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Developing the automated vehicles regulatory framework
Introduction
	Thank you for responding to this call for evidence on developing the automated vehicles regulatory framework.
Closing date is 5 March 2026
Accessibility statement
Read our accessibility statement for SmartSurvey forms [opens in a new window].
Data protection regulations
The Department for Transport (DfT) is having a call for evidence on developing the automated vehicles regulatory framework.
View our DfT online form and survey privacy notice [opens in a new window] for more information on how your personal data is processed in relation to this survey.
Do not include personal information in your responses unless specifically requested.





Your information
1. What is your name?
		Institute of Licensing





2. What is your email address?
		sue@instituteoflicensing.org





3. Are you responding on behalf of an organisation?
	    
	Yes

	    
	No (Go to ‘Proposal’)





Organisational details
4. What describes your organisation best?
	    
	Academic organisation

	    
	Accessibility organisation

	    
	Borough authority

	    
	Bus operator

	    
	Combined authority 

	    
	Combined county authority

	    
	Consultancy

	    
	County council 

	    
	District authority 

	    
	Emergency service

	    
	Goods vehicle operator

	    
	Greater London authority

	    
	Insurer

	    
	London Borough unitary authority

	    
	Metropolitan district unitary authority

	    
	Original equipment manufacturer

	    
	Private hire vehicle (PHV) operator

	    
	Road safety organisation

	    
	Sub-national transport body

	    
	Taxi operator

	    
	Taxi and PHV operator

	    
	Technology developer

	    
	Trade body

	    
	Trade union

	    
	Other type of organisation:
	 Professional Body for Licensing Practitioners across the UK







Proposal
	The vehicle type approval process demonstrates and certifies that vehicles comply with applicable regulatory requirements regarding their safety, security and environmental performance before they are sold or registered in Great Britain (GB).
The requirements for type approval are set out in frameworks depending on vehicle category. Type approval in GB is mostly governed by assimilated EU law.
Together with the fact that the GB scheme was derived from EU regulations, it makes sense to consider the scope for harmonisation when updating the GB scheme. As a result, we continue to monitor regulatory activity in the EU and have an explicit presumption in favour of alignment in the GB scheme.
Regulation (EU) 2018/858 [opens in a new window] was amended by SI 2022 No. 1273 [opens in a new window] to create a GB type approval scheme for vehicle categories M (passengers), N (goods) and O (trailers), and specifies the requirements for approval of such vehicles in relevant annexes. GB type approval has been needed for new motor vehicle models introduced to the market on or after 1 February 2024. Models first placed on the market before February 2024 were subject to a provisional GB type approval scheme (which recognises vehicles approved to EU requirements). These provisional approvals expire after 2 years at which point manufacturers will need to apply to VCA for approval under the new GB scheme. By February 2026 all new vehicles sold in GB should be approved to the latest GB type approval scheme.
In addition to unlimited series approval, for vehicles produced in limited volumes, there are 2 approval routes available:
· GB medium series approval – based upon the requirements previously defined as EU small series type approval in retained legislation. These approvals are currently only available for some vehicle categories (M1 and N1) where less than 1500 units are produced each year
· GB small series approval – a continuation of what was previously known as the national small series type approval scheme. This is available for all vehicle categories, with production limits of 250 or 500 units, depending on category
It is also possible to seek individual vehicle approval, a UK national approval scheme for vehicles and trailers imported, assembled or manufactured in very small numbers or as individual vehicles.
Regulations (EU) No 167/2013 [opens in a new window] (covering agricultural and forestry vehicles – category T) and No 168/2013 [opens in a new window] (covering 2 or 3 wheel vehicles and quadricycles – category L) have not yet been amended and it is not currently possible to gain a GB type approval to either regulation.
Provisional schemes are in place for both regulations until 31 December 2027.
For L category vehicles, it is possible to seek individual approvals under the domestic motorcycle single vehicle approval scheme.

Full information is given in our consultation material.


5.  Do you think that amendments are required to any of the vehicle type approval schemes to enable deployment of AVs?
	    
	Yes

	    
	No (Go to ‘Vehicle design, use cases and type approval requirements’)

	    
	Don't know (Go to ‘Vehicle design, use cases and type approval requirements’)





Amending series
6. Which approval schemes do you consider require amendment to enable deployment of AVs?
	    
	Vehicle categories M, N and O scheme [Answer ‘M, N and O scheme’]

	    
	Vehicle category L scheme [Answer ‘L scheme’]

	    
	Vehicle category T scheme [Answer ‘T scheme’]





M,N and O scheme
7. What amendments do you consider are needed for category M, N and O scheme and why?
		
Technical question – no IoL response










L scheme
8. What amendments do you consider are needed for category L scheme and why?
		
Technical question – no IoL response


	











T scheme
9. What amendments do you consider are needed for category T scheme and why?
		
Technical question – no IoL response


	











Vehicle design, use cases and type approval requirements
10. What do you think will be the: 
	designs of self-driving vehicles deployed in the next 5 years in the UK
		Technical question – no IoL response




	use-cases of self-driving vehicles deployed in the next 5 years in the UK
		The IoL is predominantly concerned with passenger carrying vehicles.




	designs of self-driving vehicles deployed in the next 5 years that will be specific to the UK
		Technical question – no IoL response




	use-cases of self-driving vehicles deployed in the next 5 years that will be specific to the UK
		The IoL is predominantly concerned with passenger carrying vehicles.








Authorisation requirements relating to the vehicle 
	The AV act introduces the ‘self-driving test’ which must be met, alongside other requirements, for a vehicle to be authorised for use in Great Britain and to change the legal responsibility for the behaviour of the vehicle.
In assessing whether a vehicle meets the self-driving test, the Secretary of State must have particular regard to the statement of safety principles [opens in a new window], framed with a view to securing better road safety from the use of AVs.
An authorisation may apply to a single vehicle, several vehicles, or a vehicle type – for example a group of vehicles that shares common design characteristics, such as a specific model from one manufacturer. 
We are now seeking your views about the types of evidence that should form the basis of an authorisation applications, such as simulation, real world testing and third-party evaluation.


11. In your view, what types of evidence should form the basis of an authorisation application?
		






12. In your view, what evidence gathered at the vehicle type approval stage, if any, should be used to support an authorisation decision?
		








13. Do you think:
	
	Yes
	No
	Don't know

	geofencing has a role in operational design domain (ODD) approval
	    
	    
	    

	environmental mapping has a role in ODD approval 
	    
	    
	    



Why?
	





	
Authorisation requirements of this sort may relate to:
· the vehicle’s ability to recognise and enforce its own safe operating parameters, such as its maximum operating life
· how the vehicle’s ADS should behave – such as the need to obey speed limits and traffic rules
· the vehicle’s ability to recognise when it is within or outside its ADS’s ODD – for example, prevailing weather or road type
· the vehicle’s ability to recognise passenger numbers or cargo volume, for example to prevent overloading
· provisions for the vehicle’s capabilities around storing, protecting and sharing of information. This could include setting requirements for information about the vehicle to be provided to owners, users-in-charge and registered keepers 
· other factors – such as cyber security requirements


14. In your view what, if any, specific authorisation requirements relating to the vehicle that should be:
	included
		




	excluded
		







Why?
	Any vehicle proposed to be used to carry passengers, must be able to identify capacity limits and ensure these are complied with.

In addition, we consider that in-vehicle CCTV systems with audio and visual recording (which should be operated at all times while the vehicle is carrying passengers) are essential to provide a measure of protection and a deterrent to crime by those using the vehicle.








Authorisation requirements relating to the authorised self-driving entity (ASDE) 
	Section 6 of the AV Act [opens in a new window] requires every AV used on GB roads to be backed by a suitable company or individual taking responsibility for how the vehicle drives. This is the ‘authorised self-driving entity’, or ‘ASDE’.
The Secretary of State must impose authorisation requirements designating an ASDE. The ASDE is under a general responsibility to ensure its self-driving vehicles continue to satisfy the self-driving test by virtue of its authorised automation features on an ongoing basis throughout the lifetime of the AV.  
An ASDE should be of good repute, good financial standing and competent to discharge their duties.


15. In your view, what should be considered when assessing whether an ASDE is:
	of good repute
		Tests similar to those used for taxi and private hire drivers, vehicle owners and private hire operators should be used.  This includes enhanced DBS checks, Children and Adults barred list checks and any other information which is relevant including non-conviction information. 

The IoL has produced a Suitability Guidance document aimed at assisting local authorities in setting their own suitability policies which we would recommend to you.




	of good financial standing
		




	capable of competently discharging authorisation requirements
		





16. In your view, are there any other specific authorisation requirements relating to the ASDE that should:
	be included
		




	not be included
		





Why?
	








Register of authorisations
	Under section 10 of the AV Act [opens in a new window], the government will be required to keep a public register of self-driving vehicle authorisations, recording the identity of the relevant ASDE. 
An authorisation takes effect when it is entered in the register.
The Secretary of State must amend the register to reflect any relevant authorisation measure, this includes the:
· variation, suspension or withdrawal of an automated vehicle authorisation 
· reversal of a variation
· lifting of a suspension
· restoration of a withdrawn authorisation


17. In your view what, if any, additional information should be captured on the register of authorisations?
		Where the vehicle(s) are to be used for passenger transport, the register should include which local authorities have given consent for the use of the vehicle(s) in their area.





18. How might you expect to use the information available within the register of authorisations?
		
A national register is essential in our view.  Local authorities in particular will want to be able to view the register to ascertain which other local authorities have consented for passenger transport use in their area. 










Authorisation procedure  
	Section 11 of the AV Act [opens in a new window] gives the Secretary of State the power to make regulations about the procedure for granting an authorisation, as well as for varying, suspending or withdrawing an authorisation where this is done with the agreement of the ASDE. 
The regulations about the authorisation procedure may set out:   
· the form and content of an application for authorisation
· the fees payable for an application for authorisation; and by whom such an application may be made
· the examination of vehicles
· the notification of decisions
· reviews and appeals against decisions  


19. In your view, what should be considered when developing the authorisation procedure?
		
For passenger carrying vehicles, it is essential that the authorisation procedure includes suitability checks (DBS, barred lists etc) for any person who may be in charge of the vehicle (remotely or UIC) while it is carrying passengers.  This should also apply to anyone involved in a booking or dispatch process. This is a key safeguarding element.
It is strongly recommended that links are established with the NR3S which is a national register for revocations and refusals of taxi and private hire licences.







	
Here we are asking if, in your view, there are other regulated sectors, for example the aviation or rail industry, which could inform our authorisation scheme.


20. In your view, are there lessons from other regulated areas that should inform the authorisation regime?
	    
	Yes

	    
	No

	    
	Don't know (Go to ‘Processes for maintaining legal safety standard’)





Other regulated areas reasoning
21. Why?
		The plans for autonomous vehicles include passenger carrying services which will operate alongside and in a similar way to taxi and private hire licensing which is governed local through the network of local authorities.  There are key considerations which are common throughout the country in relation to safeguarding and information sharing which will be equally relevant for any UIC or remote controller of vehicles carrying passengers.











Processes for maintaining legal safety standard
22. In your view, what processes should be in place to ensure that authorised vehicles continue to meet the legal safety standard over time?
		Periodic checks on vehicles and persons involved whether UIC or remote controllers.








23. In your view, how should changes to: 
	software be managed from an authorisation perspective, and when should reauthorisation be required 
		Any significant changes, additional features, removal or replacement of features which might impact on travelling passengers should require review and potentially reauthorisation.




	functionality be managed from an authorisation perspective, and when should reauthorisation be required 
		Any significant changes, additional features, removal or replacement of features which might impact on travelling passengers should require review and potentially reauthorisation.








Costs and benefits of authorisation
24. What, if any:
	costs do you think should be taken into consideration when assessing the impact of authorisation standards
		




	benefits do you think should be taken into consideration when assessing the impact of authorisation standards
		








User-in-charge (UIC)
	The AV act created a new legal entity, the ‘user-in-charge' (UIC). If a self-driving feature requires a responsible human inside the vehicle, that human is the driver while the feature is disengaged, and becomes a UIC when the self-driving feature is engaged. The UIC will not be responsible for the way the self-driving vehicle drives when the feature is engaged.​ 
We are now asking what, if any, non-driving activities you think should be disapplied for UICs. We want to understand views on whether there are non-driving activities that a UIC should be permitted to do, which a driver cannot. 


25. In your view, should any existing prohibitions on non-driving related activity by a UIC be disapplied?
	    
	Yes (Go to ‘Disapplied activities and reasoning’)

	    
	No

	    
	Don't know (Go to ‘User-in-charge resuming control’)





Disagree with prohibited non-driving related activities being disapplied for UICs
	Explain why you think the same non-driving related activities should not be prohibited for a UIC as for a normal driver.


26. Why not?
		
Where the vehicle is carrying passengers, the UIC should be bound by the same requirements as for a normal taxi or private hire driver.








[Now go to ‘User-in-charge resuming control’]

Disapplied activities and reasoning
	Outline what non-driving related activities you think should be permitted for a UIC, that are currently prohibited for a normal driver, and explain why.


27. What activities and why?
		











User-in-charge resuming control
28. What evidence, if any, can you supply on the ability of a driver to safely resume control after disengagement from driving tasks (for example from cognitive distraction)?
	


Comment:
	

Technical question – no IoL response



[Attach supporting documentation to your response]

29. In your view, should there be specific training for a UIC?
	    
	Yes (Go to ‘Training’)

	    
	No 

	    
	Don't know (Go to ‘Exceptions for immunity’)





Against training
30. Why not?
		









[Now go to ‘Exceptions from immunity’]

Training
31. What knowledge and skills outcomes should the training provide? 
		For passenger carrying vehicles, any UIC should be required to undertake safeguarding and disability awareness training along with English language tests to ensure they can communication well with passengers. 








32. In your view, how frequently should UICs undertake:
	training
		Training should be refreshed on a rotation of 3 years




	tests of their ability
		








Exceptions from immunity
	Section 51(4) and (5) of the AV act [opens in a new window] provide that immunity, and the exceptions to it, are available where:
1. The vehicle’s authorisation has been varied, suspended or withdrawn and the UIC did not know or could not reasonably be expected to know this to be the case.
1. The UIC used the vehicle in reliance on the authorisation as it stood before the authorisation was varied, suspended or withdrawn.


33. How should a UIC be informed of any changes to the vehicle’s authorisation?
		Measures must be in place that where a vehicle authorisation is varied, suspended or withdrawn, any UCI is immediately informed and required to confirm understanding of the impact of the change(s). This should also extend to any local authority which has permitted use in its area.








34. In your what, if any:
	costs do you think should be taken into consideration when assessing the impact of UIC regulation
		




	benefits do you think should be taken into consideration when assessing the impact of UIC regulation
		








Safe introduction of transition demands 
	A transition demand is a time-bound demand for the UIC to take control of the vehicle when a self-driving vehicle needs to transfer back control. Sufficient time must be given for the UIC to regain situational awareness before retaking dynamic driving control - this is defined as the ‘transition period’. 
Under UNECE R157 [opens in a new window], a transition demand must allow a minimum of 10 seconds for the human in the vehicle to respond and take control. During this time, the system must provide clear visual and audible warnings. 
If the driver does not respond within this window, the vehicle must initiate a minimal risk manoeuvre (MRM)—bringing itself to a safe stop. 


35. In your view, should there be a stated value expected for a transition period duration akin to UNECE regulation number 157?
	    
	Yes

	    
	No (Go to ‘Against stated value’)

	    
	Don't know (Go to ‘Safe introduction of transition demands’)





For stated value
36. In your view, what should the minimum value be? 
	    
	10 seconds

	    
	Another amount:
	 





37. Provide evidence to support your view.
	


Comment:
	






[Attach supporting documentation to your response and now go to ‘Safe introduction of transition demands’]

Against stated value 
38. Why not (providing evidence)?
	


Comment:
	








Safe introduction of transition demands
39. In your view, should different scenarios require different transition demand protocols?
	    
	Yes

	    
	No

	    
	Don't know (Go to ‘Safe introduction of transition demands: user’)





Scenarios and protocols
40. Why (providing evidence if possible)?
	


Comment:
	






[Attach supporting documentation to your response]

Safe introduction of transition demands: user
41. In your view, should the nature of a transition demand vary depending on the user-in-charge?
	    
	Yes

	    
	No

	    
	Don't know (Go to ‘Transition demand interfaces’)





Transition demand variation
42. Why (providing evidence if possible)?
	


Comment:
	






[Attach supporting documents to your response]

Transition demand interfaces
43. In your view, should standards be established for transition demand interfaces across different vehicle makes and models?
	    
	Yes

	    
	No

	    
	Don't know (Go to ‘No-user-in-charge operator (NUICO) licensing’)





Transition demand interfaces reasoning
44. Why (providing evidence if possible)?
	


Comment:
	






[Attach supporting documentation to your response]

No-user-in-charge operator (NUICO) licensing
	The AV act grants the government the power to make provision for the licensing of persons as no-user-in-charge operators (NUICOs). NUICOs will be responsible for overseeing journeys by vehicles with an authorised no-user-in-charge (NUIC) feature when, at any point, that feature is engaged or there is no individual in the vehicle who is exercising control.  
NUIC journeys could be undertaken by a range of vehicles for a range of purposes. For example, automated light and heavy goods vehicles may be used to make deliveries and automated cars, shuttles and buses may be used to carry passengers. Vehicles with NUIC features may have other functions such as sweeping roads, acting as mobile traffic signs, or providing automated valet parking.  
The licensing scheme will give NUICOs responsibility for detecting and responding to problems arising during NUIC journeys, imposing requirements in connection with those journeys and the vehicles that undertake them. Potential problems include, but are not limited to, the:
· maintenance needs of the vehicle
· limitations of the automated driving system
· issues faced by passengers
· issues with vehicle loads
· emergency situations which may necessitate interaction with the public or authorities 


45. In your view what, if anything, should be considered when assessing whether a NUICO licence applicant is of good:
	repute
		The same suitability tests should be applied as for UIC individuals. 




	financial standing
		








Overseeing NUIC vehicles and journeys
	NUICOs will be responsible for overseeing NUIC journeys and the vehicles that undertake them. The responsibility to oversee NUIC journeys could include monitoring their vehicles’ locations, projected journeys, occupancies and loads, and holding general responsibility for their being operated safely. This may also include elements of remote assistance to the automated driving system, or limited remote driving, both of which are considered separately in later sections. 


46. In your view, what capabilities should NUICOs generally possess to be able to adequately detect problems arising during NUIC journeys?  
		








47. In your view, what capabilities, if any, other than remotely assisting the automated driving system driving the vehicle should NUICOs generally possess to be able to adequately respond to problems arising during NUIC journeys?  
		











NUICO considerations for passenger vehicles
	Some NUICOs may carry passengers through automated bus-like services, shuttle services or with private-hire-like or taxi-like services. These deployments could be regulated by existing public service vehicle (PSV), private hire vehicle (PHV) or taxi licensing schemes, or the forthcoming automated passenger services (APS) permitting scheme. The automation of passenger services may introduce challenges, for example in relation to detecting passengers’ problems and the provision of passenger assistance, not covered by these schemes. 


48. Do you believe you may seek to operate NUIC passenger-carrying vehicles in the future?
	    
	Yes

	    
	No (Go to ‘Additional NUICO requirements for passenger carrying services’)

	    
	Don't know (Go to ‘Additional NUICO requirements for passenger carrying services’)





Services and types of vehicles
49. What kind of service and types of vehicles would you be most likely to operate in the future?
		









Additional NUICO requirements for passenger carrying services
50. In your view, what requirements, if any, should be put in place for NUIC vehicles which carry passengers in addition to the requirements in existing schemes?
		
Any vehicle proposed to be used to carry passengers, must be able to identify capacity limits and ensure these are complied with.

There are significant concerns about safeguarding in vehicles where there is no driver and no UIC.  Opportunities to identify potential exploitation, or other criminal intent (potential hostile reconnaissance for example) will be lost, as will opportunities to assist passengers with vulnerability through age, illness or disability.
We consider that in-vehicle CCTV systems with audio and visual recording (which should be operated at all times while the vehicle is carrying passengers) are essential to provide a measure of protection and a deterrent to crime by those using the vehicle.  In addition, there should be some means of passengers flagging potential issues (by means of a panic button or similar) which would serve to highlight to operators the potential problem (although they would be effectively impotent to act other than to alert the police or other emergency services).
For passenger carrying vehicles, it is essential that the authorisation procedure includes suitability checks (DBS, barred lists etc) for any person who may be in charge of the vehicle (remotely or UIC) while it is carrying passengers.  This is a key safeguarding element.
It is strongly recommended that links are established with the NR3S which is a national register for revocations and refusals of taxi and private hire licences.







	We are now asking how operators and authorities should seek to prevent and respond to crimes committed within a NUIC passenger vehicle. These crimes may include for example:
· taking illegal drugs
· sexual assault


51. In your view, how, if at all, should:
	operators seek to prevent and respond to crimes committed within a NUIC passenger vehicle
		CCTV recordings which evidence crimes committed within a NUIC passenger vehicle must be provided to the police and to the local authorities who have given consent under the automated passenger services (APS) permitting scheme.

The issue here is how this information will come to light if there is no driver or UIC.   This would leave it to be reported by another passenger presumably (through a panic button or similar?), or the result of a complaint (for example by a passenger who finds drug paraphernalia or other evidence of crime within the vehicle).




	authorities seek to prevent and respond to crimes committed within a NUIC passenger vehicle
		In the case of vehicles operating under the automated passenger services (APS) permitting scheme, the vehicles will operate outside of existing taxi and private hire licensing regimes.  There is no information within this consultation about what matters local authorities will be able to take into consideration when determining whether or not to consent to automated passenger services, and additionally no information about the grounds local authorities might rely on to refuse consent.

Once authorised, it is not clear whether local authorities will have any role in relation to compliance and enforcement of NUIC vehicles operating in their area under the permitting scheme.  This will require careful thought, local authority funding and clear guidance with provision granting local authorities the necessary legislative power.

The consultation question appears to indicate that local authorities might also be asked to consider applications for licences for NUIC vehicles under existing public service vehicle (PSV), private hire vehicle (PHV) or taxi licensing schemes, and we would welcome more information in relation to this.  Any such applications must be subject to the same checks, testing requirements and vetting procedures used for normal taxi and PHV services.








NUICO considerations for goods vehicles  
	NUICOs may also deliver goods using a range of vehicles. This includes heavy goods vehicles (HGVs) which are regulated by an existing operator licensing scheme as well as light goods vehicles (LGVs). NUICO licensing will supplement the existing HGV scheme as well as cover a wider range of goods delivery vehicles, including those which may also carry passengers. 


52. Do you believe you may seek to operate NUIC goods vehicles in the future?
	    
	Yes

	    
	No (Go to ‘HGV licensing’)

	    
	Don't know (Go to ‘HGV licensing’)





NUIC services and vehicles in the future
53. What kind of service and types of vehicles would you be most likely to operate in the future?
		








54. Is it likely you will operate both NUIC vehicles and manually HGVs in the future?
	    
	Yes, both 

	    
	No, just NUIC vehicles

	    
	No, just manual HGVs

	    
	No

	    
	Don't know





HGV licensing
55. In your view what requirements, if any, of the existing HGV operator licensing scheme should be:
	amended for HGVs operating under a NUIC operator’s licence
		




	replaced for HGVs operating under a NUIC operator’s licence
		




	disapplied for HGVs operating under a NUIC operator’s licence
		








Remote assistance to the automated driving system
56. Do you believe you may seek to operate NUIC vehicles in the future?
	    
	Yes

	    
	No (Go to ‘Operators to use remote ADS assistance’)

	    
	Don't know (Go to ‘Operators to use remote ADS assistance’)





Deployments
57. What remote ADS assistance tasks, if any, are you likely to incorporate into early deployments?
		











Operators to use remote ADS assistance
58. In your view how often and in which circumstances would it:
	be appropriate for operators to use remote ADS assistance
		In the case of passenger carrying vehicles, only where necessary (in cases of incident or emergency) and then only to move the vehicle to the nearest safe location.




	not be appropriate for operators to use remote ADS assistance
		For any other part of the journey.





59. In your view what, if any: 
	training should remote ADS assistants undertake to be deemed fit for their role
		Safeguarding, English language and disability awareness in common with general requirements for taxi and PHV drivers




	health assessments should remote ADS assistants undertake to be deemed fit for their role
		




	qualifications and skills should remote ADS assistants undertake to be deemed fit for their role
		Competency skills assessments in relation to the operating systems and remote driving




	vetting should remote ADS assistants undertake to be deemed fit for their role
		Suitability checks (DBS, barred lists etc) in line with the standards for Taxi and PHV drivers and operators





60. In your view what requirements, if any, should be mandated with respect to the working:
	hours of remote ADS assistants
		




	conditions of remote ADS assistants 
		








61. In your view what factors, if any, should determine how many NUIC vehicles a remote ADS assistant should be allowed to support simultaneously?
		
Remote ADS assistants must be able to give 100% concentration on a vehicle where they are providing remote driving assistance.  There would be no reasonable exceptions to this that we can see.










Remote driving as part of a NUIC journey
62. If you seek to operate NUIC vehicles in the future, how likely are you to look to incorporate remote driving, if at all, into early deployments and in what form?
		








63. In your view under what circumstances, if any, should remote driving be permissible for the purpose of vehicle recovery when a NUIC journey cannot be completed by the ADS?
		Only to the extent of moving the vehicle to a safe location in order to await recovery.








64. In your view, when considering the possible presence of:
	passengers, under what circumstances should remote driving be permissible for the purpose of responding to problems during NUIC journeys and why
		To move the vehicle to the nearest safe location.  There must also be a means for the remote driver to communicate with passengers throughout the time that they are in charge of the vehicle in order to inform passengers about what they are doing and the next steps (emergency services, recovery, alternative services etc).




	passengers, under what circumstances should remote driving be permissible for the purpose of routinely completing elements of NUIC journeys outside the operational design domain of the automated driving system and why
		Why would this be necessary on a routine basis?  If the vehicle is capable of autonomous driving, it should not be necessary (except in cases of technical issues, breakdown or other incidents) for a remote user to be driving the vehicle.  This is particularly important for passenger carrying vehicles who will have no sight of the operator but will be entirely in their hands while they are in charge of the vehicle.




	goods, under what circumstances should remote driving be permissible for the purpose of responding to problems during NUIC journeys and why
		




	goods, under what circumstances should remote driving be permissible for the purpose of routinely completing elements of NUIC journeys outside the operational design domain of the automated driving system and why
		





65. In your view what, if any, of the following should remote drivers undertake to be deemed fit for their role?
	    
	Training

	    
	Skills

	    
	Safeguarding and health assessments

	    
	Qualifications

	    
	Vetting


66. In your view, what requirements, if any, should be mandated with respect to the:
	working hours
		




	conditions of remote drivers
		





67. In your view, what considerations, if any, should be made with respect to assessing remote driving:
	hardware within a remote operations centre 
		




	software within a remote operations centre
		





Operator responsibilities and third-party suppliers 
	While NUICOs will retain the ultimate legal and regulatory responsibility for overseeing NUIC journeys and meeting any licensing conditions, it is anticipated that some operators may seek to contract out functions including, but not limited to, vehicle maintenance, data management, or even remote operations.


68. In your view which:
	restrictions, if any, should be placed on NUICOs with respect to the contracting out of functions to third-party suppliers
		NUICOs should not be able to contract out remote operations where the vehicle is used to carry passengers.




	mandatory conditions, if any, should be placed on NUICOs with respect to the contracting out of functions to third-party suppliers
		








Costs and benefits from NUICO regulation
69. If the NUICO regulation were to be implemented, in your view what:
	costs, if any, do you think should be taken into consideration when assessing the impact of NUICO regulation
		




	benefits, if any, do you think should be taken into consideration when assessing the impact of NUICO regulation.
		








Insurance (new types for AVs)
	As with conventional vehicles, AVs must be insured to legally drive on our roads.
In addition to motor insurance, we envisage that regulated bodies (ASDEs and NUICOs) will take on business insurance products to address their liabilities, for example risks to their operations, public and employer liability and so on. For such products, the regulated bodies will have contractual arrangements with their insurers. It is possible that appropriate insurance cover could form part the regulator’s assessment of whether an ASDE or NUICO are of good financial standing.


70. In your view, how can insurance play a role in ensuring that good financial standing of regulated bodies is met?
		








71. What, if any, instances where insurance products are used to ensure good financial standing can you supply?  
		








72. Taking into consideration available insurance for product recalls in the automotive industry, what sort of premiums are charged for what sort of coverage?
		








73. In your view, is there a need for new kinds of fleet management insurance products for NUICOs?
	    
	Yes

	    
	No (Go to ‘No new insurance products and coverage for NUICOs’)

	    
	Don't know (Go to ‘Learning from other insurance models’)





New insurance products and coverage for NUICOs
74. What type of:
	products
		




	coverage
		






[Now go to ‘Learning from other insurance models’]

No new insurance products and coverage for NUICOs
75. How do you see existing insurance products working to cover remote operations?
		











Learning from other insurance models
76. What, if any, learnings from other insurance models could be applied to any new types of insurance for AVs, and why?
		











The use of automated vehicle data by insurers 
	We recognise the need for prompt payment of compensation to victims of road traffic collisions. Beyond determining liabilities for incidents involving AVs, insurers have also shown an interest in gaining access to more vehicle data which they see value in operationally.


77. What, if any:
	risks are there for data controllers in sharing data with insurance companies
		




	opportunities are there for data controllers in sharing data with insurance companies
		





78. If insurers were to request vehicle data that went beyond determining liabilities of incidents where an AV is directly involved in a collision, how do you think privacy and data protection requirements should be managed?  
		











Costs and benefits of insurance regulation around AVs
	Some in society are likely to benefit from new legislation, while others may see increased costs. These costs and benefits could affect businesses, households, government and wider society. Responses to the following question will be considered when conducting appraisal of policy options for insurance legislation.


79. What, if any:
	costs do you think should be taken into consideration when assessing the impact of regulating the insurance of AVs
		




	benefits do you think should be taken into consideration when assessing the impact of regulating the insurance of AVs
		








Learning from other jurisdictions
	Although GB’s legal framework for insurance, and for AVs, is unique, government is interested in hearing from respondents about how other jurisdictions approach insuring AVs.


80. What examples, if any, do you have of AV insurance being done well, and why?
		











Once AVs are on the road: IURS (traffic infractions) 
	The In-Use Regulatory Scheme (IURS) will be used to protect the public by promoting the continued safe and legal operation of AVs on our roads.
The IURS will apply to AVs throughout their lifetime, allowing for vehicles to continue to be verified against authorisation and operator licensing requirements.
Specifically, the in-use regulator will:
· consider whether AVs continue to comply with the conditions and requirements placed on them through the authorisation process
· consider whether requirements placed on an ASDE through the authorisation process are being met
· consider whether NUIC operator licensing requirements are being met
· identify and investigate “relevant” incidents that demonstrate a vehicle may not be operating safely and legally
· where necessary, take action to ensure the continued safety of AVs through the use of civil and regulatory sanctions
The IURS processes may also support the Secretary of State’s monitoring duty under section 38 of the AV Act [opens in a new window].
The IURS must be able to identify when an incident, including collisions, or infraction with an AV has occurred. This is the first step in determining whether an investigation is necessary to determine whether an authorised AV is operating safely on our roads. 
In addition to establishing new mechanisms for reporting, we expect the IURS will also work with organisations and processes that are already in place for conventional vehicles. 


81. In your view, how might a regulated body determine if a vehicle has committed a traffic infraction?
		











Submitting information regarding traffic infractions and incidents 
	Information about incidents or infractions may be held by a number of different parties. This includes, but is not limited to, authorities such as the police that deal with these events on a day-to-day basis, or regulated bodies such as the ASDE or NUIC Operator. The owner or UIC of the vehicle will also be both a source of and the recipient of information. With the wide variety of parties required to report, the submission of that information must be standardised to ensure the efficacy and efficiency of the IURS. 
We are now asking about the format and method you think should be used in the submission of standardised information to the IUR, this includes but is not limited to the submission method and the format of the information itself.


82. In your view, what should be taken into consideration in the submission of standardised information to the IUR, and why?
		There should be an online reporting portal which the police, National Highways, local authorities and other agencies can use to input information.  The person inputting the information should be able to access and download the report they have submitted for their own records.
Standard fields should include the date, time and location of the incident, full details of the incident, any injuries to passengers or 3rd parties, and what agencies were involved in the incident.  There should be a field for recommended action or next steps, and full contact information of the person reporting the incident.











Investigating traffic infractions & relevant incidents
	Not every incident or infraction will warrant an investigation by the IURS and not every investigation will result in sanctions. We intend that the IURS will take a proportionate approach, taking into account the level of harm and the future safety risk posed.
Our expectation is that ASDEs and NUIC operators will work collaboratively to support these investigations. 
To support this, we expect that ASDEs and NUIC operators will nominate a senior person responsible for ensuring that full and accurate information about safety is provided to the Secretary of State, including for use by the IURS. 
Investigative bodies already undertake investigations with regards to non-self-driving vehicles. We are interested to understand what additional resources, equipment and skills would be needed for investigations into AVs.


83. Do you think that any specialist elements, including knowledge, would be needed during an investigation into a: 
	
	Yes
	No
	Don't know

	relevant incident
	    
	    
	    

	traffic infraction by the IURS
	    
	    
	    



If 'yes' provide details of any specialist elements including knowledge that would be needed during an investigation, whether for a relevant incident or traffic infraction by the IURS.
	









84. What records, if any, should be retained regarding the maintenance and repair history of AVs? 
		
Full inspection, servicing and repair information should be recorded and retained for a specified period (at least 6 months), and made available for inspection by regulators, police etc., on request.










Seizure and handling of things related to an investigation 
	Section 29 [opens in a new window] provides a power to, among other things, seize and remove any document, equipment, or other item or material on the premises of an ASDE or NUIC operator. This power is only exercisable under a warrant issued under section 28 [opens in a new window]. Section 31 of the AV Act [opens in a new window] details what must be done by a person exercising the power of seizure and removal under section 29, and what may be done with the “thing” seized.

During the seizure of anything including vehicles, the IURS must have processes in place so they can retrieve the evidence needed without damage or corruption to the data or physical device. The items or information seized could also be useful for secondary purposes to support the safety of AVs.


85. In your view, what specialist knowledge and handling, if any, will be necessary in order to preserve evidence, and why (including evidence if possible)?
	


Comment:
	





[Attach supporting documents to your response]

86. Beyond the primary purpose of supporting an investigation what, if any, other purposes a thing seized could be retained or used for?
		









87. What challenges, if any, are you aware of regarding access to data relevant to investigations?
		








88. In what circumstances, if any would you consider it acceptable that the thing seized is delivered to someone other than the owner?
		








89. Beyond those already used for electric and hybrid vehicles what other considerations, if any, do you think should be implemented during the destruction of an AV?
		











Storage and disposal of seized things 
	Section 58 [opens in a new window] provides a power to seize and detain road vehicles. It does not require a warrant but may only be exercised by an authorised officer in certain circumstances including the prevention of an offence.
Section 58 of the AV act allows for regulations to be made about what is to happen after a vehicle has been seized and detained. Such regulations must ensure that the vehicle is properly stored, and the owner has a reasonable opportunity to find out the vehicle has been detained and recover it.
For the next question you should note that while the majority of AVs are expected have an electric powertrain (where the motor is partially or fully powered from onboard batteries), the associated storage requirements are not in scope for this question. 


90. What considerations, if any, in addition to those for conventional vehicles do you think are appropriate for the storage of a seized AV?
		








	If there is anything not claimed by the owner, then section 58 [opens in a new window] provides for the disposal of the vehicle. While the AV Act does not define disposal, we believe that disposal could include the sale or donation of the seized vehicle once no longer required and has not been claimed. 


91. In your view, what are the circumstances in which a seized AV should be sold rather than being disposed of?
		










92. In your view what, if any, considerations are there in how an AV should be appropriately disposed of compared to a conventional vehicle?
		











Comparable sanction regimes
	Following an investigation, the IURS may issue a sanction to the responsible ASDE or NUIC operator. The IURS will have a range of sanctions available for use, which will enable it to be fair and proportionate in how it responds to incidents.
To achieve this, the IURS will take a flexible approach, considering each incident or infraction on a case-by-case basis and, if necessary, applying sanctions in whichever way is most appropriate to ensure vehicle safety is upheld going forward. 
This is different to the current regulation of human drivers of conventional vehicles, which focuses on the strict criminal enforcement of road traffic rules.
The adoption of this approach was recommended by the Law Commissions [opens in new window]. They advised that allowing the IURS to apply a flexible range of non-criminal sanctions would allow for a more proportionate, effective and speedy response to incidents and infractions. Only using criminal sanctions, on the other hand, can be expensive, take a long time to enforce, and may give uncertain outcomes. 
Several other regulators, such as the Competition and Markets Authority [opens in a new window], Health and Safety Executive [opens in a new window] and Office of Road and Rail [opens in a new window], take a similar approach to applying sanctions.


93. What information can you provide, if any, of existing sanctions regimes in other areas which take a similar, flexible approach to applying non-criminal sanctions? 
	


Comment:
	





	[Attach supporting documentation to your response]

If appropriate, the IURS will first seek to resolve any issues identified during an investigation through informal means, such as advice, warnings and discussions with ASDEs and NUIC operators. If informal means are deemed insufficient, or have failed to address the issue, then the IURS will issue a sanction.
The AV act sets out the range of sanctions which the IURS will have available [opens in a new window]. These fall into 2 categories of regulatory sanctions and civil sanctions. 
As they are not criminal sanctions, the regulatory and civil sanctions available to the IURS cannot result in criminal prosecution or imprisonment. However, the AV act does create some offences for which criminal action may be taken against an ASDE or NUIC operator following an investigation into an incident or traffic infraction. If an ASDE or NUIC operator is found guilty of these offences, they would be liable to receive a criminal sanction, such as an unlimited fine.


94. In your view, what factors relating to an incident or traffic infraction would warrant the IURS to:
	issue a regulatory sanction under the AV act, as opposed to a civil sanction
		




	vary an automated vehicle’s authorisation conditions, rather than suspending the authorisation altogether
		




	issue a monetary penalty notice instead of a compliance notice
		








Monetary penalties 
	Section 36 of the AV act [opens in a new window] grants the power to issue monetary penalty notices. Monetary penalty notices can be issued to a regulated body if:
· they have failed to comply with a regulatory requirement
· have failed to comply with an existing interview, information, compliance or redress notice
· an authorised automated vehicle has committed a traffic infraction while the ASDE was responsible for it, unless it appears that the traffic infraction was caused wholly by a failure of a NUIC operator to comply with a requirement under NUIC operator licensing regulations
Section 36 of the AV act also requires the Secretary of State to make regulations setting a maximum limit for monetary penalties. 
There are several approaches that could be taken in setting a maximum monetary penalty limit.
One is to set the maximum limit as a percentage of the regulated body’s turnover. For example, the Gas Act 1986 [opens in a new window] sets a maximum penalty of 10% of the regulated person’s turnover (how turnover is defined for the purposes of the Gas Act 1986 is set out in a separate order from 2002). Section 36(10) of the AV act [opens in a new window] allows the regulations setting a maximum penalty limit to define what counts as turnover, and how turnover is to be calculated or assessed. 


95. In your view, should a regulated body’s turnover be taken into account when setting the maximum limit for monetary penalties?
	    
	Yes (Go to ‘Taken into account’)

	    
	No

	    
	Don't know (Go to ‘Monetary penalties – limits’)





Not taken into account
96. Why not (providing details and evidence if possible)?
	


Comment:
	






[Attach supporting evidence to your response and now go to ‘Monetary penalties – limits’]

Taken into account
97. How should turnover be calculated and why?
		











Monetary penalties - limits
	Another approach is to set the maximum limit as a strict figure. For example, the Wireless Telegraphy Act 2006 [opens in a new window] sets a maximum penalty limit of £2 million for a single breach of information requirements imposed on users of wireless telegraphy apparatus. 


98. In your view at what amount would it be appropriate to set a strict limit for monetary penalties?
	    
	Up to £10 million (m) 

	    
	Between £10m and up to £15m 

	    
	Between £15m and up to £20m

	    
	Between £20m up to £25m

	    
	Greater than £25m:
	 








Monetary penalty reasoning
99. Explain why you have chosen this amount.
		











Monetary penalties - regulated body's turnover
	In some cases, a monetary penalty notice may be issued to an ASDE or NUIC operator due to an ongoing failure to comply with a regulatory requirement or an existing interview, information, compliance or redress notice. If this is the case, the monetary penalty notice can specify an additional sum which will be added to the penalty every day until the failure is addressed, or until an earlier specific date given in the notice. 
As a result, the AV act also requires the Secretary of State to pass regulations setting the maximum sum which can be added to a penalty each day for continuous failures. This could also be defined as a strict figure, or as a percentage of turnover. If set as a percentage of turnover, this would be defined in the same way as is done when setting the maximum monetary penalty limit. 


100. In your view, should a regulated body’s turnover be taken into account when setting a limit for additional daily penalties that may be imposed if the failure is a continuous one?
	    
	Yes

	    
	No

	    
	Don't know (Go to ‘Monetary penalty limit’)





Turnover
101. Why (providing details and evidence if possible)?
	


Comment:
	






[Attach supporting documentation to your response]

Monetary penalty limit
102. In your view at what amount would it be appropriate to set a strict limit for additional daily penalties that may be imposed if the failure is a continuous one and why?
		











Maximum monetary penalty limits for automated passenger services 	Comment by Sue Nelson: I’d be interested in Taxi SIC comments on this.  Personally I am less worried about fines than I am about infringements and what the implications of those are in terms of safety etc., and whether local authorities will be able to review their consent in light of the issues.
	Part 5 of the AV act [opens in a new window] introduced a new, targeted permitting scheme for vehicles that are designed or adapted to drive themselves. The APS permitting scheme can further be used for trials with the aim of developing vehicles that are so designed or adapted and so could include trials with a safety driver where this aim is met.
The APS draft statutory instrument (SI) provided for the following enforcement provisions: variation, suspension, withdrawal. 
Schedule 6, paragraph 2 of the AV act [opens in a new window] grants the power to issue a monetary penalty notice to an APS permit holder if they have committed an infringement of the permit scheme or have failed to comply with a compliance notice. 
The same provision requires the Secretary of State to make regulations setting a maximum limit for the monetary penalties which may be issued. As with the powers under section 36 of the AV act [opens in a new window], these could either be set as a percentage of the permit holder’s turnover, as a strict figure, or as whichever of these figures is higher. 


103. In your view, should a permit holder’s turnover be considered when setting the maximum monetary penalty limits?
	    
	Yes (Go to ‘For permit holder’s turnover’)

	    
	No

	    
	Don't know (Go to ‘Monetary penalties limits for permit violations’)





Against permit holder's turnover
104. Why not (providing evidence to support your view)?
	


Comment:
	






[Attach supporting documentation to your response and now to go ‘(Go to ‘Monetary penalties limits for permit violations’]

For permit holder's turnover
105. In your view, how should turnover be calculated, and why (providing evidence to support your view)? 
		











Monetary penalties limits for permit violations
106. In your view, at what amount would it be appropriate to set a strict limit for monetary penalties for permit violations?
	    
	Up to £20,000

	    
	Between £20,000 and up to £50,000  

	    
	Between £50,000 and up to £125,000  

	    
	Between £125,000 and up to £500,000   

	    
	Between £500,000 up to £1,000,000  

	    
	Other amount:
	 








Permit violations reasoning
107. Explain why you have chosen this amount.
		











Continuous failure 
	If the failure to which the monetary penalty notice relates is an ongoing one, the monetary penalty notice can provide for a specified sum to be added to the penalty each day until the failure is resolved, or until a specific date. This could be defined as a strict figure, or as a percentage of turnover. If set as a percentage of turnover, this would be defined in the same way as is done when setting the maximum monetary penalty limit.


108. In your view, should a permit holder’s turnover be taken into account when setting a limit for additional daily penalties that may be imposed if the failure is a continuous one?
	    
	Yes

	    
	No

	    
	Don't know (Go to ‘Monetary penalties - daily and continuous failure’)





Additional daily penalties reasoning
109. Why (providing evidence if possible)?
	


Comment:
	






[Attach supporting documentation to your response]

Monetary penalties - daily and continuous failure
110. In your view, at what amount would it be appropriate to set a strict limit for additional daily penalties that may be imposed if the failure is a continuous one, and why?
		











Costs and benefits from the in-use regulatory scheme 
111. What, if any:
	costs do you think should be taken into consideration when assessing the impact of the IURS  
		




	benefits do you think should be taken into consideration when assessing the impact of the IURS  
		








Working with first responders 
	There are 3 main categories of first responders that will interact with AVs. These are:	Comment by Sue Nelson: For all major A roads and motorways, there is also National Highways who are often first on scene.
· police
· ambulance
· fire and rescue services
Alongside these 3 main categories, there are a wide variety of other services, including traffic officers that will interact with AVs during the commission of their duties.
First responders will be some of the first groups that will be required to be informed and trained on the interactions between themselves and AVs. AVs will encounter first responders driving on blue lights and will need to react appropriately and in a manner expected by the first responders and other road users at the scene. This is to ensure the safety of all road users and to avoid delays to the emergency services.
These direct interactions give reason to why section 57 of the AV act [opens in a new window] allows those people who have the authority to direct a human driver to stop, to have the same powers to direct an AV. That person may, for example direct an AV to stop by means of an appropriate communication with the equipment of the vehicle.


112. In your view, what methods could be deemed an ‘appropriate communication’ between enforcement officers and AVs and why?
		











Incident investigation by statutory inspectors 
	Within the self-driving vehicle safety framework, there are 2 distinct investigatory regulatory functions:
· the incident investigation function 
· the IURS
It is important to draw the distinction between these 2 functions.
The purpose of the IURS is to monitor and enforce regulatory standards to ensure AVs operate safely and legally on our roads. The IURS will primarily look at how and why an AV has committed a traffic infraction or being involved in an incident, and whether it is appropriate to issue sanctions. The IURS will also consider whether an ASDE or NUICO continues to comply with its regulatory or licensing requirements. 
More broadly, the incident investigation function can be likened to that of the existing UK transport accident investigation branches (AIBs). The existing AIBs investigate accidents and incidents within their specific mode of transport to improve safety and prevent future occurrences both in the UK and internationally. For example, the Rail Accident Investigation Branch (RAIB) [opens in a new window] is responsible for independently investigating incidents to improve railway safety and inform the industry and the public.
Other examples of safety investigation capabilities in the UK include the: 
· Defence Accident Investigation Branch (DAIB) [opens in a new window], which investigates accidents, serious incidents and near misses across the UK’s defence services
· Health Services Safety Investigation Body (HSSIB) [opens in a new window], which investigate patient safety concerns across England to improve National Health Service care at a national level
While their purposes are slightly different from traditional transport-focused AIBs, they are founded on the common principles of safety investigation.


113. In your view, what opportunities, if any, are there for the statutory inspectors to learn from other safety critical industries?
		










The purpose of a statutory inspector 
	The purposes of statutory inspectors are to identify, improve the understanding of, and reduce the risks of harm arising from the use of AVs on roads in GB without apportioning blame or liability on any person in relation to a particular incident.
This means that the functions of these inspectors will be to conduct safety investigations into incidents involving at least one AV.
While these powers are necessary to enable the inspectors to thoroughly investigate relevant incidents, sections 60 [opens in a new window] and 61 [opens in a new window] place a purpose limitation on how these powers can be used providing clarity on how these powers should be exercised. Section 60(3) of the AV act [opens in a new window] allows further regulations to be made about how an inspector should exercise their functions in line with this purpose.


114. What:
	opportunities are there to encourage data and information sharing across regulated bodies, regulators and other stakeholders to foster a no-blame safety culture
		




	challenges are there to encourage data and information sharing across regulated bodies, regulators and other stakeholders to foster a no-blame safety culture
		






115. In your view, should there be any limitations placed on an inspector’s role and powers considering other safety critical industries in the: 
	
	Yes
	No
	Don't know

	UK
	    
	    
	    

	internationally
	    
	    
	    







Why?
	








Oversight
116. In your view, should there be an oversight function to review the actions and decisions of the statutory inspectors to ensure that they are using their powers appropriately?
	    
	Yes

	    
	No

	    
	Don't know (Go to ‘Safety themes’)





Oversight reasoning
117. Why?
		











Safety themes
118. In your view, what safety themes, if any, can be learnt from 
	international deployments of AVs
		




	AV pilots in GB
		





119. How can lessons learned from investigations into relevant incidents be used to improve:
	the pre-deployment processes (for example approval and authorisation)
		




	general in-use safety of AVs to prevent future incidents
		








Functions of a statutory inspector
	As safety investigation is a long-standing practice, we anticipate that an inspector's role investigating AV incidents will include:
· analysing reports of recent incidents involving AVs to identify relevant cases
· obtaining, reviewing and examining evidence. This could include physical material, for example an AV, and digital data or other information such as sensor logs and camera footage. They may also visit the scene for example to develop a reconstruction of events or examine other factors, such as road conditions
· liaising with a variety of relevant stakeholders or interested parties (for example police, manufacturers, insurers, technical experts, and witnesses)
· working across the different regulatory functions within the safety framework to develop deliverable and actionable recommendations which may include directly working with those who may receive a recommendation
· developing accessible safety-focused materials to be publicly published
An inspector may also be required to respond to an ongoing incident in real time, for example attending the live scene of an incident or supporting another investigatory body at another type of incident involving an AV.
While the role of an inspector will remain constant, we expect that there will need to be an element of flexibility in how they exercise their functions. We expect that there will need to be an element of flexibility in how they exercise their functions.
This will be important as the AV marketplace and safety ecosystem develops over time. 


120. In your view, are there any:
	
	Yes
	No
	Don't know

	specialist skills needed by someone to carry out the proposed functions of a statutory inspector for AVs
	    
	    
	    

	expertise needed by someone to carry out the proposed functions of a statutory inspector for AVs
	    
	    
	    



Why?
	





121. What considerations, if any, should a statutory inspector take into account to ensure that their findings lead to actionable recommendations, and why?
		








122. In your view, how should reports and recommendations be developed to ensure transparency and ease of understanding by the public?
		








123. In your view, should the approach to findings being communicated to the public differ at all in the early stages of AV deployments?
	    
	Yes

	    
	No (Go to ‘Powers of a statutory inspector’)

	    
	Don't know (Go to ‘Powers of a statutory inspector’)





Different approach
124. How should it differ in approach and why?
		











Powers of a statutory inspector 
	Investigating road traffic incidents is complex, especially from a no-blame and safety focused perspective. This is because there is a range of activities that an inspector is going to need to undertake throughout.
At the core of each of these activities is collaboration across interested parties. An inspector is going to need to establish strong relationships, open communication channels and trust to investigate effectively.
To ensure positive outcomes and enable inspectors to achieve their primary purpose, they must also be supported by appropriate powers. This is because an inspector needs the legal foundation to address non-cooperation in circumstances where they face investigatory challenges.


125. When specialist technical AV expertise is not available from within the incident investigation function, are there any:
	operational considerations that should be made before appointing an expert to assist in an investigation
		




	commercial considerations that should be made before appointing an expert to assist in an investigation
		




	other considerations that should be made before appointing an expert to assist in an investigation
		








Protection and management of evidence and information 
	
There is a clear precedent set by the existing UK transport AIBs and beyond that protects sensitive personal information and physical material from wider disclosure.
The incident investigation function and the inspectors will follow and uphold this way of working and precedent.
However, the way in which an inspector should retain or destroy information and physical material collected during their investigation may change over time. This is particularly important as the AV marketplace and other guidance or policies around managing evidence develop.
To ensure investigations are fair, transparent, and effective, it is necessary for inspectors to have clear standard operating procedures that define how they manage and protect evidence.
It is also equally important to ensure that those taking part in an investigation are confident that their contributions are appropriately preserved, which includes its safe management, return or destruction. 



126. Should there be any limitations placed on the type of:
	
	Yes
	No
	Don't know

	physical material information a statutory inspector can retain following an investigation to protect personal interests
	    
	    
	    

	physical material information a statutory inspector can retain following an investigation to protect commercial interests
	    
	    
	    

	data and information a statutory inspector can retain following an investigation to protect personal interests
	    
	    
	    

	data and information a statutory inspector can retain following an investigation to protect commercial interests
	    
	    
	    



If 'yes', what limitations?
	





127. What mechanisms, if any, could be used to ensure that evidence is made available to a statutory inspector when it is held outside of the UK? 
		











128. What, if any, specific guidelines or standards could be established for the examination and retention of evidence related to AVs (for example physical items, data or information) obtained during an investigation?
		








129. What specific purposes, if any, could be considered for the disclosure of evidence obtained by a statutory inspector to ensure that sensitive data and information is managed appropriately?
		








130. In your view, should there be any:
	
	Yes
	No
	Don't know

	guidance created to govern the use, retention and destruction of physical evidence
	    
	    
	    

	specific regulations created to govern the use, retention and destruction of physical evidence
	    
	    
	    









What and why?
	








Cost and benefits of incident investigation regulation
131. What, if any:
	costs do you think should be taken into consideration when assessing the impact of incident investigation regulation
		




	benefits do you think should be taken into consideration when assessing the impact of incident investigation regulation
		








AV cyber security 
	Some of the cyber security and software updating risks posed by AVs are different to conventional vehicles. Introducing additional connectivity increases the vehicles exposure to cyber-attacks. The AV act requires cyber security controls for the duration of the vehicles service life and extends to operation centres in the case of remote driving. UNECE regulations R155 [opens in a new window] and R156 [opens in a new window] address these concerns. 


132.  Are there any aspects specific to AVs that are not addressed by:
	
	Yes
	No
	Don't know

	R155
	    
	    
	    

	R156
	    
	    
	    



If 'yes', explain which aspects?
	





	
Under type approval, where a vehicle is built in multiple stages cyber security must be considered at each stage and there should be a relationship between those stages. However, as cyber security and safety are continually evolving and constantly requiring changes, the current multistage approach with dual cyber security responsibility may not work for AVs. 


133. In your view, how should the relationships between parties such as vehicle manufacturers, ADS suppliers and NUICOs be managed to support the cyber security duties under the AV Act?
		











Security for remote operations
	Remote operating capabilities present new or heightened cyber security risks, primarily due to the availability of a real or near real-time two-way connection between the NUICO and the vehicle. While relevant cyber security standards and regulations such as R155 will cover the cyber security of vehicles with self-driving capabilities, NUICOs themselves will not be directly subject to this regulation, as it is concerned only with vehicle type approval and does not extend to the operating centre.  
Moreover, the security of the vehicles will be contingent on adopting a holistic approach to security beyond purely cyber security. This includes the physical security of control-related components or systems and personnel security related to those with privileged access to these.  
Evidence is sought on the following areas, including systems that have been added to and those adapted AND used to enable remote operations: 
· on-vehicle control systems
· perception systems  
· communications systems including data transmission and encryption
· workstation and workplace 
· physical access 
· personnel requirements


134. What aspects of security in these areas should be considered when issuing a NUICO licence (including evidence if possible)?
	


Comment:
	





[Attach supporting documentation to your response]



135. What capabilities, if any, should NUICOs have in order to detect and respond to cyber security-related incidents?
		











In-use regulation and cyber security 
	The AV act establishes several new powers to identify, investigate and take appropriate enforcement action in response to relevant incidents involving an AV. This includes cyber security-related incidents. 


136. In your view, how and when should cyber security-related incidents be reported (including evidence if possible)? 
	


Comment:
	





[Attach supporting documentation to your response]

137. In the event of a cyber security related incident, what information should be provided in the report?
		











Accessibility
	Chapter 3 of the APS permitting scheme consultation [opens in a new window] considered accessibility, noting the government's broader commitment to support safe and inclusive travel and how APS could support these objectives.
The call for evidence on the statement of safety principles [opens in a new window] sought evidence on assessing the safety impact AVs will have on groups with protected characteristics.


138. In your view what, if any, wider considerations regarding accessibility that should be taken into account in the deployment of AVs? 
		
Automated vehicles are by their very nature unable to offer passenger assistance in any physical or meaningful way.  This has been highlighted by the IoL in previous consultation responses where we cited concerns about vulnerable passengers whether that vulnerability is through disability, age, exploitation or anything else.  These concerns have not been addressed thus far, but remain vital considerations in relation to both public safety, and public confidence in AVs.










Environmental impacts of AVs
	
Further research is required into the overall environmental impact of AVs. Environmental impacts might include carbon and air quality emissions, resource use, energy requirements, biodiversity, waste and water quality.
With respect to carbon emissions, there are several counteracting factors.
Emissions could be reduced through mechanisms such as improved driving efficiency and increased vehicle sharing, while they could also rise due to factors like greater total mileage, or the energy demands of digital infrastructure. 



139. In your view, which environmental mechanisms do you consider more important for understanding the overall environmental impact of AVs?
	    
	Greater mileage

	    
	Improved driving efficiency

	    
	Digital infrastructure needs

	    
	Other:
	 





Why?
	









140. What evidence, if any, can you supply on how AV production, particularly in the UK, will affect the environment, including carbon and other emissions?
	


Comment:
	





[Attach supporting documentation to your response]

141. How can these factors be:
	developed to minimise environmental impacts
		




	managed to minimise environmental impacts
		






142. In your view, how should AVs and their components be handled at end of life to reduce environmental harm?
		











Final comments
143. Any other comments?
		There is significant concern about the Autonomous Vehicle Permitting Scheme and any moves to introduce automated passenger carrying vehicles similar to Taxis and PHVs.  
Our full response to the previous consultation on the Automated Passenger Services (APS) permitting scheme is available online, and we would welcome the opportunity to work with the DfT in reviewing and developing these proposals.  It is essential that local authorities are provided with clear guidelines in relation to the provision of automated passenger services, and their role in consenting to these operations in their local areas.











