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Skills for Logistics (SfL) is the Sector Skills Council (SSC) for the freight logistics and 
wholesaling sector (the Logistics Sector).  SfL works alongside companies in the UK 
that are involved in moving, handling, storing and wholesale of goods.  Logistics is a 
component of all industries.   

SfL’s ambition is to “open doors so that logistics skills potential can be realised 
enabling people and organisations to do amazing things”. This drives our vision “to 
deliver the best skilled logistics workforce in the world”.  
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Key Findings 

In recent years the UK and European transport sector has been suffering from a 

shortage of skilled professional drivers (estimates showed that nearly 1,456 extra 

drivers were needed in the UK and nearly 75,000 across Europe in 2008) (Samek 

Lodovici et al. 2009). 

This trend slowed with the economic downturn mitigating the problem somewhat. 

Nevertheless, when the economy begins to recover, there is evidence which points to 

a likely driver shortage.  

The evidence includes: 

• Employment of drivers is characterised by a large share of near-to retirement 

workers (16 per cent of LGV drivers are 60 or over).  

• The number of individuals taking and passing their LGV test is declining year 

on year. The last four year period saw a decline of 31 per cent down to 

22,700 tests passed in 2010/11.  

• Less than half of the LGV and PCV tests passed have resulted in a Driver 

Qualification Card enabling the individual to work professionally.  

• There are substantially more vacancies than candidates seeking a LGV 

profession and as a result we are seeing wages growing faster for drivers 

than employees across the economy.  

• There is a sub-optimal uptake of Driver CPC periodic training. It is predicted 

that there will be a shortfall of 1.7 million training hours or nearly 250,000 

seven hour training courses by 2014.  

• Currently only 8.2 per cent of professional drivers have received their Driver 

Qualification Card after completing 35 hours worth of training.  

• No public funding or finance support for driver licence acquisition  
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1 Introduction  

1.1 Purpose of the report  

The purpose of this report is to present the current situation of the UK road freight 

transport sector, with regards to the labour shortage of professional drivers – Large 

Goods Vehicles (LGV).   

The report is structured into six chapters. Following this introductory chapter, Chapter 

Two presents an overview of the performance of freight transport in the UK and 

provides characteristics of the driving employment. Chapter Three investigates the 

supply of drivers in terms of licence holders and individuals seeking such positions 

and the demand in terms of vacancies. Chapter Four considers the uptake of Driver 

Certificate of Professional Competence (Driver CPC) periodic training – a key 

qualification requirement for all professional LGV drivers. Chapter Five will draw all 

the information together. Finally an annex examining in more detail the EU directives 

and regulations that impact driving occupations is provided as well as details used to 

calculate the forecasting of the Driver CPC periodic training uptake.   

1.2 Historical nature of driver shortage  

The shortage of professional drivers is not a new phenomenon. Countries around the 

world, including the US, Canada, Australia, New Zealand and those within Europe 

have all reported shortages in the last decade, (ATA 2005, Samek Lodovici et al 

2009). In 2008, the estimated shortage of drivers across Europe was nearly 74,500, 

with 1,456 in the UK (Samek Lodovici et al. 2009).  

Marchington et al. (2003) reported the particular problems small road haulage firms 

have with regards to recruitment and retention of drivers, pointing out that some firms 

have been forced to adopt continuous recruitment activities, including permanent 

notices in JobCentre Plus. While the Manpower (2010) ‘Talent Shortage Survey’, 

ranks drivers as one of the top 10 jobs, employers have difficulties to fill in 23 out of 

36 countries worldwide.  

Although the economic crisis mitigated or even eliminated the problem of a shortfall 

of qualified professional drivers, it is probable that it will re-emerge in the future with 

the general recovery of the economy.  



 

6 

 

ICT developments and new requirements set by EU legislation affect the sector, and 

consequently change the nature and competencies required of drivers. Therefore the 

shortage of drivers may not only be a consequence of limited numbers entering the 

sector but also a mismatch of the skills of the current workforce, where the skills 

required by firms are not matched by those offered by workers.  

A combination of forces operating on the demand side and the supply side of the 

labour market has resulted in a shortage of good drivers.  Samek Lodovic et al. 

(2009) defined these as:  

• Socio-economic factors : Global economic growth together with the EU 

enlargement that increased the demand of road transport and drivers.  

• Demographic factors : An ageing driver population is bringing about a rapid 

exit of skilled and experienced drivers, that are not adequately replaced by 

newcomers. 

• Work attractiveness factors : Poor job attraction negatively influences the 

supply of new entrants and the retention of current workers. This is a 

consequence of the perceived lack of career progression and the negatively 

perceived physical work environment and associated social conditions. 

• Qualifications (skills and training) : Technological innovation, globalisation, 

social and road regulations etc. have transformed jobs in the transport sector, 

leading to new and sometimes more complex skills and training needs.   

• EU regulations : Recent legislation regulating the sector have an indirect 

impact on labour shortage due to modifications of labour demand, working 

conditions and qualification requirements (see Annex 6.1 for some examples). 

1.3 Methodology  

This report will draw upon a number of data sources: 

• Occupational specific quantitative data generated by SfL and others 

(including Government departments and agencies, academics and 

professional associations).  

• Qualitative information collected by SfL and other organisations.  
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2 Performance and the driving workforce 

The purpose of this chapter is to provide an overview of the current situation and 

recent trends in the freight transport sector, with specific regard to the economic 

performance of the sector and the employment of drivers.  

2.1 Freight logistics 

The Logistics Sector is an essential part of the UK economy. Modern economies are 

highly dependent upon effective freight transport. Uri Dadush, World Bank trade 

director has remarked, ‘As a main driver of competitiveness, logistics can make you 

or break you as a country in today’s globalised world’ (Europa 2010). 

McKinnon (2004) concluded that without lorries carrying freight, current standards of 

living could be maintained for only a few days and for the economy as a whole, the 

loss of road transport for a week would be devastating. For example, during 

September 2000, a group of road hauliers blockaded British oil refineries, bringing 

the supply of fuel to forecourts to a halt, resulting in a shortage of fuel. The cost to 

firms from this protest was estimated to be £1bn (The Guardian 2000). 

2.2 Performance of freight transport  

Freight is moved by various modes – road, rail, water and pipelines – yet since the 

late 1980s, more than 60 per cent of goods in Great Britain are moved by road (DfT 

2011a), ensuring that professional drivers are vital to the UK economy. The 

dominance of road transport is demonstrated further by the turnover and GVA figures 

produced by the Office for National Statistics (ONS).  

The data highlights that in 2010 the annual turnover of the freight transport by road 

industry was over £22bn, contributing significantly more than the other modes (Table 

1). This is a decrease of 19 per cent on the 2008 data, reflecting the effects of the 

economic downturn, during which less goods were moved and lifted (DfT 2011a). 

However, between 2008 and 2010, some modes of transport did report growth. For 

example, air freight grew by 29 per cent and inland freight water transport by 11 per 

cent.  
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Table 1 Turnover of freight transport modes, UK (20 08 to 2010) (£ million) 
 2008 2009 2010 % change between 

2008 and 2010 
Freight rail transport 875 671 749 -14% 
Freight transport by road 27,157 24,485 22,099 -19% 
Sea and coastal freight water 
transport 

4,905 4,822 5,102 4% 

Inland freight water transport 53 55 59 11% 
Freight air transport 684 917 879 29% 
Pipelines 541 568 592 9% 

Source: Annual Business Survey ONS, 2010 

 

The economic performance of freight transport can also be described through Gross 

Value Added (GVA) data. Of the £12bn contribution, 81 per cent is generated by 

freight transport by road (Table 2).  

 

Table 2 Gross Value Added of freight transport mode s, UK (2008 to 2010) (£ million) 
 2008 2009 2010 % change between 

2008 and 2010 
Freight rail transport * 305 356 * 
Freight transport by road 11,878 11,077 10,409 -12% 
Sea and coastal freight water 
transport 

1,275 1,307 1,376 8% 

Inland freight water transport 24 14 40 67% 
Freight air transport 214 208 293 37% 
Pipelines * 319 337 * 

Source: Annual Business Survey ONS, 2010 

 

Freight transport by road dominance reflects the fact that the road system in the UK 

and Europe provides a link between nearly all establishments, thus providing door-to-

door carriage via a single mode of transport. Another reason for the dominance of 

road over other modes is the relatively short distances that freight often travels. 

Analysis of the origins and destinations of goods lifted shows that on average around 

70 per cent of road freight has its origin and destination within the same region of the 

UK. Only five per cent of goods lifted are carried more than 300 kilometres (DfT 

2011a).  
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2.3 The driving workforce 

Approximately 29 million people are in employment in the UK. Of these, 299,000 

work as a LGV driver, accounting for just over one per cent of the UK’s total 

employment.  

 

Table 3 Employment by occupation, UK, 2001 to 2011 (Quarter 2) (000’s)  
 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 
            
LGV 306 326 320 326 329 324 321 320 310 285 299 
 8% increase in employment 9% decrease in employment  

Source: Labour Force Survey employment status by occupation ONS, 2011c 

 

Employment levels peaked in 2005, with 329,000 LGV drivers. This represents an 

increase in employment of eight per cent between 2001 and 2005. Since then it has 

decreased to its current level of 299,000, most likely as a consequence of the 

worsened economic climate, where lower demands for freight consequently resulted 

in a reduction in the workforce.  

2.3.1 Driver demographics  

Driving occupations are dominated by male workers. Labour Force Survey data 

shows that less than one per cent of LGV drivers are female, in comparison with an 

all economy female employment rate of 46 per cent.  A European Foundation study 

(2004) shows that the difficulties associated with combining work and family life often 

prevent women from taking up this kind of job. Likewise the heavy physical workload 

is a further reason why the driving profession often unattractive to women. 

Furthermore, recruitment practices favoured by small haulage firms, such as word-of-

mouth can mean that recruitment of non-typical workers (i.e. women) is further 

limited (Marchington et al 2003). 

The working patterns reveal that drivers work full-time and are employed (rather than 

self-employed) (Table 4).  Even though the sector is dominated by full-time workers, 

employees in the sector undertake more non-standard working patterns. The sector 

can be characterised by working unsocial hours, such as evening, night and early 

morning, and working during weekends and holidays (European Foundation 2004). 
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Table 4 Working patterns (%) 
 Working hours  Employment status  
 Full -time  Part -time  Employee  Self -employed  
     
LGV Drivers 95% 5% 90% 10% 
All economy 73% 27% 86% 14% 

Source: Labour Force Survey employment status by occupation ONS, 2011c 

 

2.3.2 Driver age  

Data on age reveals that 16 per cent of LGV drivers are 60 or above – this is over 

48,000 drivers. Worryingly for the future, only one per cent of employed drivers are 

under 25. This is vastly different to the economy wide demographics (Figure 1). 

Clearly the profession is dominated by older drivers.  

 

Figure 1 Age demographics of professional drivers 

 

Source: Labour Force Survey (2011) (Quarter 2 Apr to June)  
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The implications of the profile are that over the next five years we can reasonably 

expect the 16 per cent of professional LGV drivers over 60 years to retire. This 

equates to a potential replacement demand of 48,000 LGV drivers1 or on average 

9,600 drivers each year. However, the age profile indicates that few young people 

are gaining their licence and entering the profession.   

The low proportion of young could be a result of several factors. The Road Haulage 

Association (RHA) has expressed concerns that gaining insurance for younger 

people (under 25) is difficult and consequently impacts a firms ability to take on 

young drivers (Transport Select Committee 2010).  Because many of the standard 

insurance premiums are based on over 25 years of age and two years’ experience, 

many firms require drivers to fit these criteria. Furthermore, training for new drivers 

has changed over the years, particularly in smaller firms (Marchington et al 2003). 

New recruits used to start in the yard before progressing to deliveries as a drivers 

mate before gaining their licence, but nowadays it is neither necessary nor affordable 

to have extra people on delivers, so there are not the same opportunities for young 

people to develop their careers in this way. 

2.3.3 Qualification and skills level  

The educational attainment level of drivers is relatively low, reflecting in part the age 

structure of the employed population and in part the earlier absence of specific 

training programmes targeting drivers.  Figure 2 shows that only third (36 per cent) of 

LGV drivers have a level 2 or above qualification compared to 75 per cent across the 

economy.   

It should be noted that the key qualification for driving is the vocational licence, which 

is considered to be a level 2 qualification, but is not included in the formal 

accreditation framework.  

 

 

 

                                                

1 This assumes there is no net growth or contraction in the sector and does not take into 
account individuals who will leave the profession due to other job opportunities, illness, and 
loss of licence entitlement.  
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Figure 2 Educational levels of professional drivers  

 

Source: Labour Force Survey (2011) (Quarter 2 Apr to June)  

 

Labour shortage can be caused by a ‘quality’ mismatch between the skills required 

by companies and the competencies offered by workers. Therefore when considering 

the nature of the shortage of drivers, it is also important to look at the changes in 

skills required and identify any new professional skills and competencies needed by 

the sector.  

In the past, becoming a driver was often seen as a job of last resort for those without 

specific professional skills, working solely on the basis of their driving licence. 

Arguably, there has been a progressive change of the driver’s role, due to the 

emergence of new activities and operations to be carried out, which require different 

skills.  

Some of these newer skills include: IT and/or technology related skills that allow 

drivers to operate an in-board computer; digital tachographs and related data; 

planning the best route; road safety skills; safe goods handling procedures; and 

customer service skills, as drivers are increasingly becoming the customer’s sole 

personnel contact.  
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The introduction of the Driver Certificate of Professional Competence (Driver CPC) 

aims to encourage all Member States to provide better training for professional 

drivers and harmonise EU driving and safety standards. This could see the skills 

levels of drivers improve going forwards (see Chapter 4 for more information).  

2.4 European Union and migrant workers 

Enlargement of the EU has brought both opportunities and threats to the freight 

logistics sector (Ball, 2011) in terms of supply and demand of labour. For example, 

from the 1st May 2004, workers from the A82 were given free right of access to 

European labour markets.  

Historically, the UK Logistics Sector saw a large number of Eastern European 

workers enter driving positions. 7,010 LGV drivers from A8 countries registered to 

work in the UK between May 2004 and March 2009 (UK Border Agency et al 2010), 

alleviating earlier fears across the UK of a driver shortage. But conversely, 

movement of these individuals would have exacerbated problems of driver shortages 

in their own countries as the most skilled drivers go abroad in search of better 

salaries. 

                                                

2 These countries were the Czech Republic, Estonia, Hungary, Latvia, Lithuania, Poland, 
Slovakia and Slovenia 
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3 Supply and demand for drivers  

3.1 LGV licence holders 

It is widely acknowledged that the number of licence holders is much higher than 

those who drive professionally, but the exact number and demographics were 

unknown.  Following a Freedom of Information request, from the DVLA, we are now 

able to present some insight3.    

This reveals that the number of individuals holding a category C vocational licence4 is 

approximately 900,000, with over 645,000 able to drive with a trailer over 750kg 

(C+E) (Table 5).   

Table 3 reveals 299,000 professional LGV drivers, therefore we can conclude that 

approximately one third of large vehicle licence holders drive as a profession.   

This indicates that there is a substantial pool of people with the necessary vocational 

requirements. Although the need to have a Driver CPC is likely to impact this (see 

Chapter 4). 

 

Table 5 Individuals holding the following licence c ategories 
 C1 C1+E C C+E 
     
England 776,068 542,774 760,867 543,617 
Scotland 88,201 62,517 87,660 63,201 
Wales 53,441 37,935 52,927 38,495 
     
Total  917,710 643,226 901,454 645,323 

Source: DVLA FOI request, (see Annex6.2 for explanation of licence categories) 

Note: There will be instances of double counting as it is possible for a driver to hold one or more 
categories. 

 

 

 

                                                

3 Data from the DVLA is correct as per information held on the driver database on 30th April 
2011 and applies for England, Scotland and Wales only 
4 Vocational entitlement is applied to a driving licence where an individual has passed a test  
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It is also apparent that the age profile of professional drivers is very similar to all 

individuals holding large vehicle licence (Figure 3, p15). Less than three per cent in 

each licence category are under 25 and 50 per cent of category C licence holders are 

over 45, with this rising to 59 per cent for those holding a C+E, compared to all 

economy figures of 13 and 41 per cent respectively.  

 

Figure 3 Age profile of LGV category licences holde rs and all economy workforce (GB) 

 

Source: DVLA FOI request and LFS 2011 

 

3.1.1 New driving entrants 

The above shows the current situation with regards to licence holders. But an 

important area to understand is how many people are gaining their licence and how 

many are entering the profession?   
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The number of individuals taking and passing their LGV test had steadily fallen since 

2007/08. Table 6 shows a decline of 31 per cent in tests passed in a four year period, 

from nearly 32,800 to 22,700 (DfT 2012a).  

 
Table 6 Number of LGV tests conducted and passed (C ategory C, C+E, C1, C1+E) 
  Number 

tests 
conducted 

Number 
tests Passed 

Pass rate  

    
2007/08 70,766 32,779 46.3% 
2008/09 65,790 32,258 49.0% 
2009/10 46,426 23,876 51.4% 
2010/11 43,894 22,664 51.6% 

Source: DfT 2012a 

 

This decline could be explained by several factors. For example, the costs involved in 

gaining a licence (from approx. £1,500) (see Annex 6.3) could be prohibitive to new 

entrants, particularly in times when the economy has been suffering from the 

recession. Licence acquisition also does not attract any funding or financial support. 

Furthermore the concerns previously expressed regarding motor insurance and firms’ 

ability to bring on young drivers, could be attributing to the declining rates.  

But we have previously shown that not all licence holders become professional 

drivers. The big question, therefore, is how many of those gaining their licence are 

becoming professional drivers? Since the introduction of the Driver CPC, new 

entrants wishing to driver professionally now have to complete an initial Driver CPC 

qualification.   

3.1.1.1 New Professional Drivers 

A new driver needs to pass the Driver CPC theory and practical tests in addition to 

the licence acquisition theory and practical tests if they intend to drive professionally.  

Once an individual has passed these tests, a Driver Qualification Card (DQC) will be 

issued. They then have to complete the periodic training to maintain the Driver CPC 

qualification (see chapter 4). 
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Data published by the Driving Standards Agency (DSA) reveals the number of DQCs 

issued for both LGV and Passenger Carrying Vehicle (PCV) – they do not distinguish 

between each (Table 7). This provides us with an indication of how many individuals 

are looking to drive professionally.  

In 2010/11 just over 12,000 individuals obtained DQCs enabling them to drive 

professionally as an LGV and/or PCV driver. This equates to 44 per cent of tests 

passed.  

The latest information from DfT indicates that 14,003 individuals obtained their initial 

qualification in 2012.  

 

Table 7 Number of tests passed for LGV & PCV driver s and the number of DQCs issued 
for the initial qualification  
 LGV 

Tests 
PCV 
Tests  

Total LGV &  
PCV tests 
passed 

DQCs issued for  
initial 
qualification  

% of LGV & PCV 
tests gaining 
DQCs 

      
2007/08 32,779 5,203 37,982   
2008/09 32,258 5,236 37,494 3,934 10% 
2009/10 23,876 4,700 28,576 7,524 26% 
2010/11 22,664 4,600 27,264 12,104 44% 

Source: DfT 2012, DfT 2012a and DfT 2012b 

 Assumes that the individual completed all four modules of the test in the same year 

 

Best case scenario is that all those who have obtained DQCs have done so for an 

LGV profession, meaning that in 2010/11 there could have been just over 12,000 

new professional LGV drivers. This would be sufficient to meet the demands of those 

expected to retire (estimated at 9,600 each year).  

However worst case scenario, would be that all those who done their PCV test 

acquired their DCQ, meaning that 7,400 received their DCQ to drive an LGV. This 

would not be sufficient to meet the demands of retirement in the current workforce.   

Taking an average it could be expected that 10,062 LGV test passed received their 

DQC, which would be on par to meet retirement demand.   
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3.2 Recovery from the recession  

The UK recession started in the spring of 2008 and ended in autumn of 2009.  

However, the economy did falter again late 2010, with a small rise in early 2011. 

Since then growth has been slow, leading to claims of stagnation across the 

economy and low consumer confidence. An insight into how the Logistics Sector 

faired in terms of driving positions during this period can be gleaned from data 

published by the Office for National Statistics (ONS).   

3.2.1 Driver vacancies and jobseekers  

The ONS freely publishes the number of notified vacancies at JobCentre Plus and 

the claimant counts on a monthly basis at a detailed occupational level.  By looking at 

both of these, the supply of available jobs can be indicated, as can the number of 

individuals seeking such as position.    

There is a seasonality to vacancies. Greater numbers are seen in early autumn, as 

the economy begins to prepare for the Christmas period. Consequently in January 

there are usually fewer vacancies. During the recession, it was noticeable the 

vacancies overall were much lower than previous years. However, 2011 saw the 

numbers rise again.  

From January 2007 through to December 2008, we can see from Figure 4, that the 

number of vacancies consistently outstripped the number of individuals claiming JSA 

seeking an LGV role. However, as the recession took hold in the later stages of 

2008/09 the supply of drivers was continually greater than the number of vacancies.  

Apart from a four month period at the start of 2010, we have since seen demand 

outweigh supply5.  

The largest difference was seen in October 2011 where for every driver seeking a job 

there were six positions being advertised. This has since decreased to for every 

three positions there are two drivers seeking a job.   

 

 

 

                                                

5 We recognise that the pool of available drivers seeking a role could be greater  
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Figure 4 Number of LGV vacancies notified to JobCen tre Plus and number of JSA 
claimants seeking an LGV role 

 

Source: Office for National Statistics:  NOMIS. 2011.  Vacancies notified by occupation and Claimant 
Count data sets.   

 

 

3.2.2 Driver recruitment 

As indicated in the introduction, 23 out of 36 countries worldwide, rank drivers as a 

top 10 jobs that is difficult to fill (Manpower 2010). Table 8 summarises the results 

from surveys conducted between 2006 and 2010, providing a view on the recruitment 

difficulties in this period, both for the UK and worldwide.  

The table shows that in 2007, 2008 and 2009 the UK rank for drivers was ranked 

tenth or outside the top ten, but in 2010 drivers again take a higher rank under the 

jobs that cannot be easily filled. This indicates that during the economic downturn, 

recruitment difficulties eased but returned again in 2010. This coincides with the 

number of vacancies notified rapidly increasing, and those seeking such a role being 

substantially lower.  
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Table 8 Ranking of vacancies difficult to fill by e mployers 2006-2010 – vacancies for 
drivers  
Year  UK Rank  Worldwide Rank  
   
2006 5 8 
2007 * 8 
2008 10 8 
2009 * 10 
2010 4 9 

Source: Manpower 2006, 2007, 2008, 2009 and 2010 

* not among the top 10 occupations 

 

Other occupations in the top ten that employers find difficult to recruit include, skilled 

trades, technicians, engineers, accounting & finance staff, and 

management/executives.  

3.2.3 Wages and hours worked  

Wages demands can also provide an indication of the market conditions.  If there is a 

shortage of labour in a specific industry then this could lead to workers demanding 

and receiving wages increases. The Annual Survey of Hours and Earnings (ASHE) 

has been used to look at the historical nature of wages and hours worked for LGV 

drivers (ONS 2011b).  

The average weekly wage of a full-time LGV driver has increased year on year 

(Table 9). In 2006, the average wage was £308.80 per week and in 2010 it stood at 

£430.00, which is below the all economy average. LGV drivers also work on average 

a greater number of hours each week.   

The impacts of the recession on the sector can be seen in 2009. The annual 

percentage change in wage in 2009 for LGV drivers was substantially lower than that 

for all employees (0.9% compared to 3.3%). This lower increase in wages coincides 

with the time when the number of individuals seeking a role was much greater than 

the number of positions available (Figure 4) and the amount of freight moved had 

decreased (DfT 2011a). In addition, the average number of hours worked decreased 

by over four per cent to 40.5 hours.   
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The following year (2010) shows that the need for more drivers has increased, with 

the annual percentage change in wages double that experienced by all employees 

(4.0% and 2.0% respectively) and the number of hours worked increasing. Likewise 

2011 saw the annual percentage change in wages much greater than that 

experienced across the whole economy.  

 

Table 9 Full-time average weekly wage (£) and hours  worked  
 Weekly Wage Annual % 

change wages 
Weekly 
Hours 

Annual % 
change hours 

 LGV All  LGV All  LGV All  LGV All  
         
2006 308.8 421.3   40.0 37.5   
2007 392.4 432.4 3.1 2.6 40.1 37.5 2.5 0 
2008 409.9 454.1 4.4 5.0 42.3 37.5 3.1 0 
2009 413.7 469.2 0.9 3.3 40.5 37.5 -4.2 0 
2010 430.0 478.7 4.0 2.0 42.0 37.5 3.7 0 
2011 435.0 480.0 1.2 0.3 42.0 37.5 -0.2 0 

Source: Annual Survey of Hours and Earnings 2006 to 2010: tables 14 – 2a & 10a ONS 2011b 

 

If we use wage demands as an indication of market conditions, the above data 

implies that there is shortage of labour for professional drivers. Employers are having 

to pay greater wages either to recruit staff or to keep them.  
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4 Training: the Driver CPC  

We previously noted in section 2.3.3 that the skill requirements of drivers are 

continually evolving, because of changes in work organisations, new technical 

standards, changing legal regulations, market requirements and work environments. 

These developments contradict the low qualification levels seen within the 

occupations. Driving LGVs is a skilled occupation requiring a substantial and often 

personal, investment in training (Marchington et al 2003). Drivers assume a great 

deal of responsibility, not only in terms of needing to drive safely on public road, but 

also by being in charge of an expensive vehicle and valuable load, which is some 

instances can be hazardous in nature. However, continuous professional 

development has not been usual for this occupation.  

The Driver CPC directive aims to harmonise driver qualifications and encourage EU 

members to provide better training for professional drivers throughout their working 

life.  

4.1 Driver CPC 

The introduction of the Driver CPC in September 2008 for PCV licence holders and 

September 2009 for LGV licence holders means that there is a need for all 

professional drivers to undertake a total of 35 hours training spread over a five year 

period.  If a driver has not completed the required training by the five year deadline, 

they will be unable to drive professionally. Therefore, it is important to understand the 

current take-up of the periodic training to ensure that there is not a bottle neck of 

training requirements in the last year.  
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4.1.1 Uptake of training: Hours  

Data from SfL and GoSkills, the SSC for passenger transport,6 estimate that 

approximately 525,0007 drivers, currently working in the two sectors, will require 

training, equating to nearly 18.4 million hours’ of training in the first five year period 

(see Annex 6.4).  

The most recent data from the Driving Standards Agency (DSA) indicates that over 

8.5 million training hours of Driver CPC have been delivered since September 2008 

(DfT 2012). This is less than the anticipated uptake if everyone were doing one 7 

hour period each year (Figure 5). 

 

Figure 5 Cumulative hours of training required annu ally to meet the target and actual 
number delivered so far 

 

Source: DfT/DSA for hours delivered.  SfL calculations for hours required (see Annex 6.4)  

 

 

                                                

6 GoSkills formally  merged with People 1st on 4th July 2011 
7 400,000 LGV drivers and van drivers in vehicles between 3.5t and 7.5t within scope and 
125,000 bus and coach drivers 



 

24 

 

Forecasting by SfL, based on information released by the DSA, estimates that 16.6 

million hours of training will have been delivered, by 2014. This equates to 90.5 per 

cent of the total required, thereby leaving a shortfall of 9.5 per cent (Figure 6).  This is 

the equivalent of 248,707 seven hours courses.  

This shortfall in hours, in a best case scenario, could mean that 49,741 drivers would 

not have completed their training come September 2014. Worst case scenario would 

be 248,707 drivers not having completed all 35 hours’ worth of training.   

 

Figure 6 Cumulative hours of training required and the forecasted level of training  

 

Source: DfT/DSA for hours delivered.  SfL calculations for forecasted level of training (see Annex 6.4)  

 

4.1.2 Uptake of training: Course attendance    

The number of drivers attending at least one seven hour course is rising annually.  In 

2008/09, 47,686 drivers attended at least one course and this rose to 281,629 in 

2010/11, while the first nine months of 2011/12 saw nearly 298,290 drivers attend 

(Table 10).  Notable is that this still falls below the ideal of every driver attending one 

seven hour course each year.  

Encouragingly, the data indicates that a number of drivers are attending more than 

one course per year (Total Attendees).  
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Table 10 Driver CPC course attendance  
 Total individual 

drivers 
Total Attendees  

2008/09 47,686 51,834 
2009/10 150,135 161,195 
2010/11 281,629 315,824 
2011/12  * 523,520 

Source: DfT 2012 (NB driver may have attended more than one course and may have attended in 
different years.  The totals only counts each driver once in a year)  

* Data not available  

 

4.1.3 Driver Qualification Cards  

43,879 drivers (LGV and PCV) have been issued a Driver Qualification Card (DQC) 

as a consequence of completing 35 hours training, since the introduction of the 

regulations (Table 11).  That equates to only 8.2% of the total driving professionals. 

 

Table 11 Number of Driver CPC Qualifications cards issued by financial year 
 2008/09 2009/10 2010/11 2011/12 
     
Number of DQC issued as a result of 
completion of 35 hours training 655 3,790 10,215 29,219 

Source: DfT 2012 
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5 Conclusion  

The data presented above provides detailed information on the position of 

professional drivers within the Logistics Sector.  

Taken together, there do appear to be legitimate concerns within the sector that there 

may be a shortage of drivers in the coming years.  

Nearly 300,000 individuals drive LGVs professionally. The vacancy and claimant 

count shows that there are more positions available than individuals seeking a driving 

role. In addition the annual percentage change in wages, which is double that of all 

sector employees, indicates that drivers may be demanding and receiving wage 

increases above the norm. This is a situation typical of when there is a shortage of 

labour.      

Looking forward, it appears that the issue of a labour shortage will be exacerbated by 

a number of other factors – the demographics of licence holders, falling numbers of 

new entrants and the Driver CPC.  

16 per cent of the current LGV workforce will reach retirement age in the next 5 

years.  This is approximately 48,000 drivers and this does not include those that will 

have licences revoked or curtailed or even those that will leave the profession for 

other job opportunities outside of driving.  

But the number gaining an LGV licence is decreasing year-on-year.  The data shows 

a 31% fall in the number obtaining a LGV licence in a four year period, and it appears 

that at best less than half are acquiring their initial Driver CPC.   

Finally, all professional drivers will need to have their Driver CPC card by September 

2014.  However, the data indicates that on current projections this will not happen.  

While the number of individuals attending courses has increased year on year, they 

are still significantly lower than the ideal of every driver attending on 7 hour course 

each year.  In addition the projected training hours to be delivered shows a shortfall 

of nearly two million training hours.  
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6 Annex  

6.1 European Union legislation  

The last decade has seen new transport legislation go onto the books.  The overall 

goal of the European Union’s activity is to enhance efficiency, safety, security and 

environmental performance of road transport in all member states. This has been 

translated into legislation which among other things: 

• Identifies common rules on access to the market and the profession.  

• Establishes minimum standards for working time, driving and rest periods 

(including enforcement and the use of the tachograph). 

• Establishes a uniform community driver attestation  

A number of directives and regulations relevant to driver shortage are summarised in 

the following table.  

 

Table 12 Individuals holding the following licence categories 
Name Reference  Main Aim s Main provisions  
Certificate of 
Professional 
Competence 

Directive 
2003/59/EC 

Harmonising driver 
qualifications and 
encouraging EU Member 
States to provide better 
training for professional 
drivers. 

Introduces a Driver 
Certificate of 
Professional 
Competence (CPC) and 
periodic training for 
vehicle drivers (from 18 
years old) who are 
employed or used by an 
undertaking established 
in a Member State. 

Driving time 
and rest 
periods 

Regulation 
(EC) 
561/2006 

Improving road safety and 
working conditions in the 
road transport sector. 

Introduces clearer rules 
about driving times, 
breaks and rest periods 
for professional drivers 
operating both national 
and international 
transport 

Directive 
2006/22/EC 

Ensuring proper 
application 
and harmonised 
interpretation of and 
approach to the social 
rules on road transport 
through the establishment 
of minimum requirements. 

Supplements the 
provisions of Regulation 
(EEC) No 3820/85 on 
minimum conditions for 
the implementation of 
social legislation in 
relation to road transport 
activities. 
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Working time 
Directive 

Directive 
2002/15/EC 

Establishing minimum 
requirements in relation to 
the organisation of working 
time in order to: (i) 
improving the health and 
safety protection of 
persons performing mobile 
road transport activities, 
(ii) improving road safety, 
and (iii) aligning conditions 
of competition. 

Introduces rules limiting 
weekly working time, 
breaks, rest periods and 
night work, for mobile 
workers employed by 
undertakings 
established in a Member 
State (also apply to self-
employed workers). 

Digital 
Tachograph  

Regulation 
(EC) 

2135/98  

(i) Increasing safety on the 
road and for drivers; (ii) 
aligning conditions of 
competition among 
companies; (iii) supporting 
enforcement of working 
times and rest periods 

Introduces the digital 
tachograph and tightens 
the minimum controls. It 
applies to newly 
registered EU vehicles. 

Regulation 
(EC) 

1360/2002 

Adapts the regulation on 
recording equipment in 
road transport to 
technical progress for 
the seventh time. 

Admission 
to the 
occupation 

Directive 
96/26/EC 

Harmonisation at EU level 
of admission to the 
occupation of road  
transport operator, in order 
to obtain: (i) mutual 
recognition of 
qualifications, (ii) better 
qualified transport 
operators, (iii) 
improvement 
in quality of service and 
(iv) road safety. 

Defines and amends 
existing rules regarding 
admission to the 
occupation (financial; 
standing; good repute; 
permits; driver training) 
of road transport 
operator in national and 
international transport. 

 

 

6.2 Licence categories  

Table 13 Medium sized vehicles with or without trai lers 
Category  Description  
C1 Vehicles weighing between 3,500 kg and 7,500 kg, with or without a 

trailer - weighing no more than 750 kg 
C1+E As category C1 but with a trailer weighing more than 750 kg. The total 

weight of the vehicle and the trailer together can’t weigh more than 
12,000 kg. The weight of the trailer, when fully loaded, can’t weigh more 
than the unladen weight of the vehicle 

Source: DSA 
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Table 14 Large vehicles, with or without trailers  
Category  Description  
C  Vehicles over 3,500 kg, with a trailer up to 750 kg 
C+E As category C but with a trailer over 750 kg 

Source: DSA 

 

6.3 Cost of gaining licence  

A medical costing between £50 and £100 is also required. 

 

Table 15 Theory test fees 
Theory test fee for bus, coach or lorry  Cost  
Multiple choice £35 
Hazard perception £15 
Driver CPC theory test case studies £30 

Source: Directgov 2011  

 

Table 16 Practical driving test fees 
Practical driving test fee for bus, 
coach or lorry 

Weekday 
Cost  

Weekday evening, 
weekends or Bank 
Holidays 

Vocational licence £115 £141 
Driver CPC practical test, includes 
automated issue of Driver Qualification 
Card £55 £63 

Source: Directgov  

 

The below five day practical training course costs are guidelines only.  The fees will 

depend on location and quality of training provided.  

 

Table 17 Five day training estimates 
 Cost  
Category C £600 to £1,100 
Category C+E £600 to £1150 

Source: Internet search   
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6.4 Driver CPC and DSA calculations  

Driver CPC training is a continual 5 year cycle of training, but to understand how the 

industries are currently doing in terms of training uptake, only the first five year cycle 

will be taken into account.  

The DSA data does not differentiate between PCV and LGV training hours delivered.  

Therefore these calculations take into account drivers in both industries.  

 

Number of hours training required  

The cumulative number of driver training hours has been calculated from the initial 

figures of drivers requiring such training from when the legislation came into being 

(400,000 LGV and 125,000 PCV). It assumes the ideal situation of every driver doing 

one 7hr training period each year to complete the mandatory 35hrs. Therefore we are 

looking at the sectors to complete 3.675 million hrs worth of training each year, 

providing a total training requirement of just over 18 million hrs (Table 18).  

Table 18 Number of training hours required per year  on average and over 5yr period  
Occupation  Number of 

Drivers 
Number of hrs training each 
year if drivers just did 7hrs per 
year 

Total number of training 
hours in five year period 

    
PCV 125,000 875,000 4,375,000 
LGV 400,000 2,800,000 14,000,000 
    
Total  525,000 3,675,000 18,375,000 
 

 

However, the DSA presents the data in financial years. We know the Driver CPC 

started in September (2008 for PCV and 2009 for LGV), so a PCV and LGV 5 year 

cycle will cover 6 financial years each.  Therefore the number of hours needed in the 

first and last year financial years have been adjusted and assumed to be half (Table 

19).  

Table 19 Number of hours required each year for PCV  and LGV (000’s hrs.) 
Occupation  08/09 09/10 10/11 11/12 12/13 13/14 14/15 
        
PCV 437.5 875.0 875.0 875.0 875.0 437.5 - 
LGV - 1,400.0 2,800.0 2,800.0 2,800.0 2,800.0 1,400.0 
        
Total 437.5 2,275.0 3,675.0 3,675.0 3,675.0 3,237.5 1,400.0 
Cumulative Hrs 437.5 2,712.5 6,387.5 10,062.5 13,737.5 16,97500 18,375.0 
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Hours delivered  

The number of hours delivered thus far can be seen in table below.  

 

Table 20 Number of Driver CPC hours delivered 
 08/09 09/10 10/11 11/12 
     
Total hrs per year 430,714 1,465,725 2,830,834 3,805,109 
Cumulative Hrs 430,714 1,896,439 4,727,273 7,214,862 

  Source: DfT 2012   

 

Forecasted 

The 2012/13 level is assumed to be the same level as 2011/12. 

For 2013/14 and 2014/15 the assumption is slightly less hours – table 19 above 

indicates less hours are required  - so SfL has taken a lower level of training (2.8 

million hrs and 1.4 million hrs respectively – the levels delivered in 2010/11 and 

2009/10). 

 

Table 21 Forecasted hours  
 11/12 12/13 13/14 14/15 
     
Total hrs per year 3,805,109 3,805,109 2,830,834 1,465,725 
Cumulative Hrs 8,532,382 12,337,491 15,168,325 16,634,325 
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