of Environment and Local Government, before being taken over by the 

Department of Transport (DoT). 

The RSA is a statutory organisation, established under the Road Safety Authority Act, 2006. 

Its overall mission is to “to save lives and prevent injuries by reducing the number and 

severity of collisions on the road”. The current driving test is delivered by the RSA which is 

organised into the following three front line Directorates: 

 Driver Testing & Licensing; 

 Road Safety, Research & Driver Education; and 

 Standards & Enforcement 

These three front-line Directorates are supported by a Finance & Commercial Services 

Directorate, an ICT Division and a HR Division. 

The Driver Testing & Licensing directorate is responsible for the DTS and for the 

management of the driver instructor and licensing regime. The objective of the Directorate 

is to ensure that the way drivers learn to drive and the rules by which they continue to drive 

make using the road safer for everyone. The specific functions which fall under this 

directorate are as follows: 

 Management of the delivery of the Driver Theory Test Service; 

 Delivery of the DTS; 

 Delivery of the Driver Licensing Service7; 

 Management of the Penalty Points System; 

                                                      
7
 Up to 2013, local authorities had responsibility for driver license issue/renewal – RSA, Road Safety Authority  

  Notes to the Financial Statements for the year ended 31 December 2014 
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 Delivery of the Emergency Services Driving Standard; 

 Management of the National Driver Licence Service (NDLS)8; 

Before a person can start learning to drive a vehicle they must first take a theory test. The 

theory test was introduced in April 20019and is currently carried out by the test provider 

Prometric. The content of the test is updated on an ongoing basis. The 7th and most recent 

edition was published in October 201610. The contract for the delivery of the theory test was 

awarded in July 2008 to Prometric and this contract has been awarded to the same operator 

again in May 2017 following a tendering process in 2016.  

Once they have passed the relevant theory test, candidates can apply for a learner permit, 

which allows them to start learning to drive. When driving, learner permit holders must be 

accompanied at all times by a qualified driver who has held a full licence for the category for 

at least two years. A minimum learning period of six months is in place before a learner 

permit holder can apply to sit their practical driving test11. Learner car drivers who have 

obtained their first driving permit on or after the 4th of April 2011 are required to undertake 

12 one – hour lessons with an approved driving instructor as part of the Essential Driver 

Training (EDT) programme12. 

Once a candidate has passed the driving test, he or she can then apply for a full driving 

licence at their local National Driver Licensing Service (NDLS) centre. There is no 

probationary period following the driving test, but from the 1 August 201413 onwards any 

person granted their first full driving licence must display N-plates on their vehicle for a 

period of two years. Where the vehicle is a motorcycle, the rider must wear an ‘N’ tabard. 

Also introduced in August 2014 was a different penalty point system for novice drivers. A 

lower penalty point threshold for disqualification applies to learner permit holders and 

novice drivers. The purpose of these new measures, which form part of the Graduated 

                                                      
8
 RSA Annual report 2015 

9
http://www.rsa.ie/Documents/Learner%20Drivers/GDL/Graduated%20Driving%20Licensing%20Recommenda

tions%202009.pdf 
10

 http://www.rsa.ie/RSA/Learner-Drivers/Your-learner-permit/The-theory-test/ 
11

 This was introduced in October 2007. 
12

 http://www.rsa.ie/en/RSA/Learner-Drivers/Driver-Training/Graduated-Driver-Licensing/GDL-rollout/. EDT is 
not required for those who obtained their first learner permit before the implementation date. However, the  
RSA does encourage all learner drivers to undertake structured training. 
13

 http://www.rsa.ie/en/RSA/Licensed-Drivers/Driving-licence/Novice-Plates-Introduction/  

http://www.rsa.ie/Documents/Learner%20Drivers/GDL/Graduated%20Driving%20Licensing%20Recommendations%202009.pdf
http://www.rsa.ie/Documents/Learner%20Drivers/GDL/Graduated%20Driving%20Licensing%20Recommendations%202009.pdf
http://www.rsa.ie/RSA/Learner-Drivers/Your-learner-permit/The-theory-test/
http://www.rsa.ie/en/RSA/Learner-Drivers/Driver-Training/Graduated-Driver-Licensing/GDL-rollout/
http://www.rsa.ie/en/RSA/Licensed-Drivers/Driving-licence/Novice-Plates-Introduction/
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Driver Licensing (GDL) system, is to reduce the number of accidents among learner and 

novice drivers, particularly among the high-risk 17 to 24 year olds.  

2.2 The Practical Driving Test 

The practical driving test assesses a candidate on their skills, competencies and driving 

behaviour. Practical tests for car and motorcycles usually last between 40 and 50 minutes 

and must include a minimum of 25 minutes driving, while the minimum amount of time 

spent driving for all other vehicle categories is 45 minutes. 

The practical driving test is conducted in approximately 50 test centres14 spread across the 

country with 92 examiners and 10 supervisors conducting or monitoring driving tests in 

2015. In 2015, 164,204 test applications were received by the RSA with 152,744 tests 

administered; the national average pass rate for all vehicle category types was 54%.  

There are five main categories of vehicles (each with a number of sub categories) for which 

the driving test applies15. The five categories are as follows: Motorcycles (Category A, A1, 

A2, AM), Cars (Category B, BE); Trucks (C, CE, C1, C1E); Buses (D, DE, D1, D1E) and Work 

Vehicles and Land Tractors (W). Appendix D shows the current categorisation of vehicles 

used. Table 3 below displays the current fee levels for practical tests of different categories. 

Table 3: Current DTS Fee Levels 

Category  Fee 

A, A2, A1, B, BE, AM,W €85 

All other categories €120 

Certificate of Professional Competence 
(CPC)16 Driving Test (Bus and Truck 

Category) 
€152 (Driving Test Part 1- €120, Part 2- €32) 

 

The Theory Test is charged separately, at €45 for motorcycle and car theory test to €85 for 

the combined bus and truck test. 

                                                      
14

 Number of test centres has varied between 48 and 51 in recent years. 
15

 http://www.rsa.ie/Documents/Learner%20Drivers/Rules_of_the_road.pdf (page 11- 13) 
16

 Periodic training of professional drivers after they have passed their initial driving test to ensure that they 
are kept up to date with best practice. 

http://www.rsa.ie/Documents/Learner%20Drivers/Rules_of_the_road.pdf
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Table 4 below shows the numbers applications per test category and the percentage of 

overall applications for the period 2010 to 2015. The majority of the applications for the 

practical test are received for Category B and BE. Between 2010 and 2015 these made up 

over 90% of the applications.  

 

Table 4: Test Applications by Vehicle Category type 2010 to 2015 

Test Type 2010 2011 2012 2013 2014 2015 

Total applications for Category 
A, A1, A2, AM 

4,783 3,827 3,654 2,791 3,195 3,255 

% of total applications 3.12% 2.61% 2.61% 2.02% 2.13%     2.01% 

Total Applications for Category 
B, BE 

141,642 136,335 130,338 127,395 138,281 149,736 

% of total applications 92.37% 93.09% 93.05% 92.36% 92.05% 92.30% 

Total Applications for Category 
C, C1, C1E, CE 

4,488 3,777 3,584 5,319 6,038 5,945 

% of total applications 2.93% 2.58% 2.56% 3.86% 4.02% 3.66% 

Total Applications for Category 
D,D1,D1E,DE  

2,399 2,489 2,472 2,409 2,682 3,266 

% of total applications 1.56% 1.70% 1.76% 1.75% 1.79% 2.01% 

Total Applications for Category 
W 

29 28 27 19 35 30 

% of total applications 0.02% 0.02% 0.02% 0.01% 0.02% 0.02% 

TOTAL APPLICATIONS 153,341 146,456 140,075 137,933 150,231 162,232 

Source: RSA 

When the RSA took over the DTS, waiting times for obtaining a test had become a pressing 

issue for the Agency. A 2009 Office of the Comptroller and Auditor General (C&AG) report17 

on the DTS stated that “between 2004 and 2006 there were between 116,000 and 140,000 

                                                      
17

 http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf  

http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf
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people on the waiting list for driving tests. Candidates who sat the test in the last four weeks 

of those years waited on average between 30 and 33 weeks, with wider variations in average 

waiting times among centres”.  

In July 2006 the DoT contracted an external service provider, SGS, to assist in delivery of the 

driving test. This contract included the provision of examiners, test premises, statistics, ICT 

interface with RSA computer systems and services to specific customer standards. 

Management of this contract was then taken over by the RSA when it assumed responsibility 

for the DTS. A Performance Delivery Agreement (PDA) was put in place between the RSA and 

DTTaS. One of the requirements in the PDA states that the RSA must maintain an average 

national waiting time of ten weeks or less for sitting the driving test. 

The DTS has been the subject of a number of previous reviews over the years. C&AG 

undertook value for money examinations of the programme in both 1999 and 2009 that 

resulted in a number of key findings and recommendations. The 1999 evaluation found a 

wide variation in pass rates both on a regional and per tester basis and similarly with waiting 

times ranging significantly between test centres. The examination also highlighted increases 

in unit costs, a considerable scope for greater economy and efficiency, and the need for the 

programme to achieve full cost recovery. The 2009 evaluation, while acknowledging the 

radical improvement made in reducing test waiting times, drew attention to the need for a 

core set of performance indicators whilst also noting the continued high variability in pass 

rates and the need to monitor the unit costs of tests delivered. 

The DTS was also considered as part of the Government’s “Report of the Special Group on 

Public Service Numbers and Expenditure Programmes” published in 2009. This concluded 

that at a minimum, the RSA’s driver testing activities should be run on a full cost recovery 

basis and that outsourcing should be extended to apply to all driving tests.  

  

2.3 Delivery and Budgetary Processes for Practical Driving Test 

The budget for the DTS is allocated across two main headings: Admin and Technical. ‘Admin’ 

relates mainly to administrative staff costs, while ‘Technical’ relates to the staff costs of 

examiners, supervisors and other technical staff. Figure 1 below illustrates the 
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organisational structure of Driving Test Structure as of 2016. In addition to these staff costs, 

otherwise known as Direct Costs, there are Indirect Costs to the DTS which are associated 

with the supporting RSA Directorates: Finance & Commercial Services, ICT Division and HR 

Division. These Indirect Costs are apportioned out on a percentage basis across the three 

frontline Directorates. 

Figure 1 - Driver Testing Service Structure 2016 

 

Source: RSA 

The cost of providing the DTS was c. €12.3 million in 2015. This excludes Estate Costs (i.e. 

cost of leasing or providing test centre facilities) covered by the Office of Public Works 

(OPW) who have been engaged by the RSA as accommodation provider for test centres. 

Since the RSA took over the DTS, several measures have been introduced to improve cost 

efficiencies. For example, the Driver Test Application System (DTAS, introduced in 2009) 

processes driver test applications while the Electronic Data Capture (EDC) system allows 

testers to access schedules and capture marks on tablet devices. In 2011, two years after 

the introduction of the DTAS system, online applications accounted for 3 out of every 4 test 

applications and these bookings could be inputted directly into the system rather than being 

Staff Numbers: 

DT Technical: 102.2 

DT Admin: 24.09 

TOTAL: 126.29 
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manually inputted by clerical officers18. In addition, since 2012, an additional annual 

capacity of 8,482 driving tests was created due to Haddington Road extra attendance 

requirements. 

2.4 Funding Developments 

Prior to 2014 the RSA received a Government grant for the operation of its services. The 

Authority did not draw down any of its Exchequer Allocation in 2014 and operated on a self-

financing basis on income from its public services19. 

Whilst the RSA has been self-financing since 2014, the DTS didn’t achieve a net funding 

surplus, when all costs to the Exchequer are taken into account (Direct, Indirect and Estate 

costs), until 2015. Table 5 below illustrates the funding position for the period 2011 to 2015. 

Matters relating to unit cost and funding are discussed in more detail in Section 5.5 of the 

report. 

Table 5: DTS income and expenditure 2011-2015 

  2010 2011 2012 2013 2014 2015 

Tests Delivered* 150,031 158,431 131,949 133,250 135,972 152,744 

Driving Test Fee Income† (€ 000’s) €11,194 €12,273 €12,118 €11,983 €13,037 €13,691 

             

Net Position (€000’s) 

-€3,825 -€1,238 -€455 -€954 -€538 €178 
Overall Funding Gap† 

* =”Tests delivered” include those conducted, those were candidate failed to show up or test is unable to proceed/abandoned 

† = All Unit Cost figures are in 2015 prices. Source: CSO Consumer Price Index 

2.5 Concluding Comments on Programme Overview 

The RSA has modified the delivery of the practical driving test since it took on the role of 

delivering the DTS in 2006. Following the clearing of the backlog from 2007-2008, significant 

cost reductions were realised, and national average waiting times have consistently met the 

                                                      
18

 Option Appraisal for the Future Delivery of Driver Testing Services in Ireland, 2011, DKM Economic 
Consultants. 

19
 Road Safety Authority Notes to the Financial Statements, For the Year Ended 31 December 2014, 2015, RSA. 
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target of less than 10 weeks (although provisional figures indicate that the target was not 

met in 2016). Population growth and the return of net inward migration will present a 

significant challenge in future years, as test applications are expected to continue to rise. 

The RSA has delivered significant changes to the DTS during the timeframe this evaluation 

will be covering. The most significant of these was the introduction of Graduated Driver 

Licensing which introduced, among other things, the new Learner Permit, mandatory 

motorcycle and car driving lessons, and N-Plates for newly qualified drivers. As well as 

evaluating the DTS overall, this Value for Money Review is an opportunity to make an early 

assessment of the impacts of these initiatives.  
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Section 3: Methodology 

 

The purpose of this section is to outline and define the methodology that was used by the 

review team to conduct this Value for Money and Policy Review. In doing so both 

quantitative and qualitative methods are detailed and relevant sources of data and 

methodological limitations are highlighted.  

 

Key Questions 

What Methodology Was Used for the Review? 

Where Was the Data and Information Sourced From? 

What Limitations Are Pertinent to the Analysis? 
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3.1 Methodology Overview 

This VfM review was undertaken by the Department of Transport, Tourism and Sport’s 

Strategic Research and Analysis division (SRA) with a steering group containing 

representatives from the Department of Transport, Tourism and Sport’s Road Safety 

Division and the Department of Public Expenditure and Reform (DPER) as well as an 

independent chairperson. The review was guided by the Value for Money and Policy Review 

Initiative Guidance Manual (2007) and the Public Spending Code (2013). The review was 

completed in a series of phases: 

1. Scoping of review and approval of terms of reference by the Steering Group, the 
Secretary General of DTTaS and by DPER, 

2. Gathering of quantitative data,  

3. Gathering of qualitative information, 

4. Analysis of all data and metrics, 

5. Report writing based on evidence, and 

6. Review and amendment by Steering Group. 

Through these steps the review team were able to map the programme into a Programme 

Logic Model and then judge its continued relevance, efficiency and effectiveness. The 

methods used to accomplish this are detailed in this chapter. 

3.2 Programme Logic Model 

An important part of the evaluation of any policy programme is to adequately map the 

programme from beginning to end. This allows for a full evaluation of each step to be 

undertaken. For the purposes of this review a Programme Logic Model (PLM) was 

completed. The purpose of the PLM is to map out the shape and logical linkages of the 

programme. There are a number of different steps in the model including objectives, inputs, 

activities, outputs and outcomes. 

Objectives: Desired outcome at the end of the programme, 

Inputs: Resources committed to carrying out the programme, 

Activities: The actions which transform inputs into outputs, 
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Outputs: What is produced by the programme. 

Outcomes (Results and Impacts): The direct and wider impacts of the programme. 

 

Figure 2: Programme Logic Model20 

 
The various elements of the DTS were identified and used to create the PLM. The following 

sections detail the PLM and the full model is detailed in Table 6.  

Programme Objectives 

The key objective of the driving test relates to road safety, the driving test must ensure a set 

standard of driver competence is met so that all road users have the appropriate attitudes, 

knowledge and skills to ensure safe road behaviour and to reduce the chance of committing 

errors. The DTS is managed by the Driver Testing and Licensing Directorate of the RSA 

whose stated objective is “to ensure that the way drivers learn to drive and the rules by 

which they continue to drive make the road safer for everyone”21.  

To ensure that the driving test meets its key strategic objective the RSA must ensure that 

the driving test is valid in setting and assessing the required level of competence. The DTS 

must also be administered in an efficient and effective manner with the delivery of the test 

consistent throughout the country and integrated with other programmes such as the 

Driver Theory Test, the National Driver Licensing Service (NDLS) and the EDT programme. 

Inputs 

The main input to this model for the DTS is the overall funding of both “direct” and 

“indirect” costs, as well as Estate Costs. In 2015, the operating cost of the DTS was €13.5m. 

Direct Costs relate mainly to driver testing staff costs, including overtime, and travel and 

                                                      
20

 Value for Money and Policy Review Initiative Guidance Manual, 2007 
21

 2015 Annual Report, RSA (http://www.rsa.ie/Documents/About%20Us/RSA_AR_2015_2.pdf) 
 

http://www.rsa.ie/Documents/About%20Us/RSA_AR_2015_2.pdf
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subsistence. Indirect Costs relate to the allocation of the RSA’s central corporate service 

costs to driver testing; these include an apportionment of costs for IT, finance, HR and 

maintenance. Estate costs, which are borne by the OPW rather than the RSA, relate to the 

provision or leasing of driving test centres.  

The DTS is, to a large extent, funded from the fee income generated by the driving test. 

However, the programme has not been completely self-financing, once Estate Costs are 

included, until recently and has therefore been somewhat cross-subsidised by the RSA’s 

other activities.  

Activities  

There are a number of activities which are carried out by the DTS which can be broken down 

into four main areas: Management of Process, Planning of Programme, Analysis of Needs 

and Programme Oversight. 

Management of Process comprises managing test applications, scheduling and conducting 

driving tests and informing applicants of their test results. Planning of Programme relates to 

staff management, implementation of EU Directives and consideration of health and safety 

issues. Analysis of Needs is the assessment of facilities, equipment (such as testers’ tablets 

used to tabulate results) and vehicle fleet required to e.g. deliver motorcycle tests. 

Programme Oversight encompasses quality assurance of test delivered to ensure 

consistency, customer service (including procedure for dealing with customer complaints), 

responding to external queries, the generation, management and provision of statistics, and 

the publication of reports and reviews related to the driving test and road safety. 

Outputs 

There are a number of outputs not only directly related to the driving test but also to the 

measures to ensure consistency in the delivery of the test. The outputs are: the number of 

tests completed, the average waiting time for the driving test, pass/fail rates, attendance 

rates, feedback from test candidates and training and supervision of examiners to ensure 

standards are maintained. 

Results 

There are a number of expected results for the DTS. First, the level of competency required 

to pass the test is defined and set at a certain standard. Second, test results reflect a high 
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level of consistency in the delivery of the driving test throughout the country. Finally, 

national average waiting times are at, or below, the set Performance Delivery Agreement 

target of 10 weeks. 

 

Impacts 

The main impact from the DTS relates back to its strategic objective of minimising fatalities 

and serious injuries on the roads by reducing the likelihood of driver error as a contributory 

factor to road collisions. As driver error is a major contributory factor in road collisions, 

improving the standard of the driving test would serve to reduce road collisions causing 

serious injury and/or fatalities. 
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Table 6: Programme Logic Model for DTS 

Objectives Inputs Activities Outputs Results Impacts 

To ensure content of 
test is valid to assess 
required level of driver 
competency. 
 
Efficient administration 
of DTS. 
 
Delivery of consistent 
driving test results 
 
Integration of driving 
test with other 
programmes such as the 
Theory Test, NDLS and 
EDT. 

Overall Funding for the 
Programme (€13.5m in 
2015), split into three 
types of costs. 
 
Direct: Staff-related costs. 
 
Indirect: Central corporate 
service costs to driver 
testing, including an 
apportionment of costs for 
IT, finance, HR and 
maintenance. 
 
Estate: Lease and 
maintenance of test 
centre facilities (borne by 
the OPW). 
 

Management of Process: 

 No. of applications 
for driving test.  

 Scheduling of tests. 

 Conducting the 
tests. 

 Delivery of test 
results. 

Planning of Programme: 

 Staff Management.  

 Implementation of 
changes in EU 
Directives 

 Consideration of 
Health & Safety 
issues 

 
Analysis of Needs: 

 Assessment of 
estate and vehicle 
fleet requirements. 

 
Programme Oversight: 

 Quality assurance 

 Customer 
complaints 
procedure 

 Responses to 
external queries, 

 Statistics and 
Publications 

Number of tests completed 
 
Average national waiting 
and per test centre 
Pass/fail rates. 
 
Post-Test feedback to 
candidates. 
 
Delivered tests including: 
“no shows”, tests not 
completed, and tests not 
undertaken due to issues 
relating to the candidates 
and/or their vehicles. 
 
Training of driver testers to 
ensure standards are 
maintained and test is 
consistently delivered 
nationally. 

Level of competency 
required to pass the test 
will be of the required 
standard.  
 
Test pass/fail rates 
reflect a high level of 
consistency in the 
delivery of the driving 
test throughout the 
country. 
 
National average waiting 
times are at, or below, 
the set target of 10 
weeks. 
 

Minimise the likelihood 
of driver error acting as a 
contributory factor to 
road collisions. 
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3.3 Examining Relevance 

To examine the on-going relevance of the DTS it was necessary to complete a number of 

tasks. As a first step the review set out to define the objectives behind the DTS. This was 

completed through a review of existing programme documentation and informal 

discussions with both the Road Safety Division in DTTaS and the RSA. In addition, research 

into the underlying rationale for a DTS was completed through a review of academic and 

policy literature.  

Having identified the objectives of, and rationale for, the DTS the review team conducted a 

brief analysis to determine whether the objectives were still in line with stated priorities.  

3.4 Examining Efficiency 

To examine the efficiency of the programme, the review utilised quantitative and qualitative 

methods. It attempted to quantify fully programme costs, including unit costs, and trends 

over time before arriving at a final assessment of efficiency. As first step, the total unit cost 

was arrived at by analysing the overall operating cost of the driving test relative to the 

number of tests delivered per annum for the period 2010 -2015. The review also sought to 

analyse unit costs per test centre and per category of vehicle test for this time period. 

Changes in unit costs over this period were investigated to assess whether they were due to 

improved financial performance and cost savings or because of increased numbers of tests 

delivered. Analysis of the programme’s ‘funding gap’ was also analysed. 

The second step in examining efficiency relates to the average test waiting time. This was 

analysed at both national and test-centre level over the period 2007 – 2015. Test-centre 

level analysis allows this report to assess the level of variation in wait times between 

different test centres. The third step was to analyse the efficiency of the DTS in terms of 

driving test capacity per annum. The number of applications for the driving test was 

compared to the number tests delivered between 2007 and 2015 and a review of the RSA’s 

assessment of test centre’s capacity was undertaken. The capacity of test examiners was 

also examined, including factors that impact upon examiners’ capacities to deliver their 

potential maximum number of complete driving tests (i.e. no shows, significant amount of 

time travelling between test centres). 
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The final step of the analysis was to compare demand forecasts with actual test application 

figures to support the exploration of potential methods of constructing demand forecast 

models. Part of this analysis included a review of demand forecasting undertaken in other 

countries, most notably by the Driver and Vehicle Standards Agency (DVSA) in Great Britain, 

and the Driver and Vehicle Agency (DVA) in Northern Ireland. Finally, on the basis of this 

efficiency analysis, the review drew together the evidence to make an overall assessment of 

the programme’s efficiency.  

3.5 Examining Effectiveness 

The review used a number of quantitative and qualitative techniques to assess the 

programme’s effectiveness, each relevant to the objective being analysed. In terms of 

assessing whether the programme was effective several different areas relating to the DTS 

were analysed. 

To explore the effectiveness of the DTS we first sought to assess the service in relation to 

road safety. However it was noted that isolating the precise impact of the DTS on road 

safety was impossible given the other, exogenous factors involved. An overview of serious 

and fatal road collision statistics over the past decade was undertaken with a disaggregation 

for road user type, age and gender. The metric ‘road collisions per driver type’ was 

examined to compare collision rates for learner and novice drivers; however the available 

road collision statistics do not currently differentiate between learner and newly qualified 

drivers. It is expected that road collision data due to be published in 2017 will include 

disaggregation based upon licence type, including novice drivers.  

The next stage of analysis sought to assess the consistency of delivery within the DTS by 

analysing driving test pass rates. This analysis included a breakdown of national pass rates 

by age and gender as well as pass rates at per test centre level. The analysis also included an 

overview of the quality assurance process currently in place to monitor consistency of test 

delivery at examiner level. 

The effectiveness of the DTS was then examined in terms of the impact successfully passing 

the driving test has on one’s motor insurance premium. However, similarly to the road 

safety metrics, it was not possible to isolate the specific impact of successfully passing the 
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driving test. Analysis was also undertaken to review the DTS’s level of compliance with 

relevant EU legislation to assess the base level of ‘validity’ that the service maintains.  

Finally, the pass rates and attendance rates for driving test applicants who had completed 

the GDL pre-test training (i.e. EDT and IBT programmes) were compared to those of 

applicants who were not eligible for this training. 

3.6 Data and Information Sources 

The primary sources for the data used in the review are cited where used, with the RSA 

being the main source of primary data. The RSA collects, manages and analyses substantial 

volumes of data relating to the DTS.  

In terms of the assessment of the DTS’s efficiency, the RSA and OPW provided details of the 

costs incurred in providing the service and the RSA also provided data on the average 

waiting times faced by test applicants at both a national and test centre level. For the 

evaluation of the DTS’s effectiveness the RSA and the Central Statistics Office (CSO) 

provided detailed statistics on road collisions and the RSA also provided the average pass 

rate of the driving test at national and test centre level, as well as providing details of the 

pass rates per examiner within test centres. The national and test centre pass rate figures 

were also disaggregated by vehicle category-type, gender and age bracket.  

As will be highlighted throughout the review, data availability was a significant constraint 

during the assessment process and limited the depth of analysis possible. Despite this 

significant limitation, the review team took all steps necessary to produce a comprehensive 

evaluation of the programme given the circumstances and have recommended a data 

collection plan to enhance assessment of the programme in the future.   
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Section 4: Programme Objectives, Rationale and Continued   
  Relevance 

 

This section identifies the rationale for the DTS and the key objectives it seeks to achieve. 

For the purposes of this analysis, the DTS is defined as ‘the provision of a standardised 

driver testing system where a person must pass a test in order to receive a licence to drive 

on Ireland’s roads22’. We then analyse the continued relevance of this. This is necessary to 

identify whether there is a continuing need for expenditure in this area. In addition, the 

identified objectives are used to judge the programme’s effectiveness later in the review. 

Key Questions 

What is the Rationale for the Driver Testing Service? 

What are its Objectives? 

Are the Objectives and Rationale Still Relevant Today? 

 

 

 

 

 

 

 

 

                                                      
22

 This would also allow a successful candidate to drive in all member states of European Economic Area (EEA), 
which comprises: the EU, Iceland, Liechtenstein and Norway, as per EU Directive 2006/126 on driving licences. 
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4.1 Rationale for Driver Testing Service 

When we discuss the rationale for the DTS, we are focusing, at a high level, on having a DTS 

in some form, as opposed to the DTS of the specific design currently in place. That is, we are 

examining the need for a Government role in ensuring standardised driver testing to ensure 

a minimum level of driver competency, as a constituent element of a wider Government 

role to provide road safety. 

We focus on two areas, in order to set out a rationale for Government intervention in the 

provision of the DTS: 

1. The economic and social rationale; and 

2. The financial rationale. 

4.1.1 Economic and Social Rationale 

The Public Spending Code states that, when considering the rationale for a programme, 

evaluation should ask “what is the underlying market failure justification for Government 

intervention?”23 The primary objective of the DTS is road safety. Two market failures are 

particularly relevant to the provision of the DTS and road safety: ‘public goods’ and ‘positive 

externalities’.  

A. Public Goods 

Public goods are goods or services characterised by two conditions: non-rivalry and non-

excludability, defined as follows: 

 A good is defined as non-rival if its consumption by one user does not subtract from 

another user’s consumption of that good.  

 A good is defined as non-excludable if it is impossible or very costly to exclude 

individuals from consuming the good.  

A lighthouse is an often-used example of a public good. There isn’t an obvious way to 

control who can use the lighthouse and, furthermore, the use of the lighthouse by an 

individual does not impact the value of the lighthouse to other potential users. 

                                                      
23

 http://publicspendingcode.per.gov.ie/wp-content/uploads/2012/09/The-VFm-Code-except-D-03-Print-
Version.pdf 

http://publicspendingcode.per.gov.ie/wp-content/uploads/2012/09/The-VFm-Code-except-D-03-Print-Version.pdf
http://publicspendingcode.per.gov.ie/wp-content/uploads/2012/09/The-VFm-Code-except-D-03-Print-Version.pdf
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 Public goods are a clear example of a market failure as they would not be provided in a free 

market even though they may have significant value to society. As it is impossible to prevent 

people using the good and everyone can use it without impacting each other, there is no 

way to provide it profitably.  

In the case of the DTS and road safety, it would be possible to exclude users from the road 

network through tolling and use of restrictions. However, this is not currently the case 

(except on motorways) and would probably be undesirable due to the economic and social 

benefits of the road network which will be discussed when we cover positive externalities. 

While use of the road network itself isn’t non-rival (each extra vehicle on the road network 

increases congestion and worsens the condition of the road), it seems fair to say that road 

safety, considered by itself, can benefit one user without decreasing the benefit to other 

users: increasing the safety of one driver benefits that driver and all other drivers – a 

positive sum outcome. However, this effect has a ceiling as any road network is built with 

the aim of catering for potential users and any congestion would have a negative effect on 

demand.  

Road safety therefore displays many of the same characteristics of a public good while not 

meeting the pure definition of a public good. Without enforcing driving tests as a 

prerequisite to being able to obtain a license, an individual road user would have little 

incentive to pay to try to pass a driving test, as they could benefit from the overall level of 

road safety regardless. This means that road safety, of which the DTS is a component, would 

be undersupplied in the absence of Government intervention. 

Goods or services which possess the characteristics of a public good will not normally be 

supplied by the free market. But, for a public good to justify Government intervention to 

ensure its supply, it must also generate societal benefits. This brings us to the concept of 

‘positive externalities’.  

B.  Positive Externalities 

A positive externality is the benefit of a good or service which accrues to a party other than 

those parties which have purchased that good or service. Where a positive externality is 

present, the ‘social benefit’ of that good or service will be greater than the ‘private benefit’ 

accruing to the party receiving the good or service. Common examples of positive 
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externalities are vaccinations, which also benefit people other than the person who received 

them, or research and development, the eventual benefits of which could accrue to 

companies other than the one that undertook it. 

 

Figure 3: Supply and Demand with Positive Externalities 

 

 

As figure 3 shows, the presence of positive externalities will lead to the free market 

providing a less than socially efficient amount of the good or service, because the social 

benefit isn’t captured in the market price. Government intervention is needed to ensure the 

socially optimal outcome is reached. In the case of vaccinations, this is achieved by 

subsidised or universal provision, alongside a requirement that young children are 

vaccinated for specific diseases. With R&D, Government can undertake or fund it itself, and 

intellectual property rights can allow firms to recoup the value of their investment, thus 

incentivising them to undertake the research in the first place. 

With respect to the DTS, road safety itself is a positive externality. The increase in safety 

levels, which result from the driving test, accrue to all other potential users of the road in 

the form of reduced risk of injury or fatality. Alongside that, the provision of a road network 

has wider social and economic benefits. It provides a crucial link between local, regional and 

national economies. It provides access to product, service and labour markets and facilitates 
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links with the wider world. Through reduced travel times and reliability, it increases firms’ 

productivity and reduces costs within the economy. It can also have wider social and 

regional benefits as a result of increased connectivity. Finally, the road network benefits 

individuals by enabling them to travel quickly and safely to their destinations. A safer 

network increases all of these benefits, which leads to a strong rationale for Government 

intervention. 

4.1.2 Financial Rationale 

In addition to the wider economic and social rationale for Government intervention in 

ensuring the roads are safe, there is also a financial rationale. As will be outlined in more 

detail when we discuss the objectives of the DTS programme, there are four main policy 

measures to address road safety: education; enforcement; engineering and evaluation. A 

sufficiently rigorous driver testing regime ensures that licensed drivers have proven 

themselves fit to drive on the roads. This would be expected to reduce the number of 

driving offenses and collisions. Therefore, a DTS can be expected to reduce the following 

costs to the Exchequer:  

 justice-related costs of ‘ex-post’ enforcement on the roads; 

 transport-related costs of alternative road safety measures and infrastructure costs 

of increased collisions; and 

 health-related costs of injuries and fatalities caused by unqualified drivers. 

 

4.2 Primary Objectives of the Programme  

Having clearly identified the rationale for Government intervention in delivering the DTS, we 

now set out the programme’s objectives. As Figure 4 shows, the programme has one 

overarching objective – its ‘strategic objective’ – which is to ensure the road network is safe. 

It then has three programme objectives, identifying more specifically how it should achieve 

the strategic objective24. This section will discuss these objectives in more detail. 

                                                      
24

 http://www.rsa.ie/Documents/Road%20Safety/RSA_Strategy_ENG_s.pdf (Road Safety Strategy 2007 – 2011, 
RSA) 

http://www.rsa.ie/Documents/Road%20Safety/RSA_Strategy_ENG_s.pdf
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Figure 4: Driver Testing Service Objectives 

 

4.2.1 Strategic Objective – Ensure Road Network is Safe 

The DTS is managed by the Driver Testing and Licensing Directorate of the RSA whose stated 

objective is “to ensure that the way drivers learn to drive and the rules by which they 

continue to drive make the road safer for everyone”25. So, the key objective of this 

programme is to ensure that the road network is safe for users. In 2015, according to the 

CSO’s Transport Omnibus 201526, 162 people were killed on the road network, which is the 

lowest annual level of road fatalities recorded, but it is noted that this increased to 187 in 

201627. 398 people were seriously injured on the road network in 201328, the most recent 

year that statistic is recorded for. In 2014, Ireland ranked 6th in the EU and 9th in the OECD 

for the number of annual road fatalities with 4.5 deaths per billion vehicle kilometres29. 

Globally, it was estimated in 2011 that nearly 1.3 million people die each year as a result of 

a road traffic collisions (i.e. more than 3,000 deaths each day) and the economic cost of 

                                                      
25

 http://www.rsa.ie/Documents/About%20Us/RSA_AR_2015_2.pdf  
26

http://www.cso.ie/en/releasesandpublications/ep/p-tranom/to2015/rt/rs/ 
27

http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/RSA%20Provisional%20Review%20of%20Fata
lities%202016.pdf 
 
29

 OECD Road Safety Annual Report 2016 http://www.oecd-
ilibrary.org/docserver/download/7516011e.pdf?expires=1495560069&id=id&accname=guest&checksum=B0C
6BAF413B7D9481ECF39E87F852037 
 

http://www.rsa.ie/Documents/About%20Us/RSA_AR_2015_2.pdf
http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/RSA%20Provisional%20Review%20of%20Fatalities%202016.pdf
http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/RSA%20Provisional%20Review%20of%20Fatalities%202016.pdf
http://www.oecd-ilibrary.org/docserver/download/7516011e.pdf?expires=1495560069&id=id&accname=guest&checksum=B0C6BAF413B7D9481ECF39E87F852037
http://www.oecd-ilibrary.org/docserver/download/7516011e.pdf?expires=1495560069&id=id&accname=guest&checksum=B0C6BAF413B7D9481ECF39E87F852037
http://www.oecd-ilibrary.org/docserver/download/7516011e.pdf?expires=1495560069&id=id&accname=guest&checksum=B0C6BAF413B7D9481ECF39E87F852037
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motor vehicle crashes has been estimated at between 1% and 3% of the respective GNP of 

the world’s countries, reaching a total over $500 billion30. 

 

Figure 5: Road Fatalities per million of population in Ireland, 1997-2015 

 

As Figure 5 shows, road fatalities per million of population have been steadily declining 

since 1997, rising slightly from a low of 35 in 2012 to 42 in 2014. However, road safety levels 

can continue to improve. The RSA Road Safety Strategy 2013-2020 targets a reduction of 

road collision fatalities to 25 per million population by 2020, which means “reducing deaths 

from 162 in 2012 to 124 or fewer by 2020”. A provisional target for the reduction of serious 

injuries to 330 by 2020 or 61 per million population has also been set. 

Many road injuries and deaths are preventable. The RSA Road Safety Strategy 2013-2020 

focuses on “three key areas of intervention: 

 Education – measures relating to awareness raising, formal education and training to 

ensure that all road users have the appropriate attitudes, knowledge and skills to 

ensure safe road behaviour and to reduce the chance of committing errors. 

 Enforcement – measures for the prevention, policing and mitigation of the effect of 

collisions to ensure that road users behave in a safe manner and where collisions 

occur, that the impact on casualties is minimised. 

                                                      
30

 Global Plan for the Decade of Action for Road Safety, 2011-2020. World Health Organisation. 
http://www.piarc.org/ressources/documents/11337,WHO-global_plan_final.pdf 

http://www.piarc.org/ressources/documents/11337,WHO-global_plan_final.pdf
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 Engineering – measures relating to the design of roads and vehicles, the operation of 

the road system and the integration of land use and road planning to promote safe 

and forgiving spaces to ensure that Irish roads and the vehicles that use them 

maximise road user safety.” 

The driver test can be seen as a combination of enforcement and education. The 

requirement to pass the relevant driving test in order to hold a full driver’s license enforces 

road safety by attempting to ensure a minimum level of competency on the road. It also 

educates potential drivers through the components of the practical and theory tests, for 

which training and learning is necessary in order to pass, and in the form of compulsory 

training including EDT and IBT (see Section 6.4.2). 

4.2.2 Programme Objective 1 – Ensure Content of Test is Valid 

This has two elements:  

1. The content of test must be valid in terms of achieving the required minimum level of 

driver competency. This means ensuring that the training and testing covered by the 

DTS educates the driver in the appropriate range of skills and behaviours required to 

drive at a safe level on Irish roads. 

 

2. The driving test must be delivered in accordance with EU Directives 2006/126/EC31, 

and 2012/36/EU and 2015/653/EU) 32; the latter two being amendments to Directive 

2006/126/EC, as well as the most current Road Traffic (Licensing of Drivers) 

Regulation. Annex II of Directive 2006/126/EC outlines the minimum requirements 

for Member States’ driving tests.  

4.2.3 Programme Objective 2 – Ensure Consistency of Delivery of DTS 

The DTS is delivered by a large number of different DTS staff, at a large number of different 

locations, to a large number of applicants. As the first programme objective is to achieve a 

minimum level of competency among licensed drivers, it is necessary that test delivery be 

consistent, both across test centre locations and across testers.  

                                                      
31

 http://www.rsa.ie/Documents/Consultations/Directive.pdf  
32

 http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:L:2012:321:0054:0058:en:PDF 
 

http://www.rsa.ie/Documents/Consultations/Directive.pdf
http://eur-lex.europa.eu/LexUriServ/LexUriServ.do?uri=OJ:L:2012:321:0054:0058:en:PDF
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4.2.4 Programme Objective 3 - Provide High Level of Service to Applicants 

Another objective of this programme is to ensure that all test applicants are provided with 

an adequate level of service. While the primary objective of the DTS is as an element of the 

RSA’s overriding objective to maintain and improve road safety, it is important that 

applicants receive a high level of service in terms of how efficiently and consistently the test 

is delivered and evaluated. Similarly, if excessive time, effort or expense is required to 

obtain a driving license, this can have negative impacts on potential road users.  

Because of this, the DTS also has the following three goals: 

1. To ensure that average waiting times for each element of each test are kept below a 

target, as specified in the PDA between DTTaS and the RSA; 

2. To ensure that the DTS doesn’t act as an unnecessarily high barrier to obtaining a 

driver’s license. If the level of difficulty of the test is higher than it needs to be (the 

level which satisfies the objective of ensuring a minimum level of competence 

among qualified drivers) then this will have negative impacts in terms of reducing the 

benefits of the road network. 

3. To ensure that the overall financial cost of obtaining a license is reasonable. 

4.3 Continued Relevance 

We will now examine whether the DTS programmes rationale and objectives apply today.  

4.3.1 Existing Rationale 

It remains the case the road safety is a public good, with significant positive externalities. 

Given the continued importance of the private car as a transport mode, there continue to 

be huge benefits associated with maintaining safety levels on the roads. Future economic 

growth will place additional demands on the road system. Thus, the economic, social and 

financial costs which would result if Ireland did not have a DTS in place would be expected 

to increase over coming decades. Indeed, it is important the DTS continues to adapt and 

evolve to meet road safety needs in line with future developments in travel patterns and 

road use levels. 

As this analysis shows, there is an ongoing rationale for Government intervention in national 

driver testing.  
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4.3.2 Wider Policy Relevance of Objectives 

Ensuring that the content of the driving test is valid, that there is consistency in its delivery 

and application, and maintaining a high level of service are the identified objectives of the 

DTS. 

 As part of this VfM review it is necessary to assess whether these objectives are in line with 

current national policy in order to make a judgement on the on-going relevance of the 

programme. In addition to each of the individual objective’s relevance, this programme is 

has key relevance to the RSA’s and DTTaS’s policies and programmes. We have already 

discussed the RSA’s commitment to ambitious safety targets by 2020 and, in addition, in the 

DTTaS’s Statement of Strategy for 2016 – 201933, the Minister for Transport, Tourism and 

Sport sets out “to promote and advance safety on our transport network” as an objective 

for land transport.  

Ensure Content of Test is Valid  

As long as there remains a rationale for the existence of the DTS, it will be of fundamental 

importance to ensure that the content of the test is valid. There has been a significant 

amount of public investment in the road network in the past decade and a half, particularly 

in motorways. The number of kilometres of motorway more than trebled between 2003 and 

2013, growing from 5% as a proportion of total national road length to 17%. This, along with 

shifting travel patterns, means that the type of driving is changing. It is crucial that the DTS 

remains relevant and up-to-date, adapting in order to ensure that drivers have 

demonstrated the necessary skills before being fully licensed to drive. 

The EU Directives 2006/126/EC and 2012/36/EU set the minimum requirements for driver 

testing. Therefore, the objective of delivering the test in accordance with EU requirements, 

as they currently stand and as they evolve into the future, remains valid. 

Ensure Consistency of Delivery of DTS 

We have demonstrated the continued relevance of maintaining a minimum level of driver 

competency. Therefore, the objective of ensuring an appropriate level of consistency of the 

test between different locations and testers also remains relevant today.  

                                                      
33

http://www.dttas.ie/sites/default/files/content/corporate/english/general/statement-strategy-2016-
2019/statement-strategy-english-version-2016-2019.pdf 
 

http://www.dttas.ie/sites/default/files/content/corporate/english/general/statement-strategy-2016-2019/statement-strategy-english-version-2016-2019.pdf
http://www.dttas.ie/sites/default/files/content/corporate/english/general/statement-strategy-2016-2019/statement-strategy-english-version-2016-2019.pdf
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Level of Service 

On average, just over 148,000 people apply for a practical driving test every year (see Table 

4 in Section 2.2). It would be expected that this number will increase as Ireland’s population 

grows. Given the economic and social benefits associated with the road network, it is crucial 

that the DTS is able to deliver a world-class level of service, so that competent drivers aren’t 

unduly delayed from being able to get a license. The economic and social benefits listed 

here are of direct relevance to DTTaS’s transport policy, which has put a focus on “the 

challenge of ensuring that we continue to have the capacity to ensure timely and efficient 

movement of people and goods”34. Multiple Government strategies since have highlighted 

the need to stimulate economic and job growth35. An effective and well maintained road 

network plays a crucial role in facilitating this growth and thus the objective of providing a 

high level of service to road users is of direct relevance to wider Government policy. 

 

4.4 Concluding Comments on Objectives, Rationale and Relevance  

This chapter has identified the rationale for, and objectives of, the DTS. The rationale for 

Government intervention is built on the road safety benefits of the DTS, the economic and 

social rationale for the State to provide the service in the absence of reliance on the free 

market, and foregone Exchequer costs which would result without it. The strategic objective 

is to ensure road safety, with the specific programme objectives being to ensure the validity 

of the test components, to ensure a sufficient level of consistency in the delivery of the DTS 

across the country, and to provide a high level of service to applicants. These objectives 

continue to be appropriate and important today.  

The next step is to evaluate the effectiveness and efficiency of the DTS, against its 

objectives.  

 

                                                      
34

 DTTaS Statement of Strategy 2016-2019 – 
http://www.dttas.ie/sites/default/files/content/corporate/english/general/statement-strategy-2016-
2019/statement-strategy-english-version-2016-2019.pdf 
35

 Action Plan for Jobs 2012, Action Plan for Jobs 2013, Action Plan for Jobs 2014. 

http://www.dttas.ie/sites/default/files/content/corporate/english/general/statement-strategy-2016-2019/statement-strategy-english-version-2016-2019.pdf
http://www.dttas.ie/sites/default/files/content/corporate/english/general/statement-strategy-2016-2019/statement-strategy-english-version-2016-2019.pdf
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Section 5: Cost and Efficiency of the Programme 

This chapter seeks to assess the level of efficiency of the DTS. Fully evaluating the 

programme’s efficiency requires detailed analysis of several key metrics relating to the cost 

of running the DTS, as well as the performance of the implementation and delivery 

processes associated with the programme. This analysis will include: determining the unit 

cost of the driving test, approximating the unit cost of the driving test per test centre, 

outlining the average waiting time for the driving test on a national, and test centre, level; 

and assessing the capacity of the DTS, relative to the actual number of tests delivered.  

  

Key Questions 

What is the Cost of the Programme? 

How has this Cost Varied over Time? 

How Efficient is the Programme? 
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5.1 Overall Unit Cost per Driving Test 

In this section the unit cost of the driving test will be presented. This metric will provide an 

indication as to whether there is adequate cost efficiency within the DTS and facilitate a 

historical analysis of unit costs. This metric will also allow an assessment of the degree to 

which the programme is achieving full cost recovery and, if it is not, how big the funding gap 

is. Before presenting the overall unit cost figures for the DTS, a brief overview is provided 

detailing factors which impacted upon the cost of delivering the service during the 

formative years of the RSA (2006 -2010). A breakdown and description of the different types 

of costs incurred in the running of the DTS are also provided. 

5.1.1 Overview of Driver Testing Service Costs 2006 -2010 

As noted previously, the RSA was established in 2006 and took over responsibility of 

delivering the DTS, with the DoT retaining responsibility for oversight of the service. At this 

time there was a substantial backlog of test applications and lengthy wait times for 

candidates. The 2009 C&AG report36 on the DTS stated that “between 2004 and 2006 there 

were between 116,000 and 140,000 people on the waiting list for driving tests. Candidates 

who sat the test in the last four weeks of those years waited on average between 30 and 33 

weeks, with wider variations in average waiting times among centres”. In July 2006 the DoT 

contracted an external service provider, SGS, to assist in delivery of the driving test including 

the provision of examiners, test premises, statistics, ICT interface with RSA computer 

systems and services to specific customer standards; management of this contract was 

subsequently taken over by the RSA.  

The contractor delivered 6,000 tests in 2006 before increasing output to roughly 27% of all 

tests conducted37 in 2007 (c. 53,000) and 57% of all tests in 2008 (c. 221,000), as well as 

approximately 15,000 in 2009 38. As a result of the additional capacity provided by the 

external contractor and significant improvements made by the RSA in its capacity to deliver 

                                                      
36

 http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf 
37

 “Conducted tests” does not include those where the candidate has failed to show up for the test or where the test has 
not been able to proceed because of the condition of the vehicle or because of problems with paperwork. The broader 
term “Tests Delivered”, which includes those excluded under “Conducted tests”, is used when calculating the unit cost of 
the test. 
38

 Driver Testing in the Road Safety Authority, 2009, Comptroller & Auditor General  
http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf 
38

 Driver Testing in the Road Safety Authority, 2009, Comptroller & Auditor General  
http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf 

http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf
http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf
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driving tests by utilising staff overtime, the backlog had been cleared, the number of 

outstanding applications had fallen and the national average waiting time had reduced to 

8.6 weeks in 2008 and 9 weeks in 200939. The 2009 C&AG report noted that in 2007 

“approximately 16% of the tests delivered directly by the RSA were carried out on overtime 

but this had increased to about 32% by 2008”.  

This, as well as incidental costs incurred by the RSA in taking over managing the DTS, had a 

significant temporary impact on the cost of running the programme. A DKM report 

commissioned by DTTaS in 201140 provided overall unit cost figures for the DTS between 

2007 and 2010. Accordingly, in this report unit costs will be calculated for the period 2011 – 

2015 and compared to the unit cost figures provided in the DKM report. This 2011 report 

found that the cost of delivering one driving test was €109.44 in 2007, €106 in 2008, 

€105.37 in 2009 and €99.19 in 201041. In this time period staff-related costs fell from a peak 

of €16.64 million in 2008 to €9.86 million in 2010. The number of tests delivered by the RSA 

in this period also peaked in 2008 at 199,425 before falling to 144,556 in 2010 as the backlog 

was cleared and demand fell. 

Following the significant backlog and waiting lists for the driving test, the DKM report noted 

that 2010 would be the only year in this period that might be considered as ‘typical’ for the 

RSA. The report stated that the RSA deserved acknowledgement for the improvements it 

achieved against a very “volatile and changing backdrop”. This review will now analyse the 

unit cost of the DTS for the relatively more stable period of 2011 to 2015 and assess, firstly, 

whether this has been a period of stability in terms of costs, and secondly, if further cost 

efficiencies have been found and applied. 

5.1.2 Breakdown of Different Costs related to the Driver Testing Service 

The expenditure incurred in administering the DTS is split into three main sections: Direct 

Costs, Indirect Costs and Estate Costs.  

                                                      
39

 RSA 2009 Annual Report - http://www.rsa.ie/Documents/About%20Us/ENGLISH_RSA_AR_2009_WEB.pdf 
40

 Option Appraisal for the Future Delivery of Driver Testing Services in Ireland, 2011, DKM Economic 
Consultants.  
41

 We note that the Croke Park Agreement and the FEMPI Acts will have had an impact upon the DTS’s staff-
related costs 

http://www.rsa.ie/Documents/About%20Us/ENGLISH_RSA_AR_2009_WEB.pdf
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Direct Costs: These relate to costs which are directly attributable to the DTS. That is, these 

costs would not be incurred in the absence of a DTS. They are primarily staff and staff-

related costs such as wages, overtime and travel and subsistence (including all staff in the 

Driver Testing and Licensing Directorate of the RSA involved in the delivery of the testing 

service, i.e. driver testing staff, supervising driver testers and administrative staff). Direct 

costs are by far the most significant element of overall costs. In 2015, direct costs totalled 

c.€8.62 million and accounted for 64% of the Total Costs related to the DTS. 

Indirect Costs: These are an apportionment of central corporate service costs incurred by 

the RSA. These costs, which include all RSA consultancy fees, administrative expenses, 

depreciation, etc., are allocated to the DTS based on the number of staff involved in the 

programme relative to the rest of RSA’s operations and programmes. Roughly 34% of the 

RSA’s total Indirect Costs are attributed to the DTS. In 2015, Indirect Costs totalled c.€3.69 

million: 27% of Total Costs related to the DTS. 

Estate Costs: The cost of managing and leasing driver testing centres. The provision of 

driving test centres and the management of leases for driver testing facilities is undertaken 

by the OPW, on behalf of the RSA. However, as Estate Costs are still funded by the 

Exchequer, they must be included when estimating the full cost of the DTS. The OPW has 

advised that in 2016 the Estate Costs incurred in the management of facilities and leases 

related to the DTS was €1,205,440. Furthermore the OPW was able to advise that this figure 

had not changed much in the years between 2011 and 2015. Therefore in the calculation of 

the full unit cost of the DTS the Estate Cost figure is taken as €1.21 million in each year. In 

2015, this figure comprised slightly less than 9% of the Total Cost relating to the DTS.  

5.1.3 Full Unit Cost of the Driving Test 2011 - 2015 

To calculate the overall unit cost of the driving test this report will take the total annual 

expenditure related to the DTS and divide by the number of driving tests delivered in that 

year. ‘Delivered tests’ includes all driving tests were the application fee has been forfeited 

by the candidate. It therefore includes not only driving tests that were conducted by an 

examiner but also those where the candidate did not show up for the test, or where the test 

had not been able to proceed because of the condition of the vehicle or because of 

problems with paperwork, or where the driving test had to be abandoned.  
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Table 7 below provides key financial indicators for the DTS between 2007 and 2015 

including the overall expenditure of the DTS, the breakdown of Direct, Indirect and Estate 

costs, the number of driving tests delivered by the RSA and the full unit cost of the driving 

test. We can observe that the unit cost per driving test was €112.85 in 2007, €105.02 in 

2008 and €109.28 in 2009. These three years encompassed a demanding period for the RSA 

in which additional resources were applied to clear the driving test backlog and reduce 

waiting times. Following this period, the unit cost fell by almost 10% to €100.11 in 2010 

before falling again, by almost 15%, to its lowest level of €85.28 in 2011. However, following 

this large reduction, the cost per test delivered began to climb again between 2012 and 

2014, with average unit cost for this 3-year period at €97.39. In 2015, the unit cost fell again, 

this time by just under 13% to €88.46 per test. 

Table 7 – Overall Unit Cost of the Driving Test Service 2007 - 2015 

           

  2007 2008 2009 2010 2011 2012 2013 2014 2015 

Driving Tests          

Tests  

Delivered* 

179,818 199,425 154,429 150,031 158,431 131,949 133,250 135,972 152,744 

           

Costs (2015 

Prices)† 

(€ 000s) (€ 000s) (€ 000s) (€ 000s) (€ 000s) 

 

(€ 000s) (€ 000s) (€ 000s) (€ 000s) 

Total Direct Costs 16,510 16,484 11,898 10,328 9,599 8,929 8,775 8,562 8,619 

Total Indirect 

Costs 

2,269 3,005 3,456 3,154 2,682 2,433 2,957 3,810 3,688 

OPW Estate 

Costs** 

1,513 1,454 1,522 1,537 1,231 1,210 1,204 1,202 1,205 

Total Costs 20,292 20,943 16,876 €15,020 €13,511 €12,572 €12,935 €13,573 €13,512 

          

Unit Costs (2015 

Prices) † 

         

Unit Cost (Direct 

Cost) 

€91.82 €82.66 €77.04 €68.84 €60.59 €67.67 €65.85 €62.97 €56.43 

Unit Cost excl. 

Estate Costs 

€104.43 €97.73 €99.43 €89.86 €77.51 €86.11 €88.04 €90.99 €80.57 

Full Unit Cost €112.85 €105.02 €109.28 €100.11 €85.28 €95.28 €97.08 €99.82 €88.46 

          

Source: RSA & DKM Consultants 
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* =”Tests delivered” include those conducted, those were candidate failed to show up or test is unable to proceed/abandoned 

** =2007 -2010 Estate cost figures based on figure provided by the OPW to DKM for 2011 report.  

† = All Unit Cost figures are in 2015 prices. Source: CSO Consumer Price Index 

 

As we can see in Table 7 (above) and Figure 6 (below), the overall total cost of the driving 

test peaked during the intensive 2007 – 2008 period and then began to decline as the excess 

demand with backlogs cleared and waiting times reduced42. A large proportion of the fall in 

Total Costs seen in 2009 and 2010 is due to the significant drop in staff-related Direct Costs. 

In 2008, Total Costs were over €21.1 million with €16.6 million (78.7% of Total Costs) related 

to Direct Costs. By 2010, a reduction of over 40% in Direct Costs from 2008 levels has been 

the primary reason for total expenditure falling to €14.3 million with Direct Costs making up 

€9.8 million (68.5 %) of the total expenditure. 

From 2011 onwards, Total Costs have remained relatively stable with 2012 seeing total 

expenditure fall to its lowest level in the nine-year period at €12.57million. Further 

decreases in Direct Costs were offset by a year-on-year rise in Indirect Costs which led to 

Total Costs actually increasing between 2013 and 2015. However, for the 2011 - 2015 period 

in general, it can be observed that the Total Costs for the DTS had reached a relatively stable 

level following significant reductions in cost in 2009 and 2010. 

The Total Costs incurred by the DTS have not varied much during this period. This is because 

most of the DTS’s costs are fixed – they do not increase and decrease in line with output43. 

This means that unit cost metrics will exhibit economies of scale – an inverse relationship44 

between unit costs and the number of driving tests delivered by the RSA (see Fig. 2). This 

relationship is most apparent in 2011 and 2015 where significant increases in the number of 

driving tests delivered led to reductions in the unit cost of the test. 

For example, the number of driving tests delivered in 2011 was 158,431; this fell to 131,949 

in 2012, a 16.7% reduction. Meanwhile the full unit cost of the test increased from €85.28 to 

€95.28, an 11.5% increase, despite the overall expenditure relating to the DTS dropping by 

over €900,000, from €13.51 million in 2011 to €12.57 million in 2012. Between 2012 and 

                                                      
42

 Again, we note the impact of the Croke Park Agreement and the FEMPI Acts. 
43

 A step-change in output would have an effect on costs. For example, if demand doubled, the DTS would 
need more examiners, test centres, etc. But in smaller increments, costs can be reasonably described as fixed. 
44

            
     

                    
. If costs are fixed, then changes in unit costs will be entirely driven by 

variations in the number of tests delivered.  
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2014, the number of tests delivered and the full unit cost of the DTS remained relatively 

steady, with both slightly increasing during that period. In 2015, the number of driving tests 

delivered rose by over 12% to 152,744 from 135,972 the year previous. This was in line with 

increased demand as the number of driving test applications received by the RSA increased 

from 152,078 to 164,204. Meanwhile, the full unit cost of the DTS fell by almost 12% in the 

same period from €99.82 to €88.46 per test delivered. 

Figure 6 - Tests Delivered by the RSA and Full Unit Cost of the Driving Test 2010 -2015 

 

 The high number of tests delivered in 2011 was due to a surge in applications in late 2010 

and early 2011 as a result of the anticipated introduction of the Essential Driver Training 

(EDT) programme on the 4th of April 2011 and an increase in the driving test fee from the 1st 

of February 2011. In 2012 the number of driving tests delivered fell to 131,949 as demand 

eased off. Figure 7 below presents the number driving tests delivered compared to the 

number of applications received. 2011 stands out as the year in which more tests were 

delivered than applications received due to the high rate of applications in late 2010 and 

early 2011. Despite this increase in applications, the RSA was able to meet demand, 
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maintain national average waiting time within the ten-week target, while continuing to 

improve cost efficiencies in relation to staff-related costs.  

Figure 7 - Driving Tests Delivered Vs Driving Test Applications 2010 - 2015 

 

Any measures to reduce the costs of the DTS need to be evaluated taking into account the 

different elements of the total expenditure related to the DTS. If Direct Costs were steadily 

reducing but Indirect Costs were increasing at level which keeps Total Costs relatively 

steady, as can be observed between 2010 and 2015 (see Figure 8 below), then unit costs 

may continue to increase when the number of driving tests delivered falls. As Indirect Costs 

were calculated based on an arbitrary methodology, it is very difficult to identify measures 

within the DTS for savings to be made in terms of these costs. A more detailed discussion of 

the fluctuations in the three main components of the overall cost of the DTS between 2011 

and 2015 is provided in the next section. 
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Figure 8 - Breakdown of Total Costs to the Driver Testing Service 2007 – 2015 

 

5.2 Unit Cost of Driving Test per Test Centre 

As noted in Section 3 (Methodology), it was anticipated that comparative analysis could be 

undertaken to assess the unit cost of the driving test at an individual test centre level. This 

metric would enable an assessment of unit costs on a local or regional basis and would 

highlight any potential trends in specific test centres’ unit costs over time. However, due to 

the absence of data at test centre level this has not been possible and therefore, no 

comparative analysis has been carried out. The DTS has advised that while it does allocate 

Direct Costs on a test centre level, the methodology used does not account for all test 

centres. The OPW does provide Estate Costs for each centre but without a sound 

methodology to allocate Direct Costs for all test centres it would not be possible to calculate 

accurate costs and unit costs for tests delivered per test centre.45 

                                                      
45

 While indirect costs are not allocated per test centre, there is no obvious value to doing so, as individual test 
centres should have no significant impact on the level of these costs. 
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The DTS has advised that Direct Costs are apportioned to the test centres based on the 

number of test examiners headquartered at them (i.e. a test centre in which 3% of the total 

number of examiners are based is apportioned 3% of overall Direct Costs). However, as not 

all test centres have examiners headquartered at them, certain test centres are not 

allocated Direct Costs at all.  

This method of accounting for Direct Costs makes it impossible to provide an accurate 

representation of the Total Costs incurred by individual test centres, as the number of 

examiners based in a test centre does not necessarily reflect, or signify, the costs incurred 

by the DTS that are attributable to that test centre and the unit cost per test per centre 

cannot be calculated. It does not account for the fact that while examiners are 

headquartered in one test centre, most46 of the examiners will also conduct tests at a 

number of different test centres and so a correlation between the number of test delivered 

and the number of examiners headquartered at test centre will not provide an accurate unit 

cost per test delivered, even if only accounting for staff-related Direct Costs. Furthermore, 

this method does not allow for potential differences in Direct Costs caused by varying levels 

of overtime, travel between centres during official hours and travel and subsistence 

expenses between test centres with the same number of examiners.  

Some test centres47 have no staff headquartered within them and, therefore, no Direct 

Costs have been allocated towards these centres. The DTS has apportioned Direct Costs 

between 40 test locations (including ‘Limerick 1’ and ‘Limerick 2’)48 out of a total of 4949. 

Furthermore, some test centres such as Athlone, Monaghan and Roscommon have only had 

examiners headquartered in them in certain years between 2011 and 2015; the DTS has 

only attributed Direct Costs to these centres in those applicable years.  

                                                      
46

 Figures provided by the RSA showed that in 2015, only 3 examiners conducted driving tests at only one test 
centre location. 
47

 Test centres advised by the RSA as having no test examiners headquartered within them: Buncrana, Nenagh, Churchtown 

(not in operation between August 2012 and 2015), Tipperary, Gorey, Cork (Ballincollig), Kilrush, Shannon, Birr, Clifden and 

Tuam. 

48
 Limerick 1 and Limerick 2 relate to two separate test centres in the general Limerick City area, situated at old Cratloe, 

Road, Woodview and Castlemungret Industrial Centre respectively. Limerick 1 centre conducts only Category B (i.e. car) 
tests while Limerick 2 conducts tests for a variety of categories including Category B. Other performance indicators such as 
waiting times and number of tests delivered are reported under the one heading of ‘Limerick’. 

 
49

 There were 50 test centres up until August 2012 when the test centre in Churchtown, Co. Dublin was closed. In 2015 it 

was reopened as a temporary test centre to facilitate driving tests until a new centre is fully operational in Crumlin. 
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It would be problematic to amend this methodology to cover all test centres. 

Allocating costs between all test centres requires an appropriate methodology – one which 

attributes costs based on the activity (i.e. tests) which caused them – and for data to be 

collected and recorded in a suitable way. For example, all costs pertaining to test centre 

specific equipment and infrastructure should be linked to that centre. Direct Costs should be 

linked to tests carried out. Basic staff costs should be allocated based on the proportion of 

that staff’s time spent carrying out activity relevant to each centre. Overtime, official time 

spent travelling and travel and subsistence expenses should be activity linked, so that they 

can be allocated to the appropriate centre (i.e. the centre the examiner is temporarily 

allocated to). 

Being able to compare the costs of different test centres would enable better reviewing of 

efficiency, both at a local and national level. It would enable the comparison of test centres 

which share similar characteristics (test categories, no. of tests delivered, etc.). In cases 

where these centres exhibit significantly different cost levels, more in-depth analysis may be 

conducted to ascertain why that is. In many cases, cost difference will be explained by other 

characteristic, such as equipment replacement costs or geographic variation in Estate Costs. 

In some cases, however, it may help identify potential efficiency gains, or provide further 

evidence as to the optimal estate requirements of the DTS (see Recommendation 1).  

Recommendation 1 – RSA To Record and Assess Costs at Test Centre Level 

By end-2017, the RSA should design and put into operation a methodology for allocating 

Direct, Indirect and Estate Costs to each test centre. This data will be used as the basis for 

comparative analysis of similar test centres, to identify performance indicators and potential 

areas for improved efficiency. The unit cost per test at each centre should be published at 

least annually. 

 

While Recommendation 1 will ensure transparency in the presentation of full costs, 

consideration should also be given to attributing all costs arising from the provision of driver 

testing to the RSA, including by the RSA reimbursing the OPW for the provision of test 

centres. 
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5.3 Unit Cost of Driving Test per Category Type 

The objective of this section of the report was to examine the relative unit cost of the 

driving test for each vehicle category. It was hoped that this metric could provide an 

indication as to how the cost of delivering tests differs by vehicle type, whether current fee 

structures accurately reflect costs and/or whether there is a degree of cross-subsidisation 

taking place between vehicle types. This data could possibly also contribute to explaining 

variations in costs at a test centre level.  

However, as it is not possible to ascertain the unit cost of the driving test per test centre, an 

accurate calculation of the unit cost per vehicle category is not possible either. It is not 

possible to, for example, allocate costs per category type simply on the basis of the number 

of tests delivered. This is because accommodating multiple categories in a test centre 

involves fixed costs associated with facilities, infrastructure and equipment, as well as basic 

salaries. Conversely, different test categories will also involve shared costs, which would be 

incurred fully in the absence of either category. So, while in 2015 driving tests for trucks, 

buses, vans and other work vehicles accounted for 6.94% of all tests delivered that year, 

apportioning costs to that category requires appropriately taking into account category-

specific and shared costs. 

There are two methodologies which could be used to estimate unit costs per vehicle 

category: 

1. A bottom-up approach could be used to calculate Direct Costs pertaining to each 

element of the test. Collecting and analysing cost data in more detail, (see 

Recommendation 1) could allow us to ascertain which operating, equipment and 

infrastructural costs were driven by which activity (I.e. test category). 

2. A top-down approach could be used to econometrically estimate the impact that 

different categories have on the costs of test categories, controlling for other test 

centre characteristics. 

In reality, a combination of the above two approaches would likely be needed – it is unlikely 

to be possible to separate Estate Costs by category using a bottom-up approach, and any 

general top-down analysis would require validation by bottom-up analysis. With either 
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approach, test-centre level cost data would be needed, along with the number of tests 

conducted by category type. 

We recommend that, following the implementation of Recommendation 1 – “RSA to Record 

and Assess Costs at Test Centre Level”, the RSA develops an appropriate methodology 

attributing the costs of the DTS to specific test categories. This will allow a better 

understanding of whether the test fee structures are suitable, as well as improving the 

evidence base for future options for the efficient delivery of the DTS. 

Recommendation 2 – RSA to Develop Methodology to Attribute DTS Costs to Test 

Categories 

By end-2017 the DTS will finalise a methodology to determine the costs and unit costs 

relating to specific test categories. This data is also to be published at least annually.  

 

5.4 Breakdown of Cost Type within the Driver Testing Service 

5.4.1 Total Direct Costs 2011 – 2015 

Following clearance of the demand backlog that built up between 2006 and 2009, cost 

reductions were achieved by the RSA, particularly in terms of staff-related expenditure, as 

demand fell to a ‘normal’ level and the amount of overtime, etc. required reduced in line 

with this. In the DTS’s more ‘stable’ period Direct Costs have continued to fall, albeit at an 

understandably reduced rate given the scope for potential savings had narrowed compared 

to the previous period. 

Direct Costs have decreased year-on-year from €9.4 million in 2011, to €8.6 million in 2014; 

an overall drop of almost 9%. The main areas in which cost savings have been made are in 

basic salaries and standard overtime paid to administrative and technical staff50. 2015 saw a 

slight increase rise in Direct Costs, by approximately €32,000. 

In terms of efficiency, as costs have fallen, the number of tests delivered has fluctuated in 

line with the demand levels (see Figure 7 above). The number of tests delivered in 2011 

                                                      
50

 ‘Technical staff’ refers to the Chief Tester, the Training and Standards Manager, Driving Test Supervisors and the Driver 
Testers. 
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reflected the increased demand in late 2010 and early 2011 due to changes in licensing 

regulations and fee rates. Following this the number of tests delivered fell to 131,949 in 

2012 and rose incrementally in 2013 and 2014 before a substantial increase of 12% in 2015 

as the RSA delivered an additional 16,722 driving tests, or 152,744 in total. This number of 

tests was delivered while Direct Costs and DTS-related Indirect Costs were maintained at 

historically low levels.  

This illustrates that the DTS can continue to provide an efficient and cost-effective DTS that 

is responsive to changes in demand. In 2015 with six fewer technical staff available (see Fig. 

9 below) the RSA had the capability to respond to a substantial increase in demand, deliver 

a significant proportion of all tests and maintain the national average waiting time at below 

the 10-week target51. In order to achieve this, the overtime expenditure for examiners 

increased from €284,000 in 2014 to €515,000 in 2015.  

Figure 9 - Number of RSA staff involved in the Driver Testing Service 2010 – 2015 

 

5.4.2 Total Indirect Costs 2011 – 2015 

Indirect Costs are calculated on a pro-rata basis, based on the DTS’s share of the total 

number of RSA staff. This is, therefore, primarily an accounting exercise, and we cannot 

infer that that proportion of Indirect Costs is actually attributable to the DTS, but it serves as 

a useful rough approximation. Around 34% of total Indirect Costs for the RSA are attributed 

                                                      
51

 National Average Waiting time for the Driving Test in 2015 was 9.6 weeks ( 2015 Annual Report, RSA: 
http://www.rsa.ie/Documents/About%20Us/RSA_AR_2015_2.pdf)  
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to the DTS. Therefore, it is difficult to determine the extent to which the management of the 

DTS can effect changes upon these costs. However, we can observe that Indirect Costs have 

fluctuated throughout the period 2011 – 2015, falling from €2.63 million in 2011 to €2.4 

million in 2012 before increasing year-on-year between 2012 and 2014 to €3.82 million, 

reducing slightly to €3.69 million in 2015. A significant portion of this increase has been 

driven by an increase in the depreciation charges relating to application software from 2013 

onwards. The total depreciation figure related to application software increases from c. 

€0.69 million in 2012, to €1.56 million in 2013. This depreciation figure increased further to 

€2.75 million in 2014 and €3.25 million in 2015. As noted above 34% of these figures are 

attributed to the DTS.  

Given the more varied nature of the types of expenditure which comprise Indirect Costs, 

this is not surprising. Expenditure on items such as Fleet Management, Buildings Repair and 

Maintenance (excluding costs captured under ‘Estate Costs’), Consultancy Fees, IT systems, 

etc., will vary from year to year, as will the RSA’s level of capital investment and 

depreciation on fixed assets. There is therefore limited value in inferring overall efficiency 

levels on the basis of annual trends. 

While it isn’t possible to isolate the extent to which the DTS is driving different indirect cost 

categories, they are a significant proportion of the RSA’s expenditure. We would therefore 

advise that the RSA continues to monitor and evaluate the overall management of the 

organisation, to identify possible areas for efficiency improvements.  

5.4.3 Total Estate Costs 2011 - 2015  

As noted above, Estate Costs are taken as unchanging for the period 2011 – 2015. This cost 

was €1.21m in 2016 and adjusted for inflation for previous years using 2015 prices52. This 

figure comprises the cost of managing and leasing driver testing facilities, and these costs 

are borne by the OPW as opposed to the RSA. As these costs fall directly on the Exchequer, 

and are attributable to the operation of the DTS, they are within scope of this Review.  

The OPW has advised that eleven test centres53 have leases in place that are not due to 

expire until at least 2023, with five54 of these leases not set to expire until at least 2027. 

                                                      
52

 2015 Prices based on CSO Consumer Price Index 
53

 Ballina, Birr, Carlow, Cork (Wilton), Finglas, Limerick 2 (Castlemungret), Loughrea, Navan, Raheny, Sligo and Tallaght.  
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These eleven test centres with long-term lease commitments generate 71% (€703,581) of 

the total Estate Costs incurred per annum. This is important when considering any measures 

to cut DTS-related costs through rationalisation of test centres. While the costs related to 

the DTS would change, benefitting the RSA, the overall cost to the Exchequer will remain the 

same as the OPW will continue to carry the cost for the leasing and management of the test 

centres until the leases expire or the OPW manages to transfer the lease to another lessee. 

It will be noted that the then weak market conditions identified in the DKM “Option 

Appraisal for the Future Delivery of Driver Testing Services” (2011) as a barrier to achieving 

saving for the Exchequer are likely no longer to apply. 

In terms of improving the cost efficiency of the DTS, it would be of benefit for the RSA to 

ensure that it plays an active role in assessing the impact of Estate Costs on the overall cost 

to the DTS. A situation whereby the OPW is sourcing and managing properties for the DTS, 

based on requirements expressed by the RSA, but without the RSA fully involved in the 

management of Estate Costs can lead to potential oversights in terms of ensuring cost 

efficiency, notwithstanding the estate management expertise of the OPW. Therefore, it is 

recommended that the RSA maintains a close level of coordination with the OPW in regard 

to the management of Estate Costs to ensure that optimal cost efficiencies are attained. 

Moreover, it is recommended that the RSA include Estate Costs when discussing the Total 

Cost of operating the DTS even though these costs are borne elsewhere, so as to always 

provide an accurate representation of the overall cost to the Exchequer of the DTS. 

Recording Total Costs in this manner would facilitate the introduction of specific cost targets 

for the RSA to meet to ensure cost efficiencies are attained and preserved. 

5.4.4 Recommendations for Total Costs 

We have identified three areas where there may be potential opportunities for increased 

cost efficiency within the DTS: 

1. Identifying potential for savings at an individual test centre level. Assessing costs 

and outputs of individual test centres may enable the DTS to identify both examples 

of ‘good practice’ procedures or systems in test centres, which could be applied more 

widely, or areas for improvement. This will be discussed further in Section 6.4. 

                                                                                                                                                                     
54

 Ballina, Birr, Finglas, Loughrea and Tallaght  
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2. Reducing Estate Costs. The RSA should consider the estate requirements of the DTS, 

and whether savings can be achieved by rationalising the estate. This will be 

discussed further in Section 7.3. 

3. Reducing baseline Direct Costs. In the medium to long term the RSA should consider 

the scale of the DTS, taking account of robust demand forecasts and output targets 

such as waiting times. If the DTS was resourced so as to maintain a ‘base level’ of 

capacity for years in which there is a lower level of demand for the driving test, with 

temporary measures (such as overtime, commissioning contractors, etc.) to 

accommodate periods of higher demand, it may be possible to achieve cost savings. 

DTTaS and the RSA would need to weigh up any risks this would create for waiting 

times, as temporary spikes in demand would be more likely to cause increases in 

waiting times. 

In 2009, the RSA commissioned Mazars to undertake a review of the Estate Requirements 

for Driver Testing Nationally55. They identified that the DTS could theoretically be delivered 

by “a much lower number of centres (16) compared to the current situation”.  

While this conclusion doesn’t take into account certain issues, constraints and capacities 

relevant to the decision of how best to deliver the DTS (for example, the DTS notes that 

there are benefits to applicants being able to take a driving test in their local area), it does 

suggest the possibility that the number of centres operated by the DTS may exceed its 

requirements, or at least that the current structure of the DTS exists primarily for historical 

reasons. We recommend that the RSA conducts a wider review of its delivery of the DTS, 

taking into account its estate requirements, and longer-term operating requirements. This 

should include a cost-benefit analysis. Aside from the financial implications, the following 

impacts are likely to be relevant: 

 Road safety impacts. The distance which applicants have to travel in order to take a 

driving test impacts upon those applicants’ willingness to take the test. This could 

lead to a greater number of learner drivers on the road. 

                                                      
55

 “Review of Estate Requirements for Driver Testing Nationally”, November 2009, Mazars in association with 
DKM Consultants. 
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 Driver welfare. It will affect the distance that applicants (and companions) have to 

travel in order to take the test, which has an impact in terms of value of time, and 

affecting the overall incentive to apply for the test. 

 Financial impacts on applicants. Changes to the total cost of the DTS may be passed 

through to applicants through changes to fee levels.  

 Waiting times. The number of test centres has an impact on the chances of spikes in 

waiting times. On the other hand, a smaller number of large test centres may be 

better equipped to handle periods of high demand.  

It will be of key importance that the RSA has a detailed understanding in how its DTS 

activities drive costs, paying particular attention to the extent to which changes to the DTS 

would impact Indirect Costs, which could be less straightforward than direct or Estate Costs. 

Timing will clearly be an important factor in this review. Any options which involve changes 

to, for example, the estate or staffing requirements of the DTS may have lengthy lead-in 

times, and may require gradual implementation over a number of years. 

Recommendation 3 – RSA to Review DTS Estate and Operational Requirements 

Once methodologies have been developed and implemented to accurately record and assess 

costs at a test centre level and by test category type, and no later than 18 months after the 

publication of this report, the RSA should conduct a review of the delivery requirements of 

the DTS, including a cost-benefit analysis of identified options. This should identify future 

options for the estate and operational structure of the DTS, and how this will develop over 

future years. 

 

5.5 Fee Income and the ‘Funding Gap’ 2011 – 2015 

The driving test fee structure is listed in Table 3. The current levels of fees were set in 

February 2011.  

Table 8 provides details for the period 2011 - 2015 of the total fee income earned from the 

driving test by the RSA and the average income per test delivered. Fee income is recorded at 

the time when the driving test is delivered, not when the application for the test is initially 
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made. From Table 8 we can observe that the ‘funding gap’ (i.e. the difference between the 

cost of running the DTS and the fee income earned from the DTS) reduced drastically 

between 2010 and 2012; from €18.24 per test delivered to €2.72 per test delivered. 

In 2013, total fee income fell despite a slight increase in tests delivered; this occurred due to 

a variation in the category of the driving test given. The fall in fee income together with the 

rise in Total Costs by approximately €0.253 million led to the funding gap almost tripling in 

2013 to €7.32 per test delivered. In 2014, the funding gap fell considerably as total fee 

income increase by over €1 million; offsetting an increase of just over €638,000 in Total 

Costs and reducing the funding gap to €4.49 per test delivered. In 2015 the funding gap was 

closed entirely as total fee income exceeded Total Costs by €178,184; a positive adjustment 

of over €0.867 million from 2014. As there were 152,744 tests delivered in 2015, the DTS’s 

position was such that, on average, income exceeded cost by €1.17 for every test delivered 

that year.  

Table 8 – Overall Unit Cost of the Driving Test Service 2007 - 2015 

       

 2010 2011 2012 2013 2014 2015 

Tests 

Delivered* 
150,031 158,431 131,949 133,250 135,972 152,744 

Driving Test 

Fee Income† 

(€ 000’s) 

€12,282 €12,797 €12,214 €11,960 €12,963 €13,691 

       

Fee Income 

per Test 

Delivered 

€81.87 €80.78 €92.56 €89.76 €95.33 €89.63 

Unit Cost Per 

Test Delivered 
€100.11 €85.28 €95.28 €97.08 €99.82 €88.46 

‘Funding Gap’ 

per Test 

Delivered§ 

(18.24) (€4.51) (€2.72) (€7.32) (€4.49) €1.17 

       

Net Position 

(€000’s) 

Overall 

Funding Gap† 

(€1,407) (€161) (€260) (€1,000) (€689) €178 
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 Source: RSA & DKM Consultants 

* =”Tests delivered” include those conducted, those were candidate failed to show up or test is unable to proceed/abandoned 

† = All figures are in 2015 Prices as per CSO Consumer Price Index, January 2016 

§ = Estate Costs are included in these calculations 

 

As discussed previously, we have not been able to assess the extent to which Indirect Costs 

represents an accurate attribution of central RSA costs to the DTS. It is therefore possible 

that the relevant costs could be lower or higher, which would impact our assessment of the 

funding gap. 

Given the above recommendations to improve cost data and analysis, including 

disaggregation by category, we recommend that the RSA monitors the funding gap (or 

surplus) in future years. As costs are mainly fixed, and income is entirely dependent on the 

number of applications, we recommend that the funding gap is assessed on a 3-year rolling 

basis to account for some of the annual variability in application numbers. This should be 

broken down by test category. If a significant funding gap (positive or negative) continues – 

either in total or for specific test categories – then the RSA should review its fee structure 

and make recommendations to the Minister for changes in the fees accordingly.  

Recommendation 4 – RSA to Monitor the difference between annual Total Costs and 

annual Fee Income for the DTS 

The RSA is to monitor the annual difference between Total Costs (incl. Estate Costs) and Fee 

Income for the DTS on a rolling 3-year basis. This data is to be published annually. 

 

5.6 Driving Test Waiting Times 

The average waiting time faced by a person applying for their driving test is a key metric in 

measuring the efficiency of the DTS. The DTS produces weekly statistics regarding the 

average waiting times for the driving test per test centre. This allows the DTS to monitor the 

national average waiting time for the driving test in relation to the RSA’s PDA with the 

DTTaS. This includes a target maximum national average waiting time of 10 weeks. Providing 

test applicants with a relative level of certainty in terms of expected wait times, as well as 

ensuring that those wait times are not excessive; benefits both applicants and the DTS. 
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Applicants benefit from a level of certainty which allows them to schedule lessons and other 

pre-test preparations without having to wait an extensive amount of time to actually take 

the test. The 10 week target also aids the management of the DTS by providing the agency 

with a metric with which to measure efficiency at a national, and test centre, levels. It allows 

the DTS to identify what regions or test centres require additional resources in order to 

maintain wait times at, or near to, ten weeks, and if there are options for reassignment of 

testers between centres. It must also be noted that the DTS facilitates applicants who are 

looking to sit their test within a shorter period of time by offering test slots which become 

available through cancellations. 

In terms of maintaining waiting times at acceptable levels, the DTS would benefit from 

ensuring that all driving test applicants can select the time and date of their test. This would 

allow applicants to select a time and date that will suit them, making less likely to 

reschedule or cancel the test. This would provide the DTS with more certainty in terms of 

allocation of staff resources (i.e. examiners). 

Recommendation 5 – RSA to endeavour to provide all applicants with option of online 

calendar system 

The RSA to endeavour to provide all test applicants with the option of selecting the date and 

time of their driving test from an online calendar system. 

 

5.7 Calculation of Waiting Times 

In the following sections we will discuss changes in the average waiting time for the driving 

test at both national and test centre levels over the period 2007 – 2015. However, before 

presenting this analysis it must be noted that the calculation method used by the DTS to 

determine the national average waiting time contains an error which has led to national 

average waiting times being misrepresented in RSA reports. The method used appears to 

have been taking the average of all test centre averages (i.e. the sum of the average wait 

times for each test centre, divided by the number of test centres). This did not include any 

weighting of the wait times for each test centre based on the number of tests delivered or 

applications received. 
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In September 2016 the RSA issued a notice, in which it advised that calculations of the 

weekly waiting time statistic contained an error and that it was currently undertaking a 

review of the methodology used. This review includes considering the introduction of 

weighted averages of all relevant test applications as opposed to the average of all test 

centre averages. The RSA also stated that while the recent upwards trend in waiting times is 

represented correctly in its internal ‘longest waiting times statistics’56, it did not 

correspondingly increase in the average waiting times. 

In Table 9 below we have provided estimated national average waiting times for the driving 

test for the period 2010 – 201557 compared to the waiting time figures presented in the 

RSA’s annual reports. These figures were calculated using a weighting system based on the 

number of tests delivered by each test centre. A weighting system based on test 

applications per test centre may provide a more accurate waiting time figure but this data 

was not available to the VFM team. Weighting based on tests delivered ensures that test 

centres which facilitate the most candidates receive a proportionally larger weighting 

compared to smaller test centres when providing an overview for the national average 

waiting time. In Table 9 we observe that while there are differences between the DTS 

figures and the weighted averages, both methodologies confirm the average waiting time 

remains below the ten-week target through to 2015..  

Table 9 – Annual Average National Waiting Times based on DTS and VfM Team Calculations (2010 – 2015) 

  2010 2011 2012 2013 2014 2015 

Average Wait Time based on 

DTS Calculations (Weeks) 
9.5 7.9 9.3 8.3 9.3 9.6 

Average Wait Time based on 

VfM Team Calculations 

(Weeks) 

9.9 7.7 9.3 7.7 8.8 9.5 

Source: RSA 

5.7.1 Average National Waiting Times 2007 - 2015 

The analysis provided below is based on the wait time statistics currently available from the 

DTS and it is recognised that this exploration of waiting times for driving test applicants may 

                                                      
56

 These statistics are used by the DTS for resource planning purposes. 
57

 Tests Delivered per Test Centre data available for period 2010 - 2015 
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need to be amended following the review of the methodology used to calculate these 

figures.  

The national average waiting time for the driving test has been a key indicator in terms of 

measuring the efficiency of the DTS. This metric can demonstrate how the DTS is 

administering its resources given the demand made upon its services. Between 2006 and 

2008 the newly-established RSA put in place measures designed to tackle the considerable 

backlog in test applications and reduce test waiting times, which were approaching an 

average of 30 weeks by 2006. These measures included: engaging retired driving examiners 

to deliver tests, utilising overtime to provide evening and weekend tests, filling internal 

vacancies, and outsourcing driving tests to an external service provider. 

These actions brought the average waiting time for the driving test below the 10-week 

target and cleared the backlog of test applicants. At the end of 2007 there were 

approximately 179,500 people on the waiting list and the average national waiting time was 

just under 19 weeks. By the end of 2009 there were just over 42,000 people on the waiting 

list and the national average waiting time was 9 weeks. Furthermore, the average waiting 

times and numbers on the waiting list have remained well below the historic high levels 

seen between 2004 and 2007 (see Table 10 below). 

Table 10 – Number of People on Waiting Lists & Average National Waiting Time for Driving Test 2004 – 2012 

Year 

Number of People on Driving 

Test Waiting List at Year End 

National Average Waiting Time 

for Driving Test at Year End† 

(Weeks) 

2004 116,000 30.9 

2005 127,000 32.8 

2006 140,000 29.8 

2007 179,500 18.9 

2008 63,000 8.6 

2009 42,000 9.0 

2010 46,000 9.5 

2011 27,000 7.9 

2012 41,000 9.3 
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2013 n/a* 8.3 

2014 n/a* 9.3 

2015 n/a* 9.6 

Source: Annual Reports, 2007 – 2015, RSA.  

* = Data on number of people on waiting list not provided in Annual Reports from 2013 onwards 

† = Waiting times based on average of test centres’ individual average waiting times 

Figure 10 below illustrates the national average waiting time for the driving test between 

2007 and 2015 in relation to both the ten-week target set in the PDA with the DTTaS, and 

the number of test applications received for the period. From this we can observe how 

despite an 80% increase in driving test applications between 2007 and 2008 (from 200,000 

applications to 362,000), the average waiting time for the driving test fell from 18.9 weeks 

to 8.5 weeks: a 55% reduction. This reduction in waiting times, observed in 2008, is to be 

expected given the measures introduced and resources used by the RSA to tackle excess 

demand. However, as the supplementary resources and measures were withdrawn in 2009, 

waiting times remained below the ten-week target and the DTS entered into a period of 

‘normality’. 

Figure 10 - Average Test Waiting Times relative to Test Applications and Target Test Waiting Time (2007 – 

2015) 

 
Source: DTS 
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In this period of ‘normality’, test applications remained relatively stable and well below the 

level of applications being received between 2003 and 2008 (see Figure 11 below). The 

Comptroller and Auditor General produced a report in 2009 which concluded that the spike 

in 2007 and 2008 for test applications was due to a change in the driver licensing system in 

2008 which precluded learner drivers from driving unaccompanied. The report noted that 

roughly 110,000 applications were received between October and December alone in 

200758.  

Figure 11 – Number of Driving Test Applications (2003 -2015) 

 

 

Although average waiting times have remained below the 10-week mark since 2009, 2015 

did see that figure reach 9.6 weeks as test applications reached their highest level since 

2008, with over 164,000 received. As indicated in Figure 11 the number of test applications 

since 2009 has remained relatively stable compared to the previous period and average 

waiting times have reflected this by remaining below the agreed 10-week threshold.  

Notwithstanding the current relatively stable levels of application, the DTS will need to have 

the capacity and resources to respond to ongoing trends in applications numbers, arising 

from anticipated demographic changes, so that the gap between tests delivered and test 
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 “Driver Testing in the Road Safety Authority”, 2009, Office of the Comptroller and Auditor General. 
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applications does not widen to an unacceptable level. One way for such a risk to be 

managed would be through the development of demand forecasting models that can 

predict changes in the number of driver test applications. This demand forecasting model 

would also need to be capable of accommodating changes or amendments to the driver 

licensing system or the driving test itself which may lead to temporary increases in 

applications from candidates seeking to sit the test before any new requirements are in 

place.  

5.7.2 Average Waiting Time per Test Centre 2007 - 2015 

The national average waiting time figure for the driving test provides a general view of the 

DTS’s efficiency in delivery of the test. Using a weighting system based on the number of 

test applications per centre to calculate this national average will further improve the 

accuracy of this metric. However, it is also necessary to analyse the waiting times for 

individual test centres to assess whether there is a significant variation in waiting times 

between centres. The 1999 C&AG report59 on the DTS noted that in 1999 there were “wide 

variations in waiting times for tests between the test centres, ranging from 13 weeks in 

Monaghan, a small centre, to 59 weeks in Finglas, which is one of the busiest centres”. 

In 2007, wide variations continued to exist with Clifden, the smallest test centre, having an 

average waiting time of 40 weeks, while test centres in Donegal, Mullingar and Monaghan all 

had the shortest wait times with 9 weeks, a difference of 31 weeks in the average waiting 

times. The standard deviation for average waiting times in 2007 was just over 8 weeks; 95% 

of test centres were either 16 weeks above, or below, the average waiting time of 18.9 

weeks. However, from 2008 onwards the variance in wait times has reduced drastically with 

the range of waiting times narrowing significantly (see Table 11). A comparison of the 

variance in wait times between 2007 and 2008 is provided below in two scatter plot graphs 

(Fig. 12). Furthermore, the standard deviation in average wait times between test centres 

was 1.8 weeks in 2008 and from 2009 onwards, the standard deviation in average wait times 

has never been above 1.5 weeks.  

                                                      
59The Driver Testing Service, 1999, Comptroller & Auditor General - 
http://www.audgen.gov.ie/documents/vfmreports/33_DriverTesting.pdf 
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Figure 12 - Comparison of Test Centres' Average Waiting Times - 2007 & 2008 

  
Source: RSA  

Between 2008 and 2012, the gap between the shortest and longest average waiting times 

for test centres fell, year-on-year, from 7 to 3 weeks. The gap widened again in 2013 to 5 

weeks before returning to 3 weeks in 2014 and 2015.  

Table 11 – Comparison of Longest and Shortest Recorded Average Waiting Times for Test Centres (2007 – 2015) 

Year Longest Average 
Waiting Time 

Shortest Average 
Waiting Time 

Gap 

2007 40 9 31 

2008 12 5 7 

2009 13 7 6 

2010 12 7 5 

2011 10 6 4 

2012 11 8 3 

2013 11 6 5 

2014 11 8 3 

2015 11 8 3 
Source: RSA 

Figure 13 below is a summary of average waiting times for test centres between 2010 and 

2015 taking into account both the variation in waiting times and the upper and lower 

ranges, within which the variation occurs. 

In 2010, only three test centres were outside of a range for average waiting times of 8 – 11 

weeks, while in 2011 there was a more even distribution of test centres between 6 and 10 

weeks with seven test centres each having average waiting times of either 6 or 10 weeks. In 

2012, they were all within a range of 8 to 11 weeks. 
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centre, Mallow, had an average waiting time of 6 weeks, and a further fifteen test centres 

had average waiting times of between 6 and 7 weeks. This improvement in waiting times 

may have been due to the relatively low number of applications made that year60. Figure 13 

below provides a scatter plot graph depicting test centres’ individual average waiting time 

for each year between 2010 and 2015. 

The historically wide variation in average waiting times between test centres is no longer a 

feature of the DTS. Since 2008 the range of waiting times has fallen and the level of variance 

has also reduced significantly. The upper limit of 11 weeks has not been breached since 2010 

despite a substantial increase in test applications in 2014 and 2015. In order to maintain the 

current level of service and efficiency, it may be of benefit to ensure that the DTS can offer 

applicants alternative test slots at an earlier date in other, nearby test centres. Such a 

process would need to put provisions in place so that the alternative test centre with the 

shorter waiting times would be able to facilitate more tests without incurring excessive costs 

(i.e. overtime for testers or, travel and subsistence allowances for testers brought in to assist 

with additional demand). 

Recommendation 6 – Review of Methodology to Calculate National Average Waiting Times 

By mid-2017, the RSA is to complete its review of the methodology used to calculate 

national average waiting times and reassess past figures. This average should be maintained 

on an ongoing basis on the RSA website. 

 

Recommendation 7 – RSA to Review Resourcing Between Centres 

By end-2017, the RSA will conduct an assessment of the DTS's ability to apply resources 

where required so as to ensure a consistent level of waiting times between test centres. 

                                                      
60

 2013 saw the fewest test applications for the period 2010 - 2015 with 139,381. The average number of test 
applications for the period was 149,708. 
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5.8 Capacity of the DTS 

In this section of the report we discuss the output (i.e. number of tests delivered) per 

examiner and per test centre and the extent to which this output varies from a theoretical 

maximum capacity. This will allow us to provide an indication of overall productivity. 

However, we do need to take into account that the DTS is a demand-led service and, 

therefore, the output of examiners and test centres will also be observed relative to the 

actual demand for the driving test in terms of the actual number of test applications 

received.  

This section first assesses the output per examiner relative to the actual number of 

applications and a hypothetical maximum capacity. The analysis then moves on to the 

performance of test centres relative to maximum capacity and demand. This is much more 

difficult to ascertain given the variation in size, staff and facilities between different test 

centres. However from the data provided by the RSA it should be possible to at least review 

test centres’ output relative to demand. Given the availability of data, the time period for 

analysis of both the examiners and test centres is between 2010 and 2015.  

5.8.1 Examiners 

The RSA has provided details of its estimated maximum capacity for a full-time equivalent 

(FTE) examiner which it determines to be 1,932 tests delivered per annum. This assumes 42 

tests per week for 46 weeks (excluding annual leave/public holiday entitlements). This figure 

does not take into account other types of leave such as parental, illness, etc. Assuming 92 

FTE examiners, the DTS would have a hypothetical maximum capacity to deliver 177,744 

driving tests per annum.  

The 2009 C&AG Special Report on the Driver Testing Service (Special Report No. 71) stated 

that a target of 1,550 tests per tester per year had been adopted between 2002 and 2006 

when the DTS was operated by the Department of Transport. This target for output was not 

adopted by the RSA when it took over management of the DTS. Instead it agreed a total 

output figure in the PDA with DTTaS. The 2015 PDA specified that the RSA should deliver a 

total of 147,818 driving tests, comprising: 137,687 car, motorcycle and work vehicle tests; 

7,485 truck and bus tests; and 2,646 CPC practical tests for truck and bus drivers. Dividing 
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this total output figure between the 92 FTE examiners equates to 1,606.7 tests delivered per 

examiner. 

Figure 14 below illustrates the number of test delivered per examiner between 2010 and 

2015 relative to: (i) the number of applications per examiner, (ii) the hypothetical maximum 

capacity of 1,932 tests per examiner and (iii) the previous examiner output target of 1,550 

tests. From this we can see how the gap between applications and tests delivered, per 

examiner, has widened in 2014 and 2015. Furthermore, the graph shows how the demand 

for the driving test, together with reduced number of examiners, has led to the number 

tests delivered per examiner moving closer towards the theoretical maximum capacity of 

1,932. 

Figure 14 – Number of Tests Delivered per Examiner 2010 - 2015 

 
 
Table 12 below shows the number of driving tests delivered per examiner between 2010 

and 2015. The table also provides the number of applications for the driving test received in 

this period and therefore we can estimate the number of applications received per 

examiner and view the gap between demand and supply of the driving test at a ‘per 

examiner’ level. The number of examiners is based on the total number of FTE technical 

staff in the DTS, less the technical staff who comprise the Driver Testing Technical 
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Management Team61. From this we can observe that 2015 was a highpoint in terms of the 

number of tests delivered per examiner as high demand for the driving test coupled with 

relatively fewer examiners, led to an increase of almost 20% in tests delivered per examiner, 

compared to 2014 levels. 

 

Table 12 – Total Number of Tests Delivered and Applications Received per Examiner 2010 - 2015 

 2010 2011 2012 2013 2014 2015 

Total Number 

of Tests 

Delivered 

150,031 158,431 131,949 133,250 135,972 152,744 

       

Total Number of 

Applications 

Received 

154,108 147,204 141,264 139,306 152,043 164,204 

       

Total Number of 

Examiners (FTE) 
119 116 106 105 98 92 

       

Applications 

Received per 

Examiner 

1,295.0 1,269.0 1,332.7 1,326.7 1,551.5 1,784.8 

       

Tests Delivered 

per Examiner 
1,260.8 1,365.8 1,244.8 1,269.1 1,387.5 1,660.3 

       

Gap between 

Tests Delivered 

and Test 

Applications Per 

Examiner 

(34.3) 96.8 (87.9) (57.7) (164.0) (124.6) 

Source: RSA 

 

Table 12 also highlights the fluctuation in the gap between the number of test applications 

received per examiner and the number of tests delivered per examiner. From this we can 

                                                      
61

 A Chief Tester, a Training Standards Manager and several Driver Testing Supervisors.  



90 
 

observe that the gap has widened significantly in 2014 and 2015 as demand has moved 

further above supply. In 2010 the gap between applications and tests delivered was 34.3 

tests per examiner; by 2014 the gap had peaked at 164. 2015 saw a slight reduction to 

124.6, despite 2015 having the highest level of test delivery per examiner for the period. 

Therefore, while productivity at examiner level has increased, the supply of tests delivered 

has not kept up with demand. A continuation of this trend would lead to a growing backlog 

of tests, which could have a negative impact on the efficiency of the DTS with either 

national average waiting times increasing or costs increasing in order to clear the backlog. 

Increased staffing, additional overtime or contracting external service providers are all 

potential responses that could be applied to ensure that average wait times are maintained 

at target levels.  

We note that it is anticipated that the national average waiting time for the driving test in 

2016 exceeded the ten-week target set out in the PDA between the RSA and DTTaS. It is also 

understood that the RSA will seek to recruit six new examiners in 2017 and it would be 

expected that this would reduce the gap between demand and supply of the driving test. 

However, it is worth observing that, as the DTS is demand-led – it doesn’t have control of 

the number of applications it receives – it cannot be expected to maintain both waiting 

times and costs if there are unexpected fluctuations in demand. We therefore recommend 

revising the performance monitoring of the DTS, which currently tracks total tests delivered, 

and whether the national waiting times target is being met.  

A more accurate reflection of performance, in terms of tests delivered, may be for the 

DTTaS and the RSA to agree a maximum number of test applications (determined by tester 

capacity) which could be received in a given year, with the DTS still meeting its national 

waiting time target of ten week. 

If application numbers were higher than this maximum, it could serve as justification for 

waiting times being higher than the 10-week maximum. This maximum will be informed by a 

demand forecasting model (this will be discussed in the next section) so that spikes in 

demand, which could be anticipated in advance, can be accommodated without waiting 

time targets being missed.  
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We recommend that the DTTaS and RSA decide upon a target number of tests delivered 

based upon projected application figures and that this should be included in the PDA 

between them, with the target number of tests to be reviewed annually in light of relevant 

information. The development of a demand forecasting model would also allow the RSA and 

DTTaS to decide upon an agreed number of driving tests to be delivered per examiner which 

would ensure that the national average waiting time for the driving test remains below ten 

weeks. The calculation of this figure may need to take into account the different vehicle 

categories that are tested and how this would impact upon examiners’ capacity to deliver 

tests (i.e. some examiners may not be qualified to carry out tests for certain vehicle types 

and driving tests for vehicle categories other than A, A1, A2, B, & BE take longer to conduct). 

 

Recommendation 8 – Target Level of Applications 

DTTaS and the RSA to annually agree upon a the number of test applications that can be 

received and delivered without exceeding the ten-week national average waiting time 

target. This figure will be included in the Performance Delivery Agreement between them. 

 

5.8.2 Test Centres 

As noted above, assessing driving test centres’ capacity for conducting driving tests can be 

quite difficult as such an assessment has to account for the differences in facilities, locations 

and test routes between individual centres. Assessing the capacity of a test centre also 

requires the assumption that there are an optimal amount of examiners available in the 

centre to conduct driving tests.  

The RSA has advised that while they do not have a system or methodology in place to 

determine a centre’s theoretical maximum capacity, they do monitor the gap between test 

applications and tests delivered at a test-centre and regional level. This monitoring also 

allows the RSA to distinguish between tests which require one time slot of c. 30 - 40 minutes 

(categories A, A1, A2, B, & BE) and those that which require two time slots (all other 

categories). From this, it is possible to determine and measure tests delivered and test 

application in terms of time slots. 
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From the data collected it should be possible to monitor test centres to identify where the 

gap between demand (applications) and supply (test delivered) are significantly outside of 

the average for similar test centres. If this data can be collected on a relatively regular basis 

(i.e. monthly), this statistical monitoring would allow the RSA to identify where additional 

examiners are required or whether there are other factors affecting a test centre’s ability to 

meet demand. Furthermore, if a test centre is constrained in some way from handling the 

applications it receives, the RSA may be able to offer applicants driving tests at nearby test 

centres with relatively more capacity, and thus ‘smooth out’ the gaps in supply and demand 

between different centres.  

Recommendation 9 – Statistical Monitoring System 

RSA to develop a statistical monitoring system to identify test centres not meeting a 

sufficient level of test applications relative to similar centres within the same region.  

 

While there is no process currently in place to calculate or attribute a maximum number of 

tests that can be delivered by a test centre, the RSA has advised that they do assess test 

centres to evaluate their suitability. This process consists of the local Testing Supervisor 

carrying out assessments on the suitability of a test centre in terms of the vehicle categories 

that can be tested there and how many examiners can operate from it. The assessment 

takes into account the road network adjacent to the centre and the potential test routes 

available. These aspects are also defining factors in deciding how many Driver Testers can 

operate from a Test Centre, as is the suitability otherwise of the test centre building itself. 

The Testing Supervisor will engage closely with a local OPW representative when deciding 

upon the suitability of a test centre for vehicle categories, but the defining factor in the 

number of Testers a centre can take is based on whether the variety of routes available at 

the test centre can handle the volume of testing proposed. 

The RSA’s Facilities Management division has recently introduced a form which assists the 

Testing Supervisor by setting out criteria that can be used when evaluating the suitability of 

a test centre. These criteria comprise: Location & Accessibility, Services on Site, 

Zoning/Planning, Site Size & Tarmacadam Specifications, Health & Safety Conditions 

including Route Conditions and Traffic Congestion. This is a relatively new addition to the 

assessment process and may be amended over time. However, it may serve as useful first 
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step in the development of an evaluation system to determine the maximum capacity of a 

test centre. The benefit of establishing a system that could determine the theoretical 

maximum capacity for individual test centres would be that the efficiency of test centres 

would be easier to monitor in terms of tests delivered.  

Recommendation 10 – Evaluate test centre capacity 

RSA to explore the feasibility of developing an evaluation system to determine a maximum 

number of tests that can be delivered by individual test centres.  

 

5.9 Demand Forecasting 

The ability to accurately predict future demand for driving tests is a key indicator of efficacy 

as it enables the efficient allocation of resources and allows the DTS to be more responsive 

to changes in demand for the test. Although no formal ongoing demand forecasting is 

currently in place, we note that that RSA supplied projections for the number of tests 

delivered for the period 2010 – 2015 in relation to unit cost predictions for the report 

“Option Appraisal for the Future Delivery of the Driver Testing Services in Ireland” (DKM, 

2011). In the same report, the DKM Economic Consultants presented projections for driving 

test applications under three population growth scenarios, where the key factor in 

determining the change in population was migration rates. Therefore, the ‘high estimate’ 

scenario occurs where there are low projected net outward migration levels, and the ‘low 

estimate’ occurs where projected net outward migration is high. Figures 15 and 16 compare 

these estimates against the actual number of test applications, and tests delivered, for the 

period 2010 to 2015. 
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Figure 15 - Actual Driving Test Applications Vs DKM Projections 2010 – 2015 

 

Source: RSA 

 

From Figure 15 we can observe how the actual number of driving test applications fell 

between 2010 and 2013 before rising strongly in 2014 and 2015. In contrast, the DKM 

projections under the ‘Base’ and ‘Low’ scenarios had assumed high net outward migration 

levels would be maintained over a longer period of time than was actually the case and 

therefore, this would have a longer lasting negative effect on the number of people applying 

for their test than was actually the case. In the ‘High’ scenario, it was expected that 

applications would only begin to fall moderately from 2012 onwards. In 2014, the DKM 

‘High’ scenario projection is very similar to the actual figure, however in 2015 actual 

applications increased while the projections continued downwards. 
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Figure 16 –Actual Number of Driving Tests Delivered vs RSA Projections 2010 – 2015  

 

Source: RSA 

 

In Figure 16 a drop in the number of tests delivered in 2012, following a period of high 

demand in 2010 and 2011, is evident. The RSA’s projections, which were devised in relation 

to unit cost projections, had projected 155,000 tests being delivered in 2011, rising to 

161,300 in 2012 and remaining at this level for the rest of the period. The 2011 DKM report 

noted that based on the RSA’s cost projections for the period 2010-2015, a minimum of 

160,000 tests would need to be delivered annually from 2012 onwards in order for the 

service to “break even”. 

In terms of devising a demand forecasting model for the DTS, there are several variables 

that can be applied to such a model to develop test application estimates. These could 

include: projected population growth, number of Driver Theory Test applications received, 

economic performance indicators such as GDP (Gross Domestic Product) or GNI (Gross 

National Income). The model could even be designed to incorporate ‘shocks’ such as 

changes to the driver licensing process that may induce a higher level of demand in a  
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relatively short time period as learner permit holders seek to sit their test before the 

changes are introduced.  

Furthermore, some of these variables may make it possible to forecast demand for the 

driving test at time different time periods (i.e. per month or per season) and within different 

geographic locations (i.e. counties or regions). For example, projected population growth 

figures may be broken down by county or region and from this it may be possible to 

determine whether there will be a significant change in the number of people within the 

specific demographics that are most likely to apply for their driving tests. 

From communications with the DVSA in Great Britain, we have been advised that the DVSA 

uses several demand forecasting models that use historical demand data to make 

projections on future levels of test application, disaggregated by test and vehicle category 

(i.e. theory or practical test for different vehicle types). These projections are usually made 

for a one-, or two-year period. Using several models to make projections of future demand 

ensures flexibility and robustness under changing circumstances. We have also been advised 

that the DVA in Northern Ireland is currently exploring the possibility of developing and 

applying a demand forecasting model. 

The development of a model for forecasting the number of driver test applications would 

assist in improving the efficiency of the DTS by anticipating changes in demand for the 

driving test and being able to respond to these changes by applying resources where 

required. 

Recommendation 11 – Demand Forecasting Model 

By Q1 2018, the RSA to have explored the possibility of developing a demand forecasting 

model for Driving Test Applications. As part of this process it should be investigated whether 

demand forecasting can be broken down geographically and/or seasonally.  
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5.10 Efficiency Conclusions 

 

•During the period 2007 – 2009, The RSA applied significant resources to clear 
backlogs and reduce test waiting times. Staff-related costs (Direct Costs) in this 
period were particularly high as the RSA utilised measures such as increased 
overtime and additional staffing. 

  

•The Total Cost of the DTS has become relatively stable since 2011, remaining 
within a range of €12.40 million and €13.70 million. 

•This stability in Total Costs has led to the overall unit cost of the DTS becoming 
more dependent on the number of driving tests delivered. Generally in the 
period between 2010 and 2015, as the number of tests delivered increased, the 
overall unit cost fell. 

•The overall unit cost of the driving test fell from its peak in 2008 of €107 per 
test, to a low of €83.52 per test in 2011. The overall unit cost rose again 
between 2012 and 2015, before falling to €88.46 per test in 2015. 

• It was not possible to calculate or estimate a unit cost in this manner as cost 
data is not collected on a ‘per test centre basis’. 

•Fee income earned had fallen between 2011 and 2013 from €12.8 million to 
€12.0 million before increasing to €13.7 million in 2015. 

•2015 was the only year in the period analysed (2010 – 2015) in which the DTS’s 
Fee Income exceeded the Total Cost of the DTS. However, if Estate Costs are 
excluded and only costs borne by the RSA are counted, the DTS’s fee income 
exceeds costs of the DTS for every year between 2011 and 2015. 

•The DTS is currently reviewing its methodology for calculating annual national 
average waiting times for the driving test as there are concerns that the current 
method does not reflect the difference in demand between test centres. 

•In 2006 the national average waiting time was 29.8 weeks. By 2008, the national 
average waiting time was 8.5 weeks. From 2010 onwards, the national average 
waiting time has not been above 10 weeks, although it appears that demand in 
2016 will push the average waiting time well above this.  
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•Variance in waiting times between test centres has also reduced greatly; in 2007 
there was a gap of 31 weeks between the test centre with the longest waiting 
time and the shortest. From 2010 onwards, this gap has never been larger than 
5 weeks. 

•In terms of the DTS’s capacity to meet demand, increases in demand in 2014 
and 2015, coupled with a reduction in the number of examiners, had led to a 
significant widening in the gap between the number of tests delivered relative 
to the number of test applications. 

•In 2014 there were 16,000 more driving test applications than there were 
driving tests delivered by the RSA. In 2015, the gap fell to 11,460, as the number 
of tests delivered per examiner increased significantly from 1,387 to 1,660.  

•There is no formal demand forecast model within the DTS. The ability to project 
possible demand scenarios would allow more efficient management of the DTS 

•In terms of overall efficiency, initial improvements in unit costs and waiting 
times, made between 2007 and 2009 had been maintained and consolidated 
from 2010 onwards, without any further significant advances being made. 
Furthermore, if the demand for the driving test continues to grow at the levels 
seen in recent years, the DTS may not be able to maintain unit costs and waiting 
times at these 2010 - 2015 levels.  

•Improved data collection, particularly in terms of costs as well as developing a 
method for forecasting future demand could assist the DTS in (i) becoming 
better equipped to respond to changes in demand and (ii) identifying where 
further efficiencies can be made. 
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Section 6: Effectiveness 

This chapter evaluates the effectiveness with which the Driver Testing Service is operating. 

Effectiveness refers to the extent to which the DTS is meeting its objectives. As set out in 

Chapter 4, these objectives include ensuring that “the way drivers learn to drive and the 

rules by which they continue to drive make the road safer for everyone” and therefore this 

section will be looking at the impact of the driving test on road safety and the degree to 

which the standard achieved by learner drivers is reducing the frequency and severity of 

road collisions.  

This chapter will assess the effectiveness of the DTS by: investigating the change in the 

number of road collisions and road fatalities between 2006 and 2015; attempting to identify 

a correlation with the DTS; evaluating the introduction of the Essential Driver Training (EDT) 

programme; analysing whether the test is being delivered in a consistent manner across the 

country; and assessing the ‘validity’ of the driving test in terms of its contents. This analysis 

will also highlight comparable indicators of effectiveness in other countries, particularly 

Northern Ireland and Great Britain. Following the analysis of these key indicators on 

effectiveness, we present some recommendations and an overall conclusion. 

 

Key Questions 

Is the Driving Test Contributing to Road Safety? 

Is the RSA delivering the Driving Test in a consistent manner? 

Is the Driving Test valid? 
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6.1 Collision Rates 

As noted in Section 3 (Methodology) above, the stated aim of this efficiency metric is to 

examine changes in collision rates for learner and novice drivers over time by comparing the 

relative accident rates of the two driver categories, controlling for age, gender and 

geographic location. A secondary aim is to identify the cause of collisions in which learner 

and novice drivers are involved and to compare these to test fault marking statistics to 

assess whether there was a correlation between the driver behaviour or manoeuvres which 

caused accidents and common faults in the driving test. However, it must be noted that a 

wide variety of factors affect the level of safety on Ireland’s roads – it is unlikely to ever be 

possible to completely disaggregate the impact of the DTS from these factors. 

In this section, we will describe the results of our analysis of collisions under the following 

headings: 

 An overview of road safety in Ireland, including international comparisons, for 

context; 

 Collisions and fatalities involving young drivers; 

 Collisions and fatalities involving learner vs novice drivers; and 

 A comparison between recorded collision causes and test marking statistics 

We have been able to assess a significant amount of up-to-date information on road 

fatalities and collisions. However, there are a number of ways in which collision data, as it is 

currently collected, is not adequate to enable us to reach a conclusion on a potential 

correlation between driver testing and road safety. The majority of detailed collision data is 

only available for the period 2006 to 2013, a timeframe in which the driving test 

requirements have remained more-or-less unchanged62, making it difficult to identify any 

counterfactual with which to compare the DTS. We present analysis comparing rates of 

collisions involving young drivers compared with overall collision rates. Collisions data does 

not include novice drivers as a distinct category to compare against learner drivers and the 

wider driver population. Finally, currently there is insufficient data for either the cause of 

collisions or test fault marking statistics to be able to examine a potential link whether the 

                                                      
62

 Essential Driver Training was introduced in April 2011 and accordingly was not in place long enough to allow 
us to evaluate any impact it may have on road safety. 
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types of competencies or behaviours which qualified drivers are most likely to fail in a 

driving test and collisions once those drivers have passed their test.  

We present analysis comparing rates of collisions involving young drivers compared with 

overall collision rates. Collision data do not include novice drivers as a distinct category to 

compare against learner drivers and the wider driver population. Finally, currently there is 

insufficient data collated on both the cause of collisions and test fault marking statistics to 

be able to examine whether the types of competencies or behaviours which qualified 

drivers are most likely to fail in a driving test, and collisions once those drivers have passed 

their test.  

The RSA has advised that more recent data is being prepared for publication in 2017 and 

this will include collision rates broken down by licence type, including novice drivers, 

allowing this effectiveness metric to be explored in the future. Accordingly, this section will 

provide analysis of the overall level of collisions and highlight some areas of progress in 

relation to road safety. We will also make a number of recommendations on data collection 

and presentation so that we may be able to better evaluate any link between the driver test 

and road safety in future.  

6.1.1 Road Safety in Ireland 

Overall, road safety has improved greatly in the last decade (See Figures 17 & 18 below). 

Road fatalities have fallen from 365 in 2006 to 166 in 2015; however 2016 has seen a rise in 

road fatalities to 187. Collisions causing serious injury have also fallen from 653 in 2006 to 

398 in 201363, the most recent year this data is available. The country was ranked 9th in the 

EU for fewest road fatalities between 2010 and 2014 with an average of 41 per million in 

population64. In 2015 there were 36 road fatalities per million population65, provisionally 

moving Ireland up to 6th in the EU. 

                                                      
63

 http://www.rsa.ie/RSA/Road-Safety/Our-Research/Collision-Statistics/Ireland-Road-Collisions/  
64 http://ec.europa.eu/transport/road_safety/pdf/vademecum_2015.pdf 
 

65 
http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Infographic%20of%20provisional%20review%20of%20fatalities%20in%202
015.pdf 
 

http://www.rsa.ie/RSA/Road-Safety/Our-Research/Collision-Statistics/Ireland-Road-Collisions/
http://ec.europa.eu/transport/road_safety/pdf/vademecum_2015.pdf
http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Infographic%20of%20provisional%20review%20of%20fatalities%20in%202015.pdf
http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Infographic%20of%20provisional%20review%20of%20fatalities%20in%202015.pdf
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It must be noted, however, that following the substantial reduction in road deaths between 

2006 and 2012, progress has slowed with year-on-year fatality rates actually increasing in 

2013 for the first time in eight years. A further year-on-year increase occurred in 2014 and, 

as noted above, road fatalities for 2016 have risen by almost 13% compared to 2015, albeit 

2015 was a return to the historically low levels seen in 2011 and 2012. 

In 2013, there were 188 fatalities on the roads, an increase not only on 2012 levels (162) but 

also 2011 levels (186). 2013 also saw an increase in serious injury collisions to 318 compared 

with 2012 when there were 300 such incidents. In 2014 there were 196 road deaths; this 

increase was in part, due to an increase in vulnerable road user fatalities (i.e. motorcyclists, 

pedestrians and pedal cyclists).  

Figure 17 - Number of Road Fatalities in Ireland 2006 -2015 

 

Car drivers and car passengers have seen the biggest reductions in fatalities of all road users, 

as figure 18 below illustrates. In 2006 there were 226 road deaths suffered by car users (145 

drivers and 81 passengers), which amounted to 62% of all road fatalities. In 2015, the total 

number of car user fatalities was 91 (64 drivers and 27 passengers), a reduction of almost 

60%. However, as a percentage share of road fatalities, car users remain more than half of all 

road fatalities; i.e. 56% of all road fatalities in 2015. 
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The total number of pedestrian road deaths has fallen from 73 in 2006 to 33 in 2015. 

However, as a proportion of total road fatalities, pedestrians have consistently accounted for 

approximately one fifth of all road fatalities for this period. Goods Vehicle users’ road 

fatalities have also seen a significant fall from 32 in 2007 to 3 in 2015 and are now less than 

2% of all road deaths. Motorcyclists and pedal cyclists have both seen rises in the number of 

road deaths in recent years following reductions between 2007 and 2010. As a proportion of 

total road fatalities, pedal cyclists have remained relatively the same proportion of road 

fatalities while motorcyclists are now a larger proportion of road deaths compared to the 

2006 – 2010 period.  

Figure 18 - Number of Road Fatalities by Road User Type 2006 -201566 

 

Despite the overall improvement, DTTaS and the RSA acknowledge that there are still too 

many preventable deaths and injuries. In response, the RSA’s 2013 - 2020 strategy is seeking 

                                                      
66 Excludes PSV users and “Other or Unknown” road users 
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to “close the gap” between Ireland and the top EU Member States for road safety.67 The 

strategy’s main objective is to cut the number of road fatalities to 25 or fewer per million in 

population by 2020 with a reduction in serious injuries to fewer than 61 per million by the 

same year. To reach these targets the strategy sets out plans to make improvements to 

education, road safety infrastructure, enforcement, data analysis and management. There 

are three specific action points within the RSA’s 2013 – 2020 strategy which relate to the 

DTS and the overall education and evaluation of drivers.  

 

These are as follows:  

 Action Point 7 - Update the suite of publications on the collision causing factors 
(speed, impaired driving, seatbelt wearing and vulnerable road users) aimed at all 
road-users to complement the Rules of the Road and the Driver Theory Test.  

 

 Action Point 33 - Reduce long term reliance on multiple learner permits by 
introducing measures to ensure that learner permit holders sit a driving test before 
they can obtain a subsequent learner permit. 
 

 Action Point 38 – Review, update and expand the Graduated Driver Learning (GDL) 
programme to include new requirements to enhance skill progression for learner, 
novice drivers and consider the inclusion of other driver categories for post-test 
training/experience during the N plate phase. 
 

Figure 19 - Number of Serious Injury Collisions in Ireland 2006 -2013 

 

                                                      
67 http://www.rsa.ie/Documents/About%20Us/RSA_STRATEGY_2013-2020%20.pdf
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It is difficult to isolate the specific impact of an effective driving test service on road safety. 

However, an effective test which ensures that road users who complete it are at a 

satisfactory level of competence must assist in the mitigation of the likelihood of a driver 

being involved in serious or fatal collision. Despite the improvements in overall road safety 

figures, there is still room to improve driver behaviour and the driving test service will 

continue to play an important role in this.  

In 2013, for those accidents where it was possible to classify a specific contributory factor 

for a fatal or injury-causing collision, the RSA found that in 54 of 59 fatal collisions, and in 

2050 of 2,393 injury-causing collisions, the driver was a contributing factor. This means that 

for almost 86% of collisions in 2013, the driver was a contributory factor.  

The following sections provide details on fatal collisions involving young drivers, and 

involving learner and fully licensed car drivers, for the period 2006 – 2013. Such analysis can 

identify possible areas where amendments are required to the driving test service’s 

processes and components to ensure candidates are being thoroughly assessed and 

prepared for driving unaccompanied once they have passed their test. 

6.1.2 Car Driver Fatalities – Young Drivers 

In this section, we compare car driver fatality statistics for young drivers against the overall 

population of drivers. In line with overall road safety trends, there has been substantial 

progress in reducing the number of young car drivers68 dying on the roads over the last 10 

years. There were 55 drivers under the age of 25 killed in 2006; in 2015 this number was 

1969. While there was an increase in 2008 after a large decline in 2007, the number of young 

driver fatalities has remained consistently around 20 since 2010 (see Fig 20 below).  

                                                      
68 “Young Drivers” includes all car drivers under the age of 25 

69
 http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Provisional%20Review%20of%20Fatalities%202015.pdf 

http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Provisional%20Review%20of%20Fatalities%202015.pdf


106 
 

Figure 20 - Number of Young Car Driver Fatalities 2006 – 2015 

 

While the fall in the number of young car drivers has been significant, particularly since 

2010, young drivers still make up a significant proportion of all car driver fatalities, 

accounting for a quarter of all such deaths in 2015. This represents some improvement on 

earlier years where young drivers could account for over a third of all car driver fatalities. 

Figure 21 - Young Car Driver Fatalities as a percentage of all Driver Fatalities 2006 -2015 
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Fatality numbers have followed a markedly similar trend among both men and women with 

a substantial fall in the number of deaths between 2006 and 2014, with fatality rates among 

young women consistently and significantly lower than fatality rates among young men, as 

Figure 22 shows.  

Figure 22 - Young Car Driver Fatalities 2006 -2014: Male & Female 

 

Figure 23 shows fatality rates broken down by gender and age group from 2009 to 2014. 

Fatality rates among young male drivers are significantly higher than any of the other three 

cohorts, which are broadly comparable with one another. 

Figure 23- Car Driver Fatality Rates 2009-2014, by Age and Gender 
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While we must be careful of inferring too much from this general picture, it may suggest 

that driving behaviour among young males is the primary cause of the disproportionately 

high fatality rates among young drivers, rather than competency or experience. However, to 

gain a better understanding of the impact that passing the driving test has on road safety, 

we will need to examine collision data for learner and newly qualified drivers. 

6.1.3 Learner and Novice Drivers involved in Fatal Collisions 2006 – 2013 

Since August 2014, a newly qualified driver has been required to display N-plates on their 

car for a period of two years. Comparing collision rates of these novice drivers against both 

learner drivers and more experienced qualified drivers could provide some insight as to the 

impact on road safety on achieving the level of competency required to pass the practical 

test, versus the impact of a driver’s level of driving experience. However, driver experience, 

or specifically whether or not the driver was a novice driver, isn’t yet reported in collision 

statistics; although we do note that future publications of road collision statistics will include 

novice drivers as a separate licence type. Therefore we are currently unable to conduct the 

analysis in terms of comparing learner and novice drivers against more experienced drivers. 

Instead, in this section we will present analysis of collisions data involving learner drivers.  

 

In 2006, 411 car drivers were involved in 234 fatal collisions. Almost 12% (49) of these 

drivers were learners, and the vast majority of them (90%) were unaccompanied at the time 

of the collision. Since 2006, the number of learner drivers involved in fatal collisions has 

fallen dramatically; by 2013 there were a total of six involved in such collisions, five of whom 

were unaccompanied (see Figure 24 below). As a proportion of total fatal collisions, learner 

drivers’ involvement also decreased every year from 2006 to 2013, with learner drivers 

accounting for less than 3% of all drivers involved in fatal collisions by 2013. 
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Figure 24 - Learner Car Drivers Involved in Fatal Collisions 2006 - 2013

 

One factor which must be taken into account here is the overall reduction in the number of 

learner drivers on the roads. In 2006, 17.6% of all driving licenses were learner permits and 

there were over 430,000 learner drivers on the roads. By 2013 there were slightly over than 

240,000 learner permit holders, which accounted for roughly 8.6% of all licensed drivers (see 

table 13)70. The RSA’s successful efforts to clear the backlog of driving test applicants and 

reduce overall waiting times for the driving test between 2006 and 2009 has played a large 

part in reducing the number of learner drivers relative to those who are fully licensed. 

Taking into account this change in the composition of licensed drivers in Ireland between 

2006 and 2013, there has been a 50% reduction in learner drivers as a percentage of all 

drivers and a 62% reduction in the percentage share of learner drivers involved in fatal 

collisions.  

                                                      
70

 CSO data - ROA01: Current Driving Licences by Type of Driving Licence, Licensing Authority and Year 

(http://www.cso.ie/px/pxeirestat/Statire/SelectVarVal/Define.asp?maintable=roa01&ProductID=DB_RSA&PLanguage=0) 
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Table 13 – Breakdown of Driver License Type in Ireland 2006 -2012 

License 2006 2007 2008 2009 2010 2011 2012 2013 

Learner 

Permit 
431,895 

427,724 319,827 286,115 279,877 271,428 257,334 240,442 

Full 2,012,264 2,111,366 2,312,309 2,362,292 2,375,171 2,395,131 2,413,936 
2,523,627 

Total 2,444,159 2,539,090 2,632,136 2,648,407 2,655,048 2,666,559 2,671,270 
2,764,069 

Learner 

Permits 

as % of 

Total 

Permits 

17.67% 16.85% 12.15% 10.80% 10.54% 10.18% 9.63% 8.70% 

Source: RSA 

Since July 2008, anyone holding a learner permit is required to be accompanied by a fully 

licensed driver when driving. Prior to this, those on their second learner permit were not 

covered by this requirement. However, research undertaken by the RSA in May 201471 found 

that of 782 learner permit holder drivers monitored, 263, or one-third, were found to be 

unaccompanied by a fully licensed driver at the time of driving. A similar exercise carried out 

by an Garda Síochána in 2012 found that of 2,200 learner drivers observed, 946 (43%) were 

unaccompanied. As Figure 24 shows, unaccompanied learner drivers are still five times more 

likely to be involved in a fatal collision than an accompanied learner driver.  

The information presented above, while obviously relevant to wider road safety, is 

insufficient to enable us to make any strong inferences as to whether the driving test is 

effective in ensuring a sufficient minimum level of driver competency.  

As this section has illustrated, it is challenging to separate age-related and experience-

related effects on driver safety. Being able to separate these effects would allow policy-

makers to target programmes and initiatives at specific issues. For example, high collision 

rates among newly qualified drivers may suggest improvements to the practical test are 

necessary, but if this effect is only among young males, for example, the appropriate policy 

response may be different. 

                                                      
71

 http://www.rsa.ie/Documents/Licensed%20Drivers/Irish_Graduated_Driving_Licence_System_learner_novice_drivers.pdf 

http://www.rsa.ie/Documents/Licensed%20Drivers/Irish_Graduated_Driving_Licence_System_learner_novice_drivers.pdf
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Figure 25 shows the results of a 1991 ‘accident liability survey’ conducted by Maycock, 

Lockwood and Lester72, detailing the influence of age and experience on ‘accident liability’ in 

the UK. The blue line shows the ‘accident liability’ (collisions per year) in the first year of 

driving by age, while the red lines show how accident liability develops in subsequent years 

as drivers gain on-road experience. These results show that, while age has an impact on 

drivers’ collision rates, the biggest changes in likelihood of causing a collision occurs in the 

first few years after beginning to drive.  

Figure 25 – Accident Liability by Age and Experience   

 

Whilst the above survey is more than 25 years old, it is useful in illustrating how we might 

disentangle the effects of age and experience. The survey itself doesn’t distinguish between 

qualified and learner drivers. This distinction would be necessary in order to be able to 

observe the impact of the driving test. 

To be able to isolate the impact of the driving test we need, at the very least, to be able to 

monitor collision rates involving learner and novice drivers versus all drivers and, ideally, to 

be able to develop a dataset of collision rates that differentiates between: 

 Driver type (learner, novice, fully licensed); 

                                                      
72

 Reproduced from Young and Novice Driver Research, Transport Research Laboratory  

http://www.rospa.com/RoSPAWeb/docs/about/around-the-uk/scotland/presentations/neale-kinnear.pdf
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 If the driver holds a learner permit, whether or not the driver was accompanied by a 

fully licensed driver; 

 How long they have been qualified; 

 Driver age; and  

 Cause of collision, including whether the driver was at fault. 

With this information, collected over a number of years, we may be able to distinguish 

between baseline competency following qualification, experience and age, in terms of their 

overall impact on collision rates, as well as which specific competencies or behaviours are 

contributing to collisions. 

 

Recommendation 12 – Record Driver Experience in Collisions Data 

By end-2017, RSA and other relevant bodies (i.e. the CSO, An Garda Síochána) should have 

begun to collect information on license type, driver age, experience, and cause of collision 

for all drivers involved in collisions. 

 

 

Recording whether or not a collision involved a novice driver will provide a useful starting 

point in enabling the RSA to examine whether the practical driving test is ensuring a 

sufficient level of competence. 

Recording the age and driving experience (in terms of no. years since qualification) would 

enable more sophisticated analysis of the impacts on road safety of driver 

competency/experience versus age-related factors. 

This report notes that the RSA has advised it will be including the license category type for 

the drivers involved in road collisions data published from 2017 onwards. 

6.1.4 Collision Statistics in Northern Ireland 

A useful comparison for any future collection and publication of data can be seen in 

Northern Ireland’s “Road Safety Strategy to 2020” Annual Statistical Reports73. These 

reports provide data on the number of KSI (killed or seriously injured) casualties resulting 

from collisions involving a novice driver in Northern Ireland. The data provided is a three-

year rolling average of the number of KSI casualties from road collisions, broken down by 

                                                      
73

 The 2016 report can be found at: https://www.infrastructure-ni.gov.uk/publications/northern-ireland-road-safety-

strategy-2020-annual-statistical-report-2016  

https://www.infrastructure-ni.gov.uk/publications/northern-ireland-road-safety-strategy-2020-annual-statistical-report-2016
https://www.infrastructure-ni.gov.uk/publications/northern-ireland-road-safety-strategy-2020-annual-statistical-report-2016
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the length of time the novice driver involved has held a full licence (0-6 months, 7-12 

months, 13-18 months and 19-24 months). This information is further broken down to 

disaggregate novice drivers into those responsible for the collision and those not 

responsible. An example of the graph is provided below. 

Figure 26 - Northern Irish Casualties (Killed or Severely Injured) involving Novice Drivers (2008 - 2015)(3 year 

rolling average) 

 

It is worth noting that there will remain other factors which will not be possible to control 

for, such as the potentially different characteristics of drivers who choose to attempt the 

practical test as opposed to those who defer. Given that, and the fact that there is no 

available counterfactual with which to compare the driving test, we will likely only ever be 

able to make limited inferences on the absolute effectiveness of the DTS, with respect to 

collision rates. With that in mind, these data will provide most value in two areas: 

1. Evaluating the effectiveness of changes to elements of the DTS. These data will 

allow the RSA to monitor changes in collision rates among newly qualified drivers, 

following the introduction (or removal) of elements of theory testing, practical 

testing, or compulsory training. Recommendation 12 will therefore need to be 
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2. Comparative international benchmarking. As there is no counterfactual to driver 

testing in Ireland, evaluation of the overall impact on road safety may be limited to 

international comparisons, benchmarking Ireland’s newly qualified drivers against 

those in other countries. 

Recommendation 13 - Develop a Methodology For Evaluation and Performance 

Monitoring of Changes to the DTS 

The RSA should investigate collision rates, broken down by license type, driver age, driver 

experience and cause of collision in other countries, in order to better benchmark driver 

performance and behaviour, and potentially identify specific areas of driver training and 

testing to target for improvement. 

 

6.1.5 The Link between Causes of Collisions and Components of the Driving Test 

It would also be useful to look at a comparison between recorded causes of collisions and 

test marking statistics, as a way of assessing the effectiveness of the DTS in ensuring an 

appropriate minimum level of competency among qualified drivers. This would allow us to 

test several related hypotheses: 

Hypothesis Possible Response 

A significant number of collisions involve, as 

a cause, failure in a skill or competency 

which is not currently covered, or not 

covered sufficiently, within the driver testing 

process. 

An element of the driving test may need to 

be added or altered to increase its 

effectiveness. For example, more emphasis 

could be put on to interacting with 

vulnerable road users (i.e. pedestrians, pedal 

cyclists and motorcyclists). 

A significant number of collisions involve, as 

a cause, failure in a skill or competency 

which is covered as part of driver testing, but 

which has a high proportion of faults among 

drivers, including those who pass the test. 

The skill / competency of the may need to be 

given more weighting within the test, or in 

driver training, to ensure that it is sufficiently 

demonstrated in order to qualify.  

A significant number of collisions involve, as The skill / competency may not be tested 
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a cause, failure in a skill or competency 

which is covered as part of driver testing, 

and which doesn’t account for a high 

proportion of test faults. 

robustly, requiring alterations to a 

component of the test.  

 

Testing these hypotheses could be of value in evaluating whether or not driver testing is 

effective in ensuring that qualified drivers have the specific competencies required to drive 

safely on the roads. Appendix A.2 details some of the research and analysis conducted 

internationally on driver testing effectiveness. 

The DVSA in Great Britain has tried to assess the link between the practical driving test and 

road safety. They have observed that poor observation is a leading factor in road collisions, 

for drivers of all ages. They have also noted that observation at junctions is the most 

common reason for failing the practical driving test. The DVSA are examining incorporating 

varying traffic situations and busier roundabouts and junctions into the test as a response. 

Similar analysis should be conducted in Ireland.  

Recommendation 14 – Comparison of collision causes and outcomes of components of 

practical driving tests 

The RSA should begin to compile data on test fault marking statistics, distinguishing between 

candidates who pass and fail. This data should be coordinated with the ‘cause of collision’ 

data identified in Recommendation 12, to enable comparison and analysis. This should be 

used to identify specific behaviours and competencies which should be targeted to improve 

road safety.  

6.1.6 Summary 

In summary, the analysis of road safety effectiveness found the following: 

 Road safety levels have improved significantly, with Ireland now among the best 

performing countries in the EU. Analysis shows that young male drivers are much 

more likely to be involved in a fatal collision than other drivers, but this appears to be 

most likely related to behavioural characteristics more prevalent in young males. 
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 There is no conclusive evidence on the direct impact of the DTS on road safety. 

Furthermore, the lack of a counterfactual with which to evaluate against, and the 

difficulty separating driver testing from other factors which affect road safety, mean 

that it will be very challenging to acquire sufficiently meaningful evidence.  

 There is international evidence that demonstrates there would be value in collecting 

more detailed collision data which identifies driver age, experience and cause of 

collision.  

 There would also be value in compiling driver testing data to be able to compare test 

fault marking with this collision data. 

 

6.2 Consistency of Test Delivery 

The effectiveness of the driving test - that is, ensuring that qualified drivers have 

demonstrated a baseline level of competence - relies heavily on it being administered in a 

consistent and uniform manner. To analyse this key objective, this report has sought to 

present details on the overall national pass rate for the period 2006 – 2015, compare pass 

rates between test centres for the period 2010 – 2015 and discuss the variance in pass rates 

between examiners within test centres.  

6.2.1 National Average Pass Rates 

Figure 26 below displays the national average driving test pass rates for all vehicle categories 

for the period 2006 -2015. From these we can observe a fall in the average pass rate of over 

five percentage points between 2008 (57.2%) and 2009 (51.8%). From 2009 onwards the 

national average pass rate has remained generally on a slightly upward trajectory from a low 

of 50.9% in 2010, to a high of 53.9% in 2015; dipping only in marginally in 2013. 
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Figure 26 - National average Pass Rate for the Driving Test in Ireland 2006 -2015 

 

 

The significantly higher pass rates observed in the period 2006 to 2008 may, in part, be due 

to a substantial portion of the driving tests for that period being outsourced to an external 

contractor. The Comptroller & Auditor General report in 2009 on the DTS found that the 

average pass rate of tests carried out by outsourced examiners was 62%, compared to 49% 

for DTS examiners74. The drop in the national average pass rate from 2009 onwards appears 

to reflect the delivery of the driving test reverting to being undertaken solely by DTS 

examiners. 

Figure 27 below provides the national pass rates for a selection of different test categories; 

Car75, Motorcycle76 and Trucks77. By far the largest vehicle category for driving tests is for 

cars. In 2015 almost 140,000 tests out of a total of 152,744 were undertaken for car-related 

driving tests, and therefore the pass rate for car drivers is closely aligned to the national 

overall pass rate. Figure 27 illustrates that national average pass rates for motorcycle and 

truck driving tests have remained consistent in the last decade, albeit with a higher average 

                                                      
74

 http://www.audgen.gov.ie/documents/vfmreports/71_Driver_Testing.pdf  
75

 Includes Category BE –Car/Light Van and Trailer and Category B tests carried out in Irish (Veaineanna éadroma/Carr trí 
Ghaeilge). 
76

 Includes categories A1 (small motorcycle up to 125cc, power rating of no more than 11kW) and A2 (motorcycles less 
than 35kW). 
77

 Includes categories C1 (light truck/large van), C1E (light truck/large van with trailer) and CE (articulated truck). 
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pass rate compared to car driving tests. These results would appear to show that, on a 

national level at least, the driving test is being delivered in a consistent manner. 

The higher pass rates for motorcycles and trucks might be in part due to the more structured 

nature of the pre-test training and preparation required for those wishing to take driving 

tests for more specialised vehicles.  

Figure 27 - National Average Pass Rate: Motorcycles, Trucks & Cars (2010 – 2015)

 

Pass Rates – Gender  

On average, almost 55% of driving test candidates, for all vehicle category types, between 

2010 and 2015 were men. The average pass rate for men in this period was 55.2%, with the 

pass rate for female candidates being 48.7%. While both groups’ pass rates have generally 

followed a similar trajectory (see Figure 28), the gap between the two genders’ pass rates 

has widened slightly over the period. In 2015 the percentage of men who passed their 

driving test was 57.1%, seven percentage points higher than the equivalent rate for women 

(50%). The gap in 2010 was over 5 percentage points with men’s pass rate at 53.2% and 

women’s pass rate at 47.8%. This is despite the dip in pass rates in 2013 more severely 

affecting men than women. 

In terms of ensuring consistency in delivery of the test, further analysis could be undertaken 

to assess why such a gap exists between the two genders, and why it is widening. A 
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breakdown of test candidates by gender, for each vehicle category, may provide some 

clarification on this issue; however this data is not currently available. 

Figure 28 - Driving Test Pass Rates (All Categories) for Men and Women 2010 -2015 

 

Furthermore, analysis could be undertaken to disaggregate test candidates by both gender 

and age to see if there are a disproportionate number of men or women taking their driving 

test at a later age. As we will see in the next section, almost 50% of test candidates between 

2010 and 2015 were 26 or older, and this age group’s average pass rate has been 

consistently lower than that of younger age groups. Therefore, it may be of benefit in 

relation to the gender gap in pass rates to explore whether there are a disproportionate 

number of women taking the driving test at a later age relative to men and if so, why. 

However, this is not possible within this study due to limited data disaggregation. 

 

Pass Rates – Age 

As noted above, between 2010 and 2015 almost half of all driving test candidates were 26 or 

older, with just over 30% of test candidates between the ages of 16 and 21, and the 

remaining 20% between the ages of 22 and 25. The youngest age group has consistently 

been the best performing in terms of pass rates (see Figure 29), with the 22-25 age group’s 

average pass rate slightly below that of the 16-21 group. While all three age groups’ pass 

rates suffered a dip in 2013, the average pass rates for the two younger age groups have 

followed a similar enough trend. Meanwhile the 26 and over age group’s pass rate had fallen 
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in 2011 when the other two age groups’ rates had risen. Similarly, in 2015, the 26 and over 

group’s pass rate actually increased while there was a small decrease in the 16 - 21 age 

group’s pass rate. On average, the gap between the pass rates of the 16 - 21 and the 26 or 

over age groups has been almost ten percentage points.  

There may be several factors influencing this disparity and further analysis should be 

undertaken. For example, drivers from the 16-21 age group are much more likely to have 

been subject to the EDT programme (see Section 6.4.2), the participants of which have a 

higher success rate compared to those that are not eligible for the programme. 

Furthermore, it is possible that the 26 or older group could be more likely to contain a more 

diverse set of test candidates in terms of driving experience, formal driver training and 

general driving ability (i.e. this group may include a larger portion of people who have 

repeatedly failed the driving test compared to the younger age groupings). This hypothesis 

could be further investigated if the relevant data were available. 

In terms of consistency, it can be observed that there is consistent variation in each age 

group from the national average. However, in order to evaluate the effectiveness of the test 

further it may be worth investigating why there is such a disparity in pass rates between the 

those who are aged 25 and under, compared to those who are 26 and over; especially when 

considering the age profiles of those involved in road collisions. 

Figure 29 - National Average Pass Rates by Age Group (2010 - 2015) 
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International Comparison - Northern Ireland and Great Britain 

In order to provide perspective on the national average pass rate for the driving test, we will 

compare these figures with the pass rates for the driving test in Northern Ireland and Great 

Britain78, both with relatively similar driving test processes.  

In Northern Ireland the most recent figures show that for the 57,413 driving test conducted 

in the twelve month period between April 2015 and March 2016, the overall pass rate for all 

tests was 58.1%79. The pass rate for the car driving test was 55.4%; this category of test 

constituted 48,298 tests in total or 84% of all driving tests in Northern Ireland. The pass rate 

for the motorcycle test was 74.5% while the pass rate was 69.9% for those taking their test 

in the Large Goods Vehicle (LGV) or Passenger Carrying Vehicle (PCV) categories. 

In Great Britain, the national average pass rates are generally lower than in Ireland or 

Northern Ireland, with the one exception being motorcycle tests. Between April 2015 and 

March 2016 over 1.6 million people sat their driving test in Great Britain with over 1.53 

million of these candidates taking the car driving test80; the pass rate for this category was 

47.0%, while the pass rates for motorcycle tests was 71.3%81. LGV tests had an average pass 

rate of 55.5% and Passenger Carrying Vehicle (PCV) driving tests had an average pass rate of 

57.1%.  

6.2.2 Average Pass Rates per Test Centre 

In assessing the effectiveness of the driving test in terms of how consistent the delivery of 

the test is, we need to compare the average pass rate for each test centre to observe any 

variance between the different locations. For example, in 2015 the national average pass 

rate was 53.95%, but in Sligo the average pass rate for the 1,953 tests conducted there was 

72.33%, the highest pass rate. Meanwhile, the lowest average pass rate for a test centres 

was 42.89%, at Rathgar, where 9,626 tests were conducted.  

                                                      
78

 England, Scotland and Wales 
79

 https://www.infrastructure-ni.gov.uk/news/statistical-press-release-20152016-annual-dfi-driver-vehicle-
operator-and-enforcement-statistics  
80

 https://www.gov.uk/government/collections/driving-test-operational-statistics#all-types-of-theory-and-
practical-driving-tests 
81

 This is the pass rate for Module 2 of the two-module Motorcycle practical test. 

https://www.infrastructure-ni.gov.uk/news/statistical-press-release-20152016-annual-dfi-driver-vehicle-operator-and-enforcement-statistics
https://www.infrastructure-ni.gov.uk/news/statistical-press-release-20152016-annual-dfi-driver-vehicle-operator-and-enforcement-statistics
https://www.gov.uk/government/collections/driving-test-operational-statistics#all-types-of-theory-and-practical-driving-tests
https://www.gov.uk/government/collections/driving-test-operational-statistics#all-types-of-theory-and-practical-driving-tests
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There are however, exogenous factors which impact on a test centre’s average pass rate. 

Even when tests are assessed in a consistent manner, factors such as the socio-economic 

background of the applicants (i.e. the amount of lessons and additional training they are 

able to afford in preparation of the test) and quality of the road and traffic systems on the 

test route can affect pass rates. Therefore, when displaying pass rates at a test centre level, 

the test centres have also been grouped into six geographic locations (South Leinster, North 

Leinster, South East, West, North West and South West) to assess whether any geographic 

area has pass rates significantly above, or below, the national average.  

It is apparent that there is a noticeable difference in average pass rates for test centres in the 

different regions, with almost all test centres in the three ‘Western’ regions82 having pass 

rates above the national average. In fact, between 2010 and 2015 there have only been ten 

instances where a test centre from any of the three Western regions has had an average 

pass rate below the national average (see Figure 30 for 2015 and Appendix F for 2010 to 

2014). Moreover, eight of these instances relate to the Cork83 and Shannon test centres, 

both of whom have had average pass rates below the national average on four occasions 

during this period. Further analysis of pass rates between Western and Eastern regions 

should be undertaken to determine what contributory factors are influencing this difference. 

This variation relative to other test centres in the Western regions is notable given that Cork 

delivers by far the most driving tests of all Western test centres. It delivered 11,035 tests in 

2015, the third highest output for tests delivered in the country. Meanwhile Shannon 

delivers, on average, less than one thousand tests per annum (see Appendix E for tests 

delivered per test centre 2010 – 2015). This would appear to indicate that there is no strong 

correlation between the number of test delivered within a test centre and the average pass 

rate of that centre. Furthermore, a correlation coefficient between test delivered and pass 

rates for the period 2010 – 2015, was calculated to be -0.305, indicating no significant 

correlation between the two variables.  

Figure 30 below illustrates the difference in pass rates between Western and Eastern regions 

in 2015, showing the average pass rate of each test centre relative to the national average of 

                                                      
82

 West, North West and South West. 
83

 Cork in this case relates to test centres in Wilton (Category B & BE tests only) and Ballincollig (all other 
categories). 
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54%. From this we can observe that test centres in the western regions were almost 

consistently above the national average, the only exceptions being Cork and Shannon. No 

test centres in the West or North West areas had an average pass rate below the national 

average. In contrast, the majority of test centres in North Leinster and South Leinster had 

average pass rates well below that of the national average. Meanwhile the South East Region 

was more mixed with six of the ten test centres in the region being above the national 

average. Observing this trend over the period 2010 to 2015 it is apparent that the three 

western regions have consistently higher average pass rates for the driving test than those in 

the three Eastern regions. Given that a significant proportion of driver fatalities occur on 

rural roads84, a comparison between regions’ pass rates and road fatality rates may highlight 

a disparity between test success and road safety performance. Such analysis would need to 

contain road collision data that included age and driving experience to observe whether the 

driver involved in a collision had recently passed their test. 

Similar observations regarding the disparity between Western and Eastern regions were 

made in the Comptroller and Auditor General’s 1999 report on the DTS85. The report went 

on to suggest that certain factors may be leading to the difference between the East and 

West regions. These included: different testers applying different marking standards; delays 

in applying new procedures to ensure common standards; curtailment of refresher courses 

for examiners due to increased demand and wait times; no set standards for driving tuition; 

and variation in features available on some driving test routes. It must be noted that several 

of these factors have been addressed by the RSA since it took over the DTS in 2006, notably 

through the introduction of the EDT and IBT programmes for learner car and motorcycle 

drivers respectively, as well as improved examiner training and supervision practices. 

Despite this, the regional differences continue and further research may be required to 

ascertain why these continue to exist.  

To further assess the effectiveness of the DTS, in terms of the test being delivered in a 

consistent manner, analysis of the candidates within the different regions would be required, 

as well as evaluations of test centre facilities and routes to ensure that there is a relatively 

                                                      
84

 In 2015, it was estimated that 60 out of 76 driver fatalities occurred on rural roads 
(http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Provisional%20Review%20of%20Fatalities%20
2015.pdf) 
85

 http://www.audgen.gov.ie/documents/vfmreports/33_DriverTesting.pdf  

http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Provisional%20Review%20of%20Fatalities%202015.pdf
http://www.rsa.ie/Documents/Road%20Safety/Crash%20Stats/Provisional%20Review%20of%20Fatalities%202015.pdf
http://www.audgen.gov.ie/documents/vfmreports/33_DriverTesting.pdf
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consistent standard for all candidates regardless of location. Quality assurance procedures 

may also need to be reviewed to ensure that test centres and entire regions that are 

continuously deviating from the national average are receiving an adequate level of 

supervision. 

As already mentioned above, any assessment of the consistency of the driving test must take 

into account external factors that may impact on pass rates. Ensuring that the test is 

delivered in a consistent manner does not necessarily mean that pass rates will be unvarying 

throughout the country, but all efforts should be made to ensure that factors within the 

control of the DTS for administering driver tests are as consistent and dependable as 

possible.  
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Figure 30 – 2015 Average Pass Rates per Test Centre 
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6.2.3 Average Pass Rates per Examiner per Test Centre 

Investigating the variance in pass rates between examiners within individual test centres 

allows us to evaluate the effectiveness of the DTS without having to account for external 

factors which apply to specific test centres. As noted above in Section 6.2.2, these factors 

may impact upon the consistency of pass rates even if testing was consistent between 

centres.  

Significant variations in pass rates between examiners within a specific test centre would 

provide a stronger argument for inconsistency in the delivery of the driving test, given that 

the examiners would be delivering tests along the same routes and with candidates from 

similar backgrounds. The DTS is fully aware of the fact that analysis of the variation in pass 

rates within test centres can provide an insight into whether or not the driving test is being 

administered in a consistent manner, and statistical monitoring of examiners’ pass rates 

within a test centre forms part of the Quality Assurance (QA) process. This allows the DTS to 

identify when an examiner may deviate from the expected standard and investigate why 

this has occurred. It also allows the DTS to determine what additional resources (i.e. more 

supervision) and support (i.e. additional training) examiners may need in order to perform 

at the required standard.  

The DTS’s QA process for statistical analysis to monitor examiners to ensure consistency of 

test delivery involves the following steps: 

i. Data collected from Electronic Data Capture system (EDC) and the Driver Testing 

Application System (DTAS), including as appropriate: driver tester, test centre, test 

category, test route, test result, faults recorded during the test, demographic data for 

the test applicant (i.e. gender and age).  

ii. Data collated on a monthly basis and a report for each test centre produced. This 

report includes pass rates on different test routes at the test centre. 

iii. The collected data is then prepared so that the pass rates for individual examiners 

can be compared to a comparison group’s expected average pass rate (usually other 

examiners within the test centre). 

iv. If the examiner’s pass rate differs by less than 5% from the comparison group’s 

expected average pass rate then the examiner is judged to be performing to an 
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acceptable standard. 

v. If the two pass rates differ by more than 5%, the following process is followed to 

determine whether the examiner’s deviation from the comparison groups’ expected 

pass rate is statistically significant.  

vi. To determine whether an examiner’s pass rate deviation is statistically significant the 

DTS uses Table 14 below. The row in the table closest to the number of tests (N) 

conducted by the examiner is identified and also the column closest to the number 

of tests conducted by the comparison group. The percentage figure in the table 

where the row and column cross is the minimum difference in the two pass rates 

which is statistically significant.  

vii. If the examiner’s pass rate and the comparison group’s pass rate differ by the amount 

identified in Table 13 or more, the Driver Tester’s pass rate is judged to be 

significantly different from the expected pass rate that month and the Driver Tester is 

referred to a process for improving performance. 

For example, if a test centre had delivered 500 tests and a specific examiner within that test 

centre had delivered 100 tests, with an average pass rate which deviated by 10% from the 

test centre’s expected pass rate, then this deviation would not be statistically significant. 

Referring to Table 14, we can observe that for the pass rate deviation to be statistically 

significant it would need to be above 12%.  

The same analysis can be carried out for the data relating to pass rates on different routes, if 

available and significant. Where significant differences exist between one test route and the 

others at that test centre, Driver Tester Supervisors will investigate the reasons for these 

differences and, if necessary, make changes to the route. 
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Table 14 – RSA Statistical Monitoring Decision Table86 

Comparison Group (No. of Tests Delivered) 

Examiner 
(No. of 
Tests 
Delivered) 

50 75 100 150 200 250 300 500 1000 

30 24%  23%  23%  23%  23%  22%  22%  21%  20%  

50 21%  20%  19%  18%  18%  16%  16%  16%  15%  

75 20%  18%  17%  15%  14%  14%  14%  13%  12%  

100 18%  16%  15%  14%  13%  12%  12%  12%  11%  

150 17%  15%  13%  12%  11%  11%  11%  10%  9%  

200 16%  14%  12%  11%  10%  10%  9%  8%  8%  

250 16%  13%  12%  10%  10%  9%  9%  8%  7%  

300 15%  13%  12%  10%  9%  9%  8%  7%  7%  

400 15%  13%  11%  10%  9%  8%  8%  7%  6%  

500 15%  12%  11%  10%  8%  8%  7%  6%  6%  

750 15%  12%  11%  9%  8%  7%  7%  6%  5%  

Source: RSA 

This level of monitoring and supervision by the DTS ensures that any significant variation in 

pass rates between individual examiners within a test centre is identified and remedied at an 

early stage. This statistical monitoring method, as part of the wider QA process, supports the 

RSA in delivering driving tests in a consistent manner. 

Analysis of pass rates for all testers per test centre has not been undertaken in this report as 

this would be a duplication of the statistical monitoring carried out by the DTS, and on a 

much less comprehensive scale; the RSA undertakes this analysis on a monthly basis, the 

data available to the VfM team for this report would only allow for analysis based on end of 

year pass rate figures.  

 

                                                      
86

 The RSA advises that Table 1 was “developed by running statistical simulations for every combination of 
every Driver Tester and comparison group sample sizes to see, using chi-square, how large the difference 
between the two pass rates has to be before it is statistically significant. “ 
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Recommendations 15 – 17: Pass Rate Analysis 

15. Future analysis of Driving Test Pass Rates at National, and Test Centre -levels, should be 

carried out to include the assessment of possible factors influencing differences in pass rates 

between men and women, and between different age groups.  

16. Future analysis should also include research into the distinct and enduring regional 
differences in pass rates, particularly between Western and Eastern test centres. 

 

17. The statistical monitoring process for individual examiners’ pass rates should account for 

the different vehicle category tests that examiners undertake and calculate the deviation 

accordingly.  

 

For example: an examiner’s average pass rate for motorcycle tests should be compared to 

the comparison group’s expected average pass rate for motorcycle tests, as opposed to 

conducting a comparison based on overall pass rates. 

 

 

6.3 Impact of Driving Test on Motor Insurance Premiums 

In assessing the effectiveness of the DTS, one of the metrics considered was the potential 

for a difference in motor insurance premiums charged to learner drivers compared to fully-

qualified drivers, taking into account other factors such as gender, age and location. 

Insurance premiums for drivers are set on the basis of a risk assessment. Generally speaking, 

the higher the driver’s risk profile, the higher the premium. On this basis, it was anticipated 

that it may be possible to infer from the trend in insurance premium differentials between 

learner, novice and experienced drivers, whether the driving test is proving effective in 

reducing the ‘riskiness’ of inexperienced drivers.  

It was hoped that from this analysis it would be possible to observe the motor insurance 

industry's evaluation of passing the driving test and progressing through the novice driver 

category as a factor in determining how competent a driver is. If the insurance companies 

apply a significant reduction in insurance premiums to those who pass their driving test this 

may signify that the companies view the driving test as effective in educating and evaluating 

competent drivers who are much less likely to be involved in collisions or similar incidents. If 
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there was minimal difference in premiums between people who have passed the driving 

test and those who have not, this could possibly show that insurance companies do not view 

the driving test as having much of an impact on driver behaviour or competency. 

In order to investigate this, we have undertaken a high-level comparison in motor insurance 

premiums between learner and fully licensed drivers by using data provided in the 2015 

report by the Central Bank of Ireland's Statistics division “Private Motor Insurance Statistics 

2013”87. This is based on data submitted by Insurance Ireland which covers 99.3% of the 

private motor insurance market. The main purpose of the report is to examine “the level of 

accident frequency and costs, and the related impact upon allocated premium differentials 

by driver profile”.  

The report and supporting datasets provide details of the amount earned by insurance 

companies from motor insurance premiums (‘premium income’), disaggregated into market 

segments by age, gender, insurance type (i.e. comprehensive or third party, fire and theft) 

and licence type (i.e. learner or fully licensed, but not broken down further to show number 

of novice drivers) for the period 2009 to 2013. From this it is possible to observe how much 

premium income is earned from different market segments. The data also details the total 

amount of ‘exposure’ within the private motor insurance industry, where exposure is “the 

exposure to risk measured in vehicle years (i.e. one vehicle year of exposure equals one 

vehicle on full cover for one year or two vehicles for six months)”. Therefore, it is possible to 

represent this data in terms of ‘exposure years’ or ‘policy years’; where one exposure or 

policy year represents a year of exposure to risk for a vehicle. This figure can provide a very 

general estimation to the number of active motor insurance policies per annum. 

From this data it is possible to derive the metric ‘premium income earned per exposure 

year’; giving a very broad and general measure of the amount of premium income earned 

per policy. This metric can be broken down by age, gender and licence type so that a 

comparison can made between motor insurance policyholders within the same 

                                                      
87

http://www.centralbank.ie/polstats/stats/motorins/Documents/Private%20Motor%20Insurance%20Statistics

%202013.pdf 

Datasets available at http://www.centralbank.ie/polstats/stats/motorins/Pages/Data.aspx 

 

http://www.centralbank.ie/polstats/stats/motorins/Documents/Private%20Motor%20Insurance%20Statistics%202013.pdf
http://www.centralbank.ie/polstats/stats/motorins/Documents/Private%20Motor%20Insurance%20Statistics%202013.pdf
http://www.centralbank.ie/polstats/stats/motorins/Pages/Data.aspx
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demographic who have different licence types. Figure 31 below shows this for 2013. From 

this it is possible to see that, for policyholders within the same gender and age bracket, 

income earned per policy year is consistently higher on learner drivers compared to fully 

licensed drivers.  

Similar comparisons are observed in the 2009 – 2012, with learner drivers consistently 

providing a higher level of premium income compared to fully licensed drivers, when age 

and gender are taken into account.  

Figure 31 - Earned Income from Private Motor Insurance Premiums per Exposure Year 2013 

 

 

While this supports the general understanding that learner drivers pay more in insurance 

premiums than fully licensed drivers when gender and age are controlled for, it is not 

possible to isolate the specific impact of successfully passing the driving test on one’s motor 
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insurance premium. This is because there are several other variables taken into account 

when insurers assess risk and underwrite premiums.  

Therefore, it is not possible to say with any certainty what weighting motor insurance 

companies apply to the driving test, but it would appear that those who have passed the 

test do benefit from cheaper motor insurance premiums compared to those within the 

same age and gender demographics who have not passed the driving test.  

To assist analysis of this metric, the VfM team met with representatives of Insurance 

Ireland, the representative body for insurance providers in Ireland. We were advised that 

insurance companies use complex formulae when calculating premiums and the type of 

licence held by the driver is only one factor taken into account. Insurance Ireland also stated 

that isolating the specific impact of having passed the driving test on a person's motor 

insurance premium would be extremely difficult and to obtain such data from insurance 

companies would be hindered by the fact that their formulae for calculating insurance 

premiums were commercially sensitive and the companies would be unwilling to provide 

this for the report. Therefore, the analysis of this metric cannot be carried out to the extent 

that had been originally envisaged and this metric cannot be relied upon to analyse the 

effectiveness of the DTS. 

 

6.4 Assessing the components of the Driver Testing Service 

6.4.1 Compliance with EU Requirements 

As part of evaluating the effectiveness of the DTS, it is necessary to assess whether the 

service is reaching a satisfactory ‘base level’ when providing evaluation of driver 

competency. One way of ensuring that the DTS is providing this level of assessment is by 

ascertaining whether it fully complies with the relevant EU legislation, and that the 

prescribed core components of the test are included in the driving test. By assessing 

whether the driving test is adhering to EU requirements, a general foundation for the test’s 

validity can therefore be observed. 
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EU Directives 2006/126/EC and 2012/36/EU 

The DTS’s driver licensing and driver assessment must be delivered in accordance with the 

EU Directive 2006/126/EC88. This Directive was transposed into Irish law in by Statutory 

Instrument Numbers 483/201189 and 176/201590. EU Directive 2012/36/EU made some 

amendments to the driver licensing element of the 2006 Directive and was transposed into 

Irish law by Statutory Instrument Numbers 467/201391 and 326/201492. The EU Directives 

harmonised driver licensing regulations throughout the EU and set out the minimum 

requirements for driving tests for each vehicle category. These requirements are presented 

in Annex II of Directive 2006/126/EC, which requires Member States to “take the necessary 

measures to ensure that applicants for driving licenses possess the knowledge and skills and 

exhibit the behaviour required for driving a motor vehicle”. The Directive also requires the 

test to consist of a theory test and a test of “skills and behaviour”. 

Section A of Annex II of Directive 2006/126/EC outlines the requirements for the Theory 

Test, including the form of the test, the content for all vehicles and the specific provisions in 

the Theory Test for specific categories. Section B of Annex II refers to the “test of skills and 

behaviour” and defines the different categories of vehicle used in driving tests and outlines 

the specific skills and behaviours which can be tested for the different categories. This 

section also outlines the requirements and provisions for evaluating the practical test, the 

minimum amount of time that the applicant should spend driving in the test (25 minutes for 

all A and B category vehicles, 45 minutes for all others), and provides guidance on the 

location of the test. 

Comparing the minimum requirements set out in Annex II of Directive 2006/126/EC with the 

components of the Irish driving test, this report can conclude that the Irish driving test 

adheres to the relevant EU Directives and meets all the obligatory requirements. Therefore, 

it can be confirmed that the DTS meets a base level of validity and effectiveness. 

                                                      
88

 http://eur-lex.europa.eu/legal-content/EN/TXT/?uri=CELEX:32006L0126 
89

 http://www.irishstatutebook.ie/eli/2011/si/483/made/en/pdf 
90

 http://www.irishstatutebook.ie/eli/2015/si/176/made/en/print 
91

 http://www.irishstatutebook.ie/eli/2013/si/467/made/en/print 
92

 http://www.irishstatutebook.ie/eli/2014/si/326/made/en/print 

http://eur-lex.europa.eu/legal-content/EN/TXT/?uri=CELEX:32006L0126
http://www.irishstatutebook.ie/eli/2011/si/483/made/en/pdf
http://www.irishstatutebook.ie/eli/2015/si/176/made/en/print
http://www.irishstatutebook.ie/eli/2013/si/467/made/en/print
http://www.irishstatutebook.ie/eli/2014/si/326/made/en/print
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Discretionary Components  

There are also some non-essential elements to the driving test suggested in the 2006 

Directive which are not included in the Irish driving test. For example: Section B, subsection 

7.2.4 of Annex II of Directive 2006/126/EC relates to skills and behaviour to be tested 

concerning categories B, B1 and BE (i.e. cars, quadricycle and a car with trailer) and states 

that in terms of “braking accurately to a stop; however, performing an emergency stop is 

optional”. The emergency stop is not currently part of the Irish driving test for categories B, 

B1 or BE.  

Section B also states in subsections 6.3, 7.4 and 8.3 that applicants must perform actions in 

normal traffic situations including “approach/exit of motorways or similar (if available): 

joining from the acceleration lane; leaving on the deceleration lane” and at “special road 

features (if available): roundabouts; railway level crossings; tram/bus stops; pedestrian 

crossings; driving up-/downhill on long slopes;”. As it is not legal for a learner permit holder 

to drive on a motorway it would not be feasible to conduct a portion of the test at the 

approach/exit of a motorway. However, the driving test could benefit from ensuring that 

part of the test takes place on a national road or dual carriageway to allow for the 

assessment of test candidates in multi-lane road environments. With regards to the “special 

features”, it would not be possible to ensure that all, or even any, of those listed will be 

available on every test route given the location of many of the test centres, particularly in 

rural areas. 

In the United Kingdom the ‘Pass Plus’ training programme allows qualified drivers to 

participate in supervised training modules that cover driving: 

 in town; 

 in all weathers; 

 on rural roads; 

 at night; 

 on dual carriageways; 

 on motorways. 
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Participants who successfully complete the Pass Plus may be able to avail of car insurance 

discounts as an incentive to take the course.  

Conclusion 

The components of the driving test are compliant with the relevant EU legislation and this 

provides a base level of validity. The DTS has the scope under the Directive to increase 

compliance by the inclusion of discretionary options. 

6.4.2 Essential Driver Training and Initial Basic Training 

Graduated Driver Licensing 

One of the most significant changes to the driver licensing process in recent years has 

allowed us to observe the impact of a more formal learner driver education process on both 

the DTS’s pass rates and attendances. This was made possible through the introduction of 

the Graduated Driver Licensing (GDL) scheme by the RSA. This scheme introduced staged 

licensing with the aim of improving road safety by improving learner drivers’ driving skills 

and experience. The scheme sought to make test candidates better prepared for their 

driving tests by including compulsory training for new learner drivers, which must be 

completed prior to applying for the driving test. This compulsory training was introduced in 

December 2010 for learner motorcyclists under the Initial Basic Training (IBT) programme 

and April 2011 for learner car drivers under the Essential Driver Training (EDT). 

Other measures introduced under the GDL scheme included the introduction of the N Plate 

for ‘novice’ drivers93 in 2011, lower acceptable alcohol levels for learner and novice drivers, 

and a reduction in the number of penalty points required for a learner or novice driver to be 

disqualified94. 

Data provided by the DTS has shown that those who have completed the EDT and IBT 

programmes have, on average, higher pass rates and attendance rates compared to 

applicants who were not required to participate in the mandatory pre-test training. With 

regards to car driving test it was observed that the average pass rate for the EDT-eligible 

                                                      
93

 Newly licensed drivers are required to have ‘N’ plates visible on their car for a period of 24 months after 
passing their test to indicate that they are newly qualified. 
94

 Novice and Learner drivers can be disqualified having incurred 7 penalty points, as opposed to 12 for a fully 
licensed driver who is over 24 months qualified. 
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candidates was almost eight percentage points higher than non-EDT applicants between 

2012 and 2015. Pass rates remained relatively stable for both groups in this period with EDT 

applicants having an average pass rate of approximately 54%, while non-EDT applicants' 

average pass rate was approximately 46%. In contrast, while the IBT applicants' average pass 

rates remained relatively stable above 65%, non-IBT applicants' pass rates actually fell 

significantly from c.68% in 2011 to 48% in 201495. 

For both motorcycle and car driving tests, it was found that average attendance rates were 

substantially higher for those who had gone through the mandatory training required by the 

EDT and IBT programmes. Furthermore, the attendance rates for applicants not within the 

scope of the EDT or IBT programmes actually fell during the period observed. These results 

would appear to show that applicants who go through mandatory formal training prior to 

taking the test are better prepared and more confident in undergoing the driving test. 

Given these results, it is recommended that once the EDT and IBT programmes are more 

fully established, analysis should be undertaken to determine whether these programmes 

can be utilised to improve further the DTS’s effectiveness and efficiency. If it can be 

determined that there is a cohort of non-EDT/IBT learner drivers that are persistently either 

failing the driving test, or failing to attending the test, an evaluation should be undertaken to 

assess whether the scope of the formal training required by the EDT/IBT should be extended 

to those previously exempt from it. Such analysis could allow the DTS to assess whether it 

can reduce the number of test slots which are taken up by: (i) applicants who are 

unprepared for the test and will most likely need to re-sit it at a later date, and (ii) applicants 

who do not actually intend to sit the test but have applied for it in order to renew their 

learner permit. This analysis would also have efficiency implications, as costs incurred on 

administering tests which are not completed or undertaken can be minimised. 

Any such analysis of the EDT and IBT programmes should also take into account the costs 

incurred by learner drivers who are required to undertake a minimum number of lessons. 

For example, those required to go through the EDT programme can pay between €300 and 

                                                      
95

 Full data for IBT pass rates in 2015 not yet available. 
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€60096 for the mandatory 12 lessons. Additional lessons may be required for some learners, 

increasing the costs incurred prior to sitting the test. 

Essential Driver Training 

This programme requires all new learner car drivers applying for their first provisional 

license from April 2011 onwards to complete twelve one-hour lessons with an RSA-approved 

driving instructor before applying for their driving test. These mandatory lessons were 

designed to tackle 10 specific ‘high risk’ issues to ensure drivers are better equipped to drive 

safely. Although the programme is relatively new, the early signs have been promising. 

Figures supplied by the DTS show that those who have completed the EDT programme prior 

to taking their driving test have a higher pass rate than those that were not required to 

complete the programme. On average, for the period 2012 to 2015 the pass rate was almost 

8 percentage points higher for test applicants who were required to undertake the EDT 

programme. For example, in 2015 the national average pass rate for Category B (car) driving 

tests was 51%. EDT applicants had a pass rate of slightly over 54%, while those not eligible 

for the EDT programme had a pass rate of just below 46%. This difference has been relatively 

constant since 2012. 

Figure 32 - National Average Pass Rates: EDT vs Non-EDT Applicants 2012 – 2015

 

As noted above, applicants that have completed the EDT programme have been found to be 

substantially more likely to attend their driving test. In 2015 the ‘no show’ rate for Category 

                                                      
96

 http://www.independent.ie/irish-news/revealed-here-are-the-cheapest-and-most-expensive-driving-
lessons-35007125.html (Irish Independent, 2 September 2016) 
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138 
 

B driving tests was 15.5%. However, only 2.8% of applicants that had completed the EDT 

programme did not attend their driving test, as opposed to 29.83% of non-EDT applicants. 

This is illustrated in Figure 33. There are also relatively fewer instances of the driving tests 

either being abandoned or not undertaken due to issues with the applicant or vehicle, when 

the applicant has completed the EDT programme, albeit the difference in these instances is 

not as striking as for “no shows”. These results would appear to show that the EDT 

programme has produced applicants that are more confident and better prepared to 

undertake the driving test.  

Figure 33 - Rate of 'No Shows' for Driving Test: EDT vs Non-EDT Applicants 

 

These results may demand further analysis at a later stage in the programme’s development 

to determine whether it can have a greater benefit on the effectiveness and efficiency of the 

DTS. The disparity in pass rates may be due to a cohort of non-EDT test applicants being 

disproportionately more predisposed to fail their driving test. Those who are not eligible for 

the EDT, and are consistently failing the driving test, may benefit from the more formal and 

structured learning process offered by the EDT, or derivative of this programme. 

The analysis must take into account the structure of the licensing process. A portion of non-

EDT eligible applicants apply for the driving test for the sole purpose of renewing their 

provisional licence. When applying to renew a third or subsequent learner permit, 

documentary evidence must be submitted to the NDLS verifying that the learner permit 
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holder has either sat a driving test in the last two years or an acknowledgement of a 

forthcoming test. This allows a situation to occur where a person on their third or 

subsequent learner permit can continue to renew their permit by applying for their driving 

test but not necessarily sitting it. This situation can have a negative impact on DTS-related 

costs incurred by the RSA as well as affecting waiting times faced by other test applicants. It 

also brings driver testing into disrepute by facilitating drivers who do not wish to undergo a 

test to continue driving, potentially unaccompanied, which as noted above, is illegal. 

Any future analysis of the EDT must also look at the costs associated with the scheme and 

what impacts it has upon the DTS and test applicants. There are costs involved to the learner 

in continuing to renew his or her permit, including a renewal fee for the learner permit and 

the driving test application fee which is forfeited if the applicant does not attend or if the 

test is abandoned or not conducted due to issues with the vehicle or the applicant. The test 

fee is also forfeited if the test is cancelled by the applicant with less than 10 days’ notice or if 

the applicant has postponed the test on three occasions. These fees help to offset the cost 

incurred by the RSA in terms of staff and estate resources being underused due to late 

cancellations, no shows, or tests being abandoned or not conducted. Examiners may have to 

travel between test centres to carry out a driving test and if that test is not completed or 

carried out at all, the examiner’s time and cost of travel must be included when assessing 

the impact of attendance levels on the efficiency of the driving test service.  

In addition to the fees there are other measures which incentivise those on learner permits 

to actually attend their driving test once they’ve applied for it.  

These measures include the prohibition of learner permit holders driving unaccompanied by 

a driver with a full licence for more than 2 years. Learner permit holders also face lower 

alcohol limits97 for driving and a lower threshold of penalty points being incurred before 

disqualification.  

                                                      
97

 The legal limits for fully licensed drivers in Category B are: 50 milligrams (mg) of alcohol per 100 millilitres of blood (0.05), 

67 milligrams (mg) of alcohol per 100 millilitres of urine or 22 micrograms of alcohol per 100 millilitres of breath The 

legal limits for professional, learner and novice drivers are: 20 milligrams of alcohol per 100 millilitres of blood (0.02), 

27 milligrams of alcohol per 100 millilitres of urine or 9 micrograms of alcohol per 100 millilitres of breath. 
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The overall findings in relation to pass rates and attendance rates for EDT-applicants must 

include the caveat that the EDT is still a relatively new programme and it will take further 

research at a later date to draw any long-term conclusions, particularly in terms of 

effectiveness. 2015 was the first year in which the majority of applicants for the Category B 

driving test had completed the EDT programme (see Figure 34) and this majority will 

increase over time. 

 Figure 34 - Number of EDT Driving Test Applicants vs Non-EDT Driving Test Applicants 2012 -2015 

 

 

Therefore, future analysis of the EDT programme should provide a more comprehensive and 

robust overview of its effectiveness. It would benefit such analysis to include a breakdown 

by age, gender and geographic location for both attendance and pass rates, to assess 

whether or not the EDT programme is benefitting only certain demographics. 

Future analysis may also highlight the proportion of non-EDT test applicants on their third or 

higher provisional licence that may be repeatedly failing the driving test and/or failing to 

attend their driving test. Being able to recognize such trends, RSA may be able to improve 

the efficiency and effectiveness of the driving test service by reducing the amount of “no 

shows”, which impacts on examiners’ time and capacity to deliver tests, and by identifying 

potential test applicants who have repeatedly failed the driving test and may benefit from 
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participating in either the EDT programme or some derivative of this (e.g. six mandatory 

lessons instead of twelve prior to applying for the test). 

Initial Basic Training 

The Initial Basic Training (IBT) programme is similar to the EDT in that it introduces for all 

motorcyclist learners, who have received their first learner permit after 6th of December 

2010, compulsory training comprising either 16 or 18 hours depending on the category of 

license of the learner98. This training is a mix of practical and theory sessions conducted by 

an approved instructor. A progression training module is also available for those who wish to 

upgrade the type of motorcycle the drive (i.e. automatic to manual, or tricycle to two-

wheeler). 

The number of IBT applicants for the motorcycle test first exceeded the number of non-IBT 

applicants in 2013 (see Figure 35) and this trend is set to continue with IBT applicants having 

a ratio of almost five-to-one relative to non IBT applicants for the first five months of 201599. 

Similar to the EDT programme, it will take further research at a later date to draw any long-

term conclusions around the IBT programme but early signs show a positive impact on the 

efficiency and effectiveness of the motorcycle driving test. 

 

Figure 35 - Number of IBT Applicants vs Non-IBT Applicants 22011 – 2014  

 

                                                      
98

 16 hours comprising four 4-hour modules for those in the ‘small motorcycle’ category (AM or A1) and 18 
hours comprising three modules for those in the larger motorcycle category (A or A2). 
99

 RSA advises 579 IBT applicants and 120 non-IBT applicants for period January 2015 – May 2015 
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The DTS has provided information on both the average national pass/fail rates and 

attendance rates for the motorcycle driving test since the introduction of the IBT 

programme. Overall, the data shows that in 2011, when IBT applicants made up 5% of all 

test applicants, non-IBT applicants had significantly better pass rates and marginally better 

attendance rates relative to the IBT applicants. However, from 2012 onwards IBT applicants 

began to match or surpass non-IBT applicants in terms of both attendance and pass rates. 

As Figure 36 below shows, the average pass rate for IBT applicants did not exceed non-IBT 

applicants until the third year of the programme. Furthermore, the average pass rates for 

non-IBT applicants fell quite significantly from 68% in 2011 to 48% in 2014. In contrast, from 

2012 onwards IBT applicants’ pass rates remained relatively stable above 65%. 

Figure 36 – Test Pass Rate : IBT vs Non-IBT 2011 - 2015* 

 

* = Data available only up to May 2015 

In terms of tests not conducted due to issues relating to the vehicle or the applicants, the 

rates between IBT and non-IBT applicants are even more divergent (see Figure 37 below). 

This would appear to indicate that those who complete the IBT are more prepared for the 

driving test. Such high levels of incomplete or unattended tests impact on the ability of an 

examiner to deliver the optimum level of driving tests and on driving test centres’ capacity 
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to host its optimum amounts of tests. This could also have a negative impact on test waiting 

times, a key performance indicator in terms of efficiency. 

It is again worth noting that, like those applicants not required to participate in the EDT 

programme for the car driving test, there may be a cohort of motorcyclist learners who are 

repeatedly applying for the test so as to renew their learner permit without ever sitting the 

test. Furthermore, the increase in the number of non-IBT applicants failing the motorcycle 

test year on year could be due to the applicants taking the test being those who have 

repeatedly failed it in the past. Further analysis will be required once the IBT has become 

more established to not only measure and evaluate the impact of the IBT programme but 

also to investigate the remaining learner permit holders and to establish what measures, if 

any, need to be taken to improve attendance and pass rates for them. 

Figure 37 - Rate of Motorcycle Tests Not Conducted: IBT vs Non-IBT 2011 – 2015  

 

Recommendation 18 – Focused Evaluation of EDT & IBT  

A focused evaluation of the EDT and IBT programmes to be undertaken by 2018 to assess 
the impact of the programmes on road safety, pass/fail rates and attendance rates. 

 
 

Recommendation 19 – Amendment to Driver Licensing  

Measures should be explored to end the possibility of those who hold a third or higher 
iteration of their learner permit repeatedly renewing their permit without actually sitting 
the driving test. 
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6.5 Effectiveness Conclusions 

 

•Isolating or disaggregating the specific impact the DTS has on road safety is 
extremely difficult as it forms part of a broader system of measures and 
systems to minimise road collisions. 

•Enhanced data collection for road collisions, taking into account a driver’s 
licence type, age, experience and the cause of the collision, would aid future 
research into the impact of the DTS and how the DTS can further improve road 
safety. 

•The overall national pass rate for the practical driving test has remained 
relatively stable between 51% and 54% for the period 2009 – 2015. In the 
period 2006 – 2008, the pass rate had risen from 54% to 57%. 

•A breakdown of the overall pass rate by gender, vehicle category and age 
group has shown that there were noticeable and enduring differences in pass 
rates between different groups within these categories.  

•On a regional level, the vast majority of test centres in the West, North West 
and South West regions have continuously had average pass rates well above 
the national average. 

•The statistical monitoring used for the quality assurance of test examiners in 
terms of consistency of delivery was found to be suitable and robust. 

•It was not possible to separate the impact passing the driving test has on one’s 
motor insurance premium, given the numerous factors involved in calculating 
motor insurance premiums. 
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•The Irish DTS is compliant with all relevant EU legislation. 

•The EDT and IBT programmes both were found to have positive impacts on pass 
rates and attendance figures for their respective vehicle categories' driving 
tests. 

•Based on the available evidence and the analysis undertaken, the Irish DTS is 
deemed to be reasonably effective in terms of Road Safety, Test Validity, 
Consistency of Delivery and its Level of Service to Road Users. However, a 
precise quantification of the effectiveness of the DTS, particularly in terms of 
Road Safety, will require enhanced data collection followed further research and 
analysis. 
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Section 7: Consideration of Policy and Management Issues 

This review has evaluated the efficiency and effectiveness of the operation of the DTS. In 

the context of these findings, this section examines arising policy and management issues 

that are relevant to the operation and delivery of the DTS.  

 

 

Key Questions 

Are there Policy Issues of Relevance to Programme Delivery? 

How Well Does the Management of the Programme Work? 

Could the Programme be Delivered Differently? 
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7.1 Consideration of the Delivery Method 

As described in Section 2, the DTS is managed and operated by the RSA, with the exception 

of the Theory Test, which is operated by Prometric. The RSA took over responsibility for 

delivery of the programme in 2006. The programme had been delivered up until 2002 by the 

Department of Environment and Local Government, before being taken over by the 

Department of Transport. The RSA has been operating on a self-financing basis since 2014, 

receiving fees directly for practical driving tests and receiving a Driver Theory Test levy from 

Prometric.  

The RSA has examined the operation of the DTS a number of times to see if it can be made 

more effective. In January 2016 the RSA submitted a business case to the DTTaS, proposing 

to alter the structure of the Technical side of the DTS. Figure 38 compares the current and 

proposed structures: 

Figure 38 – Comparison of Current and Proposed Structures of the DTS 

 

Source: RSA 

The primary objective of the proposed structure, as described by the RSA, is to “ensure that 

driving test uniformity auditing is a primary responsibility, and will not be adversely 

impacted by reactive responsibilities – without neglecting the requirement to react to 

operational issues”. In January 2017, taking account of analysis conducted for this report, 
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which supports the RSA exploring methods to ensure consistency of application of the 

driving test, DTTaS approved the business case for restructuring.  

Section 4 discussed the need for a comprehensive review of the delivery of the DTS, which 

would consider issues such as rationalising the estate requirements. Another question 

which needs to be considered is whether the RSA is the appropriate organisation to operate 

and manage the DTS. 

Implementation of this new structure will mean an increase in the current level of FTE 

technical staff from 101.5 to 115.5 as seven additional technical staff are to come on stream 

in May 2017 with a further six technical staff being sought as part of this process.  

7.1.1 Consideration of Outsourcing the DTS 

When considering potential changes to the delivery method of the DTS, there are two 

substantive changes which could be made: 

1. The DTS could be delivered by a public sector body other than the RSA; or 

2. The DTS could be outsourced to a private provider. 

 

Intuitively, the RSA would appear to be the public body with the most relevant expertise to 

deliver driver testing. The RSA also has responsibility for other aspects of road safety policy, 

particularly in the form of education, and is responsible for road safety research and 

analysis. Therefore, in the absence of a strong case that the RSA is failing in its responsibility 

to deliver the DTS (see sections 5 and 6), and in the absence of an obvious alternative 

delivery body, we will focus on the option of outsourcing the DTS to a private provider. 

Outsourcing the DTS has been explored as an option previously. SGS Ireland were 

contracted to clear the backlog of driving tests in 2007, delivering almost 51,000 tests in 

2007 and over 220,000 tests in 2008. Following the clearance of the backlog, the 

Department of Transport assessed the future delivery of the DTS. In 2011, DKM Consultants 

were commissioned to undertake an options appraisal exercise to assist in determining 

whether the DTS should “continue to be directly delivered by the RSA, outsourced by the 

RSA to a service delivery partner, or whether some combination of the two models is 

appropriate or practicable”. A more detailed summary of the DKM study, entitled “Option 
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Appraisal for the Future Delivery of Driver Testing Services in Ireland” can be found in the 

literature review in Appendix A.  

DKM examined the possibility of outsourcing the DTS by seeking cost comparisons from the 

private sector and also conducting analysis of the public sector’s proposals for retaining the 

service. The former entailed the consultants approaching a number of operators who had 

international experience of providing this type of service. It must be noted that the main 

aim of the exercise was to seek estimated costs that were broadly representative of what 

would be required to run such a service – no detailed technical proposal formed part of the 

study. 

The private sector operators proposed a range of fee structures under sensitivities 

prescribed by DKM. The range of fees proposed was approximately 20% – 30% below the 

net-of-VAT fee equivalent of €70. This assumed a volume level of 150,000 tests delivered. 

This would appear to indicate that RSA’s unit costs would be significantly higher than those 

based on the private operators’ fee proposals. 

The study concluded that, on a unit cost basis, the private contractors could deliver a more 

efficient service, taking into account the Croke Park Agreement. DKM also noted that the 

RSA faced a “down-side risk” if demand for tests started to decline and thus this risk could 

also be outsourced with the outsourcing of the DTS. However, the report stated that other 

important factors would need to be considered, particularly in terms of impact on the 

Exchequer. Exchequer impact analysis carried out in the report found that the efficiency 

benefits accrued from outsourcing would be cancelled out by the cost of OPW leases and 

RSA staff that would be retained even if the DTS was outsourced. The report therefore 

stated that the overall impact of such an outsourcing of the DTS on the Exchequer would be 

a significant deficit. 

The DKM report is the last time that the option of outsourcing the DTS was seriously 

explored. It identified, at a high-level, constraints in relation to private sector delivery which 

could prevent cost efficiencies from being achieved from outsourcing. It is possible that, as 

there will be more flexibility in terms of staff and estate in the medium-to-long term, 

outsourcing the service could lead to reduced costs. Conversely, it is possible that the fee 

levels proposed by private contractors were lower than those which the RSA could deliver, 
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only because private contractors didn’t consider these constraints. In any case, we have 

recommended that a review of the delivery requirements of the DTS be carried out by the 

RSA (see Recommendation 3). Following this review, DTTaS should reconsider whether 

outsourcing the service could achieve improved value for money with a particular emphasis 

on managing potential ‘stranded costs’ (i.e. cost of re-allocating staff and cost of leasing and 

managing properties that are no longer being used for the DTS) falling on the Exchequer.  

Recommendation 20 – Review of Delivery of DTS Should Reconsider Outsourcing 

Following the RSA’s review of the delivery requirements of the DTS, the DTTaS should 

undertake a policy review of the DTS including the possibility of outsourcing the service. 

 

7.2 Governance of the DTS 

DTTaS has responsibility for overall oversight of the RSA, including the delivery and 

operation of the DTS. The services provided by the RSA are set out in a Performance 

Delivery Agreement (PDA) between the RSA and DTTaS. The RSA’s budget for the upcoming 

year and its operational targets are set out in the PDA, and are based on the RSA’s business 

plan. The RSA is not allocated any Exchequer funding, operating on a self-financing basis.  

There are two performance metrics set out in the PDA, relating to driver testing: 

1. Number of theory tests delivered  

For example, 103,564 tests to be delivered in 2015 to meet demand adequately; and 

2. Number of applications and number of practical tests delivered, plus wait times  

For example, in 2015: 

Car, motorcycle work vehicle – 137,687 

Truck and bus test fee – 7,485 

CPC practical test – 2,646 

Maintain average national wait time for a test at 10 weeks or less in 2015. 
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The performance metrics, therefore, primarily capture volume of service (i.e. number of 

tests delivered) and test waiting times. It is notable that, prior to 2016, the DTS has 

managed to meet its national average wait time target. As we have noted elsewhere in this 

report, however, volume of service is primarily driven by demand conditions (i.e. how many 

test applicants there are). Therefore, it is not entirely within the DTS’s control whether or 

not this target is met. We would suggest that, in future, the format of these targets be 

amended to link volume targets with the national average waiting time target. This, for 

example, would specify a maximum number of test applications (determined by tester 

capacity) which could be received in a given year, below which the DTS would be expected 

to be able to deliver whilst meeting its national waiting time targets. This number would be 

determined by RSA demand forecasting, ensuring that the DTS is required to meet national 

wait time targets in the absence of unexpectedly high levels of demand.  

In addition, a number of the recommendations made in this report, particularly around the 

collection of data, could be included explicitly as objectives in the PDA.  

Recommendation 21 – Inclusion, where appropriate, of recommendations from this report 

in Performance Delivery Agreement between DTTaS and RSA 

DTTaS should consider, where feasible, explicitly including the recommendations made in 

this report as measurable targets in their PDA with the RSA.  

 

This report considered the rationale, efficiency, and effectiveness of the DTS across a range 

of different metrics. It recognised that the DTTaS may have other policy objectives for the 

RSA, including around customer satisfaction, or improving or innovation in delivering of the 

DTS (such as, for example, digital services).  

Comparisons with the business plans for the Driver and Vehicle Standards Agency in Britain, 

and the Driver & Vehicle Agency in Northern Ireland, have highlighted that both 

organisations have a larger number of performance targets than the RSA does, capturing 

such issues. We recommend that DTTaS reassesses its objectives for the DTS, and considers 

including any additional objectives in the PDA.  
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7.3 Estate Management in the DTS 

In our assessment of the efficiency and effectiveness of the DTS, one of the issues we 

considered was the DTS’s overall estate, and whether or not it met the needs of the DTS.  

We discussed previous research conducted by Mazars into the DTS’s estate requirements in 

Section 5.4.3 and, in Recommendation 3; we recommended that the RSA carry out a 

comprehensive review of the delivery of the DTS, including estate, which will include the 

Estate Costs. An issue not previously discussed, however, is that the DTS’s Estate Costs 

accrue to the OPW, which may weaken the incentives on the RSA to ensure that the DTS is 

being delivered most efficiently.  

The estate management model for the DTS is that the RSA sets out its estate requirements 

for the service, which are then procured by the OPW. Whilst this has obvious benefits in 

terms of being able to take advantage of OPW’s expertise in the area, it potentially creates a 

gap in terms of incentives and the overall responsibility for the efficiency of the DTS.  

There are costs and benefits associated with the number of (and locations of) driving test 

centres. Costs include Estate Costs, equipment costs, travel and subsistence, and other 

costs. Benefits include direct benefits to applicants from having less far to travel to take a 

test, and wider road safety benefits associated with encouraging a greater number of 

applicants. An optimised DTS will be set up in such a way that the net benefits (benefits 

minus costs) are maximised. However, with the RSA being responsible for delivering the 

service but OPW responsible for Estate Costs, the RSA may not face the correct incentive to 

optimise this trade-off. This potentially causes a ‘moral hazard’ problem – whereby RSA 

doesn’t face all of the costs and benefits of its decisions and therefore could be motivated 

to agree sub-optimal estate requirements with OPW, which doesn’t have in-house expertise 

on driver testing.  

This means that RSA and OPW need to work closely together when assessing the DTS’s 

estate requirements. Previous analyses of the estate requirements of the DTS have noted 

that many of the cost savings potentially achievable from reducing the size of the estate 

could not actually be realised, as the Exchequer would still incur costs while the leases were 

in effect. We recommend that if the RSA determines that specific driver testing centres are 



153 
 

identified as being surplus to requirements in its review of the delivery requirements of the 

DTS, it works closely with OPW to identify where alternative uses could be found for those 

estates in the event that their leases do not expire for a number of years.  

Recommendation 22 – Consideration to be Given to Alternative Uses of DTS Estate 

The RSA and OPW should work together to identify alternative uses of estate that is found to 

be surplus to the requirements of the DTS, as part of the review of the delivery 

requirements of the DTS.  

 

7.4 Concluding Comments on Policy and Management Issues 

Given the analysis reported here, this review has made the following findings in relation to 

policy and management issues which are associated with the delivery of the DTS:  

 

 

 

The RSA is continuing to examine ways to identify best practice 
management and delivery of driver testing in Ireland.  

More analysis is required to determine whether or not outsourcing 
the management and operation of the DTS to a private provider 

would lead to increased value for money. 

The PDA between DTTaS and the RSA is an effective, transparent way 
to ensure the DTS has clear performance targets. However, there is 

an opportunity to widen the scope to include further targets, 
including some of the recommendations from this report. 

The RSA does not incur the Estate Costs of the DTS. This could 
potentially lead to weakened incentives to identify the optimal 

estate solution. 
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Section 8: Summary of Findings and Recommendations 

This chapter collates the findings and recommendations of this VfM review.  

 

Key Questions 

What are this Report’s Main Findings? 

What Recommendations Does the Review Make? 
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8.1 Summary of Findings 

Based on the preceding analysis the review has made the following findings in relation to 

the DTS programme; 
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Between 2006 and 2009, the newly-formed RSA responded admirably to the 
challenges caused by historic backlog and long waiting times. Since then, the 
Irish DTS has maintained its performance levels at an acceptable level without 
advancing any further significant improvements. 

Data and methodological constraints have impacted upon this review's ability 
to fully analyse the efficiency and effectiveness of the DTS. 

Following the 2006 - 2010 period, the Total Cost of the DTS has remained 
relatively stable, remaining within a range of €12.5million to €13.6 million. 
Therefore, the overall unit cost per test delivered has become more dependent 
upon the number of test delivered.  

2015 was the only year between 2010 and 2015 in which the DTS’s fee income 
exceeded the Total Cost of the DTS. However, if Estate Costs are excluded, the 
DTS’s fee income exceeded costs of the DTS in every year between 2011 and 
2015. 

Between 2008 and 2015 the national average waiting time for the driving test 
remained below the 10-week target set out in the PDA between the RSA and 
DTTaS. 

Variance in waiting times between test centres has also been reduced greatly. 
In 2007 there was a gap of 31 weeks between the test centre with the longest 
waiting time and the shortest. From 2010 onwards, this gap has never been 
greater than 5 weeks. 

Quantifying the specific impact of the DTS on road safety is extremely difficult 
given the range of other measures in place to improve road safety. Improved 
data collection can help improve the possibility of undertaking such analysis. 

Between 2009 and 2015, the overall national pass rate for the practical driving 
test has remained relatively stable between 51% and 54%. In the period 2006 – 
2008, the pass rate had risen from 54% to 57%. 

On a regional level, the vast majority of test centres in the West, North West 
and South West regions have continuously had average pass rates well above 
the national average. 

The DTS is compliant with the relevant EU Directives. 
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Overall Conclusion 

Following the period 2006 – 2009 in which the newly-formed RSA responded admirably to 

Based on the available evidence and analysis undertaken, the DTS is 
reasonably effective in terms of meeting its strategic objective: 
Ensuring the Road Network is Safe. However, quantification of this 
contribution is not possible without enhanced data collection and 
further analysis undertaken thereafter. 

Based on the available evidence and analysis undertaken, the DTS is 
reasonably effective in terms of meeting its programme objectives 
in relation to Test Validity, Consistency of Delivery and its Level of 
Service to Road Users.  

Based on the available evidence and analysis undertaken, the 
initial improvements in the efficiency of the DTS, with regards to 
unit costs and waiting times, between 2007 and 2009 have been 
maintained and consolidated, without any further significant 
advances being made.  

The RSA is continuing to examine ways to identify best practice for the 
mangament and delivery of the DTS in Ireland. 

Potential alterations to the delivery method of the DTS should be 
explored. Any such investigation should include an appraisal of 
outsourcing the DTS to a 

 private service provider. 

The PDAs between DTTaS and the RSA are an effective, transparent way 
to ensure that the DTS has clear performance targets. However, there is 
an opportunity to widen the scope to inlcude further targets, including 
some of the recommendations from this report. 

As Estate Costs for the DTS are borne by the OPW rather than the RSA, 
there may a lack of incentive for the RSA to seek full efficiencies in this 
area of expenditure.  

DTTaS and the RSA should continue to work together to ensure that the 

DTS is efficient and effective. 
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the challenges of high demand caused by extensive backlogs and historically high waiting 

times, the DTS has maintained its performance levels for efficiency and effectiveness at an 

acceptable level without advancing any further significant improvements. 

 

8.2 Summary of Recommendations 

This Value for Money review has made the following recommendations in relation to the 

DTS programme. These are listed here in thematic order 

Improve Operation and Efficiency 

The review makes the following recommendations to improve the operation and efficiency 

of the DTS: 

No. Recommendation 

1 

By end-2017, the RSA should design and put into operation a methodology 
for allocating direct, indirect and estate costs to each test centre. This data 
will be used as the basis for comparative analysis of similar test centres, to 
identify performance indicators and potential areas for improved efficiency. 
The unit cost per test at each centre should be published at least annually. 

2 

By end-2017 the DTS will finalise a methodology to determine the costs and 

unit costs relating to specific test categories. This data is also to be 

published at least annually. 

6 
By mid-2017, the RSA is to complete its review of the methodology used to 
calculate national average waiting times and reassess past figures. This 
average should be maintained on an ongoing basis on the RSA website. 

8 

DTTaS and the RSA to agree annually on the number of test applications 

that can be received and delivered without exceeding the ten-week 

national average waiting time target. This figure to be included in the PDA 

between them. 

9 

RSA to develop statistical monitoring system to identify test centres not 

meeting a sufficient level of test applications relative to similar centres 

within the same region. 

10 

RSA to explore the feasibility of developing an evaluation system to 

determine a maximum number of tests that can be delivered by individual 

test centres. 
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5 

The RSA to endeavour to provide all test applicants with the option of 

selecting the date and time of their driving test from an online calendar 

system. 

 

Improve Effectiveness 

The review makes the following recommendations to improve the effectiveness of the DTS: 

No. Recommendation 

15 

Future analysis of Driving Test Pass Rates at National and Test Centre levels 

should be carried out to include the assessment of possible factors 

influencing differences in pass rates between men and women, and 

between different age groups.  

16 

Future analysis should also include research into the distinct and enduring 

regional differences in pass rates, particularly between Western and 

Eastern test centres. 

 

17 

The statistical monitoring process for individual examiners’ pass rates 

should account for the different vehicle category tests that examiners 

undertake and calculate the deviation accordingly.  

 

For example: an examiner’s average pass rate for motorcycle tests should 

be compared to the comparison group’s expected average pass rate for 

motorcycle tests, as opposed to conducting a comparison based on overall 

pass rates. 

 

19 

Measures should be explored to end the possibility of those who hold a 

third or higher iteration of their learner permit repeatedly renewing their 

permit without actually sitting the driving test. 

24 

RSA to explore further the possibility of including a Hazard Perception 

element to the Driver Theory Test and an Independent Driving element to 

the practical Driving Test. (See Appendix B) 

Data Collection 

The review makes the following recommendations to stimulate better data availability for 

evaluation and monitoring of the Irish DTS: 
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No. Recommendation 

12 

By end-2017, RSA and other relevant bodies (i.e. the CSO, An Garda 

Síochána) should have begun to collect information on license type, driver 

age, experience, and cause of collision for all drivers involved in collisions. 

13 

The RSA should investigate collision rates, broken down by license type, 

driver age, driver experience and cause of collision in other countries, in 

order to better benchmark driver performance and behaviour, and 

potentially identify specific areas of driver training and testing to target for 

improvement. 

14 

The RSA should begin to compile data on test fault marking statistics, 

distinguishing between candidates who pass and fail. This data should be 

coordinated with the ‘cause of collision’ data identified in Recommendation 

12, to enable comparison and analysis. This should be used to identify 

specific behaviours and competencies which should be targeted to improve 

road safety. 

 

Future Monitoring and Evaluation 

The review makes the following recommendations for the future monitoring and evaluation 

of the programme: 

No. Recommendation 

3 

Once methodologies have been developed and implemented to accurately 

record and assess costs at a test centre level and by test type, and no later 

than 18 months after the publication of this report, the RSA should conduct 

a review of the delivery requirements of the DTS, including a cost-benefit 

analysis of identified options. This should identify future options for the 

estate and operational structure of the DTS, and how this will develop over 

future years. 
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4 

The RSA is to monitor the annual difference between Total Costs (incl. 

Estate Costs) and Fee Income for the DTS on a rolling 3-year basis. This data 

is to be published annually. 

7 

By end-2017, the RSA will conduct an assessment of the DTS's ability to 

apply resources where required so as to ensure a consistent level of waiting 

times between test centres. 

11 

By Q1 2018, the RSA to have explored the possibility of developing a 

demand forecasting model for Driving Test Applications. As part of this 

process it should be investigated whether demand forecasting can be 

broken down geographically and/or seasonally. 

18 

A focused evaluation of the EDT and IBT programmes to be undertaken by 

2018 to assess the impact of the programmes on road safety, pass/fail rates 

and attendance rates.  

 

21 

DTTAS should consider, where feasible, explicitly including the 

recommendations made in this report as measurable targets in their PDA 

with the RSA. 

20 

Following the RSA’s review of the delivery requirements of the DTS, DTTaS 

should undertake a policy review of the DTS including the possibility of 

outsourcing the service. 

22 

The RSA and OPW should work together to identify alternative uses of 

estate that is found to be surplus to the requirements of the DTS, as part of 

the review of the delivery requirements of the DTS. 

23 

DTTaS will carry out an in-depth check as part of the Quality Assurance 

process in 2018 and 2019 to assess progress on the implementation plan for 

this report. 
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Overall Recommendation 

The report makes the following overall recommendation in relation to this programme: 

Overall Recommendation 

Enhanced data collection, particularly in the areas of costs, test capacity and road 

collisions, along with the development of a demand forecasting model, will allow 

the DTS to identify areas in which improvements to its overall level of efficiency 

and effectiveness could be made. This more extensive level of data collection will 

provide those undertaking future reviews of the DTS with a more comprehensive 

database for carrying out this analysis. 
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Section 9: Summary and Implementation Plan 

This section sets out the next steps for the implementation of the recommendations of the 

review to assist all stakeholders taking proactive steps to improve the efficiency, 

effectiveness and operation of the DTS.  

Key Questions 

In Summary, What has the Review Found? 

What is the Proposed Timeline for Implementation of Recommendations? 

How Will the Programme be operated in the Future? 
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In conclusion, this review has provided detailed analysis and information on the objectives, 

relevance, rationale, efficiency and effectiveness of the DTS. The review has made a number 

of recommendations to improve the management and delivery of the service and has 

presented numerous findings in assessing the programme. On foot of these findings and 

recommendations, the following implementation plan should be implemented. This will 

require a collaborative effort between DTTaS and the RSA with the aim of improving the 

programme so that improved value for money is achieved.  

To ensure the implementation plan is effectively carried out, the DTTaS’s Strategic Research 

and Analysis division will undertake an assessment of the implementation of 

recommendations from this review in 2018 and 2019 as part of the Quality Assurance (QA) 

process. The QA process is a process through which Departments and agencies ensure that 

they are in compliance with the Public Spending Code. In-depth checks are carried on a 

selection of the Department’s programmes for an assessment of specific issues.  

 

Recommendation 23 – In-Depth Check by DTTaS 

The DTTaS an assessment of the implementation of recommendations from this review in 

2018 and 2019 as part of the Quality Assurance (QA) process. 
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Implementation Plan (more details are in the relevant recommendations) 

Mid-2017 
 

The RSA to have recalculated the national average waiting 

times for the driving test. 

 

End-2017 
 

The RSA to design and put into operation a methodology for 

allocating direct, indirect and Estate Costs to each test centre. 

 

End-2017 
 

The RSA to finalise a methodology to determine the costs and 

unit costs relating to specific test categories. 

 

End-2017 
 

The RSA and other relevant bodies to begin collecting and 

publishing information on license type, driver’s level of 

experience, and cause of collision, for all drivers involved in 

fatal or serious collisions.  

 

Q1 2018 
The RSA to develop a demand forecasting model for driving 

test applications 

Mid-2018 
 

 

The RSA to conduct to conduct a review of the delivery 

requirements of the DTS, including a cost-benefit analysis of 

identified options. 

 

End-2018 
 

Following the RSA’s review, DTTaS to undertake a policy 

review of DTS including the possibility of outsourcing the DTS. 

 

End-2018 

A focused evaluation of the EDT and IBT programmes 

assessing the impact of the programmes on road safety, 

pass/fail rates and attendance rates. 

 

2018 and 2019 
 

DTTaS to carry out assessment of the progress made in 

implementing this recommendation of this review. 
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Appendix A: Literature Reviews and International Comparisons 

A.1 Previous Analysis of the DTS: Value for Money & Performance Reviews 

This section provides a detailed overview of previous value for money and performance 

reviews of the DTS. These reports carried out in depth analysis of certain elements of the 

DTS, highlighting its performance in terms of effectiveness and efficiency, as well as making 

recommendations to further improve the service. 

A.1.1 Report on Value for Money Examination – The Driver Testing Service, 

Comptroller and Auditor General, 1999 

Focusing on the period 1995 – 1999, the Comptroller and Auditor General’s (C&AG) report 

in 1999 was undertaken to assess how efficiently the DTS was being managed and delivered 

by the Department of the Environment and Local Government (DELG). There were four main 

elements examined within the scope of the report:  

1. Uniformity of the Driving Test;  

2. Waiting Times;  

3. Managing the Supply of Driving Tests; and  

4. The Cost of the Driving Test.  

The methodology used was to compare outputs for specific metrics related to these 

elements against set performance targets or targets benchmarked against similar metrics in 

Northern Ireland and Great Britain. The report presented eight key findings and thirteen 

recommendations for improving efficiencies. 

Uniformity of the Driving Test 

The report found that there was a wider variation in pass rates than expected. Furthermore, 

the national pass rate of 57% in 1998 was at the low end of the expected range of 57% – 

60%100. On the high variation in pass rates, the report noted that the rates varied by test 

centre from 47% in Gorey, to 71% in Sligo; both a significant deviation from the national 

pass rate. However, the variations in pass rates appeared to be linked to geographical 

regions with rates in the three Eastern regions below the average pass rate while regions in 
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 This range was provided by the Chief Tester based on the results of 2,000 tests carried out annually by 
supervisory examiners to check the application of the test procedures.  
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the West were generally above the national average. This report notes that the trend had 

been observed in years previous to 1998.  

The report suggested that this regional difference may be due to different standards of 

testing being applied in different regions and listed several factors which could be 

combining to produce this variance. These included: different testers applying different 

standards to marking; delays in applying new procedures to ensure common standards; 

curtailment of refresher courses for examiners due to increased demand and wait times; no 

set standards for driving tuition; and variation in features available on some driving test 

routes. The report also noted that a Theory Test had yet to be introduced, despite being 

required by an EU Directive from 1991. 

Waiting Times 

The report noted that despite carrying out almost 150,000 tests in 1999 there was still a 

waiting list of c. 87,000 applicants. The report also found that while applications had 

increased for the 1995 - 1999 period, the number of test delivered was not changing in line 

with this. Furthermore, the 1999 performance target of 95% of applicants having their test 

within 15 weeks was not met, with the average waiting time for all centres in excess of 30 

weeks at the beginning of 1999. This did improve throughout 1999 and the DELG expected 

the longest wait time at any centre to be cut by 10 weeks in 2000. 

The report noted that examiners were appointed to “headquarter centres and travel out to 

non-headquarter centres to conduct tests on a regular rotational basis”. The examiners 

were not deployed to “maintain reasonable consistency in waiting times between test 

centres”. Therefore the report stated that there was scope for reducing waiting times, 

particularly in the centres in Dublin, “by the deployment of testers based on the demand for 

tests in each centre, with testers travelling out to other centres only as the need arises”. 

Managing the Supply of the Driving Test 

The report highlighted several factors it believed to be responsible for the slow response to 

rising driving test applications. These were: lack of a demand-forecasting system; resistance 

from the driving testers’ representative association (i.e. IMPACT trade union) to DELG’s 
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proposed recruitment of additional examiners on a temporary contract basis101; and a delay 

in the recruitment of additional examiners.  

Staff productivity was assessed by reviewing staff utilisation rates102 and the average output 

per tester. A theoretical maximum number of tests delivered annually per examiner (2,061), 

was calculated and used to compare against actual output. The DELG’s own target rate was 

increased from 1,716 to 1,847 tests per examiner in November 1998 with additional tests to 

be delivered by scheduling tests during lunch hours, reduced time spent on administrative 

work and time allowed for travelling to other centres.  

The actual number of tests delivered in the period 1995 – 1999 remained below DELG’s 

target levels and the report sought to examine why this was the case and what 

improvements could be made. In addition to the factors noted above, the supply of the test 

was impacted on by cancelled appointments (by both the applicant and DELG), ‘no shows’ 

and candidates unprepared for the test.  

Recommendations included: changes be made to the current staff headquartering and 

rotation arrangements; realistic targets for waiting times should be set and revised 

regularly; and the DELG should set targets for maximum and average waiting times. 

The Cost of the Driving Test 

The report outlined the cost of providing a driver testing service and noted that the cost to 

the Exchequer of IR£4.5m in 1998 was a 31% increase on the 1995 figure. The unit cost had 

also increased over the same period by 21%103. The report stated that there was scope for 

“considerable cost savings” through better management of travel and subsistence payments 

as well as revising headquartering arrangements. The report went on to outline how by 

amending the allocation of examiners to test centres based on operational need, 200 

additional tests could be delivered while also reducing the unit cost by 8% by saving 

IR£290,000 in travel and subsistence payments. 
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 The Department’s proposal in 1996 was eventually agreed to by the association in 1998. 
102

 Average output per examiner expressed as percentage of maximum possible output. 
103

 1998 unit cost of driving test was IR£37.60 
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Further potential savings were identified which could be achieved by making changes to the 

rotation of examiners between test centres104 and how visits to test centres by supervisory 

examiners were organised. The report did recognise that such reform would need to take 

into account industrial relations considerations. The report also examined the fee structure 

of driving tests, noting that test fees were not meeting unit costs; however no alternative 

pricing structure was proposed.  

The report noted in its recommendations that the option of closing test centres should be 

considered, taking into account customer service, route design and cost factors. 

Recommendations were also made advocating that the DELG should monitor and report on 

movements of both unit costs and waiting times, at national, regional and test centre level, 

on a regular basis to “establish the effects on efficiency of changes in the management of 

the service or in scale of the service provided”. 

A.1.2 Report on Value for Money Examination – Driver Testing in the Road Safety 

Authority, Comptroller and Auditor General, 2009 

The 2009 C&AG report examined the DTS following outsourced testing to deal with the 

significant backlog of applicants waiting for their test. In particular, the report reviewed the 

“adequacy of the RSA’s contract development and management procedures in respect of 

the contracts for outsourced tests” and “the overall efficiency of the DTS and the systems 

put in place by the RSA to manage the organisational performance to facilitate oversight by 

the Department [of Transport]”. The scope of the report was limited to the systems, 

practices and procedures employed by the RSA to manage the delivery of tests and 

therefore did not extend to the internal procedures of the contractor. 

The report assessed these two areas for the period 2006 - 2009, during which two 

consecutive contracts were in place to provide a specific number of driving tests. The first 

contract was signed in July 2006 by the DoT, prior to the establishment of the RSA in 

September 2006. This first contract was for a minimum 40,000 tests to be conducted at 

€77.26 per test. The second contract signed in June 2007 by the RSA was for a minimum of 

100,000 tests at a cost of €80.26 per test. The contracts also made provisions in the areas of 

customer service, test centre standards and computer standards. 
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 To ensure repeating candidates do not get the same examiner as from their previous test. 
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The main findings from this report focused on the Consistency of the Test and Analysing 

Pass Rate Differences between the RSA and the contractor’s examiners. Other findings were 

presented under the following headings: Test Delivery; Driver Testing Output; Contract 

Management; Management Information; Cost Recovery; and Oversight. 

Consistency of the Test and Pass Rate Differences between the RSA and the contractor’s 

examiners 

The report found a high level of variation between the pass rates for tests conducted by the 

RSA compared to those conducted by the private contractor. The RSA national average was 

49% compared to 62% for contract examiners. This variance was also observed at test 

centre level, with RSA test centres ranging between 39% and 60% for average pass rates, 

while the same range for the contractor’s test centres was 51% - 77%. The report noted that 

the RSA had not conducted procedures that ensured valid pass rates at the contractor’s test 

centres and furthermore, the RSA had not met its targets for examiner supervision. 

The report also assessed pass rates at examiner level, finding that the average pass rates 

ranged from 23% to 69% for RSA examiners and 37% to 83% for contractor examiners. Forty 

of the contractor’s 50 test centres contained examiners whose average pass rate varied by 

more than 10% from the average pass rate of the centre. In comparison, the RSA only had 

this deviation at 33 of their 50 text centres. 

Recommendations included improved use of existing management information to identify 

such variations in driving test results, in particular to compare results across test routes and 

detect any pattern of faults observed by individual examiners which could inform “follow up 

action” such as increased supervision or training. The report also identified improvements 

which could be made in increasing examiner training and also measures taken to address 

undesirable levels of pass rates variance such as publication of standard procedures and 

guidelines for examiners, up to date Rules of the Road and introduction of the Approved 

Driving Instructor (ADI) scheme. 

Test Delivery and Driver Testing Output 

The RSA’s target for delivery of tests was within 10 weeks of application and although 

applications doubled between 2005 and 2008, the RSA succeeded in meeting this demand 

and clearing the historical backlog of applicants. By the end of 2008 the average waiting 
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time was 8.6 weeks. This was achieved in part by increased use of overtime within the RSA 

and the use of the external contractor to deliver additional tests. 

The Department of Transport had adopted a target of 1,550 tests per examiner to be 

delivered per annum during its time operating the DTS (2002 – 2006). However, the report 

found that the RSA did not adopt a target for tester output, nor did it monitor this metric. 

The report did note that while there was no target, the RSA examiners were almost hitting 

the 1,550 target in 2006 before output fell in 2007 and 2008. 

Contract Management  

The report provided the results from a supervision exercise, conducted by the RSA in 2007, 

to assess the quality of the tests delivered by the contractor. The exercise identified 

potential issues in terms of pass rates and the marking of the tests. One of the findings 

showed that in 18% of outsourced tests observed by RSA supervisors105 in early 2007, the 

supervisor and examiner disagreed over the test result. This figure fell to 7% by the end of 

2007 following further training and supervision. However, the report noted that this led to 

additional costs being incurred by the RSA. 

As part of the report’s recommendations for contract management it advises future 

contracts should be more specific in relation as to how the quality of the service will be 

assessed, with clear performance indicators, targets and methods for monitoring 

performance. Furthermore, future contracts would need to include mechanisms to deal 

with any failure to meet set targets.  

On a more positive note, the report did highlight the practices and systems operated by the 

external contractor which could be adopted by the RSA and how these practices had been 

fed into the design of the ICT system for improving administrative processes and 

management information.  

Management Information 

The report found that the RSA “did not have a well-developed management information 

system” but it expected the new ICT system to facilitate improvements in this area. The 

report also highlighted that metrics such as unit cost of test delivered, output at examiner-
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 2,000 outsourced test observed by RSA supervisor.  
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level, customer satisfaction and the results of supervised tests were not generated for 2007 

or 2008. To better facilitate the evaluation of efficiency and effectiveness in the DTS, the 

report recommended the “development and reporting of a core set of indicators covering all 

aspect of performance”.  

Cost Recovery and Oversight 

The funding gap for the DTS in 2008 was just below €24m; fee income was €18.20m but 

costs of €42m were incurred in providing c. 470,000 driving tests. The test fee was increased 

to €75 in April 2009 as a result of this. Recommendations focused on ongoing monitoring of 

unit cost per test delivered and tracking the funding gap, as well as comparing these figures 

with other jurisdictions and with the outsourced tests. 

In terms of oversight, the report noted that by early 2009, despite the DoT having 

responsibility for oversight of the RSA, a service level agreement between the two entities 

had not been arranged despite being provided for in the 2006 Road Safety Act. 

Conclusions 

The overall conclusion from the 2009 C&AG report was that the RSA had been successful in 

reducing waiting times and clearing the waiting lists for driving test applicants, particularly 

as the RSA stated that it had inherited a number of legacy issues when taking over the DTS. 

However, the report also raised concerns in terms of the consistency of test delivered and 

the monitoring of certain performance metrics. Improved information management was 

identified as key to improving the overall quality of the DTS. 

 

A.1.3 Option Appraisal for the Future Delivery of Driver Testing Services in 

Ireland, DKM Economic Consultants, 2011 

In 2011 the DoT commissioned FPM Accountants and DKM Consultants to undertake an 

options appraisal exercise to assist in determining whether the DTS should “continue to be 

directly delivered by the RSA, outsourced by the RSA to a service delivery partner, or 

whether some combination of the two models is appropriate or practicable”. DKM 

approached this by first providing an overview of the current organisation of driver testing 

and how that system had evolved and developed, particularly since the establishment of the 
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RSA. The consultants then considered how the DTS may change in the coming years with 

cost and demand forecasts presented for the period 2011 -2015.  

To examine the potential cost of the delivery of the service if it was outsourced the 

consultants investigated similar delivery models in other jurisdictions and also carried out a 

survey on three private companies who agreed to provide information on the likely costs 

associated with delivery of the DTS. The consultants could then undertake detailed appraisal 

of the different options for delivery of the service, taking into account the RSA’s cost 

structure, possible efficiency projects under the Croke Park Agreement and possible costs of 

having the service delivered by a private operator. 

Progress Made by the RSA 

In terms of progress made by the RSA since its establishment, the report focused on test 

delivery and the cost of providing the driving test. The report noted that there had been 

“significant improvements” both in terms of road safety and in also in terms of driving test 

delivery, highlighting the backlog of applicants and long waiting times the RSA inherited 

when the service was transferred to it. Referencing the 2009 C&AG report, the consultants 

noted that more recent test delivery figures have shown that the RSA continued to achieve 

its waiting time targets with the national average waiting time less than 10 weeks for 2010. 

The report stated that as many long-standing issues in relation to test delivery had been 

addressed, the RSA had been able to begin to focus more on the cost-effectiveness of the 

service. The report presented details of the key financial indicators for the period 2007 – 

2010, while noting that these figures were against a “very volatile and changing backdrop”, 

with 2010 being viewed as “the first year the RSA might consider ‘typical’ going forward”. 

The report found that the total cost of running the DTS fell by over 29% between 2007 and 

2010 with the unit cost of the test falling by just over 9%. This reduction was due to a 

significant drop in staff-related ‘direct costs’ following the clearance of the backlog in 

candidates awaiting their test. These direct costs fell from €16m in 2007 to €9.8m in 2010. 

The report detailed the reduction in driver testing staff numbers due to retirements, 

recruitment freezes as well as organisational and technical changes allowing redeployment 

of staff. However, non-staff-related ‘indirect costs’ actually rose in this period from €2.2m in 

2007 to €3m in 2010.  
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Estate costs, borne by the OPW rather than the RSA, had remained constant for the period. 

The report also advised that “greater than half of the lease costs borne by OPW on behalf of 

the RSA are longer term commitments in excess of 10 years and it is therefore a 

consideration that no matter whether or not RSA or an outsourced operator requires the 

use of these locations in the future, the cost will continue to be carried by the Exchequer”. 

The then very difficult rental market conditions were also noted as a factor, as also was no 

alternative demand for the premises by a public sector body. The driving test funding gap 

was also investigated by DKM who found that despite substantial advancements in closing 

the gap from cost savings and increased fees; a funding gap of c. €3.3m remained in 2010.  

The Outlook for the RSA 

The report presented the RSA’s forecasts for period 2010 – 2015 in relation to direct and 

indirect costs. The projections were for total costs to fall by 8.5% over the five-year period, 

with reductions in both direct and indirect costs expected. Total unit costs were estimated 

based on the RSA’s predicted increase in tests delivered and the result was an expected fall 

of 18% for the period. The consultants noted that the outlook for RSA costs in this period 

would include a number of cost cutting proposals which are “subject to agreement with the 

unions” but other proposals related to efficiency would not necessarily result in overall cost 

saving as “there will be no corresponding reduction in staff numbers”. 

Both the RSA and DKM provided demand forecasts, with the RSA assuming the number of 

tests delivered will increase from 144,556 in 2010 to 155,000 in 2011 and then remain at 

161,300 from 2012 to 2015106 (see Section 5.9 for comparison with actual levels of tests 

delivered). DKM constructed an econometric model with a “dummy variable” to take 

account of policy-induced peaks in demand to provide three alternative scenarios, based on 

different migration patterns, for demand forecasting. Under the most “optimistic” model for 

migration and population changes it was expected that test applications would be 

maintained at or just below 2010 levels or increase modestly in the longer term. 

Furthermore, under the “base” and “pessimistic” scenarios, DKM projected a decline in test 

applications between 2010 and 2015, and after a one-year peak in 2017, continued decline 

                                                      
106

 The assumptions made for the RSA’s forecast are not provided. It would appear unrealistic that tests 
delivered would remain at such a consistently high level given factors that influence the number of 
applications in a given year. 
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to 2021. This would have an adverse effect on the unit costs “unless mechanisms were in 

place to enable the RSA to respond quickly to changes in demand” such as redeploying staff 

and redirecting resources away from testing. In all DKM scenarios the unit cost would 

increase compared to the RSA’s assumptions and a significant funding shortfall would 

remain. The RSA summarised that “it would appear that demand could be the single biggest 

influencer over unit costs and funding gap for the RSA going forward”. 

The report notes that there has historically not been a demand forecasting model in place 

for the DTS and that there are difficulties in predicting future demand given the link 

between age and applications in Ireland is weaker than in some other countries. 

The report references an earlier report on rationalisation of test centres and investment in 

key locations, noting that the full implications of such a programme are complex and would 

require revisiting given DKM’s demand forecasting. Even taking that into account, the 

estimated cost savings of such rationalisation, assuming rapid implementation, was 

€430,044 per annum. However, as these test centres would remain leased by the OPW, the 

underlying cost would continue to fall to the OPW and therefore ultimately the Exchequer.  

Outsourcing 

The report examined outsourcing the DTS by seeking cost comparisons from the private 

sector and also conducting analysis of the public sectors proposals for retaining the service. 

The former entailed the consultants approaching a number of operators who had 

international experience of providing the type of services under consideration. It must be 

noted that the main aim of the exercise was to seek estimated costs that were broadly 

representative of what would be required to run such a service – no detailed technical 

proposal formed part of the study.  

The private sector operators proposed a range of fee structures under sensitivities 

prescribed by DKM. According to the report “the operators were able to propose a fee 

which, even after being grossed up for VAT is still significantly lower than the RSA fee of 

€85”, leading to a potential annual surplus on the delivery of driving tests of €4.4m. 

DKM stated that overall, the operators “provided information which illustrated and 

supported their claims regarding quality of service and standards enforced”. It noted 
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however that the RSA’s overriding focus is on saving lives, not cost efficiency, and while 

private contractors would have contractual obligations to maintain standards of quality, 

they will be motivated by commercial factors This could potentially impose a high cost on 

society.  

The report also undertook a comparison between the DTS being retained or outsourced, 

which found that on a unit cost basis the private contractors could deliver a more efficient 

service, taking into account the Croke Park Agreement. DKM also noted that the RSA faced a 

“down-side risk” if demand for tests started to decline and thus this risk could also be 

outsourced with the outsourcing of the DTS. However, the report goes on to note that two 

major factors need to be taken into account when considering these cost savings: 

1. RSA estate costs are largely in the form of long-term leases held by OPW. As the OPW 

would continue to bear these costs until the expiry of the leases, any rationalisation 

of the estate by an outsourced provider would not generate significant cost savings in 

the short-term; 

2. In a scenario where an outsourced service is procured, and where the staff do not 

elect to transfer across to the private operator but exercise their right to remain in 

the public sector, then these staff costs remain a public sector expense. 

The report also provided a summary of test delivery models in comparable countries to 

Ireland to determine if there were examples of the service being outsourced, with Finland 

and Ontario, Canada identified as two jurisdictions in which outsourcing had occurred while 

the majority of delivery models were under state provision. 

Conclusions and Recommendations 

The report acknowledged the progress and improvements made by the RSA while also 

stating that there were still potential benefits in exploring the possibility of private 

operators delivering the DTS, with the NCTS and Theory Test cited as examples of private 

operators carrying out similar public services. The report also stated that further exploration 

of outsourcing should be undertaken with a more rigorous set of assumptions and costs 

than those utilised in the report.  

A more immediate step suggested in the report was for the RSA to further examine its 

internal costs for greater savings from delivering the DTS and seeking to close the funding 
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gap (which is also particularly sensitive to demand forecasts) which appear optimistic based 

on DKM’s projections. The report also proposed, as an urgent priority, that the RSA should 

consider rationalisation of the test centres in the context of “at best stable and quite 

possibly, reduced demand levels in the short to medium term”. 

A.2 Components of the Driving Test: Irish & International Research 

This section of the literature review provides an overview of some of the research 

undertaken in relation to the delivery, validity and effectiveness of the driving test. This 

section also looks briefly at the components of the test in Northern Ireland and in Britain.  

A.2.1 The “Towards European Standards for Testing” (TEST) Project  

Driving Test Content 

Much of the recent research on driver testing both in Ireland and at an international level 

follows on from recommendations made in the TEST project report which was published in 

2005107 by CIECA, the international driver testing organisation. 

The TEST Project was an analysis of the contents, location and duration of the practical 

driving test for obtaining a category B driving licence. The overall objective was to consider 

how the number of accidents and fatalities, especially amongst novice drivers could be 

reduced. The TEST project brought together representatives from six national driver testing 

authorities (Austria, France, Great Britain, The Netherlands, Spain and Sweden) as well as 

scientists from three different scientific organisations108 and CIECA.  

 

Validity – Predictive vs Content Validity 

The TEST Project’s report considered issues in relation to the contents of the test and the 

validity of the test. The report recommended that more reliance be placed on content 

                                                      
107 Towards European Standards for Testing (TEST), CIECA, 2005.  

108
 Baughan, C., TRL (Transport Research Laboratory), England; Gregersen, N.P., VTI (Swedish National Road 

and Transport Research Institute), Sweden; Hendrix, M., and Keskinen, E., Psychology Department of Turku 
University, Finland and CIECA (International Commission for Driver Testing Authorities) 
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validity, which concerns the coverage of the test and the training it induces109, rather than 

predictive validity110.  

The report also stated that in order to assess content validity it is desirable to have a clear 

theoretical view on the driver task and the goals of driver training. The main 

recommendation from the TEST Project report was that that the hierarchical Goals for 

Driver Education (GDE) model would be a suitable format for assessing the validity of a 

driving test’s contents. The model is briefly explained below. 

A.2.2 The GDE Matrix – a framework for Driver Education and Testing 

The GDE matrix was designed to provide appropriate framework for driver education and 

testing. The GDE framework has been widely acknowledged within the European traffic 

research community as a useful theoretical starting point when developing traffic education 

structures. The GDE framework includes a matrix which sets out four levels of driver 

behaviour. The two “lower” levels relate to vehicle manoeuvring and mastery of traffic 

situations; the focus of traditional driver training and most driver–testing. The third and 

fourth levels of the framework; “Goals and Context of Driving” and “Goals for Life and Skills 

for Living”, are areas where further research is currently being carried out. Section 3.9 of the 

TEST Project report has recommended that improvements to driver testing can be made by 

covering all the cells of the GDE matrix. 

A.2.3 OECD Report – “Young Drivers, the Road to Safety” (2006) 

The OECD report “Young Drivers, The Road to Safety” (2006), refers to the types of crashes 

where young drivers are over-represented. The report refers to various international studies 

that had examined statistics that specifically relate to crashes and younger drivers in the 

areas of (i) Single Vehicle Crashes, Loss-of-Control & Turning across Oncoming Traffic, (ii) 

High Speed Crashes, (iii) Time of the Day, (iv) Fatigue, (v) Alcohol & Drugs and (vi) 

Passengers (i.e. accompanied young drivers).  

                                                      
109

 “A test would be judged to have good content validity if it (a) covered all aspects of driving known or judged 
to be relevant to its objectives or (b) induced adequate training and practice in all these aspects even if they 
did not feature in the test itself” (Baughan, 1998). 

110
 On the subject of predictive validity the report refers to the work of McDonald and McKnight (Macdonald, 

1988; McKnight, 1992) which found that the ability of driving test results to predict accident liability is 
impaired due to the difference between performances during a test and post the test. 
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Attempts have been made to reduce accidents where young drivers are liable by adjusting 

the contents of the test as referred to above (e.g. the testing of Hazard Perception and 

Hazard Management and the testing of Independent Driving as part of the test). As 

highlighted in the OECD report the majority of accidents for young people, apart from lack 

of experience, relate to behaviour. Hence the ongoing research into finding valid methods 

for assessing self-awareness and facilitating self-assessment. 

A.2.4 Drivers at Work  

The European Transport Safety Council's 2015 “Preventing Road Accidents & Injuries for the 

Safety of Employees” (PRAISE) 111 project addressed the safety aspects of driving at work 

and driving to work. This report highlighted risk factors particular to young drivers and also 

cited key factors that impact upon drivers at work such as speed, fatigue, stress and 

distraction.  

One of the recommendations in the report was that a specific module be offered as part of 

the initial driver training process to cover “driving for work”. Between 2008 and 2010 the 

British Royal Society for the Prevention of Accidents (RoSPA) conducted a “young drivers at 

work” study among employers that have young staff (i.e. 17-24 years old) that drive as part 

of their job. Two of the main findings were that 60% of employers surveyed felt that the 

current system of driver training and testing was either “not at all adequate” or “not very 

adequate” for preparing young drivers to drive for work. Furthermore, developing safer 

driver attitudes, driving in different conditions, enhanced hazard perception and motorway 

driving were the top issues employers would like a post-test qualification to include.  

 

 

 

 

 

                                                      
111

 PRAISE, (2015) http://etsc.eu/wp-content/uploads/ETSC_praise_young_drivers.pdf  

http://etsc.eu/wp-content/uploads/ETSC_praise_young_drivers.pdf
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Appendix B: Current and Future Developments in the DTS 

This appendix provides brief overview of recent and future developments being trialled or 

considered for the DTS, it draws upon the literature review of the 2014 Competence 

Assurance Solutions (CAS) Report which was commissioned by the RSA. In order to keep the 

DTS up to date and in line with international best practice, the RSA has considered running 

pilot programmes or introducing amendments or additional components to the DTS. 

B.1.1 2014 Competence Assurance Solutions (CAS) Report  

One of the most important resources for evaluating potential changes to the DTS has been 

the 2014 CAS report112, which was commissioned by the RSA. The report reviewed 

international best practice in driver assessments and made recommendations for further 

investigation. The report covered seven main issues in relation to the driving test:  

 Basic Control 

 Contextualised Driving113 

 Length of the Practical Assessment 

 Who can Accompany Candidate on a Driving Test 

 Hazard Perception Testing During the Practical Assessment  

 Independent Driving114 

 Eco-Safe Driving115 

The following section summarizes the issues raised in the CAS report and the current 

position in relation to recent and proposed reforms to the driving test in Ireland. 

Basic Control  

The CAS report indicated that the main difference between jurisdictions in terms of the 

driving test was whether the test is competence-based or fault-based. A 2011 CIECA 

                                                      
112

 A Review of Best Practice Approaches to Driver and Rider Assessment, CAS, 2014. 
113

 Driving in a number of different situations (in cities, on straight roads, on roads with bends etc.) This allows for the 
examiner to assess the candidate’s ability when faced with a range of driving situations. 
114

 The aim of testing “Independent Driving” is to assess how a candidate might drive when alone in the car without 
supervision from a driving instructor. This is done, by removing the stream of instructions for a portion of the test. 
115

 “Eco Driving is a way of driving, which contributes to reduce fuel consumption, the emission of greenhouse gases and 
accident rates. It is an adapted driving style, which best fits modern engine technology. 
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report116 found that an equal number of CIECA member countries117 used one or the other 

approach. The review detailed the strengths and weaknesses of each of these approaches. 

The CAS report noted that one of the weaknesses concerning the error-based system is that 

has been suggested that this method may not be appropriate for testing “higher–order 

skills” (Reitman, 2011). One of the weaknesses of the competency-based approach is that 

subjectivity may be an issue when it comes to marking the driver’s abilities. A high level of 

quality assurance would be essential. The CAS report also highlighted issues relating to 

additional costs involved in training and implementation.  

The CAS reported concluded review suggests that the options for making the driving test 

more competence based would be considered in the next phase of the review process. 

Current RSA position and future developments 

Ireland is not seeking to change its current arrangement whereby the driving test is 

examined on an error-based approach.  

Contextualized Driving 

Testing in a variety of contexts (e.g. driving in built up area, driving on straight roads, roads 

with bends, driving on motorways/dual carriageways) allows for more accurate assessment 

of the candidates’ driving skills and preparedness for driving in varying traffic conditions. 

There are three different approaches that can be applied to test the candidates’ abilities; (i) 

use of fixed routes, (ii) the driver tester is allowed some freedom in selecting routes and (iii), 

the driver tester has complete freedom to choose the driving route. The CAS report notes 

that the best practice research indicates that countries are moving away from using fixed 

test routes to allow the examiner some freedom in selecting test routes whilst maintaining a 

range of contexts that must be covered. 

                                                      
116

 CIECA, (2011), Assessment Workshop Report, Brussels November 2011: Its main aims were to explain the 
differences between the two systems, the fault-based one and the competency-based one, highlighting their 
advantages and disadvantages and explaining and reviewing the work carried out. 
117

 CIECA 2011/12 Annual Report noted that CIECA had 56 members from 36 countries, covering almost all of 
Europe, and was also represented in Tunisia, Canada and the United States of America. 
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The CAS report concluded that, as of 2014, it was unclear as to how the move towards a 

more ‘holistic’ approach for the assessment process could be introduced to the Irish testing 

services. It was noted that the cost of introducing this would need to be considered. 

Current RSA position and future developments 

Ireland currently operates a fixed-route approach to the driving test and we are not aware 

of any prospective change to this arrangement. 

Length of the Practical Assessment and Validity of the Driving Test 

The CAS report refers to research carried out by Henriksson et al (2004) which advises that 

the length of the test can affect the reliability and the validity of the test if the driver tester 

does not have sufficient time to assesses the candidate’s driving abilities. 

The 2005 TEST report concluded that it is difficult to test all items required by the Third EU 

Directive in the minimum time as set out in the Directive. A survey of driver testers in the 

CIECA TEST report indicated that they would like more time to assess their candidates. 

Additional time would allow for more confidence in their final assessment, in particular 

when testing more complex tasks and where extra requirements are added to the test such 

as hazard perception and/or independent driving. A report issued by CIECA (CIECA, 1998) 

suggests a minimum of 35 minutes net driving time for categories B and BE (i.e. car).  

Current RSA position and future developments 

The current net driving time on the road for the driving test in Ireland is as per the minimum 

requirements as set out in the Third EU Directive. 

Accompanying a Candidate on the Driving Test 

The CAS Report notes that in countries such as The Netherland, Austria, Finland and Spain it 

is mandatory for the driving instructor to accompany the test candidate. In some countries 

such as Bulgaria the driving instructor is a member of the “testing Commission” and they 

play an important role in the adjudication of the candidate. In countries such as the UK and 

Northern Ireland the presence of an observer, such as a parent or a friend or the instructor, 

is allowed. 
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Current RSA position and future developments 

Passengers other than the driver test and /or RSA officials are not permitted to accompany a 

candidate in the vehicle during the practical test. We are not aware of any proposed 

changes to this current position.  

Hazard Perception Testing during the Practical Assessment 

The CAS Report notes a number of studies118 that found that age and experience are 

important factors when it comes to accident liability and that young/new drivers have 

inferior “search” strategies. These reports are summarised below. 

The Cohort study (1997)119 found that driving examiners’ assessment of errors of awareness 

and anticipation made on test was predictive of accident liability for both male and female 

drivers. The work of Greyson and Sexton (2002) indicates that hazard perception which is 

related to experience is also associated with accident involvement and is capable of 

improvement with training.  

The CAS report refers to the work of Emerson (2008) and Fitzgerald and Harrison (1999) 

who highlight the concerns over the lack of integration between the theory and practical 

test. Fitzgerald and Harrison recommend that assessment of knowledge and hazard 

perception would be better tested on the road, taking into account real life situations. 

Helman, Grayson and Parkes (2010) in their review of the effects of experience, training and 

limiting exposure on the collision risk of new drivers, and highlight that there was a lack of 

overlap in the training (pre-licence) and transfer post-licence contexts. It suggested that the 

approaches to hazard perception, at the time of the test (from the research referred to in 

the report) did seem to show promise in lowering collision risk. 

The New Zealand graduated licence system caters for hazard perception as part of the 

practical test. In the Full Licence Test (FLT),120 applicants have to demonstrate higher order 

skills in hazard detection and response while at the same time maintaining safe driving 
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 Maycock & Forsyth (1997), Maycock (2002), McKnight (1996 & 2003) 
119

 Cohort I: A Study of Learner and New Drivers, (Forsyth, 1992a, b; Forsyth et al., 1995; Maycock and 

Forsyth, 1997), Department of Transport, UK. 

120
 Full Licence Test guide (class 1) Version 2 June 2014 -  

 http://www.nzta.govt.nz/assets/licence/photo/docs/full-test-guide.pdf  

http://www.nzta.govt.nz/assets/licence/photo/docs/full-test-guide.pdf
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behaviours across a wide range of traffic situations and road conditions. During each of the 

eight assessable driving tasks in the FLT, the applicant is also required to verbally describe (in 

a few simple words), as they undertake tasks, the hazards and their actions in response to 

those hazards. 

Some research indicates that delayed commentary, which avoids interference during the 

task, may be best practice (Helman, 2008).  

Current RSA position and future developments 

The practical test, whilst it includes questions on hazard awareness it, does not currently 

include a specific test for hazard perception. We are not aware of any plans to amend the 

driving test to include hazard perception.  

Independent Driving 

CAS notes studies carried out in the 1990s in Great Britain (Forsyth, 1992; Forsyth et al, 

1995, Maycock & Forsyth, 1997) found that, once differences in annual mileage had been 

statistically adjusted for, the accident liability for 17-18 year olds was 40% higher in their 

first year of driving compared to their second. In 2007 CIECA published a report on 

independent driving in the Category B (car) practical driving test which suggested that 

making the test more realistic provides examiners with the opportunity to better assess core 

driving skills.  

Hutchins (2008) refers to other more recent studies that show a similar pattern as those 

carried out by the Forsyth and Maycock studies referenced above. Hutchins stated that the 

“transition to solo driving poses new challenges to novice drivers including: 

 Overcoming limited experience of situations; 

 Having to cope alone with road and traffic situations and to navigate independently – 

which involves the higher order cognitive processes involved in decision making and 

which may impose a high workload on drivers who are still relatively inexperienced 

at the basic control skills; 

 Being free of supervisory control and therefore (a) more susceptible to the influences 

of journey type and personal characteristics, and (b) dependent on self-evaluation 

rather than on feedback from the instructor or supervising driver”. 
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Several jurisdictions had already included independent driving in their practical test, 

including The Netherlands, Spain, Western Australia, France, Sweden, Austria and the UK.  

The UK introduced independent driving as part of its practical driving test in 2010. In 2014 

the Driving and Vehicles Standards Agency (DVSA) in the UK published a report on the 

evaluation of independent driving in the UK121. Outlining the results of a survey of test 

applicants and examiners, the report concluded that overall, the introduction into the 

practical test was a change for the better and that the new tasks were widely accepted by 

the learners and the driving instructors. When learners were requested to put forward 

suggestions for further improvements in the test, they indicated that that they would like to 

have the independent driving extended. The DVSA have advised that they are proposing to 

increase Independent Driving time from 10 to 20 minutes with use of Sat Nav.  

Current RSA position and future developments 

Independent driving, whilst it is covered in the EDT syllabus, it is not currently part of the 

Driving Test. The RSA has advised that a pilot programme has been initiated in which 

independent driving is included as part of the practical test. 

Eco-Safe Driving 

CAS notes that in 2007, CIECA122 published a report on Eco-Driving, stating that the core 

techniques of this driving style are “smooth, consistent driving, looking far ahead and 

avoiding unnecessary braking and stops” and “changing gears at relatively low rpms and 

driving in the highest gear possible”. 

Recommendation 3 of the CIECA report suggested that “the techniques which are taught 

should be specially designed for learner drivers (providing the best possible return in terms 

of environmental benefits but avoiding techniques and messages which could increase 

accident risk). Trip planning is an important driving skill which is related to eco-driving and 

thus should also be taught”.  
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 Independent Driving: Evaluation, DVSA, 2014 
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 Internal project on “Eco-driving‟ in category B driver training & the driving test, 2007, CIECA. 
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However, Recommendation 7 of the CIECA report stated that “countries must decide for 

themselves whether or not a safe driving performance in the driving test can lead to failure 

solely because of poor eco-driving techniques”.  

Current RSA position and future developments 

Section 9.3.2 of the EU Directive 2006/126/EC’s Annex II states that driving examiners must 

assess whether an applicant for the driving test related in categories BE, C, CE, C1, C1E, D, 

DE, D1, D1E is “driving economically and in an environmentally friendly way, taking into 

account the revolutions per minute, changing gears, braking and accelerating”. Eco Driving 

Techniques comprises part of Module 1 of the Certificate of Professional Competence (CPC) 

syllabus for Category C and D drivers. 

In terms of category B (Cars), driving in an eco-efficient manner comprises part of the 

Module 2 of the EDT programme for learner drivers with the objective that the learner 

driver “must have a knowledge and understanding of the environmental impact of driving, 

and must be able to demonstrate the ability to drive in an eco-efficient manner”123. 

However, we are not currently aware of any proposals to incorporate eco-driving into the 

practical driving test as its own distinct component. 

B.1.2 RSA Public Consultation 2014 

Following the CAS review of developments in driver testing, the RSA published a 

consultation document in June 2014 entitled: “Proposal for the Reform of the Practical 

Driving Test in Ireland”. The RSA put forward eight recommendations for public consultation 

linked to the CAS report. These recommendations are listed here below together with a 

summary of the 102 responses. 

Increase the Amount of On-Road Driving Time 

EU Directive 2006/126/EC states that the length of the driving and riding tests must be 

sufficient to allow for the assessment of all relevant skills and behaviour. The minimum time 

specified for driving on the road is 25 minutes for A and B categories and at least 45 minutes 
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http://www.rsa.ie/Documents/Learner%20Drivers/Driver%20Training/LDT_syllabus.pdf (Learner Driver 
Training Syllabus Category B; Car and Light Van, RSA) 

http://www.rsa.ie/Documents/Learner%20Drivers/Driver%20Training/LDT_syllabus.pdf
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for the other vehicle categories. Currently the time allowed for the practical test for the A 

and B categories in Ireland is 50 minutes in total, 25 minutes of which must be allocated to 

driving on the road. The RSA’s recommendation was that the duration of on road driving 

would be increased without increasing the total length of the practical test. 

The RSA asked, as part of the public consultation, what aspect of the test could be altered to 

accommodate an increased proportion of the driving test being road driving. The majority of 

the respondents were in favour of increasing the amount of time spent testing the 

candidate’s road driving. Responses also noted that it would allow the examiner adequate 

time to assess all aspects of driving skill, thus increasing the validity of the test.  

Most responses suggest that the rules of the road could be tested elsewhere as part of the 

driving programme either through the EDT or as part of the theory test. Some suggested 

that the total time dedicated to the driving test should be lengthened and that whilst this 

may incur additional costs, the potential for saving lives should be considered.  

Introduce Independent Driving to the Practical Driving Test 

There was a mixed response to the suggestion of independent driving being included in the 

driving test. The main issues revolved around how to deliver the test with independent 

driving in a fair and consistent manner. 

Include the Assessment of Eco-Driving Techniques in the Practical Test 

The questions put forward in the consultation in regard to eco–driving were: 

“(a) eco-driving principles should be incorporated as a fault incurring aspect of the driving 

test contributing to the overall pass or fail of a candidate, or (b) whether feedback on eco- 

driving should be given to candidates at the end of the test but not contribute to the overall 

result of the test”. Most respondents were in favour of introducing either (a) or (b), or both. 

Some noted that the focus should be more on safety rather than the environment.  

Hazard Management Should be assessed in the Practical Test 

The majority of respondents were in favour of introducing hazard perception as part of the 

test. There were some concerns expressed about delayed commentary. Some suggested 

that the practice should be similar to the Hazard Perception test in the UK, which forms part 
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of the theory test. Others pointed out that the vast and complex range of hazards that could 

be encountered on the road network would not present themselves in the time provided for 

the current practical driving test. 

Change the Emphasis of the Oral Portion of the Practical Test to an “Assessment of 

Understanding” 

Most responses were in favour of moving the oral part of the test to the end of the test. 

Some were in favour of carrying out the oral part of the test during the practical test or else 

incorporate the oral part into an “independent driving” section of the test. 

Removal of Oral Part of the Test to Allow for More Emphasis of On-Road Driving  

Most were not in favour of the removal of the oral part of the test. There was a suggestion 

that the format should be based on situational awareness and assessment of understanding 

rather than a set of responses based on quoting the “book”. Some suggested that the 

format for the theory test should be altered to test level of understanding of the rules of the 

road. Others suggested that the rules of the road are not adequately covered in the theory 

test and that more questions related to the rules of the road and road safety should be 

included in that.  

Examiner Feedback after the Driving Test 

Three suggestions were put forward for consultation. The first related to the introduction of 

self-assessment after the result had been issued by the tester. The second referred to 

updating the current feedback method. The third suggestion was the introduction of the ADI 

to accompany the practical test and attend the feedback session.  

There was a mixed response in regard to self-assessment, some stating that it would 

encourage the candidates to increase their understanding of their driving skills. Concerns 

were expressed as to the timing of the self-assessment (before or after the result) and 

whether it would be possible to provide the extra time that would be required.  

Most respondents were not in favour of the current feedback format and several 

commented that the older version was more useful. In particular, ADIs commented that the 

previous feedback form was more comprehensive and, therefore, more beneficial for 

preparing clients for a re-test. With regard to the third option, responders were generally in 
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favour of having the ADI accompany the candidate although some noted that this may 

impact upon ADIs’ ability to provide driving lessons.  

Category C & D Recommendations 

There were two recommendations for consultation for Category C and D driving tests. The 

first refers to the introduction of commentary while driving with emphasis on dealing with 

potential hazards (“detection and response”). The second recommendation refers to a 

number of practical demonstrations taking the example of the UK practical test for the same 

categories. There was a mixed response to both parts of the recommendation. Some were 

in favour of the commentary and some stated that the drivers should be assessed by 

observing their driving rather than providing a commentary. Again, some were also in favour 

of some of the suggested elements to the practical demonstrations and others stated that 

this needs to be tailored to the type of vehicle and should be tested by way of on-the-job 

training.  

Other Comments from the RSA Public Consultation  

A number of responses related to the lack of training and testing for driving on the 

motorways and multi-lane roads. Knowledge of proper lane discipline, how to merge in 

traffic and braking distances required at greater speeds were some of the skills that were 

reported on as being lacking. Responders with experience of driving outside of Ireland 

compared Irish drivers with those from other countries in relation to these competencies. It 

was suggested that whilst the law prohibits learner drivers from driving on the motorway, 

mandatory tuition in motorway driving should be carried out once the driving test has been 

passed. A former Garda with years of traffic-related duties commented that “whilst the 

statistics show that motorways are areas of least accidents when they do occur they have 

the potential to be catastrophic.”  

A number of responses made reference to a need for additional training for different road 

conditions such as wet roads, frost, fog, snow, night driving with the suggestion that a 

controlled driving centre could cater for such training. These comments also align with 

recommendations made by the organisation PRAISE (Preventing Road Accidents and Injuries 

and Injuries for the Safety of Employees) in their report “Managing Young Drivers at Work” 

(2015). 
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In relation to drivers who obtained a driving licence without sitting a driving test, there were 

responses recommending that those who received licenses in the 1979/1980 “driving 

licence amnesty” without ever having to do the test should be should be made take the 

theory test at the very least. 

Recommendation 24 – Hazard Perception and Independent Driving 

RSA to explore further the possibility of including a Hazard Perception element to the Driver 

Theory Test and an Independent Driving element to the practical Driving Test. 

Appendix C: The Driver Theory Test 

Here we provide a brief overview of the legislative requirements for the driver theory test, 

the introduction of the theory test and the current testing process. This section also refers to 

a review that took place in 2014 of the testing and assessment arrangements and its 

recommendations in respect of the theory test in the context of the testing and assessment 

system. A brief comparison is made with the test in Northern Ireland and the UK. 

C.1.1 EU Directives 91/439/EEC and 2003/59/EC  

EU Directive 1991/439/EEC124 requires that citizens undergo a test of their knowledge of the 

rules of the road and motoring legislation as part of the driving test process and sets the 

minimum requirements for the theory test. 

EU Directive 2003/59/EC125 sets out the requirements for the CPC theory test required for 

professional bus and truck drivers which is part of continuous assessment once these drivers 

have passed their initial driving test. The theory assessment for initial CPC consists of at 

least two parts and lasts at least 4 hours. Part 1 consists of questions including multiple-

choice questions, questions requiring a direct answer, or a combination of both. Part 2 

consists of case studies. 

                                                      
124

 The second Directive (91/439/EEC) established the requirement for a theory test.  
http://eur-lex.europa.eu/legal-content/en/ALL/?uri=CELEX:31991L0439 
125

 EU Directive 2003/59/EC – Section 2.2 
  http://eur-lex.europa.eu/legal-content/en/ALL/?uri=CELEX:32003L0059 

http://eur-lex.europa.eu/legal-content/en/ALL/?uri=CELEX:31991L0439
http://eur-lex.europa.eu/legal-content/en/ALL/?uri=CELEX:32003L0059
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C.1.2 Background to the Theory Test in Ireland 

The driver theory test (DTT) was introduced in Ireland in 2001 to supplement the practical 

driving test. Prior to 2001, motorists were not required to undergo a test of their knowledge 

of either the rules of the road or motoring legislation before they applied for a driving 

licence or completed their driving test. The DTT assesses the candidate’s knowledge of 

subjects such as: the rules of the road, risk perception, ‘eco driving', hazard awareness and 

good driving behaviour. The management of the DTT is outsourced by the RSA on a 

contractual basis, currently Prometric. 

Since 2001 the test format and content has undergone several changes. The format for the 

theory test is computer based with multiple-choice questions. Currently the motorcycle and 

car theory test (Categories A and B) consist of 40 questions of which the candidates have to 

answer 35 questions correctly to be successful. Candidates have 45 minutes to complete the 

test.  

For truck and bus tests (Categories C and D) there are two parts to the theory test. Part 1 

requires candidates to answer 100 questions, 74 must be answered correctly in order to 

pass. Candidates have 100 minutes to complete the test. Candidates also have the option to 

sit a combined theory test for categories C and D. For this test, candidates have 140 minutes 

to correctly answer 104 out of 140 questions. Part two of the theory test for Category D 

(Bus) and/or Category C (Truck) consists of three Case Studies relating to the vehicle 

category in which wish to obtain a CPC. This second part of the Category C or D theory test is 

35 minutes long and consists of 3 case studies. There are 45 questions. To pass, 28 

questions must be answered correctly with a minimum of 5 correct answers from each of 

the 3 case studies. 

In different European jurisdictions the DTT is taken at one of the following three intervals: (i) 

before gaining a learner permit and being permitted to undertake instruction and practice, 

(ii) after gaining a learner permit but any time before sitting the practical assessment and 

(iii) after taking and passing the practical assessment. 
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In Ireland, a theory test certificate must be obtained before a first learner permit in a 

particular vehicle category is granted. Most other jurisdictions require candidates to take the 

theory test before taking the practical driving test but not before gaining a learner permit. 

The DTT has been continually updated since it was first introduced in Ireland. The 7th edition 

of the DTT was published in December 2016 with changes applying to the Motorcycle 

Theory Test (Category AM) and to the Car and Works Vehicle Theory Test (Categories B and 

W). The most recent changes are a direct response to research126 undertaken by the RSA in 

2016 which showed that drink-driving is still a significant road safety issue, particularly 

among young people. In the period 2008 to 2012, alcohol was cited as a contributory factor 

in 330 (38%) of the 867 collisions for which files were available for analysis127.  

C.1.3 Driver Theory Test Pass Rates 

In 2006 the pass rate for the DTT was 76.4%, dropping to 64% in 2007 and steadily rising 

year-on-year to 77.2% in 2012. Following this, the pass rate fell slightly but remained above 

the 75% pass rate level (see fig. 39 below). In the same period, the number of tests 

conducted fell from approximately 157,000 per annum to 80,000 per annum.  

A comprehensive review of the DTT study material took place in 2011 with a view to 

improving the content and its effectiveness as a learning tool. Most of the 1,500 questions in 

the DTT’s 4th edition were updated, revised or replaced. The revisions included new 

questions and graphics, as well as amended versions of existing questions. Following this 

review, the pass rate for the theory test increased substantially from 70.6% in 2011 to 77.2% 

in 2012, before dropping slightly year-on-year to 75.2% in 2015.  

 

                                                      
126

 http://www.rsa.ie/Documents/Press%20Office/Fatal%20Collisions%202008-
2012_Alcohol%20as%20a%20Factor.pdf 
127

 This figure is based on confirmed alcohol results for the driver, motorcyclist, pedestrian or cyclist and/or the attending 

Garda’s opinion. 

http://www.rsa.ie/Documents/Press%20Office/Fatal%20Collisions%202008-2012_Alcohol%20as%20a%20Factor.pdf
http://www.rsa.ie/Documents/Press%20Office/Fatal%20Collisions%202008-2012_Alcohol%20as%20a%20Factor.pdf
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Figure 39 – Pass Rates and Tests Conducted for the Driver Theory Test (2006 – 2015)
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Appendix D: Driving License Categories in Ireland 

 

Category Vehicle type Minimum 
age* 

AM Mopeds and Light Quadricycles. 16 years 

A1 Motorcycles with an engine capacity not exceeding 125 cubic 
centimetres, with a power rating not exceeding 11 kW and with a 
power to weight ratio not exceeding 0.1 kW/kg. Motor tricycles with a 
power rating not exceeding 15 kW. 
 

16 years 

A2 Motorcycles with a power rating not exceeding 35 kW, with a power to 
weight ratio not exceeding 0.2 kW/kg and not derived from a vehicle of 
more than double its power. 
 

18 years 

A Motorcycles and Motor tricycles. 24 years or 20 
with 
progressive 
access. 

B Vehicles (other than motorcycles, mopeds, work vehicles or land 
tractors) having a MAM not exceeding 3,500 kg, designed and 
constructed for the carriage of no more than eight passengers in 
addition to the driver. 

The vehicle may tow a trailer (a) where the MAM of the trailer is not 
greater than 750 kg or (b) where the MAM of the trailer exceeds 750kg 
the combined MAM of the towing vehicle and the trailer is not greater 
than 3,500 kg. 

Quadricycles (other than those covered by AM) are also covered by this 
category. 

17 years 

BE Combination of drawing vehicles in category B and trailer where the 
MAM of the trailer is not greater than 3,500 kg. 
 

17 years 

W Work vehicles and land tractor with or without a trailer. 
 

16 years 

C Vehicles (other than work vehicles or land tractors) having a MAM1 
exceeding 3,500 kg, designed and constructed for the carriage of no 
more than eight passengers in addition to the driver and where the 
MAM1 of the trailer is not greater than 750 kg. 
 

21 years or 18 
with CPC 

CE Combination of drawing vehicles in category C and trailer where the 
MAM of the trailer is greater than 750 kg. 
 

21 years or 18 
with CPC 
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C1 Vehicles in category C having a MAM weight not exceeding 7,500 kg, 
designed and constructed for the carriage of no more than eight 
passengers in addition to the driver and where the MAM1 of the trailer 
is not greater than 750 kg. 
 

18 years 

C1E Combination of drawing vehicles in category C1 and trailer where the 
MAM of the trailer is greater than 750 kg and where the MAM1 of the 
drawing vehicle and trailer combined does not exceed 12,000 kg.  
Combination of drawing vehicles in category B with trailer where the 
MAM1 of the trailer is greater than 3,500 kg and where the MAM of the 
drawing vehicle and trailer combined does not exceed 12,000 kg. 
 

18 years 

D Vehicles designed and constructed for the carriage of more than eight 
passengers in addition to the driver and where the MAM of the trailer is 
not greater than 750 kg. 
 

24 years or 21 
years with 
CPC 

DE Combination of drawing vehicles in category D and trailer where the 
MAM1 of the trailer is greater than 750 kg. 

24 years or 21 
years with 
CPC 

D1 Vehicles in category D designed and constructed for the carriage of not 
more than sixteen passengers in addition to the driver with a maximum 
length not exceeding 8 metres and where the MAM of the trailer is not 
greater than 750 kg. 
 

21 years 

D1E Combination of drawing vehicles in category D1 and trailer where the 
MAM of the trailer is greater than 750 kg. 
 

21 years 

Source: National Driver License Service (https://www.ndls.ie/licence-categories.html) 

Minimum age*: Refers to the minimum age at which you can hold a learner permit in that 
category. 

"Passenger accommodation”: seating accommodation for passengers in addition to the 
driver. 

“MAM”: Maximum Authorised Mass. Manufacturers generally refer to it as gross vehicle 
weight (g.v.w.) and it is usually displayed on a metal plate attached to the vehicle by the 
manufacturer. 

 

 

 



206 
 

Appendix E: Tests Delivered per Test Centre 2010 - 2015 

2010  
Centre Total 

Tests 
Pass % Fail % No 

Show 
% Not 

Conducted 
% Abandoned % 

Athlone  1687 872 65.56% 458 34.44% 154 9.13% 60 3.56% 143 8.48% 

Ballina  1466 646 57.52% 477 42.48% 137 9.35% 51 3.48% 155 10.57% 

Birr  1497 725 60.12% 481 39.88% 96 6.41% 38 2.54% 157 10.49% 

Buncrana  883 418 59.38% 286 40.63% 34 3.85% 17 1.93% 128 14.50% 

Carlow  2611 722 35.96% 1286 64.04% 243 9.31% 97 3.72% 263 10.07% 

Carrick-On-
Shannon 

1498 666 58.06% 481 41.94% 142 9.48% 43 2.87% 166 11.08% 

Castlebar  2682 1270 58.74% 892 41.26% 159 5.93% 63 2.35% 298 11.11% 

Cavan  2444 1016 54.83% 837 45.17% 223 9.12% 93 3.81% 275 11.25% 

Churchtown  6692 2560 47.80% 2796 52.20% 599 8.95% 232 3.47% 505 7.55% 

Clifden  414 206 60.77% 133 39.23% 44 10.63% 10 2.42% 21 5.07% 

Clonmel  2081 902 53.92% 771 46.08% 200 9.61% 106 5.09% 102 4.90% 

Cork  10617 4452 54.66% 3693 45.34% 1198 11.28% 399 3.76% 875 8.24% 

Donegal  1509 701 57.32% 522 42.68% 115 7.62% 34 2.25% 137 9.08% 

Dundalk  4699 1936 51.61% 1815 48.39% 452 9.62% 186 3.96% 310 6.60% 

Dungarvan  1314 618 56.85% 469 43.15% 131 9.97% 32 2.44% 64 4.87% 

Ennis  1672 866 66.87% 429 33.13% 163 9.75% 59 3.53% 155 9.27% 

Finglas  14111 4376 40.68% 6381 59.32% 1708 12.10% 607 4.30% 1039 7.36% 

Galway  4250 2109 61.97% 1294 38.03% 356 8.38% 141 3.32% 350 8.24% 

Gorey  2180 922 52.54% 833 47.46% 213 9.77% 65 2.98% 147 6.74% 

Kilkenny  2602 879 43.91% 1123 56.09% 256 9.84% 65 2.50% 279 10.72% 

Killarney  2292 1054 57.85% 768 42.15% 211 9.21% 81 3.53% 178 7.77% 

Kilrush  589 252 57.14% 189 42.86% 55 9.34% 34 5.77% 59 10.02% 

Letterkenny  3019 1400 56.43% 1081 43.57% 138 4.57% 77 2.55% 323 10.70% 

Limerick  5032 2245 56.75% 1711 43.25% 501 9.96% 208 4.13% 367 7.29% 

Longford  1239 547 59.91% 366 40.09% 136 10.98% 74 5.97% 116 9.36% 

Loughrea  1366 635 59.62% 430 40.38% 90 6.59% 44 3.22% 167 12.23% 

Mallow  2495 1181 59.92% 790 40.08% 250 10.02% 113 4.53% 161 6.45% 

Monaghan  1646 832 61.31% 525 38.69% 108 6.56% 32 1.94% 149 9.05% 

Mullingar  2203 954 56.35% 739 43.65% 219 9.94% 65 2.95% 226 10.26% 

Naas  6222 1973 41.99% 2726 58.01% 713 11.46% 271 4.36% 539 8.66% 

Navan  4080 1522 49.24% 1569 50.76% 471 11.54% 123 3.01% 395 9.68% 

Nenagh  865 306 45.88% 361 54.12% 78 9.02% 68 7.86% 52 6.01% 

Newcastle  1859 941 61.42% 591 38.58% 167 8.98% 42 2.26% 118 6.35% 

Portlaoise  1777 587 44.84% 722 55.16% 201 11.31% 81 4.56% 186 10.47% 

Raheny  6677 2108 40.14% 3143 59.86% 736 11.02% 247 3.70% 443 6.63% 

Rathgar  6385 1984 40.16% 2956 59.84% 811 12.70% 320 5.01% 314 4.92% 

Roscommon 1614 753 60.92% 483 39.08% 144 8.92% 45 2.79% 189 11.71% 

Shannon  975 436 55.97% 343 44.03% 83 8.51% 57 5.85% 56 5.74% 

Skibbereen  2127 1021 58.01% 739 41.99% 146 6.86% 95 4.47% 126 5.92% 

Sligo  2343 1288 66.98% 635 33.02% 167 7.13% 77 3.29% 176 7.51% 

Tallaght  12151 3869 42.70% 5191 57.30% 1606 13.22% 728 5.99% 757 6.23% 

Thurles 1155 387 43.98% 493 56.02% 72 6.23% 82 7.10% 121 10.48% 

Tipperary 901 323 47.22% 361 52.78% 106 11.76% 54 5.99% 57 6.33% 

Tralee 2424 1170 61.35% 737 38.65% 263 10.85% 67 2.76% 187 7.71% 

Tuam 1519 735 62.66% 438 37.34% 120 7.90% 40 2.63% 186 12.24% 

Tullamore 2085 890 54.27% 750 45.73% 202 9.69% 76 3.65% 167 8.01% 

Waterford 3488 1601 57.99% 1160 42.01% 352 10.09% 142 4.07% 233 6.68% 

Wexford 2421 855 44.67% 1059 55.33% 220 9.09% 119 4.92% 168 6.94% 

Wicklow 2191 732 45.33% 883 54.67% 291 13.28% 105 4.79% 180 8.22% 

Total 150049 59443 50.88% 57396 49.12% 15280 10.18% 5965 3.98% 11965 7.97% 
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2011  
Centre Total 

Tests 
Pass % Fail % No 

Show 
% Not 

Conducted 
% Abandoned % 

Athlone  1849 962 63.04% 564 36.96% 187 10.11% 58 3.14% 78 4.22% 

Ballina  1444 711 58.23% 510 41.77% 152 10.53% 36 2.49% 35 2.42% 

Birr  1732 931 63.77% 529 36.23% 190 10.97% 37 2.14% 45 2.60% 

Buncrana  944 519 60.00% 346 40.00% 52 5.51% 13 1.38% 14 1.48% 

Carlow  2806 908 41.07% 1303 58.93% 372 13.26% 119 4.24% 104 3.71% 

Carrick-On-
Shannon 

1387 676 59.35% 463 40.65% 170 12.26% 42 3.03% 36 2.60% 

Castlebar  2795 1478 60.90% 949 39.10% 207 7.41% 64 2.29% 97 3.47% 

Cavan  2541 1009 47.91% 1097 52.09% 280 11.02% 102 4.01% 53 2.09% 

Churchtown  7565 3037 47.89% 3305 52.11% 799 10.56% 299 3.95% 125 1.65% 

Clifden  383 213 65.94% 110 34.06% 41 10.70% 9 2.35% 10 2.61% 

Clonmel  2229 963 52.37% 876 47.63% 280 12.56% 78 3.50% 32 1.44% 

Cork  11596 4970 53.47% 4325 46.53% 1556 13.42% 490 4.23% 255 2.20% 

Donegal  1523 796 60.39% 522 39.61% 131 8.60% 34 2.23% 40 2.63% 

Dundalk  5276 2235 53.30% 1958 46.70% 642 12.17% 239 4.53% 202 3.83% 

Dungarvan  1579 743 56.33% 576 43.67% 193 12.22% 49 3.10% 18 1.14% 

Ennis  1907 1067 67.92% 504 32.08% 202 10.59% 68 3.57% 66 3.46% 

Finglas  14662 4577 40.84% 6631 59.16% 2259 15.41% 739 5.04% 456 3.11% 

Galway  4561 2475 64.59% 1357 35.41% 486 10.66% 136 2.98% 107 2.35% 

Gorey  2758 1143 51.42% 1080 48.58% 361 13.09% 101 3.66% 73 2.65% 

Kilkenny  2708 890 39.68% 1353 60.32% 295 10.89% 87 3.21% 83 3.06% 

Killarney  2272 1128 59.37% 772 40.63% 282 12.41% 60 2.64% 30 1.32% 

Kilrush  660 289 52.26% 264 47.74% 77 11.67% 23 3.48% 7 1.06% 

Letterkenny  3049 1580 58.80% 1107 41.20% 204 6.69% 71 2.33% 87 2.85% 

Limerick  5356 2447 55.54% 1959 44.46% 618 11.54% 199 3.72% 133 2.48% 

Longford  1146 536 59.29% 368 40.71% 161 14.05% 57 4.97% 24 2.09% 

Loughrea  1447 738 59.66% 499 40.34% 137 9.47% 45 3.11% 28 1.94% 

Mallow  2755 1198 56.43% 925 43.57% 445 16.15% 110 3.99% 77 2.79% 

Monaghan  1657 865 59.33% 593 40.67% 126 7.60% 31 1.87% 42 2.53% 

Mullingar  2533 1205 58.90% 841 41.10% 309 12.20% 78 3.08% 100 3.95% 

Naas  6510 2272 43.98% 2894 56.02% 882 13.55% 284 4.36% 178 2.73% 

Navan  5106 2106 51.57% 1978 48.43% 682 13.36% 172 3.37% 168 3.29% 

Nenagh  959 356 44.56% 443 55.44% 97 10.11% 38 3.96% 25 2.61% 

Newcastle  1928 1033 64.44% 570 35.56% 236 12.24% 57 2.96% 32 1.66% 

Portlaoise  1804 616 45.94% 725 54.06% 301 16.69% 88 4.88% 74 4.10% 

Raheny  7058 2335 40.99% 3361 59.01% 972 13.77% 247 3.50% 143 2.03% 

Rathgar  5148 1596 39.79% 2415 60.21% 738 14.34% 293 5.69% 106 2.06% 

Roscommon 1705 881 61.87% 543 38.13% 159 9.33% 58 3.40% 64 3.75% 

Shannon  979 442 56.67% 338 43.33% 110 11.24% 48 4.90% 41 4.19% 

Skibbereen  2042 1107 63.29% 642 36.71% 181 8.86% 75 3.67% 37 1.81% 

Sligo  2048 1185 66.54% 596 33.46% 181 8.84% 49 2.39% 37 1.81% 

Tallaght  12641 3860 40.83% 5594 59.17% 2018 15.96% 887 7.02% 282 2.23% 

Thurles 1257 465 46.78% 529 53.22% 139 11.06% 60 4.77% 64 5.09% 

Tipperary 1002 379 47.55% 418 52.45% 127 12.67% 52 5.19% 26 2.59% 

Tralee 2642 1300 59.33% 891 40.67% 342 12.94% 69 2.61% 40 1.51% 

Tuam 1521 798 61.53% 499 38.47% 144 9.47% 34 2.24% 46 3.02% 

Tullamore 2196 959 54.18% 811 45.82% 264 12.02% 91 4.14% 71 3.23% 

Waterford 3857 1815 57.86% 1322 42.14% 531 13.77% 146 3.79% 43 1.11% 

Wexford 2658 1065 49.49% 1087 50.51% 369 13.88% 86 3.24% 51 1.92% 

Wicklow 2295 855 48.44% 910 51.56% 401 17.47% 83 3.62% 46 2.00% 

Total 158476 65714 51.35% 62252 48.65% 20088 12.68% 6391 4.03% 4031 2.54% 
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2012 
Centre Total 

Tests 
Pass % Fail % No 

Show 
% Not 

Conducted 
% Abandoned % 

Athlone  1570 912 67.56% 438 32.44% 133 8.47% 58 3.69% 29 1.85% 

Ballina  1059 534 61.10% 340 38.90% 125 11.80% 28 2.64% 32 3.02% 

Birr  1306 671 63.36% 388 36.64% 157 12.02% 49 3.75% 41 3.14% 

Buncrana  762 439 61.83% 271 38.17% 34 4.46% 10 1.31% 8 1.05% 

Carlow  2199 863 50.59% 843 49.41% 346 15.73% 89 4.05% 58 2.64% 

Carrick-On-
Shannon 

1064 554 65.02% 298 34.98% 165 15.51% 22 2.07% 25 2.35% 

Castlebar  2025 1150 65.53% 605 34.47% 165 8.15% 48 2.37% 57 2.81% 

Cavan  2035 901 54.54% 751 45.46% 247 12.14% 95 4.67% 41 2.01% 

Churchtown  4704 1857 48.31% 1987 51.69% 579 12.31% 223 4.74% 58 1.23% 

Clifden  316 166 65.61% 87 34.39% 47 14.87% 10 3.16% 6 1.90% 

Clonmel  1813 788 55.26% 638 44.74% 297 16.38% 73 4.03% 17 0.94% 

Cork  9680 3959 52.11% 3638 47.89% 1436 14.83% 449 4.64% 198 2.05% 

Donegal  962 509 60.67% 330 39.33% 79 8.21% 24 2.49% 20 2.08% 

Dundalk  4264 1792 52.57% 1617 47.43% 561 13.16% 151 3.54% 143 3.35% 

Dungarvan  1169 518 55.46% 416 44.54% 174 14.88% 41 3.51% 20 1.71% 

Ennis  1391 779 68.27% 362 31.73% 180 12.94% 44 3.16% 26 1.87% 

Finglas  13472 4570 45.54% 5465 54.46% 2253 16.72% 747 5.54% 437 3.24% 

Galway  3738 1942 61.24% 1229 38.76% 396 10.59% 118 3.16% 53 1.42% 

Gorey  2246 947 53.99% 807 46.01% 346 15.41% 101 4.50% 45 2.00% 

Kilkenny  2456 916 48.13% 987 51.87% 333 13.56% 126 5.13% 94 3.83% 

Killarney  1983 995 59.76% 670 40.24% 215 10.84% 79 3.98% 24 1.21% 

Kilrush  489 234 58.35% 167 41.65% 57 11.66% 28 5.73% 3 0.61% 

Letterkenny  2289 1199 59.92% 802 40.08% 170 7.43% 50 2.18% 68 2.97% 

Limerick  4155 1938 57.51% 1432 42.49% 527 12.68% 194 4.67% 64 1.54% 

Longford  986 474 62.95% 279 37.05% 171 17.34% 45 4.56% 17 1.72% 

Loughrea  1151 557 58.76% 391 41.24% 119 10.34% 53 4.60% 31 2.69% 

Mallow  2097 946 58.58% 669 41.42% 346 16.50% 93 4.43% 43 2.05% 

Monaghan  1200 642 59.67% 434 40.33% 79 6.58% 22 1.83% 23 1.92% 

Mullingar  1938 928 59.83% 623 40.17% 275 14.19% 53 2.73% 59 3.04% 

Naas  5749 1962 44.30% 2467 55.70% 857 14.91% 278 4.84% 185 3.22% 

Navan  4082 1577 50.34% 1556 49.66% 653 16.00% 153 3.75% 143 3.50% 

Nenagh  737 304 49.51% 310 50.49% 66 8.96% 40 5.43% 17 2.31% 

Newcastle  1603 775 56.99% 585 43.01% 149 9.30% 54 3.37% 40 2.50% 

Portlaoise  1393 438 44.83% 539 55.17% 280 20.10% 91 6.53% 45 3.23% 

Raheny  6126 2064 43.07% 2728 56.93% 935 15.26% 312 5.09% 87 1.42% 

Rathgar  6803 2270 43.23% 2981 56.77% 984 14.46% 406 5.97% 162 2.38% 

Roscommon 1259 687 65.68% 359 34.32% 138 10.96% 35 2.78% 40 3.18% 

Shannon  795 332 52.28% 303 47.72% 109 13.71% 34 4.28% 17 2.14% 

Skibbereen  1459 744 60.24% 491 39.76% 147 10.08% 52 3.56% 25 1.71% 

Sligo  1664 1005 69.26% 446 30.74% 146 8.77% 45 2.70% 22 1.32% 

Tallaght  11572 3689 43.34% 4822 56.66% 1990 17.20% 766 6.62% 305 2.64% 

Thurles 1016 388 49.11% 402 50.89% 140 13.78% 47 4.63% 39 3.84% 

Tipperary 801 319 52.64% 287 47.36% 136 16.98% 35 4.37% 24 3.00% 

Tralee 2196 1191 65.15% 637 34.85% 280 12.75% 59 2.69% 29 1.32% 

Tuam 1117 585 64.86% 317 35.14% 140 12.53% 37 3.31% 38 3.40% 

Tullamore 1638 699 54.10% 593 45.90% 239 14.59% 63 3.85% 44 2.69% 

Waterford 3227 1471 57.22% 1100 42.78% 465 14.41% 142 4.40% 49 1.52% 

Wexford 2101 852 51.39% 806 48.61% 341 16.23% 85 4.05% 17 0.81% 

Wicklow 2158 784 48.64% 828 51.36% 400 18.54% 109 5.05% 37 1.71% 

Total 132015 54816 52.54% 49521 47.46% 18607 14.09% 5966 4.52% 3105 2.35% 
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2013 
Centre Total 

Tests 
Pass % Fail % No 

Show 
% Not 

Conducted 
% Abandoned % 

Athlone  1775 860 58.23% 617 41.77% 192 10.82% 79 4.45% 27 1.52% 

Ballina  1132 545 58.10% 393 41.90% 115 10.16% 34 3.00% 45 3.98% 

Birr  1521 841 65.70% 439 34.30% 181 11.90% 40 2.63% 20 1.31% 

Buncrana  660 351 59.19% 242 40.81% 37 5.61% 20 3.03% 10 1.52% 

Carlow  2095 675 43.08% 892 56.92% 365 17.42% 113 5.39% 50 2.39% 

Carrick-On-
Shannon 

1085 553 63.78% 314 36.22% 150 13.82% 34 3.13% 34 3.13% 

Castlebar  2179 1187 62.38% 716 37.62% 196 8.99% 42 1.93% 38 1.74% 

Cavan  2035 893 54.06% 759 45.94% 254 12.48% 90 4.42% 39 1.92% 

Clifden  322 161 62.40% 97 37.60% 49 15.22% 10 3.11% 5 1.55% 

Clonmel  1829 735 53.11% 649 46.89% 298 16.29% 107 5.85% 40 2.19% 

Cork  9823 3957 51.38% 3745 48.62% 1582 16.11% 411 4.18% 128 1.30% 

Donegal  954 472 56.94% 357 43.06% 96 10.06% 18 1.89% 11 1.15% 

Dundalk  4451 1827 50.83% 1767 49.17% 601 13.50% 155 3.48% 101 2.27% 

Dungarvan  1228 520 54.51% 434 45.49% 187 15.23% 66 5.37% 21 1.71% 

Ennis  1491 850 68.11% 398 31.89% 186 12.47% 43 2.88% 14 0.94% 

Finglas  13374 4684 46.24% 5446 53.76% 2287 17.10% 700 5.23% 257 1.92% 

Galway  3607 1841 60.96% 1179 39.04% 423 11.73% 120 3.33% 44 1.22% 

Gorey  2283 953 52.33% 868 47.67% 356 15.59% 77 3.37% 29 1.27% 

Kilkenny  2074 757 46.10% 885 53.90% 277 13.36% 98 4.73% 57 2.75% 

Killarney  2048 1018 59.64% 689 40.36% 229 11.18% 76 3.71% 36 1.76% 

Kilrush  500 187 47.70% 205 52.30% 79 15.80% 25 5.00% 4 0.80% 

Letterkenny  2499 1287 58.74% 904 41.26% 194 7.76% 60 2.40% 54 2.16% 

Limerick  4292 1958 56.67% 1497 43.33% 558 13.00% 190 4.43% 89 2.07% 

Longford  954 425 58.54% 301 41.46% 158 16.56% 46 4.82% 24 2.52% 

Loughrea  1209 591 58.28% 423 41.72% 147 12.16% 37 3.06% 11 0.91% 

Mallow  2604 1141 57.08% 858 42.92% 436 16.74% 123 4.72% 46 1.77% 

Monaghan  1293 697 61.52% 436 38.48% 111 8.58% 23 1.78% 26 2.01% 

Mullingar  2086 964 56.97% 728 43.03% 268 12.85% 79 3.79% 47 2.25% 

Naas  6205 2116 44.13% 2679 55.87% 955 15.39% 310 5.00% 145 2.34% 

Navan  4059 1637 50.92% 1578 49.08% 649 15.99% 128 3.15% 67 1.65% 

Nenagh  801 327 50.08% 326 49.92% 90 11.24% 47 5.87% 11 1.37% 

Newcastle  1723 840 59.87% 563 40.13% 226 13.12% 60 3.48% 34 1.97% 

Portlaoise  1375 485 48.65% 512 51.35% 282 20.51% 71 5.16% 25 1.82% 

Raheny  5831 2028 44.55% 2524 55.45% 937 16.07% 272 4.66% 70 1.20% 

Rathgar  9531 3173 41.86% 4407 58.14% 1309 13.73% 485 5.09% 157 1.65% 

Roscommon 1209 673 65.85% 349 34.15% 125 10.34% 35 2.89% 27 2.23% 

Shannon  668 253 49.32% 260 50.68% 104 15.57% 43 6.44% 8 1.20% 

Skibbereen  1740 812 56.00% 638 44.00% 178 10.23% 84 4.83% 28 1.61% 

Sligo  1652 982 68.53% 451 31.47% 169 10.23% 32 1.94% 18 1.09% 

Tallaght  12832 4053 43.67% 5229 56.33% 2359 18.38% 890 6.94% 301 2.35% 

Thurles 951 344 46.05% 403 53.95% 138 14.51% 43 4.52% 23 2.42% 

Tipperary 825 369 58.11% 266 41.89% 144 17.45% 33 4.00% 13 1.58% 

Tralee 1982 1013 63.63% 579 36.37% 276 13.93% 76 3.83% 38 1.92% 

Tuam 1083 636 69.13% 284 30.87% 124 11.45% 26 2.40% 13 1.20% 

Tullamore 1821 743 52.96% 660 47.04% 293 16.09% 79 4.34% 46 2.53% 

Waterford 3112 1445 58.74% 1015 41.26% 476 15.30% 140 4.50% 36 1.16% 

Wexford 2007 801 50.76% 777 49.24% 323 16.09% 86 4.29% 20 1.00% 

Wicklow 2487 906 48.06% 979 51.94% 427 17.17% 131 5.27% 44 1.77% 

Total 133297 54566 51.83% 50717 48.17% 19596 14.70% 5987 4.49% 2431 1.82% 
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2014  
Centre Total 

Tests 
Pass % Fail % No 

Show 
% Not 

Conducted 
% Abandoned % 

Athlone  1742 936 62.40% 564 37.60% 170 9.76% 46 2.64% 26 1.49% 

Ballina  1110 585 63.11% 342 36.89% 126 11.35% 31 2.79% 26 2.34% 

Birr  1549 861 66.44% 435 33.56% 187 12.07% 48 3.10% 18 1.16% 

Buncrana  653 359 58.76% 252 41.24% 27 4.13% 9 1.38% 6 0.92% 

Carlow  2373 748 42.79% 1000 57.21% 431 18.16% 133 5.60% 61 2.57% 

Carrick-On-
Shannon 

1115 619 68.17% 289 31.83% 157 14.08% 28 2.51% 22 1.97% 

Castlebar  2234 1168 61.09% 744 38.91% 222 9.94% 61 2.73% 39 1.75% 

Cavan  2319 1032 55.10% 841 44.90% 303 13.07% 105 4.53% 38 1.64% 

Clifden  264 140 68.97% 63 31.03% 46 17.42% 7 2.65% 8 3.03% 

Clonmel  1835 813 57.91% 591 42.09% 328 17.87% 76 4.14% 27 1.47% 

Cork  10020 4025 52.15% 3693 47.85% 1685 16.82% 444 4.43% 173 1.73% 

Donegal  969 503 61.79% 311 38.21% 109 11.25% 29 2.99% 17 1.75% 

Dundalk  4567 2036 54.91% 1672 45.09% 622 13.62% 148 3.24% 89 1.95% 

Dungarvan  1196 561 60.52% 366 39.48% 214 17.89% 40 3.34% 15 1.25% 

Ennis  1543 908 69.53% 398 30.47% 189 12.25% 32 2.07% 16 1.04% 

Finglas  14199 5158 47.42% 5719 52.58% 2455 17.29% 680 4.79% 187 1.32% 

Galway  3568 1881 62.35% 1136 37.65% 403 11.29% 111 3.11% 37 1.04% 

Gorey  2184 897 53.52% 779 46.48% 364 16.67% 95 4.35% 49 2.24% 

Kilkenny  2382 921 49.41% 943 50.59% 348 14.61% 134 5.63% 36 1.51% 

Killarney  2016 984 59.93% 658 40.07% 267 13.24% 79 3.92% 28 1.39% 

Kilrush  426 192 58.01% 139 41.99% 72 16.90% 19 4.46% 4 0.94% 

Letterkenny  2168 1100 59.14% 760 40.86% 204 9.41% 60 2.77% 44 2.03% 

Limerick  4659 2079 56.05% 1630 43.95% 675 14.49% 197 4.23% 78 1.67% 

Longford  1077 490 58.82% 343 41.18% 193 17.92% 34 3.16% 17 1.58% 

Loughrea  1177 661 66.57% 332 33.43% 142 12.06% 24 2.04% 18 1.53% 

Mallow  2481 1111 58.63% 784 41.37% 444 17.90% 110 4.43% 32 1.29% 

Monaghan  1286 657 58.40% 468 41.60% 106 8.24% 24 1.87% 31 2.41% 

Mullingar  2011 1025 62.65% 611 37.35% 290 14.42% 46 2.29% 39 1.94% 

Naas  6332 2160 44.05% 2743 55.95% 1003 15.84% 311 4.91% 115 1.82% 

Navan  4254 1762 53.38% 1539 46.62% 728 17.11% 123 2.89% 102 2.40% 

Nenagh  836 327 47.60% 360 52.40% 90 10.77% 53 6.34% 6 0.72% 

Newcastle  1526 779 63.03% 457 36.97% 223 14.61% 45 2.95% 22 1.44% 

Portlaoise  1416 497 49.06% 516 50.94% 325 22.95% 56 3.95% 22 1.55% 

Raheny  5645 2036 47.09% 2288 52.91% 1023 18.12% 201 3.56% 97 1.72% 

Rathgar  9439 3307 43.88% 4230 56.12% 1341 14.21% 427 4.52% 134 1.42% 

Roscommon 1377 715 62.12% 436 37.88% 152 11.04% 36 2.61% 38 2.76% 

Shannon  795 326 51.99% 301 48.01% 116 14.59% 42 5.28% 10 1.26% 

Skibbereen  1605 774 58.28% 554 41.72% 194 12.09% 57 3.55% 26 1.62% 

Sligo  1863 1101 68.56% 505 31.44% 194 10.41% 38 2.04% 25 1.34% 

Tallaght  13185 4397 46.09% 5142 53.91% 2550 19.34% 890 6.75% 206 1.56% 

Thurles 973 376 50.47% 369 49.53% 153 15.72% 50 5.14% 25 2.57% 

Tipperary 725 294 53.85% 252 46.15% 134 18.48% 30 4.14% 15 2.07% 

Tralee 2131 1072 61.19% 680 38.81% 292 13.70% 63 2.96% 24 1.13% 

Tuam 1117 605 64.43% 334 35.57% 138 12.35% 24 2.15% 16 1.43% 

Tullamore 1843 790 54.82% 651 45.18% 283 15.36% 80 4.34% 39 2.12% 

Waterford  3224 1536 60.66% 996 39.34% 533 16.53% 125 3.88% 34 1.05% 

Wexford 1986 803 52.86% 716 47.14% 365 18.38% 87 4.38% 15 0.76% 

Wicklow 2628 982 50.15% 976 49.85% 496 18.87% 135 5.14% 39 1.48% 

Total 136023 57089 53.36% 49908 46.64% 21112 15.52% 5723 4.21% 2191 1.61% 

             
 
 



211 
 

2015 
Centre Total 

Tests 
Pass % Fail % No 

Show 
% Not 

Conducted 
% Abandoned % 

Athlone  2135 1095 60.43% 717 39.57% 217 10.16% 70 3.28% 36 1.69% 

Ballina  1246 643 60.60% 418 39.40% 126 10.11% 30 2.41% 29 2.33% 

Birr  2190 1181 63.53% 678 36.47% 247 11.28% 50 2.28% 34 1.55% 

Buncrana  768 428 60.11% 284 39.89% 35 4.56% 15 1.95% 6 0.78% 

Carlow  2604 1102 54.29% 928 45.71% 420 16.13% 120 4.61% 34 1.31% 

Carrick-On-
Shannon 

1306 679 63.70% 387 36.30% 171 13.09% 31 2.37% 38 2.91% 

Castlebar  2619 1412 62.20% 858 37.80% 256 9.77% 55 2.10% 38 1.45% 

Cavan  2399 1082 56.15% 845 43.85% 322 13.42% 98 4.09% 52 2.17% 

Clifden  326 168 65.37% 89 34.63% 58 17.79% 8 2.45% 3 0.92% 

Clonmel  2221 1057 60.06% 703 39.94% 363 16.34% 77 3.47% 21 0.95% 

Cork  11035 4558 51.75% 4249 48.25% 1664 15.08% 461 4.18% 103 0.93% 

Donegal  1269 633 57.81% 462 42.19% 117 9.22% 35 2.76% 22 1.73% 

Dundalk  5062 2183 53.09% 1929 46.91% 688 13.59% 167 3.30% 95 1.88% 

Dungarvan  1505 712 57.79% 520 42.21% 195 12.96% 59 3.92% 19 1.26% 

Ennis  1869 1121 70.50% 469 29.50% 212 11.34% 49 2.62% 18 0.96% 

Finglas  15486 5956 49.43% 6094 50.57% 2466 15.92% 758 4.89% 212 1.37% 

Galway  4298 2208 61.49% 1383 38.51% 520 12.10% 131 3.05% 56 1.30% 

Gorey  2467 1083 55.20% 879 44.80% 366 14.84% 111 4.50% 28 1.13% 

Kilkenny  2792 1144 51.14% 1093 48.86% 372 13.32% 139 4.98% 44 1.58% 

Killarney  2008 1018 60.81% 656 39.19% 246 12.25% 71 3.54% 17 0.85% 

Kilrush  397 204 61.82% 126 38.18% 55 13.85% 8 2.02% 4 1.01% 

Letterkenny  2974 1462 56.93% 1106 43.07% 243 8.17% 77 2.59% 86 2.89% 

Limerick  5112 2257 55.17% 1834 44.83% 740 14.48% 202 3.95% 79 1.55% 

Longford  1136 583 64.78% 317 35.22% 178 15.67% 41 3.61% 17 1.50% 

Loughrea  1445 790 65.51% 416 34.49% 182 12.60% 40 2.77% 17 1.18% 

Mallow  2661 1171 57.54% 864 42.46% 479 18.00% 105 3.95% 42 1.58% 

Monaghan  1465 707 55.06% 577 44.94% 114 7.78% 44 3.00% 23 1.57% 

Mullingar  2313 1134 60.58% 738 39.42% 338 14.61% 56 2.42% 47 2.03% 

Naas  6868 2553 47.43% 2830 52.57% 1039 15.13% 325 4.73% 121 1.76% 

Navan  4840 2006 52.00% 1852 48.00% 757 15.64% 145 3.00% 80 1.65% 

Nenagh  968 441 55.75% 350 44.25% 128 13.22% 38 3.93% 11 1.14% 

Newcastle  1546 780 60.56% 508 39.44% 180 11.64% 49 3.17% 29 1.88% 

Portlaoise  1510 552 52.27% 504 47.73% 329 21.79% 87 5.76% 38 2.52% 

Raheny  6167 2327 48.46% 2475 51.54% 1096 17.77% 212 3.44% 57 0.92% 

Rathgar  9626 3331 42.89% 4436 57.11% 1259 13.08% 460 4.78% 140 1.45% 

Roscommon 1558 873 67.57% 419 32.43% 171 10.98% 46 2.95% 49 3.15% 

Shannon  897 343 47.05% 386 52.95% 115 12.82% 49 5.46% 4 0.45% 

Skibbereen  1675 746 54.49% 623 45.51% 199 11.88% 81 4.84% 26 1.55% 

Sligo  1953 1226 72.33% 469 27.67% 194 9.93% 37 1.89% 27 1.38% 

Tallaght  14777 5048 46.66% 5770 53.34% 2644 17.89% 1043 7.06% 272 1.84% 

Thurles 1186 488 52.47% 442 47.53% 181 15.26% 53 4.47% 22 1.85% 

Tipperary 1024 475 57.93% 345 42.07% 141 13.77% 35 3.42% 28 2.73% 

Tralee 2297 1212 63.59% 694 36.41% 311 13.54% 51 2.22% 29 1.26% 

Tuam 1417 737 60.66% 478 39.34% 135 9.53% 38 2.68% 29 2.05% 

Tullamore 2023 927 57.19% 694 42.81% 276 13.64% 87 4.30% 39 1.93% 

Waterford  3905 1888 60.73% 1221 39.27% 615 15.75% 141 3.61% 40 1.02% 

Wexford 2510 1023 52.90% 911 47.10% 460 18.33% 96 3.82% 20 0.80% 

Wicklow 2896 1030 48.02% 1115 51.98% 540 18.65% 173 5.97% 38 1.31% 

Total 152751 65777 53.95% 56141 46.05% 22160 14.51% 6354 4.16% 2319 1.52% 
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Appendix F: Pass Rates per Test Centre relative to the National 
   Average Pass Rate (2010 – 2014) 
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