
Memorandum 

1 



2 



3 



Programme Day 1 
 

Opening words 
Anna Zee, President, Federation of European Motorcyclists Associations  
RIDERSCAN is intended to make a big contribution to the overall motorcycling community. Delivery of this 
project is perfectly timed to coincide with the mid-term evaluation of the European Commission Road Safety 
Policy Orientations 2011-2020 and will be able to inform decisions coming out of that review.  
 
Casto Lopez-Benitez, Policy Officer, Directorate-General for Mobility and Transport (MOVE), European 
Commission 
In the 3½ years that RIDERSCAN has been running, a lot has happened in the European Commission and in the 
motorcycling world in terms of safety improvements. In 2013, motorcycling fatalities decreased by 6.5%, and 
moped fatalities dropped by 18%, but over 4500 fatalities is still far too many, representing 18% of fatalities in 
the total vehicle fleet. So there is still room for improvement. We have seen the implementation of the Driving 
Licence Directive, with gradual access to the larger machines, and type approval legislation for Powered Two 
Wheelers, with ABS soon to be mandatory. There have also been interesting road worthiness discussions with 
the motorcycling community, and we have continued to provide funding for safety-related actions. In this 
respect we launched an in-depth study into the causation of 475 motorcycle accidents, applying a common 
methodology, and we will continue to work at improving road safety for all vulnerable road users. In this, the 
motorcycling community has a very important role to play, and FEMA is a key partner to the European 
Commission. We need to hear what motorcyclists think and get your valuable input, in particular with reference 
to the mid-term evaluation of the European Commission Road Safety Policy Orientations 2011-2020. 
 
RIDERSCAN project presentation – Aline Delhaye, Project Coordinator, Federation of European Motorcyclists’ 
Associations (FEMA)  
(see here the presentation and watch the speech: Part 1 & Part 2) 
 

Aline Delhaye gave an introduction to FEMA, the context of motorcycle safety, the political framework 
of motorcycle safety, and a picture of motorcycling in the EU through key PTW milestones starting from 
2004 and extending up to and beyond 2018. She introduced the key objectives and methodology of the 
RIDERSCAN project, and its main deliverables. Also covered were the results of the ITS survey 
conducted in 2014. 
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Session 1: KNOWLEDGE: What do we know about motorcycling safety? Research status 

 
 

 

 

 

 

 
 
 
 
Moderator: Pierre van Elslande (IFSTTAR and OECD/ITF Chairman of the Motorcycling Safety WG) 
(watch here the speech) 
 
Pierre van Elslande presented the key findings of the ITF (International Transport Forum) report. These related to 
knowledge (the necessity to improve the knowledge on PTW mobility and crash mechanisms, as well as 
operational R&D), accessing motorcycling, the road environment, and safety messages. 
 
RIDERSCAN outcomes – Aline Delhaye 
(see here the presentation and watch here the speech) 
 
Aline Delhaye described the latest research status surrounding motorcycling safety, looking at data statistics, 
accident reports, fundamental research, mobility habits, safety habits, and attitudes. 
 
 
Open discussion 
 
John Chatterton-Ross, Federation Internationale de Motocyclisme: Police accident report forms provide us with 
an enormous potential, but great difficulties. Education of the police force is essential to convey the importance 
of gathering accident data. The quality of completed reports is often poor. A UN Working Party is looking at this 
issue.  
 
Pierre van Elslande: I have been busy in collecting in-depth accident data for several years three decades ago 
and we worked in cooperation with police services, and the police frequently said that statistics was not their 
job, which is to protect people. They completed forms as a secondary task, and frequently entered “unknown” 
or made confusing statements. Progresses have been done since that time, notably with the instauration of 
steps of control and correction, but I think that every government still has to be persuaded to convey to their 
police the importance of this task. Notably when dealing with PTW crashes, as far as their specificity asks for 
specific competences.  
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Tony Sharp, Institute of Highway Engineers: In the UK, a lot of the validation of the information that comes 
from the police is done by local government. Unfortunately, local authorities have budgetary constraints so less 
validation is being done. Also, a normal police officer attending a collision has a number of tasks, and filling in 
reports is low down on their priorities. The whole process is slow and the police have multiple forms to 
complete. Maybe common data could be incorporated from the cycling community, which has more impetus? 
 
Siegfried Brockmann, German Insurance Association: In Germany we have a different situation; the police do a 
good job and we have a very good database. On the other hand, if every country in Europe had the same 
database we would have to think about whether it makes sense to put together, because the situation in 
different countries is very different as to the use of the PTW, engine power, age of rider etc. Does it make sense 
to put all data together and produce “average data for Europe”? I don’t think so. 
 
Aline Delhaye: I agree. European information is useful to compare European trends across regions, but not 
specificities of countries. 
 
Siegfried Brockmann: The German database applies to all vehicles, not just motorcycles. But it took us years to 
enable the police to do this accident research and they are willing to do this and build up an in-depth accident 
study. We need the manufacturers to finance this. There is a lot of work to do before you get to this point. 
 
Trevor Baird, Irish Motorcyclists’ Association: There are accident databases and statistics, and then comes the 
interpretation of that data. In Northern Ireland we have forensics investigators who go to the scene of accidents 
and their report is normally attached to a coroner’s report, which asks questions about the accident. This has to 
be taken into consideration when talking about in-depth accident reports; the human factor. 
 
Matthias Moerbe, Bosch: When collecting data you always have to keep in mind what questions are relevant. 
Data as such won’t give you any information at all. For example, someone might be 40 years old and riding a 750 
cc motorcycle on a sunny day. This data is not valid for anything. The question is whether he is able to ride such a 
motorcycle in these circumstances.  
 
Siegfried Brockmann: I am a little surprised at that. Consider the ABS system for motorbikes. Would we have got 
it without the data showing the accidents that could be avoided? And this was a Bosch question for years. 
 
Antonio Perlot, ACEM: We agree with your recommendations Pierre. I think the importance of data has been 
highlighted already. MAIDS is a database we continue to use and it brings together both the accident cases and 
control cases, which allows conclusions to be drawn. One reason why we are interested to continue including 
new cases in MAIDS is that with time and technology the data becomes old and there is a need to add new 
accident data. We do support the European Commission providing funds for this new exercise that is linked to 
the PTI and maybe we can integrate that data in our analysis. We think that an outcome from MAIDS was that 
there was a lack of perception of motorcyclists by other road users, which technology and education can help to 
solve. 
 
Tony Sharp: In the UK we have never been able to match up hospital data with accident data. For example, it’s 
difficult to compare the severity of an injury as classified by the police to that classified by the medical team.  
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Maria Nordqvist, Sveriges MotorCyklister: In Sweden from 1st January 2015, all hospitals are reporting injuries from 
traffic accidents. It’s been a law for the police forces for 10-15 years but they are not medically trained. Now we can 
get the correct information from the hospital. I also have a comment about police report forms, which suggest that 
10% of motorcycling accidents are caused by loss of friction, but from the hospital forms completed by motorcyclists 
themselves, that figure is 30%. So it would be helpful for police forms to have a box for loss of friction, which does not 
exist at the moment. 
 
Casto Lopez Benitez: The Commission is expecting Member States to provide data on the seriousness of 
accidents according to the MAIS scale. Regarding some previous comments, I don’t see the need to harmonize 
everything to the smallest detail, but there is a need for harmonized EU data to inform legislative decisions taken 
by the Council and Parliament.  
 
Aline Delhaye: Doesn’t it then make sense to try and think about collecting mobility information, which was a 
common request from Member States and the motorcycling community, to relate the safety data with non-
safety, mobility-related data?  
 
Casto Lopez Benitez: We need this mobility data, for sure, and some of it is being provided by Member States, 
although ongoing work is needed to improve procedures. But I don’t see the need to come up with a standard, 
to oblige Member States to apply a certain methodology. As we move forward with the CARE database I think 
we can also move forward with these aspects too. 
 
 
Single vehicle accidents of motorcycles in Germany – Siegfried Brockmann, German Insurers 

Accident Research 
(see here the presentation and watch the speech: Part 1 and Part 2) 
 
Siegfried Brockmann gave a European and then a German perspective on motorcycle fatalities between 1992 
and 2013, highlighting key trends. He talked about single vehicle accidents, motorcycle accident black spots, time 
and age distribution, type and engine power of PTWs, and introduced some demands for countermeasures. 
 

 

Open discussion 
 
Eric Thiollier, FFMC: The issue of single vehicle accidents often appears. In France they amount to 35% of 
motorcycle accidents, and the authorities were using this statistic to say that one-third of motorcycle accidents 
are caused by the motorcyclists themselves. Then we asked for the car figures, and it turns out that 45% of all 
car accidents are single vehicle accidents. Do you have similar comparable statistics for car accidents in 
Germany? 
 
Siegfried Brockmann: No, I don’t have such statistics. 
 
John Chatterton-Ross: When the technology is available, then electronic stability control on cars will reduce 
single vehicle car accidents. There are limited things you can do to reduce single motorbike accidents, such as 
traction control systems, which seem to be well refined. Racing is something that you should do on the race 
track instead of public roads. It is possible to set up racing competitions that are attractive to the older age group 
who might like racing in a controlled environment.  
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Jesper Christensen, Sveriges MotorCyklister: When we look at the data we should do this in a similar way 
throughout Europe. In Sweden, extreme motorcycling means speeding, riding without a licence, and riding with 
stolen bikes. Nearly 60% of fatalities are based on this extreme behaviour. In the Netherlands the use of alcohol 
is totally different to Sweden. Also when it comes to extreme speeding we see the experience gap, which means 
that new riders have to trained in another way. Today we train them to be ‘circus artists’ on the parking lot but 
don’t train them in dangerous situations on public roads. We have created a tremendous training facility 
dedicated to this type of rider, and in the last two years have increased the number of road racers in the sport by 
20% because we have removed them from the roads and put them into motorcycling sport. Strong riders’ 
federations are important because they are the ones who have to conduct this training. 
 
Aline Delhaye: This presentation and the consequent discussion are bringing back the RIDERSCAN topic of 
definitions of the data collected. Maybe there is some related data that we need to add regarding the driving 
licence or extreme behaviour. Or the possible correlation between age and weekend riding habits. I would like to 
get back to the question I am raising about Member State recommendations to get your feedback on what 
should we recommend as a first priority if we want to understand motorcycling accidents at a European level. 
 
 
 
 
 
 
 
 
 
 
 
Matthias Moerbe: One of the most important aspects is training on the road to cope with particular situations. 
Another is the difference between self-assessment of abilities and real abilities gained through experience. If this 
gap can be closed, then the under-estimation of a critical situation is reduced, and for this particular purpose we 
need some additional ways to transfer the critical level to the rider himself so that he understands that his 
current behaviour does not meet the requirements of the particular situation. This has nothing to do with speed, 
but experience. My emphasis would be on doing more research on the difference between self-assessment and 
objective abilities. 
 
Jon Strong, Consultant: A slide showed fatalities declining to 38%. Do you have a number of fatalities per million 
km, which would maybe indicate whether there the decline is due to falling use of motorcycles or because riders 
are getting better through technology or training? 
 
Siegfried Brockmann: No I do not have that data. We don’t really know how many km riders travel per year. 
 
 
 
 

 
 

8 



 

Priorities for Road Safety Research in Europe (PROS) project  

 
Peter Urban, Institute for Automotive Engineering, RWTH Aachen University (ika) then gave an 
overview of the Priorities for Road Safety Research in Europe (PROS) project; a 2-year support action 
that aims to identify research priorities for European road safety research over the next decade. It 
involved about 120 stakeholders who put together 11 priorities for road safety research, each of these 
were described in a 2-page document. They were structured according to the key elements of the road 
transport system (the human, the vehicle and the infrastructure), so that most of these topics cover the 
needs of various road user groups in an integrated approach. Research in the area of motorcycle safety 
should be done on active safety systems could be cooperative (based on ITS) or non-cooperative. There 
is also the need for mitigating the consequences of accidents that happen, through passive safety 
systems, which could be stand-alone systems on the bike, or combined (e.g. air bag on clothing, fired 
by a sensor on the bike). Also there is a need for further improvement of the personal safety 
equipment. Conspicuity enhancement was also raised, as was dedicated HMI solutions.  
 
Finally, the implementation of the project findings depends on the European Commission taking into 
account these recommendations in the context of the Horizon 2020 Research Programme. The work is 
continuing in the ERTRAC Working Group Road Transport Safety & Security. It is not only important to 
have priorities in road safety, but also sufficient resources available, which is why a positioning paper 
was also developed on the importance of road safety research. It is now being sent to the responsible 
associations to review. 
 
Open discussion 

 
Antonio Perlot: The PROS project matches the industry’s views on priorities for the future, such as 
cooperative ITS systems. This is a strategic line that needs to be worked on, not only from the side of 
the motorcycling industry but connecting with the wider vehicle industry.  
 
Robbert Verweij, Dutch Ministry of Infrastructure and the Environment: In an ideal world, data should 
always be available, and as policymakers we try to make evidence-based policies. We see practical 
problems. We are putting 4 million euros a year into data acquisition for road safety purposes, but still 
face the fact that hospitals’ primary role is to cure people and not fill out a form. So it’s difficult to get 
the data. Also, the numbers are too small. We had 50 riders killed last year. For policy issues these 
numbers are too small to base a policy on. So we are looking at in-depth studies, educated guesses by 
real experts, and studies on types of accidents that we think are very typical motorcycle accidents. And 
we need PTWs in the cities to keep the cities available to people, so are trying to focus on the positive 
aspects of motorcycling. We are also including data on congestion, pollution and economics which 
might be useful to stimulate the use of PTWs in cities. And we can already look for safer vehicles and 
implement better training without waiting for the data.  
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Session 2: ACCESSING MOTORCYCLING - Safer and better access to Powered Two Wheelers? 
 

 

 

 

 

 

 

 

 
 
 
Moderator: Werner De Dobbeleer, The International Commission for Driver Testing (CIECA)  
 
RIDERSCAN outcomes – Aline Delhaye 
(see here the presentation and watch here the video) 
 
Main topics covered licenses, initial & advanced training, trainers, tests & test costs, and test vehicles. Aline 
Delhaye highlighted differences between the motorcycling community and Member State experts, and 
summarized the main findings of the Training & Licensing Survey. She closed with some recommendations from 
both the motorcycling community and the Member States.  
 

Open discussion 
  
Mark Winn, Driver & Vehicle Standards Agency: In the UK we have seen a significant reduction in the number of 
young people coming into motorcycling and taking the test since the 3rd Directive came in.  
 
Maria Nordqvist: In Sweden, the test bike and test itself make it difficult for women riders to take the test, and 
this will worsen after 2019 when the test bike will be 50 kW and around 180 kg. 
 
Antonio Perlot: The minimum requirements for training are not justified and are counter-productive. Another 
point is that while the Directive seeks to encourage progressive access, the way it is implemented by Member 
States leads to the opposite effect and to additional cost, and means that people wait much longer to take a test, 
and maybe start with a much bigger motorbike, which is not what was intended. It will be useful to look at this in 
a more pragmatic way. 
  
Jesper Christensen: It is not just a gender issue. We saw that 33% of fatalities were riders without a licence. This is a 
major issue. The testing was too complicated. We did a lot of communication among rider groups and in 2014 
managed to get this down to 16%. And the insurance companies can insure a motorcycle without a valid licence being 
necessary.  
 
Trevor Baird: The Morgan 3-wheeler vehicle is classed as a tricycle but has a steering wheel, and to get a full licence 
you have to take the motorcycle test. So there is an issue here. 
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Casto Lopez Benitez: The spirit of the Directive was to allow riders to get experience before going to a bigger 
machine. But it is true that increasing the complexity increases cost. We support training, but what is the right 
balance? It depends on the circumstances. If the way that the Directive is being implemented is preventing 
young people from getting their licence, then it has to be reconsidered. Considering tricycles, yes there is a 
problem. The difference is not the number of wheels but the balance when riding. You need an A Licence for a 
tricycle and in some cases this has created some problems. But the revision of the Directive is not currently in 
the Commission’s agenda. We can do some adjustments with its implementation though. 
  
Irene Burch, Federal Roads Office Switzerland: Regarding the progressive access to motorcycles, in Switzerland 
we don’t have to implement the 3rd Directive but we certainly discuss it because it’s good to harmonize 
categories. We are in the process of discussing a system when a rider can go to a higher category; he must be 
older and therefore more experienced. And we are thinking of not giving direct access to Category A at all. So 
you have to progress from the lower categories. 
  
Maria Nordqvist: Restricting direct access is not the way forward but neither is adding more tests, as this 
increases the cost. 

 
Aline Delhaye: We must not forget the real situation in different countries, where mobility patterns differ and 
must be respected.  
 
Mark Winn: Has there been a study on that cohort who are going through direct access? Is it the Commission’s 
intention to evaluate the data?  
 
Casto Lopez Benitez: Before making any changes to the Directive we will certainly make an evaluation. 
John Chatterton-Ross: We hear today that there are not going to be any changes to the 3rd Directive in the 
foreseeable future. There are however facilities for doing certain small technical changes and I would be 
interested to know the scope of those. Is there any scope to change the test vehicle, which seems discriminatory 
against women and possibly small men too? 
 
Casto Lopez Benitez: There is scope for the definition of the test vehicle. To my knowledge, an amendment of 
the Directive is not in the work programme. 
 
Delegate: Does anyone in this room know of a report that proves there is a relationship between the number of 
accidents and the power of a motorcycle? Most accidents are not at a very high speed, so it doesn’t seem to 
matter about the size of the bike. 
 
Delegate: Don’t forget the acceleration. That is the key. 
 
Anna Zee: I don’t remember the exact report, but I seem to recall that there was no proof that unlimited power 
would increase accidents. 
 
Sebastian Will, WIVW: Regarding training, you recommended more or improved rider training, which I support. 
But what criteria would you recommend to measure the effectiveness of rider training? 
 
John Chatterton-Ross: The Dutch SWAF in the Netherlands has conducted thorough analysis on riders who have 
done and not done training, and it looks quite positive, in that the effect of the training can be measured up to 
18 months after completion of the training. 
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Robbert Verweij: We were also impressed by the results. One thing that they found was that when people think 
they are better drivers, the result of the training is lost because they will take more risks. How can we get this on 
a European level? We are teaching more trainers to give this training.  
  
Aline Delhaye: At European level, more research is needed. This kind of analysis into training is also being done 
by FMI Italy. We have to ask whether a common methodology is possible.  
 

 

The Irish Access to PTWs – Brian Harnett, Training and Standards Manager, Irish Road 

Safety Authority 
(see here the presentation and watch here the video) 
 
Brian Harnett’s presentation covered measures introduced by the Irish Road Safety Authority through the 

Graduated Driving Licensing (GDL) process. He looked at direct access to PTWs through training modules and 

assessment, as well as progressive access to PTWs through training by the Progression Module. 
 
 

Open discussion 
 
Trevor Baird: Are you finding that people are taking it up? 
 
Brian Harnett: That’s what I have to find out; how many people are actually using the progressive action mode. 
 
Aline Delhaye: There was a reason why I invited the RSA to describe their national access schemes. Out of the 
interviews conducted, there was a clear difference between the views of the road traffic experts and the 
motorcycling community, expect in France and Ireland. They had worked on training content before the 
implementation of the Driving Licence Directive.  
 
Maria Nordqvist: Are the instructors only from driving schools? 
 
Brian Harnett: They can be private instructors, but they have to go through internal testing before being 
approved and registered. 
 
Delegate: What is the full cost to reach an A Licence? 
 
Brian Harnett: The RSA did not put a cap on what a driving instructor can charge for carrying out training. 
 
Antonio Perlot: In terms of the number of hours and the time impact it has on the applicant. If you go for the 
progressive access, how does it compare in total commitment time and cost compared to direct access? 
 
Brian Harnett: Even with direct access, you still have to do modules 1 to 4. If you are taking direct access and you are 
over 24, you have to take modules 1, 3 and 5 which total 11 hours. 
 
Eric Thiollier: In France, we see that behaviour and over-confidence is much more important than all the technical 
criteria applying to bikes, like power limits, weight limits etc. That could be a recommendation to our representative 
from Switzerland on how to tackle training for a driving licence. We modified the training to introduce failure, to help 
riders recognise their limits. The results suggest that they are riding better because they know their limits. 
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Morten Hansen, Norwegian Motorcyclists’ Union: I think the content of training is vital. It has to be cost-
effective and deal with the right issues. Norway has one of the most expensive licencing schemes in the world. 
An A Licence costs 2000 euros, but it is still accepted by riders, and worth the money. So the content is vital 
rather than getting the statistics afterwards. I would like to see access to cost-effective training.  
 
Delegate from Italy: It is essential to understand the danger of roads before using a motorcycle through the use 
of a simulator. We can simulate crashes and scenarios of specific events that help riders prepare for them in real 
life situations.  
 
Delegate: Motorcycle training should also include other road users and their awareness of motorcyclists. 
 
Delegate from UK: Our theory test has a perception test that has recently changed, and through CGI we have 
been able to introduce motorcycles and the risks to them in theory tests.  
 
John Chatterton-Ross: We don’t have any difficulty with the wording from the ITF, but would add a rider, that 
when you go for gradual access you do it in a sensible way and not as the European Union does, which is not a 
good system. There are other systems for getting access in a gradual way, such as in Canada, without all the 
unintended problems we have heard about today. 
 
Anna Zee: The 3rd Driving Licence Directive has been implemented in the UK and you could end up taking the 
same test three times but just on a bigger bike. What is the point of that? 
 
 

Session 3: ROAD ENVIRONMENT – Safer roads PTWs, from design to maintenance 
Moderator: Kris Redant - Belgian Road Research Center (BRRC/FEHRL) 
 
RIDERSCAN outcomes – Aline Delhaye  
(see here the presentation and watch the video: Part 1 and Part 2) 
 
Road design, maintenance, black spots, audits and training were covered in this presentation, along with other vehicle 
design, traffic management, on-board ITS systems and the necessary ITS infrastructure. She presented an overview of 
infrastructure guidelines for PTWs across the EU, called for standardization, and presented a series of 
recommendations regarding infrastructure. 
 
Open discussion 
Kris Redant:  We know what the problems with the infrastructure are; they have been identified and are more or less 
the same across Europe. So why are these guidelines not applied? How can local authorities be motivated to use 
these guidelines? What about creating a European Road Agency, would this help?  
 
Morten Hansen, Secretary General, Norwegian Motorcyclists Union: In Norway we have motorcycle guidelines for 
highway engineers. Through the new motorcycle strategy recently launched we decided to remove those guidelines 
and implement them in the normal manuals and handbooks because motorcycles are not exotic vehicles, they are 
part of the normal transport mix and should be treated as such. When the authorities sign a contract with the 
entrepreneurs for maintenance, the manuals form the basis for the contract, not the advisory guidelines. So this is a 
step in the right direction, I think. 
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Konstandinos Diamandouros, European Road Federation: We had a meeting with some representatives of the Road 
Safety Unit recently. The Directive For Infrastructure and Safety Management is currently being revised, including 
how to cater for the needs of PTWs. I think a good step forward would be for any EU money given to the motorways 
to include specific provisions for motorcycles. This would give a good example for secondary roads.  
  
Kris Redant: What about the small villages, how do you motivate them to take the interests of motorcyclists into 
account?  
  
Maria Nordqvist: I was really surprised that Sweden had infrastructure guidelines for motorcycles! We don’t have 
them; only for parking spaces. Barriers are still a huge problem in Sweden, probably because we have more barriers 
than any other country in the world. Only 3 barriers – that’s maximum 500 meters out of 5000 km of barrier – have 
under-rail protection. In spite of the Infrastructure Directive, most fatalities involving motorcyclists and barriers are on 
the TEN-T network. Last year it was 20% of all fatalities, and 5 out of 6 were killed on the TEN-T network. 
  
Konstandinos Diamandouros: It has been implemented but there was no specific focus on vulnerable road users, 
which on motorways refers to motorcyclists. What the Commission could do is make specific reference to this. Having 
said this, the Member States also have a responsibility, to implement what is already available. 
 
Casto Lopez-Benitez: The Infrastructure Directive leaves a lot of margin for Member States to implement it. We are 
now reflecting on the follow-up of this Directive. On the scope, there is no clear link between European money and 
the quality of the infrastructure; there is a subsidiarity issue here. We are in favour of promoting and applying these 
guidelines to make sure that roads are safe for all users. But in terms of legislation we can’t proscribe implementation 
at EU level. 
 
Maria Nordqvist: We have a very tight goal to reduce fatalities by 50%. To do that we must have help from the 
Commission and the road authorities. If the barriers are there, something must be done about them. We can’t do it.  
 
Kris Redant:  If there is an obstacle and the normal practice is to install a barrier in front of it, what do you prefer: no 
barrier at all or have a long guard rail before the obstacle? 
 
Konstandinos Diamandouros: You can envisage cases where you can remove the obstacle, such as a tree, and there is 

scope in some areas to make roadside poles more forgiving, to make them in accordance with the BS EN 12767 

standard.  

Kris Redant: But roadside poles are not forgiving to motorcycles; just small vehicles.  

Siegfried Brockmann: Most places where motorbikes leave the road are on curves; most barriers are for cars. Barriers 

on straight roads are normally placed to protect the cars and there is no need to change them. What we need is that 

in curves there is always under-rail protection. 
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Trevor Baird: There are other ways to make curves safer, such as widening the kerb, soft verges, not having high 
kerbs. The barrier is not the only solution.  
 
Maria Nordqvist: The majority of accidents happen on highways at high speeds and not on bends. This is increasing 
year by year with the installation of new barriers. The research is there, it’s just a matter of producing a new kind of 
barrier without unprotected posts. It’s very easy; just do it. 
 
Kris Redant: There are a lot of standards that need to be improved, and experts need to participate in this 
standardization work. One of the questions about road markings and road surfaces is the characteristic skid 
resistance: is there a relation between this and the slipperiness for a PTW? Is the current standard to measure the 
skid resistance sufficient for a motorcyclist? In Belgium we suggest avoiding large surfaces of road markings.  
 
Jesper Christensen: We face a lot of problems in Sweden with skid resistance and slipperiness of summer roads. The 
entrepreneurs managed to make a surface on which we could have played ice hockey in the summertime! There was 
a big fuss about it. The Swedish road department did a good job together with the national research institute on these 
issues. A number of professors told us about the history of measuring skid resistance, but they said this was from the 
past. We have to develop new technologies to measure friction in a better way. It’s a major issue if we can‘t produce 
roads that are meeting the standards of friction. Loss of friction causes one-third or even more of accidents.  
 
Tony Sharp: There is a tendency in the UK to go for more mechanical systems (e.g. SCRIM test) to measure resistance. 
The pendulum test still has merit for smaller areas but there are other tests, to drive the maintenance teams as to 
where they want to surface roads.  
 
Improving road design and maintenance for PTWs, the CERTU approach, Eric Thiollier (former 

FFMC Secretary General) 
(see here the presentation and watch here the video) 
 
Erik Thollier said that PTWs have specific needs with regards to road infrastructure considering the causation and 
consequences of accidents, but unfortunately motorcyclists and road maintenance authorities do not “live” in the 
same timeframe. He said that road safety is a shared responsibility, which requires a need to adapt to the 
environment. In his view an international transfer of best practices is necessary. The needs of motorcycles should be 
included in the basic training for road designers, highway and traffic engineers. Identification and resolution of 
roadway design problems should include input from rider organizations and relevant experts. 
 
Open discussion 

 
Aline Delhaye: Even though there is goodwill and everyone understands the needs, it’s difficult to get things to 
change. We need to think about PTWs from the beginning of the process. Once something is implemented, it is too 
late and too complex to change. We need to integrate the PTW requirements into the general guidelines instead of 
having specific guidelines. This I believe also applies to ITS deployment. 
 
Matthias Moerbe: On which channel can you approach a motorcycle rider in a particular situation? The instrument 
cluster as such is not easily visible. You need communication with him, maybe on an audio channel, but this requires a 
particular communication infrastructure, also on the garment. It’s much more difficult than with cars to bring 
information to a motorcyclist. Secondly, what type of information is relevant to the rider to enable him to react 
accordingly? Who is actually doing this assessment and can define a slippery road? What kind of friction coefficient is 
meant by slippery? Thirdly, who has the authority to define where and when this information should be transferred? 
Beginners need more and different information from an experienced motorcyclist. Who decides which grade of 
information should be transferred to a rider? 
 
Tony Sharp: We made a decision to remove the road safety audit from the guidelines. The road safety auditor should 
read it anyway.  
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Session 4: SAFETY MESSAGES – Communicating with the riding community  
 
Introduction speech by Aline Delhaye: watch here. 
 

Moderator: Morten Hansen, Secretary General, Norwegian Motorcyclists Union (NMCU) 

(watch here the speech) 

 

 

 

 

 

 

 

 
 
Belgian Motorcycle safety Campaigns, the need to segment – Werner de Dobbeleer, VSV (Flemish Foundation 
for Traffic Knowledge) 
(see here the presentation and watch the speech: Part 1 and Part 2) 
 
Werner de Dobbeleer described the what, why and how of segmentation, and introduced three campaigns 
conducted in Belgium with three different approaches. He concluded that segmentation should be part of a 
more global approach involving a step-wise procedure to design campaigns (CAST model). Steps suggested are 
looking at the specific situation, designing the campaign and evaluation, before-measurement & campaign 
implementation, after-measurement & evaluation conclusions, and reporting to gain input for the next cycle. 

  
Open discussion  

   
Delegate: What do you mean by success of a safety campaign and how do you measure it? 
 
Werner De Dobbeleer: The project showed that overall, a number of campaigns that were put into the analysis 
did have some effects on accidents, even the small campaigns. But you need to distinguish the effects on 
knowledge, the effects on attitudes of road users, and the effects on behaviour or intended behaviour, and 
these three can all influence accidents. So a campaign that is targeted towards getting or giving more knowledge 
or insight into a problem can be called effective if it is proven that the knowledge levels before and after the 
campaigns are different, compared to a group that is not exposed to the campaign. 
 
Delegate: Are your campaigns evaluated? 
 
Werner De Dobbeleer: No they are not, or not completely. The evaluation is a clear recommendation in the 
CAST project but not all campaigns done in Belgium are evaluated around the CAST principles because 
evaluation is costly. So it is not possible to evaluate each and every campaign. 
 
Dirk Bruynincx, Motorcycle Action Group Belgium: An annual campaign is run by MAG Belgium with the 
financial support of the Flemish government. We held a start-up weekend at the beginning of the motorcycling 
season. Every motorcyclist was invited to test his knowledge and riding skills after the winter period. Then we 
had screenings, free for everyone, that lasted a whole day. In the morning they practiced on a private terrain, in 
the afternoon they went with the instructor on the road to see if they were capable of following the traffic rules. 
Riders were evaluated by the instructors afterwards. 
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Gabriel Simcic, Fédération Internationale de l'Automobile (FIA)  
(watch here the speech) 
 
Gabriel Simcic presented a campaign involving stickers on car wing mirrors to remind drivers to pay 
attention to motorcyclists. 
 
Open discussion  

 
Delegate: I am totally against encouraging people to put stickers on their mirrors because that is not their 
purpose. 
 
Gabriel Simcic: This is a concern. I use them myself and they don’t bother me too much. The sticker does not 
prevent me from seeing vehicles in my side mirror. 
 
Delegate: You should keep your mirrors free from stickers to maintain visibility. 
 
Mark Winn: The Think Bike campaign uses stickers in the back of car windows to encourage drivers to think 
about motorcyclists and has been supported by a very successful media campaign.  
 
Jesper Christensen: In Sweden a study was conducted looking at the use of indicators, and was well covered in 
the press. Motorcyclists were actually worse in using indicators than car drivers. 

 

RIDERSCAN outcomes – Aline Delhaye 
(see here the presentation and watch here the speech) 
 
This section of the RIDERSCAN outcomes focused on rider behaviour, driver behaviour, campaigns, tones & 
messages, information sources, segmentation and cultural aspects. Aline Delhaye gave a number of examples of 
campaigns conducted in various Member States, and listed the key elements for consideration according to 
Member States and to the motorcycling community.  
 

Open discussion  

 
Antonio Perlot: We do have a commitment to the road safety charter to improve advertisements. It’s an area 
that emphasises the fact that this needs to come from the sector as a whole, and requires all people to be 
involved. 
 
Tony Sharp: It’s good to contact specialists in this area. There are a number of advertising agencies who 
specialise in public sector advertising and who know how to sell a product – road safety. With reference to the 
Belgian wheelchair ad, this concept was used years ago in the UK and got a lot of criticism. We have to use 
specialists in this area. 
 
Jon Strong: Evaluating a campaign is absolutely crucial, otherwise you won’t know if your campaign is working or 
not, and whether you are spending your money wisely, which if it’s public funds, it’s taxpayer’s money that is 
being spent. If you don’t know if the campaign is effective or not – how can you learn if you don’t get the 
feedback and evaluation? A learning organisation has to do evaluation.  
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Session 5: STRATEGIES – Priorities and key measures for the next decade 
 

Moderator: Robbert Verweij, Senior Policy Advisor – Road Safety department at Dutch 

Ministry of Transport 
(watch here the speech) 
 

RIDERSCAN outcomes – Aline Delhaye 
(see here the presentation and watch here the speech) 
 
Strategies, action plans, the Safety Performance Index, knowledge and segmentation were highlighted in this 
presentation, which went on to discuss mobility plans, transport policies and stakeholders. The main findings of the 
EC Road Safety Committee were presented, along with the additions of the EP Road Safety Report.  

 

Open discussion 

 

Delegate: I was surprised to see that only three countries – Ireland, Sweden and Spain – consider 
enforcement a problem, and that by means of technical improvement, not police on the road. One 
solution to racing is to close the roads to racers by positioning a police car on the road.   
 
Trevor Baird: Closing the road just moves the problem to another road. A better idea is to get the 
motorcycling community involved in aspects of road safety on that road; use peer pressure.  
 
Marie Nordqvist: One way to accept increased infrastructure costs is to consider all the cost to a 
society of accidents. Take the societal burden into account. 
 
Morton: If the product is good enough, we are willing to pay for it. Road safety costs a lot of money. 
Technical solutions on bikes like ABS cost a lot but people bought it as it helps improve safety. 
 
Delegate: A safe road infrastructure is essential to our economy. So we should see road safety as part 
of a basic service for mobility. Good road infrastructure is essential for many things, beyond safety. 
 
Robbert Verweij: People do not travel for road safety reasons, they travel for business, leisure, etc. 
Road safety should be a condition within mobility. 
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Tony Sharp: I wonder if there is a solution here from EuroRAP: an assessment of the highway network, 
to get motorcycle features in there to bring roads up to a high standard. I think they would be open to 
adding things to their checklist. In Australia a levy was based on insuring bikes, which gave a dedicated 
funding stream. Regarding high-speed roads, a simple engineering solution is to install average speed 
cameras. On one road these brought fatalities down from 12 per year to zero. 
 
Jon Strong: One of the key things to do is target spend to root cause. The best we have available for 
root cause analysis is the MAIDS study, which gives us a percentage of accidents by primary cause. We 
can then target programs against those primary causes. If we are spending millions of tax payers’ 
money on things that are going to give a very small reduction, we are perhaps not making best use of 
the money. I have asked the European Commission for a table of the programs they are running against 
the primary causes so that we can see what the correlation is and where it stands to improve. 
Everything should be justified against the fatalities it will reduce and how it’s going to address that 
primary cause. With the right data this could be done within a couple of weeks. 
 
The SMC’s Motorcycle Vision Zero – Maria Nordqvist, Swedish Motorcyclists Federation (SMC) 
(see here the presentation and watch the speech: Part 1 and Part 2) 
 
Maria Nordqvist introduced the SMC and described some of its studies completed in recent years. She 
introduced Motorcycle Vision 2.0, and described some of the 63 ideas to make riding safer. She highlighted the 
concern that the number of riders without a licence is growing, and is contributing disproportionally to the 
fatality statistics. She presented the SMC’s recommendations to increase the safety of motorcycling.   
 
Open discussion 
 
Peter Urban: You said that restriction is not a solution. Do you think it could be a solution in some respects?  
 
Maria Nordqvist: In Sweden, motorcyclists are talking about the driving licence; nothing else. This is the only 
restriction being talked about. Of course, banning motorcyclists from certain roads is an alternative, but that’s 
never been used in Sweden. 
 
Peter Urban: What about the suggestion to lower speed limits on those roads?  
 
Maria Nordqvist: They have been lowered. More policemen on the roads would be very helpful. In Sweden you 
can ride around for weeks and never see a policeman. You see more police in Finland and Norway. 
 
Siegfried Brockmann: Why are so many people driving without a licence in Sweden? In Germany it’s 
unthinkable. And your figures only refer to fatalities. I am sure that riders without licences also contributed to 
serious injuries too?  
 
Maria Nordqvist: Yes. 15% of all people seriously injured in motorcycling accidents between 2010 and 2012 in 
Sweden did not have a licence. Many of these don’t own a motorcycle and don’t have insurance. Or the parents 
own the bike and let their son ride it.  
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Matthias Moerbe: Why are so many people from countries with very rigid speed limits driving as fast as they can as 
soon as they cross the border? 
 
Maria Nordqvist: In Germany they are caught speeding as the police are more visible than in Sweden. 
 
Robbert Verweij: I am impressed by the large amount of your communication through social media, as an alternative 
to peer-to-peer communication, which I think is inspiring.  
 
Jesper Christensen: We have 800 educated instructors, so when we push information out, it’s reliable, and in a 
massive volume, which is how we educate the riders. 
 
Delegate: How many motorcyclists do you have in Sweden? 
 
Jesper Christensen: 280,000. 
 
Delegate: Because 60,000 users a month on your website; that’s every fifth motorbike user on your website.  
 
Maria Nordqvist: We have really worked hard on our website. The content is huge. So not only motorcyclists visit the 
website for up-to-date information.  
 
Trevor Baird: Riders need to approach the authorities to help them write and present the motorcycling strategy of 
their country. 
 
Konstandinos Diamandouros: Riders are users of the road like other people and we shouldn’t have separate 
guidelines or treat them like exotic fruit. I believe we need a holistic approach to avoid making specific guidelines for 
motorcyclists. 
 
Robbert Verweij: We have a tendency to focus on the roads and the riders. What about the bikes? Cars have come a 
long way with safety; what about bikes too? Is this an issue that remains very challenging? 
 
John Chatterton-Ross: You have to think differently to cars, by integrating in your thinking that in addition to the bike 
you have the equipment that the rider wears, taking into account the helmet, suit, air bag clothing etc. Faster air bag 
triggering is now possible at 44 ms, which is about half the speed at which it triggers in a car, and this can make a 
difference. The other thing that has been refined in recent years is traction control, which is very sophisticated. 
 
Marco Pierini, University of Florence: Are riders interested in devices to increase safety, because in Aline’s 
presentation the preferred top ten devices relate to braking, visibility, but not to specific safety devices. There is no 
trace of air bag installed on the bike or in the jacket. At least the air bag is not in the top ten dangerous items. But 
there is a strong statement from the motorcycling community for devices that interfere with the riding task, so speed 
limiters you see in the list as well as speed curve warning.  
 
Robbert Verweij: I know that riders generally don’t like speed limiters. 
 
Siegfried Brockmann: I think that in comparison with a car we have a better chance to improve passive safety 
because we have no rear restraint system. Traction control is better, yes, but you need it more than a few years ago 
because more power is available. So we have to do more to make things even the same as they were a few years ago. 
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Veneta Vassileva, ACEM: Of course safety is a top priority for the motorcycle industry. The motorcycle 
manufacturers have decided that one of the most promising paths to improve safety will be vehicle to vehicle 
communication, and especially visual conspicuity. Our members have signed a Memorandum of Understanding 
that one of each of their models will be equipped with cooperative ITS systems by 2020. The motorcycle industry 
is constantly working on improving their vehicles. But it’s not just a matter of having safety vehicles but of having 
an integrated approach including the behaviour and the infrastructure all working together. 

 
 
Workshop conclusions - Rapporteurs’ reports 
 
Session 1: KNOWLEDGE: What do we know about motorcycling safety? Research 

status 
Rapporteur: Peter Urban – PROS project coordinator / Vice-Director, Institut für Kraftfahrzeuge – RWTH, 
Aachen University 
 
Regarding motorcycling safety, we know a lot, would like to know more, and there is much more to do.  
The session underlined that the share of fatally wounded motorcyclists has been rising and that risky behaviour 
of motorcyclists is an important factor. Three needs were identified with regards to information that is lacking on 
the EU level and which needs to be collected and exchanged: uniform accident data including hospital data on 
injuries; data from in-depth accident studies; and risk exposure data. An integrated approach is necessary, 
including human-oriented measures, vehicle-oriented measures, infrastructure-oriented measures, and 
regulatory measures. Safety training on public roads was mentioned as valuable, as was the need to confine 
racing to real race tracks. Discussions on infrastructure centred around fitting safety barriers with under-rail 
protection, and the controversial issue of lowering speed limits and maybe even closing sections of roads, 
although there was no agreement on the latter point. Finally, it was recognised that not every technology can be 
easily transferred from cars to motorcycles; and that there is a need for better crash prevention systems. There 
might also be an opportunity to improve protection during crashes. Conspicuity is also an issue, as are adapted 
HMI and decision support systems.  
 

Session 2: ACCESSING MOTORCYCLING – Safer and better access to Powered Two 

Wheelers? 
Rapporteur: John Chatterton-Ross, FIM Director of Public Affairs 
 
There is a definite need to pay attention to young riders, to give them experience on smaller bikes. Strong 
representations were made on the perceived discrimination against women candidates and the issue of 
unlicensed riders. It was pointed out that from 2019 the test vehicle will become even more difficult because the 
minimum specifications for the test go into Category A: 50 kW and 180 kg. Yet there are many bikes in this 
category which may only be 38 kW. The thinking seems to be that you have to take the test on a representative 
bike, but this isn’t the case with cars. Riders are sensible enough to ride a machine that is appropriate to their 
needs and physique. It seems that among EU politicians there is no appetite to have a 4th Driving Licence 
Directive. So is there any scope under the technical provisions to look at some of these issues? Or an opportunity 
to get back to the EC so that within the 3rd Directive there is an option for change.  
Another issue is the possible correlation between power and collisions, especially as with greater power comes 
stronger acceleration. Mention was made of improved rider training, but for this to work, instructors have to be 
of the highest quality, and regularly re-certified. The use of a simulator was discussed, to sensitize car drivers to 
the motorcycling experience.  
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Session 3: ROAD ENVIRONMENT – Safer roads PTWs, from design to maintenance 
Rapporteur: Konstandinos Diamandouros - European Road Federation (ERF) 
 
Road maintenance is a huge issue. If roads are not maintained they are a safety hazard for everyone. 
Maintenance could be achieved through multi-annual budgets that are fixed and available to authorities, and 
through a road asset management approach which helps an authority to know what it is managing and what 
needs to be replaced. There is a need to embed PTW guidelines into the core guidelines for infrastructure. When 
it came to Ten-T and the revision of Directive 2008/96, it was noted that the Commission could put more 
emphasis on PTW-friendly measures, certainly as new motorways are currently being constructed without 
protection for motorcycles such as guard rails. For the secondary roads it’s a trickier issue due to subsidiarity, but 
a lowest common denominator approach is needed. In France, every authority has one person looking out for 
motorcycles, which was seen as a good practice. There is a need for better data on accidents and how they 
occur, and it was pointed out that solutions exist but are not being deployed. With respect to standards, for the 
barrier standards two proposals are to arrive at a harmonised standard which doesn’t currently exist, or to 
establish a single test for a complete guard rail. There was a suggestion to include appropriate skid resistance for 
road marking standards, and for the Norm 12767 for passive support structures to include PTWs. Research also 
needs to look at the development of more durable roads/aggregates and the need for a clearer cost/benefit 
analysis, and to move towards the concept of self-explaining roads where there is little research but which could 
be a promising area. 
 

Session 4: SAFETY MESSAGES – Communicating with the riding community 
Rapporteur: Veneta Vassileva – ACEM Motorcycle Safety Policy Officer 
 
Several national campaigns were presented, and three main topics were discussed: Why are safety messages 
important? Why are targeted, well-tailored campaigns necessary? How to evaluate the effectiveness of 
campaigns? 
 
Safety messages are important because they create a safety dialogue amongst riders which might influence or 
change behaviour, and because they have been identified at the Lillehammer workshop. They should be 
developed in cooperation with riders’ groups, integrated, and focus on responsible riding. Tailored campaigns 
are needed because there is no typical motorcycle rider so there is no typical safety message, as there are 
different patterns and usages, challenges and demands, and different expectations from the riders’ perspectives. 
So positive messages must address specific scenarios. In the frame of RIDERSCAN, different campaigns were 
collated and evaluated, and key elements were identified: the need to involve all stakeholders, the importance 
of peer-to-peer communication, creative messages and focused campaigns which present solutions work quite 
well, and other road users are important and can complement actions. Reference was also made to the CAST 
model, which says there is a need to define a target, do segmentation, make a situation analysis, choose the 
right approach, and implement. Also important is that there is still a lack of knowledge on how to evaluate safety 
campaigns in general. It was pointed out that such campaigns could increase the acceptance of safety measures 
amongst the population. The opinion was also shared that campaigns might not directly affect accident figures 
but could have a possible influence on knowledge, attitude and intended behaviour, which at the end of the day 
could influence the safety figures. 
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Session 5: STRATEGIES – Priorities and key measures for the next decade 
Rapporteur: Casto Lopez-Benitez, Policy Officer, Directorate-General for Mobility and Transport (EC/MOVE) 
 
On one hand we see that safety is improving, but we need to improve data by looking at people who are injured, 
and analysing the real cost of accidents. Regarding behaviour, we need to look at training because it’s not being 
implemented in the way it was intended. We need to campaign and make sure that the messages are positive 
and take into account integration and cooperation of PTWs. We need some enforcement, and in terms of 
infrastructure we need to make sure that infrastructure integrates PTWs. And during economic difficulties we 
need to focus our actions. We need to work on standards to make sure that PTWs are fully integrated in them. 
There is also the need to look at the possibility of extending the scope of the Infrastructure Directive, although 
this will be difficult due to the issue of subsidiarity, but at least the message could be spread that infrastructure 
should follow guidelines to integrate PTWs. It is clear that new technologies may contribute to better safety so 
we should not lose sight of these possibilities. And in terms of the input, it is very important that the 
motorcycling community is a close partner in all dialogues with authorities. Sweden gives some good practices in 
this respect.   
 

Concluding remarks 
Anna Zee, President, Federation of European Motorcyclists Associations 
 
Anna Zee presented Dolf Willigers, the new General Secretary of FEMA as from today. He takes over from Aline 
Delhaye, who will be with FEMA a little longer while she completes the RIDERSCAN project. Anna Zee thanked 
everyone for their contributions, especially speakers, moderators, partners, staff sponsors and FEMA members 
for making day one of this event such a success.  
 
 

Programme Day 2: European Parliament 
 
Presentation of the RIDERSCAN project outcomes – Aline Delhaye – Project Coordinator 
(see here the presentation) 
 

Szabolcs Schmidt, Head of the Road Safety Unit, Directorate-General for Mobility and 

Transport (MOVE), European Commission 

 
Mr Schmidt thanked FEMA for the tremendous work that they have coordinated and managed. He is impressed 
with all the information, all of which is extremely useful and a good investment of European taxpayers’ money.  
When it comes to road safety, Mr Schmidt believes that Europe should be proud of being the world leader, but 
should not be complacent. 11% of the vehicle fleet is PTWs, yet they contribute a far higher share of road 
accidents. The motorcycle is an integral part of our mobility concept and should remain so.  
He commented that the objective of the interim evaluation is to see what has been done and what still needs to 
be done in a rather complex transport programme. This will be through stakeholder consultations, and a road 
safety expert who has been contracted to help the Commission. The plan is to come up with a non-political, 
technical document which explains the situation simply. He hopes it will be ready in the first half of 2015, after 
which the European Parliament can decide what action to take.  
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The EC is working on a common, medically based, pan-European definition of serious injuries caused by road 
accidents. Once available, this would enable a target for the reduction of serious injuries to be set. Initial results 
from one Member State indicate that motorbike accidents account for almost 40% of serious injuries. 
Mr Schmidt also wants to work on infrastructure; a review process through stakeholder consultations is in 
progress, and the next stage will be an impact assessment. Major concerns tie in with the RIDERSCAN 
recommendations in the area of infrastructure. Mr Schmidt is also concerned that Member States are not 
applying EU Directive on Road Infrastructure Safety Management.  
Finally, he mentioned the driving licence issue, and said that there is no intention to rush into any quick 
amendment. Instead, it’s important to make a thorough assessment of how it functions, the strong elements and 
what can be improved in the long term.  
 

Ines Ayalá-Sender (S&D), Member of the European Parliament 
 

Mrs Ayalá-Sender was also impressed by all the work done by FEMA, which will help the European Parliament 
better understand the differences and common issues among the motorcycling community across Europe.  
For this mid-term review she expressed interest in the new definition of seriously injured road accident victims, 
and said that the infrastructure issues have to be addressed. Road safety relates to everyone in the community, 
and improving the road infrastructure will increase the safety of all road users.  
She pointed out that now is a key moment in the implementation of the Connecting Europe Facility (CEF), and 
there are possibilities for implementing all kinds of urban mobility projects, as well as the possibility to integrate 
some road issues that were not possible in CEF to increase road safety for vulnerable road users. One example is 
the better harmonisation of accident report forms. 

 

Wim van de Camp (EPP), Member of the European Parliament 
 
Mr van de Camp finds the information provided by FEMA very useful, and emphasised the importance of traffic 
safety as one of the key issues facing the European Parliament. For the Mid Term Review of the White Paper on 
Transport, he needs some brief input on the market in Europe, infrastructure and the relationship with TEN-T 
projects.  
He considers that training is key, even to help motorcyclists cope with poor infrastructure, and admits that in the 
Netherlands, the EU Driving Licence Directive is killing the system. The standards, requirements and cost are 
prohibitive to younger people attempting to gain their driving licence. Moreover, implementation of the 
Directive differs among Member States.  
Regarding infrastructure, he remarked that the permits and stages in rural planning are slowing down the 
process. The aging society of motorcyclists is also an issue to be faced. Finally, he said that the responsibility of 
the motorcycling community is important, to promote a positive image of motorcycling rather than the negative 
aspects. 

 

Dolf Willigers, FEMA new General Secretary 

 
In Mr Willigers’ opinion, PTWs will have a growing role in mobility, to overcome issues such as urban congestion. 
However, efforts have to be made to make PTWs safer to use, and he is rather disappointed at the current rate 
of progress. Infrastructure also remains poor for motorcyclists, and he pointed out specific problems such as the 
quality of road surfaces and the fact that dangerous cable barriers still exist in Europe. Meanwhile, he is aware 
that ITS is still heavily focussed on cars. Licensing is also a problem, particularly for young people. He hopes that 
the European Commission will take these points into consideration as motorcycling plays a key part in Europe’s 
mobility.  
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Jesper Christensen, CAP Director of the FIM 

 
Mr Christensen called for more speed and less fear in decision-taking regarding the definition of standards and 
getting them implemented. He made a comparison with motorcycling in USA, where 40% of all motorcycling 
fatalities are linked with alcohol, which is not the case in Europe. Wearing helmets is also an issue in the US.  
However, he repeated a comment from a US delegation to Europe that was shocked at the licensing structure in 
Europe, which if implemented in the US would kill the motorcycle industry. Mr Christensen said it is far too 
complicated in Europe, leading to fewer young motorcyclists appearing, and more motorcyclists riding without a 
valid licence. This is something that has to be changed as soon as possible. He also pointed out the gender issues 
regarding motorcycle licences which also need to be solved. 
 

Presentation of the OECD/ITF Motorcycle Safety Report – Pierre Van Elslande 
(see here the presentation) 
 
Mr Van Elslande presented the details of the outcomes of the OECD/ITF Motorcycle Safety Report in the context 
of the Commission's mid-term evaluation of road safety policy orientations for 2011-2020. 
 

Open discussion 

 
José Inácio FARIA, European Parliament: What is the European Commission going to do to pressurise Member 
States to comply with the Infrastructure Directive, and all the rules that should be applied? In Portugal, for 
example, there are still roads without guard rails, and redundant tramlines causing accidents. 
 
Szabolcs Schmidt: On the Infrastructure Directive, there is no problem regarding implementation because it 
applies only to the Trans-European Network and we see all member States are doing the work foreseen. But we 
do intend to strengthen the Directive, for instance by obliging the use of certain standards. Not all standards are 
there (e.g. there is a standard missing for guard rails), but certain standards could certainly be made compulsory. 
Regarding redundant tramlines, it will be very difficult for the Commission to proscribe what has to be done in 
Portugal, for example. But we have the sustainable urban mobility planning process, which is a recommendation 
on urban road safety.  
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Konstandinos Diamandouros, European Road Federation (ERF): On the issue of the guard rails, the 
responsibility for implementation lies with the Member States. Solutions exist at the national level for several 
years; since 2012 a technical specification with a common methodology exists; and the Directive for Common 
Infrastructure Management emphasises care for vulnerable road users. Despite the efforts that have been made, 
authorities don’t use them. So it’s up to the Member States to implement the solutions that already exist. 
 
Antonio Perlot, General Secretary, ACEM: As an industry we think road safety is fundamental and needs to be 
improved, which is why we have supported RIDERSCAN. We also implemented a road safety strategy which is 
looking at many aspects such as technology on vehicles. Further research is needed on, for example, ITS and 
eCall. We are also focusing on training, as the quality of training throughout Europe is very diverse and we think 
there is the possibility to inform the rider about what quality trainings are available. And lastly there is the issue 
of the national approaches. We see a need to continue to work together with users and will be setting up a 
series of national workshops to identify what are the best practices we can develop and, with authorities, make 
commitments in different areas such as infrastructure.  
 
Veneta Vassileva, Safety Coordinator, ACEM said that ACEM is in full agreement with most of the findings 
presented by Pierre Van Elslande but mentioned some issues which ACEM believes are missing from the report.  
 
Aline Delhaye, FEMA: To close the session, I would like to ask all panellists one question. If they had a magic 
wand to do something at European level regarding motorcycle safety, what would it be? 
 
Jesper Christensen: Let the riders make the laws. 
 
Dolf Willigers: Listen to the riders. 
 
Pierre Van Elslande: Make the riders and stakeholders read ITF report. 
 
Szabolcs Schmidt: All riders to respect all the laws. 
 
Ines Ayalá-Sender: I would like to see these ideas communicated from the motorcycling community to the rest 
of the transport community. 
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