	Ladies and Gentlemen,

I know that you all are quite impatient to discover what would be our proposal towards an integrated European safety policy for motorcycling. But before that, I would like to invite you for a quick review of the several initiatives that our Industry developed in that field, in the past and till now.

I will go through the following main motorcycle safety factors where we initiated training activities, new technologies in primary safety and pre-competitive research in secondary safety.

We all agree and it will be underlined during the MAIDS presentation, that the human factors are the key element in road safety. That is the reason why manufacturers decided to develop advanced training proposals. 

For example:

BMW set up on road and Enduro training programmes that started at national level, and then expanded in other EU countries. Thousands of participants were recorded and the courses still continue.

Ducati promotes for all Ducati owners advanced training on public roads. Another scheme dedicated to women owning a Ducati, aims at improving their skills in riding on public roads.

Following the lead of the USA, Harley-Davidson Europe opened its pilot 'Riders Edge' riding academy in Wales, UK. Riders Edge promises an entry point into safe motorcycling. Harley is looking to expand Riders Edge within Europe.

Honda has a global network of training and education centres installed in 17 different countries. More than 4 million people followed this voluntary training performed in real conditions on training circuits and on a very innovative riding simulator that can reproduce the main motions of a motorbike.

Piaggio recently supported the Italian manufacturers association (ANCMA) in a series of activities related to the moped certificate for setting the theoretical training scheme in cooperation with the Italian Administration.

From the training initiatives now let me move to the primary safety related progress. Very often primary safety is defined also as active safety, involving all devices that can avoid the crash.

It is quite easy to imagine that the question of stability, handling, and  road holding is by far more delicate and more sensitive on a motorcycle than in the case of a 4-wheel vehicle. The optimisation of these parameters has a major importance for the safe behaviour of the motorized two-wheeler.

In various road surfaces and conditions the influence of the frame, the suspension, and the tyre adhesion is crucial and these elements have been continuously improved not only by in house researches, but also by the application of innovative solutions tested through sport activities and competition.

Needless to say that brakes are one of the fundamental safety elements for any type of vehicle. The introduction and generalisation of disc brakes on all types of PTWs, including the smallest 50cc mopeds and scooters represent a significant progress.

Just as a reminder, the introduction of sintered or semi-metallic pad materials, improved considerably the braking performance in wet conditions, which are always the most critical for a two-wheeler.

Following one pioneer in this field, our Industry more recently developed and offered to the market advanced braking systems including combined brakes, antilock brakes and various combinations of these systems. 

Lighting is also an area in which the industry has introduced new technologies. For example:

halogen lamps on almost all the PTWs, including the smallest vehicles

a new symmetrical beam pattern which will improve the night vision of motorcyclists in cornering.

LED lamps which are less sensitive to vibration

and now our Industry is looking at the possibility of High Intensity Discharge lamps on motorcycles.

How many times have I heard car drivers say that they did not see the motorcycle, or “the bike suddenly appeared from nowhere”: conspicuity is still an issue.

In 1993, the Vienna Convention introduced a requirement for headlamps-on for motorcycles, but it is not yet followed by all signatory countries

Since 2003,  motorcycle manufacturers have introduced Automatic Head-lamps ON, because it improves the motorcycle and moped conspicuity. It also addresses rider forgetfulness in those countries where headlamps-on is already enforced.

Referring now to secondary safety, or passive safety that aims at reducing the consequences of a crash, I voluntarily leave aside the helmet and protective clothing that depend of other industries, with whom we have of course close relations.

Secondary safety is really an extremely difficult subject for motorcycles for several reasons. The concept is extremely challenging because: motorcycles have no bodywork to absorb impact energy, the rider is seated on top of the vehicle, and is not attached to it. Research has shown that there is a wider variety of accident configurations than for car to car accidents.

Past work carried out by the motorcycle Industry and research institutes on leg protectors and air bags highlighted the need for a specific, internationally harmonised test methodology, which is what industry continues to work on: the ISO standard 13232.

The standard was initiated and developed by the MC Industry, in cooperation with all active researchers and experts in the field as a tool for research on motorcycle crashworthiness. It includes: the MATD (Motorcycle Anthropomorphic Test Device) a fully dedicated motorcycle test dummy, with frangible legs, an on-board data collection system and a 6-axis neck with new neck injury indices. The standard also includes the computer simulation requirements and an injury cost model for cost/benefit analysis.

The ISO 13232 has become the internationally recognised benchmark for research into motorcycle secondary safety.

As an example of the application of the Standard, allow me to say some words on the motorcycle airbag feasibility research project developed by our Industry at pre-competitive level.

The objectives of the research are to reduce injuries to the head and upper body of the motorcycle riders, without increasing the overall cost of injuries resulting from collisions, and without increasing the likelihood of injuries to other body parts.

The scope of such a research is wide and involves the development of new test methodologies.

For example: different rider sizes, unintended deployment, obstacles encounters, ground impact analysis, effect of pillion rider etcetera. Even if you sometimes see pictures related to motorcycle airbags in the specialized press, the final outcome of this research is for the long term.

A further example of the use of this standard is the development of the innovative mobility concept: the BMW C1, which integrates comfort, primary and secondary safety devices. After fastening your seat belt, its safety cell allows to ride it without helmet. 

Unfortunately the market did not respond with enthusiasm. Was it too early?

The C1 example leads to my conclusion. The market response is a key element when introducing any innovative safety concept. With such a wide variety of models for our customers, market acceptance is critical for making new technology viable.

Primary safety systems address the causes of accidents, the secondary safety devices address the consequences of accidents. Further substantial progress depends now on the quality of the knowledge and understanding of those causes and consequences of PTW-related accidents.


