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Abstract: Motorcyclist safety remains a significant problem, and the overall safety of motorcyclists 
has been improved at a much slower rate in the last decade compared to passenger and commercial 
vehicles. Because motorcyclists are not protected by the vehicle frame, fatalities or severe injuries 
are often related to hitting a roadside object or safety barrier. The main objective of this study is to 
investigate relations between the presence and type of road safety barriers and the consequences of 
motorcycle crashes on rural roads. For this purpose, we analysed Croatian rural road-crash data 
from 2015–2019, tested several factors as single predictors, and combined them using binary logistic 
regression. The results show that run-off-road crashes and nighttime driving are significant risk 
factors. There was no significant positive impact of the presence of safety barriers on the crash con-
sequences due to the unsuitability of the barriers for motorcyclists, which proves the fact that the 
functionality of existing safety barriers should be upgraded. The results of this study could be fur-
ther used by researchers, road designers, and experts to improve road infrastructure safety on rural 
roads. 
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1. Introduction 
Road safety is a significant social problem, given that around 1.35 million people die 

yearly in road crashes (the eighth leading cause of death for people of all ages), with mil-
lions suffering severe injuries [1]. More than half of road fatalities are amongst pedestri-
ans, cyclists, and powered two-wheelers (PTWs), i.e., vulnerable road users (VRUs). 
When it comes to PTWs, these are divided into motorcycles and mopeds. Motorcycles are 
two- or three-wheeled motor vehicles with an engine size up to 125 ccs or a maximum 
speed exceeding 45 km/h, while mopeds are two- or three-wheeled motor vehicles with 
an engine size of a maximum of 50 ccs and a maximum speed that does not exceed 45 
km/h [2]. Due to their economic advantages (fuel efficiency/cost of ownership), flexibility 
in manoeuvring and parking, and ecological aspects (less emission than cars), PTWs are 
widespread. They extend from recreational and leisure to commercial activities [3,4]. 

Although motorcycles have many advantages, there are also downsides, primarily 
related to safety. The biggest safety issue concerning motorcycles is that these are single-
track low-weight vehicles with powerful engines capable of higher acceleration and a 
higher top speed than most other vehicles. Moreover, motorcyclists do not have a vehicle 
shell protection compared to other vehicles, and the motorcycle’s balance highly depends 
on the rider’s skill. Due to a relatively small contact area between the road surface and the 
motorcycle (tyres), any loss of friction between the front or rear tyre and the road surface, 
for example, when turning or negotiating a curve, is likely to have a significant negative 
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impact on the handling. In addition, their relatively small size makes them less detectable 
and predictable to car drivers, while their low weight is a disadvantage in collisions with 
other vehicles that are heavier. 

The information above suggests that road crashes involving motorcyclists can often 
have severe consequences. The crash statistics support this, as 15.5% of road fatalities in 
the EU involve motorcyclists [2]. The situation is even worse in developing countries, and 
the statistics vary from 20% to 70%, depending on the country and region [5,6]. 

Moreover, in the EU, the relative proportion of motorcycle fatalities within the total 
number of road fatalities increased slightly from 14.3% in 2010 to 15.5% in 2018 [2]. In 
addition, costs per fatality/injured motorcyclist are significantly higher than those for pas-
senger-vehicle drivers [7]. 

For motorcyclists, the highest number of road fatalities occurs on rural roads, with a 
noticeable increase from 53% in 2010 to 57% in 2018 in the European Union (EU27) [2]. 
Data from Great Britain’s Department for Transport show similar trends, where more than 
65% of all motorcyclist fatalities occurred on rural roads in 2016–2019 [8]. In general, rural 
roads represent roads with changing geometry, which are often not maintained timely 
and properly, impacting the safety of motorcyclists. 

Hazardous sections of rural roads from motorcyclists’ perspectives are curves. This 
is mainly because motorcycles require certain riding skills, and riders can easily lose con-
trol over the motorcycle when steering and navigating through curves [9]. Moreover, in 
horizontal curves, a motorcyclist’s roadway perception and visibility are degraded [10]. 
This is especially evident on rural roads [11]. Studies show that the crash frequency in-
creases as the horizontal curve radius decreases [12,13]. In other words, motorcyclists are 
more prone to steering errors in horizontal curves than in other road sections, and de-
pending on the terrain configuration, their visibility is often significantly reduced. 

Standard safety measures, which are often implemented in the curves, are road safety 
barriers. Road safety barriers are part of the road restraint systems (RRSs) intended to 
prevent the vehicle from leaving the roadway and protect from the opposite-direction 
traffic [14]. Considering strength and deflection, the most common classification of road 
safety barriers concerns flexible (e.g., cable/wire-rope barriers, weak post W-beam barri-
ers), semi-rigid (e.g., strong post or blocked-out W-beam barriers and blocked-out three-
beam barriers), and rigid barriers (e.g., concrete barriers) [15]. Although conventional 
road safety barriers perform well for occupants of passenger cars and trucks, their effects 
on other road user groups, especially motorcyclists, usually result in more severe injuries 
[16,17]. 

When investigating the motorcyclist’s injury type and severity following the impact 
against a road safety barrier, there are two types of pre-crash configurations: sliding crash 
and upright-posture crash [18]. Results of the study conducted by Grzebieta et al. (2013), 
wherein both sliding and upright crash configurations were evenly represented, showed 
that the thorax region had the highest incidence of injury and the highest incidence of 
maximum injury in fatal motorcycle-to-barrier crashes. The second highest was the head 
region. According to Roque and Cardoso (2013), the upper and lower extremities were the 
most injured body regions in all motorcycle crashes. Motorcyclists involved in road-
safety-barrier crashes were 2.15 times more likely to suffer a severe injury to the thoracic 
region than motorcyclists not engaged in that type of crash [14]. 

According to the research review by Gabauer (2016), motorcycle-to-barrier crashes 
cause more severe injuries and an increased fatality risk compared to crashes involving 
only an impact with the ground [19]. Those mentioned above were also concluded in a 
study conducted in Wyoming. It was found that barrier crashes were at risk of being more 
severe than all other single-motorcycle crashes [20]. Of course, the impact speed and angle 
in motorcycle-to-barrier crashes greatly influence the level of injuries. Higher impact 
speed will increase the likelihood and severity of head, neck, chest, and femur injuries 
[17,21,22]. Moreover, Daniello and Gabler (2012) noted that various road-safety-barrier 
designs might influence the risk of injuries. However, because of the lack of detail in their 



Sustainability 2022, 14, 14790 3 of 15 
 

dataset, a more exclusive correlation could not be determined [22]. Nevertheless, it was 
found that steel W-beam safety barriers are not always considered fully satisfactory for 
motorcyclists’ safety, especially when there is only one (upper) W-beam without the ad-
ditional motorcycle protection system (MPS). 

Furthermore, other studies found that injury risk is slightly increased for W-beam 
metal barriers due to the steel stiffness of the barrier posts and lack of absorption of the 
kinetic energy from the motorcycle during the crash [16,19]. Impact angle also has a sig-
nificant effect; however, this effect differs depending on the type of road safety barrier. 
For concrete barriers, low impact angles usually do not cause severe injuries to motorcy-
clists due to the sliding of the rider to the concrete barrier and the impact energy absorp-
tion, even for high-velocity impacts [22]. On the other hand, for more perpendicular an-
gles, the absence of the direct impact of the rider and concrete barrier results in decreased 
femur and pelvis injuries. However, low energy-absorbing capability in high-impact an-
gles causes high head injury levels as an outcome of the secondary impact on the road 
[22]. In addition, the results of the study conducted by Daniello and Gabler (2011) showed 
that 40.1% of people involved in motorcycle crashes with W-beam barriers were dead or 
severely injured. This was almost the same as those involved in a motorcycle crash with a 
cable barrier (40.4%). In comparison, a lower percentage of fatalities or serious injuries 
(36.5%) occurred in motorcycle–concrete-barrier crashes [21]. 

From the above, it is evident that road crashes involving motorcyclists are a signifi-
cant problem, given the frequency and severity of the consequences, as well as the lack of 
research focused on current road infrastructure safety practices. Namely, most of the stud-
ies focused on investigating how different types of safety barriers affected types of injuries 
of motorcyclists as well as their severity when crashing with them. However, the scientific 
and expert research were mainly conducted in the United States and Australia, where the 
road geometry and safety-barrier standards and practices are different compared to Eu-
rope. Therefore, the main motivation for this study is to investigate how the traditional 
approach to safety barriers, which is based on characteristics of cars and not motorcycles, 
impacts the severity of motorcycle crashes on typical European two-way rural roads, 
which, due to the changing road geometry and limited maintenance budget, have been 
highlighted as most challenging for motorcyclists. The main research question is whether 
the presence of such traditional safety barriers has any positive effect on the reduction in 
the severity of motorcycle crashes compared to the situation when safety barriers are not 
present at all. For the purpose of this study, we used a Croatian dataset in order to analyse 
and identify trends in frequency, location, causes, and consequences of motorcycle crashes 
and to investigate possible impacts of the presence of road safety barriers on motorcyclist 
safety, i.e., injury severity. Beyond the aforementioned, the second hypothesis of this 
study is that higher speed and smaller curve radius correlate with more severe motorcy-
clist injuries, regardless of the presence of road safety barriers. 

Although the analysis is conducted on a dataset from Croatia, the results are appli-
cable for other countries that have similar geographical and climatic characteristics and 
road features. 

2. Materials and Methods 
2.1. Data Collection 

Data on run-off-road crashes on Croatian state roads from January 2015 to December 
2019 were examined to achieve defined objectives. According to the 2018 public road clas-
sification, the network of state roads in the period above was approximately 7175 km long. 
These are secondary level roads, mostly two-lane two-way roads in rural areas (average 
lane width 3.2 m), with some sections passing through the urban areas. The data related 
to the crashes, crash participants, and vehicles were collected by the police, i.e., the Croa-
tian Ministry of the Interior, for research made available to the authors. In reports, crash 
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consequences are divided into material damage, mild injuries, severe injuries, and fatali-
ties.  

For this study, only crashes on rural roads, i.e., outside the urban area, were consid-
ered. Several filters were set to exclude the influence of other factors. First, only crashes 
that involved the motorcyclist as one of the participants were selected. After that, crashes 
that, according to available data, were described as run-off-road crashes, were singled out. 
Furthermore, to investigate the impact of road safety barriers on the safety of motorcy-
clists, only those crashes in which the motorcycle was the only vehicle involved were seg-
regated. Finally, since road safety barriers on selected roads are generally installed in hor-
izontal curves where run-of-road crashes are most common due to centrifugal force, 
crashes that occurred in horizontal curves were singled out.  

The next step was to examine each crash’s location and determine if a road barrier 
was present at the crash site and which type of road barrier it was (steel W-beam or con-
crete safety barrier). In addition, the following data were recorded: curve radius, speed 
limit, crash consequences, time of the day, and the presence of road markings. The barrier 
type was determined by examining the crash location or using Google Street View, a 
method used in some earlier studies [19,23]. It has to be noted that the examined road 
safety barriers were not equipped with any type of MPS. Horizontal curve radii for the 
location of analysed crashes were measured based on the road axis using the official Cro-
atian Roads Ltd. GIS website for each horizontal curve. 

2.2. Data Analysis 
Descriptive statistics were used to describe road safety current state involving mo-

torcycles and select factors for further analysis. In addition, the binary logistic regression 
method was used to test different predictors, i.e., their significance in predicting motorcy-
clist crash consequences. Generally, binary logistic regression is a useful tool for interpret-
ing the influence of one or more independent input variables on the dependent variable, 
which is categorical, with two possible outputs. The approach has been applied in several 
studies which modelled the impact of crash factors on crash consequences [24–27]. 

In this case, the occurrence of crashes with severe or fatal consequences was used as 
the dependent variable (two possible outcomes: crash outcome was severe or fatal conse-
quence or crash outcome was not severe or fatal consequence), with several independent 
variables used as potential predictors of the likelihood of crash occurrence. The strength 
of association between variables was measured using Cramer’s φ coefficient, and its level 
of statistical significance was determined using the chi-square test. Since the outcome var-
iable takes two possible values, its conditional distribution is based on binomial probabil-
ity distribution and logit transformation, with regression coefficients representing the 
change in the logit associated with one unit change in the predictor. In order to ease the 
interpretation, regression coefficients were transformed into odds ratios, i.e., ratios of the 
odds outcome when a variable is present to the odds when it is absent, associated with 
one unit increase in predictor [28]. 

SPSS software (Statistical Package for the Social Sciences), version 24, was used for 
running the analyses conducted in this study. 

3. Results 
According to the observed dataset (described in Section 2.1), 29,403 crashes occurred, 

regardless of the type of vehicles involved. One or more motorcycles were involved in 
1693 crashes, accounting for 5.8% of the total number of crashes. The share of motorcy-
clists involved in crashes that ended in fatalities and seriously injured was 44.9%. This fact 
has once again confirmed that motorcyclists are vulnerable road users and that further 
efforts are needed to improve their safety. In the continuation of this chapter, the analysis 
(descriptive statistics and prediction) of only those crashes that involved motorcyclists is 
presented. The number of crashes used in the further analysis is described in Table 1. 
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Table 1. Number of observed crashes. 

Crash Type Number of Cases 
All crashes where one or more motorcyclists were in-

volved 
1693 

Single-vehicle motorcycle crashes 558 
Single-vehicle motorcycle crashes in curves 371 

Single-vehicle run-off-road motorcycle crashes 383 
Single-vehicle run-off-road motorcycle crashes in curves 289 

3.1. Descriptive Analysis 
3.1.1. Single- and Multi-Vehicle Motorcycle Crashes 

As mentioned above, almost half of the 1693 crashes involving motorcycles resulted 
in fatalities or severe injuries (44.9%), 37.9% resulted in mild injuries, and only 17.1% re-
sulted in material damage. Most crashes involving motorcycles occurred on curved road 
sections (38%), followed by straight road sections (33.1%), and different kinds of intersec-
tions (25.5%). When looking at the type of crash in which at least one motorcycle was 
involved, the largest share related to run-off-road crashes and accounted for more than a 
quarter of all crashes involving motorcycles (25.9%). Regarding the number of vehicles 
that took part in a crash, the highest percentage (55.4%) were two-vehicle crashes (of 
which at least one was a motorcycle), while single-motorcycle crashes accounted for 36.3% 
of all crashes. 

3.1.2. Single-Vehicle Motorcycle Crashes 
For further analysis, 558 single-vehicle motorcycle crashes with sufficient data were 

analysed. Crashes that lacked some of the data, such as GPS coordinates, road character-
istics, etc., were excluded from the analysis. More than half of all analysed crashes resulted 
in fatalities or severe injuries, and 66.5% of all single-vehicle motorcycle crashes occurred 
in curves (Table 2). Due to fewer crashes at sections other than curves and straight road 
segments, all other road sections were merged into one category named “Other” (e.g., 
bridge, tunnel, intersection etc.). 

Table 2. Consequences and road characteristics of single-vehicle motorcycle crashes (ncrash = 558). 

 n (%) 
Severe injuries or fatalities   

No 260 (46.6) 
Yes 298 (53.4) 

Total 558 (100.0) 
Road characteristics   

Curve 371 (66.5) 
Straight road 119 (21.3) 

Other 68 (12.2) 
Total 558 (100.0) 

Other variables observed were the types and circumstances of single-vehicle motor-
cycle crashes. According to the available data, the most significant share (68.6%) was run-
off-road crashes (Table 3). The main crash circumstance was inappropriate speed (75.2%), 
while 82.8% of the crashes occurred during the daytime. 
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Table 3. Type of crash and crash circumstances (ncrash = 558). 

 n (%) 
Type of crash—merged categories   

Run-off-road 383 (68.6) 
Collision with fixed objects 36 (6.5) 

Pedestrian strike or animal run 39 (7.0) 
Other 100 (17.9) 
Total 558 (100.0) 

Inappropriate speed   
No 138 (24.8) 
Yes 419 (75.2) 

Total 557 (100.0) 
Visibility conditions   

Daytime 462 (82.8) 
Nighttime (9:01 PM till 7.00 AM) 96 (17.2) 

Total 558 (100.0) 

3.1.3. Single-Vehicle Run-Off-Road Motorcycle Crashes in Horizontal Curves 
Because 66.5% of all single-motorcycle crashes occurred in the horizontal curves, 

those crashes were selected to investigate the influence of road barriers on motorcyclist 
safety. As stated earlier, due to specific characteristics of motorcycles, steering and navi-
gating through the horizontal curves represents the most challenging driving task for mo-
torcyclists. Hence, only single-vehicle crashes were observed to exclude the potential in-
fluence of other vehicles. Severe injuries or fatalities were the most common outcomes of 
these crashes, while a road barrier was present in 40.5% of the crashes (Table 4). The total 
number of crashes here refers to single-vehicle and run-off-road crashes in curves. 

Table 4. Crash consequences of single-vehicle run-off-road motorcycle crashes and the presence of 
a road barrier in horizontal curves (ncrash = 289). 

 n (%) 
Crash consequences   

Material damage 31 (10.7) 
Mild injuries 89 (30.8) 

Severe injuries 142 (49.1) 
Fatalities 27 (9.3) 

Total 289 (100.0) 
Road barrier   

No 172 (59.5) 
Yes 117 (40.5) 

Total 289 (100.0) 

An additional variable was created for more detailed analysis to indicate the type of 
barrier when it was present on crash sites (Table 5). The analysis showed that most barri-
ers were made of steel (35.9%). It must be noted here that all steel W-beam barriers were 
grouped together, regardless of whether they had a distance spacer. Similar was done 
with concrete barriers. After merging all concrete barriers (“New Jersey” style barriers 
and concrete walls), it was concluded that such barriers existed only in 3.5% of the crashes. 

Table 5. Road barrier type (ncrash = 289). 

 n (%) 
Road barrier and type   

No barrier 172 (59.5) 
Steel W-beam safety barrier 102 (35.3) 

Concrete safety barrier 10 (3.5) 
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No data about barrier type 5 (1.7) 
Total 289 (100.0) 

Moreover, some extra road characteristics on the crash locations were noted, which 
are shown in Table 6. Only on 13.8% of curves were there no edge road markings present, 
while the centreline was present in almost 99%. 

Table 6. Road characteristics (ncrash = 289). 

 n (%) 
Edge lines   

No 40 (13.8) 
Yes 249 (86.2) 

Total 289 (100.0) 
Centreline   

No 4 (1.4) 
Yes 285 (98.6) 

Total 289 (100.0) 
More than two lanes   

No 264 (91.3) 
Yes 25 (8.7) 

Total 289 (100.0) 

As in previous cases, the most common crash circumstance noted in the database was 
the inappropriate speed (91% of crashes). In observed curve-located crashes, the speed 
limit ranged from 30 to 90 km/h, with a mean of 53.1 (SD = 13.09), and the most frequent 
was 50 km/h. For further analysis, the speed limit was categorised as either 50 km/h and 
below or above 50 km/h. Regarding curve radius, the mean value was 164.83 m (SD = 
230.71, Max = 2400, Min = 19), and the categorisation of radii used in the analysis is shown 
in Table 7. For two crashes, it was impossible to determine the radius; therefore, the num-
ber of observed crashes is 287. The curve radii presented in Table 7 were determined due 
to the relatively small crash sample and the speed–radius ratio used in the Croatian Rule-
book [29]. 

Table 7. Speed limit and curve radius (ncrash = 287). 

 n (%) 
Speed limit above 50 km/h   

No 171 (59.2) 
Yes 118 (40.8) 

Total 289 (100.0) 
Curve radius (m)   

≤74 m 93 (32.4) 
75–174 m 118 (41.1) 

175–349 m 49 (17.1) 
≥350 m 27 (9.4) 
Total 287 (100.0) 

3.2. Statistical Analysis 
Of the individual circumstances that preceded the motorcycle-involving crashes, the 

most prominent is excessive or unadjusted speed, which was the case in 38.7% of the 
crashes, followed by the disregard of right-of-way (17.0%). Regarding the visibility con-
ditions, 89.1% of the crashes occurred during the daytime. 

When each predictor was analysed separately, statistically significant risk factors for 
severe crash consequences were curve, as well as run-off-road crashes, single-vehicle 
crashes, inappropriate speed, and nighttime driving. In an analysis that considered all 
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predictors simultaneously (i.e., controlling for their inter-relations), run-off-road and sin-
gle-vehicle crashes were no longer significant risk factors of severe crash consequences. 
This analysis indicated curve crashes, inappropriate speed, and nighttime driving as sig-
nificant risk factors (Table 8). 

Table 8. Prediction of severe injuries or fatalities—all types of motorcyclist crashes (ncrash = 1693). 

Predictor 
Severe Injuries or Fatalities   

No Yes Single Predictor All Predictors 
n (%) n (%) OR (95% CI) p OR (95% CI) p 

Curve           
No 642 (61.2) 407 (38.8) 1   1   
Yes 290 (45.0) 354 (55.0) 1.93 (1.58, 2.35) <0.001 1.33 (1.05, 1.69) 0.018 

Run-off-road           
No 753 (60.0) 501 (40.0) 1   1   
Yes 179 (40.8) 260 (59.2) 2.18 (1.75, 2.72) <0.001 1.36 (0.98, 1.91) 0.069 

Single vehicle           
No 655 (60.8) 423 (39.2) 1   1   
Yes 277 (45.0) 338 (55.0) 1.89 (1.55, 2.31) <0.001 0.94 (0.69, 1.29) 0.719 

Inappropriate speed           
No 653 (63.2) 380 (36.8) 1   1   
Yes 275 (42.1) 378 (57.9) 2.36 (1.93, 2.89) <0.001 1.78 (1.37, 2.31) <0.001 

Nighttime           
No 856 (56.8) 652 (43.2) 1   1   
Yes 76 (41.1) 109 (58.9) 1.88 (1.38, 2.57) <0.001 1.72 (1.25, 2.37) 0.001 

Note. OR = odds ratio, 95% CI = 95% confidence interval for odds ratio, p = level of statistical signif-
icance. 

Table 9 describes shares of road characteristics associated with single-vehicle motor-
cyclist crash consequences. Although most single-vehicle motorcycle crashes occurred on 
curved road sections, further analysis using the Cramer’s φ coefficient showed no statis-
tically significant association between road characteristics and crash consequences (φ = 
0.07, χ2(6) = 2.34, i = 0.886). 

Table 9. Association between crash consequences and road characteristics (ncrash = 558). 

Road Characteristics 
Material Damage Mild Injuries Severe Injuries Fatalities Total 

n (%) n (%) n (%) n (%) n (%) 
Curve 44 (11.9) 123 (33.2) 171 (46.1) 33 (8.9) 371 (100.0) 

Straight road 14 (11.8) 46 (38.7) 51 (42.9) 8 (6.7) 119 (100.0) 
Other 7 (10.3) 26 (38.2) 31 (45.6) 4 (5.9) 68 (100.0) 
Total 65  195  253  45  558  

As stated, to identify risk factors for crashes resulting in severe consequences (i.e., 
severe injuries or fatalities), prediction of severe consequences was made using binary 
logistic regression. Analyses at the level of each predictor separately (i.e., without consid-
ering its relationship with other predictors) indicated that statistically significant risk fac-
tors for severe crash consequences were run-off-road crashes, inappropriate speed, and 
nighttime driving. When all predictors were considered simultaneously, inappropriate 
speed was no longer a significant predictor of severe injuries or fatalities. At the same 
time, run-off-road crashes and nighttime driving remained significant risk factors (Table 
10). 
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Table 10. Prediction of severe injuries or fatalities of single-vehicle motorcyclist crashes (ncrash = 
558). 

Predictor 
Severe Injuries or Fatalities   

No Yes Single Predictor All Predictors 
n (%) n (%) OR (95% CI) p OR (95% CI) p 

Curve           
no 93 (49.7) 94 (50.3) 1   1   
yes 167 (45.0) 204 (55.0) 1.21 (0.85, 1.72) 0.292 0.96 (0.65, 1.42) 0.832 

Run-off-road           
no 101 (57.7) 74 (42.3) 1   1   
yes 159 (41.5) 224 (58.5) 1.92 (1.34, 2.76) <0.001 1.76 (1.18, 2.62) 0.005 

Inappropriate 
speed 

          

no 77 (55.8) 61 (44.2) 1   1   
yes 182 (43.4) 237 (56.6) 1.64 (1.12, 2.42) 0.012 1.36 (0.88, 2.09) 0.169 

Nighttime           
no 226 (48.9) 236 (51.1) 1   1   
yes 34 (35.4) 62 (64.6) 1.75 (1.11, 2.76) 0.017 1.73 (1.09, 2,75) 0.021 

Note. OR = odds ratio, 95% CI = 95% confidence interval for odds ratio, p = level of statistical signif-
icance. 

Most crashes in total, as well as those which resulted in severe or fatal consequences, 
occurred when there was no safety barrier on the road. Similarly, in the analysed dataset, 
59.5% of all crashes occurred in locations with no road safety barrier. On the other hand, 
when we look at the ratio between the number of crashes with severe and fatal conse-
quences and the total number of crashes in horizontal curves when safety barriers were 
and were not present, the ratio above is almost equal. Furthermore, using Cramer’s φ co-
efficient and χ2 test, the impact of the presence of the road barrier on crash consequences 
was tested. The initial results showed no statistically significant association (φ = 0.11, χ2(3) 
= 3.53, p = 0.317) between presence / non-presence of road barrier and crash consequences 
(Table 11).  

Table 11. Association between crash consequences and the presence of a road barrier (ncrash = 289). 

Road Barrier Present
Material Damage Mild Injuries Severe Injuries Fatalities Total 

n (%) n (%) n (%) n (%) n (%) 
No 15 (8.7) 59 (34.3) 83 (48.3) 15 (8.7) 172 (100.0) 
Yes 16 (13.7) 30 (25.6) 59 (50.4) 12 (10.3) 117 (100.0) 

Total 31  89  142  27  289  

The type of road safety barrier and other factors were considered predictors of severe 
injuries and fatalities. However, none of the factors came out as a statistically significant 
predictor in single-vehicle motorcyclist crashes in curves. There was no significant impact 
of road safety barriers on the crash consequences, regardless of the driving speed, curve 
radii, or the presence of road markings (Table 12). Nevertheless, the division of the curve 
radius to less than 250 m vs. 250 m and above was marginally statistically significant in 
interaction with the presence of a safety barrier, indicating that repeating the analysis with 
a larger crash sample could show some significance. 

Table 12. Prediction of severe injuries or fatalities in single-vehicle run-off-road motorcyclist crashes 
in curves (ncrash = 289). 

Predictor 
Severe Injuries or Fatalities   

No Yes Single Predictor All Predictors 
n (%) n (%) OR (95% CI) p OR (95% CI) p 

Road barrier and type           
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no barrier 74 (43.0) 98 (57.0) 1   1   
Steel W-beam safety bar-

rier 38 (37.3) 64 (62.7) 1.27 (0.77, 2.10) 0.348 1.32 (0.76, 2.27) 0.323 

Concrete safety barrier 6 (60.0) 4 (40.0) 0.50 (0.14, 1.85) 0.301 0.48 (0.13, 1.84) 0.286 
Inappropriate speed           

no 13 (50.0) 13 (50.0) 1   1   
yes 107 (40.7) 156 (59.3) 1.46 (0.65, 3.27) 0.360 1.27 (0.54, 3.02) 0.586 

Nighttime           
no 102 (42.1) 140 (57.9) 1   1   
yes 18 (38.3) 29 (61.7) 1.17 (0.62, 2.23) 0.624 1.23 (0.61, 2.48) 0.560 

Speed limit above 50 
km/h           

no 69 (40.4) 102 (59.6) 1   1   
yes 51 (43.2) 67 (56.8) 0.89 (0.55, 1.43) 0.627 0.72 (0.42, 1.22) 0.221 

Curve radius (m)           
≤ 74 m 41 (44.1) 52 (55.9) 1   1   

75-174 m 47 (39.8) 71 (60.2) 1.19 (0.69, 2.07) 0.534 1.23 (0.67, 2.23) 0.506 
175-349 m 17 (34.7) 32 (65.3) 1.48 (0.73, 3.04) 0.280 1.91 (0.81, 4.51) 0.138 

≥ 350 m 13 (48.1) 14 (51.9) 0.85 (0.36, 2.00) 0.709 1.03 (0.39, 2.73) 0.951 
Edge lines           

yes 101 (40.6) 148 (59.4) 1   1   
no 19 (47.5) 21 (52.5) 0.75 (0.39, 1.47) 0.409 0.84 (0.41, 1.71) 0.622 

More than 2 lanes           
no 108 (40.9) 156 (59.1) 1   1   
yes 12 (48.0) 13 (52.0) 0.75 (0.33, 1.71) 0.493 0.62 (0.25, 1.58) 0.317 

Note. OR = odds ratio, 95% CI = 95% confidence interval, p = level of statistical significance. 

4. Discussion 
As predicted in the beginning, the analysis highlighted curves as one of the most 

dangerous and demanding road sections concerning motorcycle crashes and the severity 
of their consequences, given that 38% of crashes involving motorcycles occurred on 
curved road sections. This is also consistent with previous studies that indicated that hor-
izontal curves are spots where the frequency of motorcyclist crashes is the highest [30] 
and where consequences are most severe [19]. One of the reasons for such statistics is re-
lated to the characteristics of the motorcycle. Namely, motorcycles are most commonly 
single-track vehicles with a small contact area between the road surface and tyres and, as 
such, require a particular riding skill, especially when driving and navigating through 
horizontal curves [9]. Moreover, an additional problem for motorcyclists in horizontal 
curves is related to the perception and visibility of the environment [10]. Finally, motor-
cycles do not offer riders physical protection when crashes happen. 

Further support for the abovesaid is that most of the analysed crashes were run-off-
road (25.9%), meaning that motorcycle stability issues in riding are significant. Riding 
mistakes are often caused by either inappropriate speed (riding above the speed limit) or 
speed unadjusted to conditions on the specific road sections, such as curves, which leads 
to losing control over the motorcycle. Overall, the analysis indicated that 38.7% of motor-
cycle crashes are related to speeding (inappropriate or unadjusted speed), according to 
the police reports from the crash sites. Several studies analysed in recent literature reviews 
highlighted that speed is one of the main contributing factors to motorcycle-related road 
crashes [3,31,32]. Moreover, our analysis shows that more than half of single-motorcycle 
crashes resulted in fatalities or severe injuries. This is primarily due to the inappropriate 
riding speed since speeding significantly affects the injury severity and because motorcy-
cles do not provide physical protection to the rider [33]. 

Even though our analysis showed that 66.5% of single-motorcycle crashes occurred 
in curves, further analysis showed no statistically significant correlation between road 
characteristics (curved or straight section) and the crash consequences. However, this 
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finding should be taken with caution as it may result from a limited and uneven sample 
size. Namely, Vlahogianni, Yannis, and Golias (2012), in their literature review, concluded 
that the radius and length of each horizontal curve significantly influence the frequency 
and severity of motorcycle crashes [31]. Furthermore, Gabauer and Li highlighted a hori-
zontal curve radius of 249.94 m (820 ft) or less as being a significant predictor of motorcy-
cle-to-barrier crashes [34]. In addition, they found that approximately 40% and 73% of 
curves with motorcycle-to-barrier crashes have a radius of less than 318.2 m (1044 ft) and 
853.4 m (2800 ft), respectively. In other words, small and medium radius curves were 
found to be more likely to be where motorcycle-to-barrier crashes occur. It has to be noted 
that, when we analysed curves with radii less than 250 m vs. 250 m and above, the effect 
was marginal in interaction with the presence of a road safety barrier. This is also, to some 
extent, consistent with the literature, suggesting that smaller radii indicate higher crash 
frequency [35,36]. Therefore, a deeper investigation that includes a larger sample should 
be conducted.  

Since the main goal of this paper was to investigate the potential impact of road safety 
barriers on motorcyclist safety, the focus was therefore brought to single-vehicle crashes. 
This was done to exclude the potential impact of other vehicles. The analysis of all motor-
cycle crashes showed that most of them occur in curves. In addition, curves are the most 
common location for road-safety-barrier installation on rural roads. As before, severe in-
juries and fatalities made the most significant share of these crashes’ consequences (more 
than 58%), and an inappropriate speed was the most common circumstance, according to 
the police reports. 

Given that none of the road safety barriers were motorcyclist friendly, i.e., equipped 
with MPS, the initial testing results were as expected, i.e., the initial hypothesis was con-
firmed. The results showed no statistically significant relation between crash conse-
quences and the presence of road safety barriers or the barrier type. Further analysis also 
included other variables, such as curve radius, number of lanes, non-compliance with 
speed limits, time of day, and presence of edge road markings. All these factors, combined 
with the road barrier type, were considered possible predictors in predicting fatalities and 
severe injuries. However, after the analysis, none of the factors were a significant predic-
tor. 

Suppose we focus on the primary goal of this manuscript. In that case, we can see 
that implemented road safety barriers designed primarily for cars did not significantly 
benefit motorcyclists when they crashed compared to the situation where there were no 
barriers at all. Moreover, no statistically significant differences between individual types 
of barriers were found. The most common barrier type in this study were steel W-beam 
barriers, which have several issues concerning motorcyclists. The major issue is related to 
the fact that such barriers have exposed poles that a motorcyclist may hit when sliding on 
the pavement after losing control of the motorcycle, which may cause extremely severe 
injuries or a fatality [37]. Another issue may occur when motorcyclists slide under the 
barrier beam with their body, hitting the beam with their head or sliding entirely under it 
and falling into a chasm or hitting another fixed object. Therefore, some studies indicate 
that concrete safety barriers are more favourable for motorcyclists since they do not have 
exposed barrier posts and motorcyclists cannot slide under them [21,38]. However, this 
study could not make a more detailed comparison between steel W-beam and concrete 
barriers due to the relatively small and uneven sample size. 

Overall, the findings indicate no statistical differences in the consequences of motor-
cycle crashes where road safety barriers without MPS were or were not present. This fur-
ther supports the finding by Bambach et al. (2015), highlighting that appropriate road 
safety barriers should be placed in the proper places [39]. Proper design and placement of 
road safety barriers provides an additional safety layer during motorcycle crashes. This 
may significantly reduce the risk of fatal and severe injuries compared to situations where 
motorcyclists hit trees, poles, or other objects due to a lack of barriers next to the road [40]. 
In other words, although safety barriers that are unadjusted to motorcyclist can be 
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dangerous objects themselves, they still provide protection from other fixed roadside ob-
jects such as trees or poles [41]. This is also in accordance with our findings, since, alt-
hough no positive impact of barriers was detected, no negative impact was detected ei-
ther. Therefore, the development and implementation of MPSs are imperative, especially 
in horizontal curves [42], to accomplish a noticeable positive impact on crash consequence 
severity. According to [38], a positive effect is gained using a continuous MPS when a 
motorcyclist collides with a barrier both in upright and sliding positions. Good practices 
in EU countries with similar road characteristics and geometry, such as Slovenia [43] or 
Austria [44,45], present additional proof that such thinking can bring significant benefits. 
Nevertheless, further before–after and cost–benefit analyses are recommended to confirm 
the efficiency of the MPS and its types.  

Although the study provided valuable results, it has certain limitations that must be 
considered. First, the analysis should be conducted on a bigger sample to ensure more 
reliable results. Since this analysis was performed on a relatively small crash sample, 
within which different types of safety barriers are represented unevenly, the results 
should be interpreted cautiously. Another limitation is the crash database that was used, 
which has inevitable shortages, mainly related to the quality and accuracy of the data. The 
quality and level of detail of data collected through police crash examination and reports 
differ from country to country, and sometimes within the country, since it can depend on 
the subjective observation of the police officer, which ultimately complicates the compar-
isons between similar studies [46,47]. Furthermore, additional variables could be identi-
fied as a part of better data collection, including the length of the curve arc, transverse 
slope, longitudinal inclination, skid resistance, AADT, etc. Motorcyclist characteristics, 
such as age, gender, or riding experience, could also be included in the analysis. Finally, 
it is recommended to investigate the impact of road elements on the consequences of 
crashes and how motorcyclists perceive certain aspects of road infrastructure to effectively 
prevent motorcyclist crashes and reduce their number. 

Nevertheless, the significance of the results is manifested in the fact that there is no 
positive impact of the currently implemented safety barriers on the safety of motorcyclists. 
It also opens opportunities for future research comparing the consequences of crashes in-
volving motorcyclists hitting motorcyclist-friendly barriers, since the installation of such 
barriers is in progress in Croatia. One of our goals for future research projects is to conduct 
a before–after analysis to conclude to what extent the motorcyclist-friendly safety barriers, 
and possibly other safety-enhancing solutions, reduce the motorcyclist crash severity. 

Another recommendation for road authorities and crash investigators arising from 
this study is the use of uniform crash report forms, which would enable the collection of 
more precise and detailed information, including location and road equipment specifica-
tions. In this way, very valuable information could be obtained for further research, lead-
ing to the improvement of the safety of motorcyclists. A more detailed crash report could 
be further used to determine the most useful safety barriers and to set up the MPS evalu-
ation criteria [48,49]. In addition, this could enable comparative analyses from different 
countries, i.e., areas with different geographical and cultural characteristics, to make sure 
that the best practices are used. 

5. Conclusions 
Motorcyclist safety is one of the most significant issues in road traffic, considering 

the severity of crash consequences and fatality rate. The specifics of riding a motorcycle 
differ from other motorised vehicles, so some parts of the road are more demanding for 
motorcyclists. This paper aimed to analyse Croatian road crash statistics related to motor-
cycles and investigate the impact of road safety barriers on the severity of motorcyclist 
injuries. For that purpose, a crash dataset that consists of all crashes that occurred on the 
Croatian secondary road network (state rural roads) from January 2015 to December 2019 
was analysed. 
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Overall, horizontal curves on rural roads stand out as one of the riskiest situations 
for motorcyclists. The most common crash type is run-off-road, primarily resulting in mo-
torcyclists hitting fixed roadside objects. After analysing crashes and road characteristics, 
no significant impact of road safety barriers on the crash consequences was found. Since 
the most common road safety barrier was steel W-beam barriers without any MPS, the 
results indicate that, from the perspective of motorcycle crash consequences, it is the same 
whether those barriers were present or not. The results of this study indicate a need for 
enhancing motorcyclist safety, especially in tourist countries such as Croatia, and that one 
solution indeed lies in implementing appropriate road safety barriers while considering 
the specific characteristics of different road users. 

As said, no positive impact of the existing road safety barriers without MPS on miti-
gating the severity of motorcyclist crashes has been proved. Hence, this remains an incen-
tive for experts in the field of road safety and road authorities to implement error-forgiv-
ing solutions for motorcyclists. This was also a recommendation given as one of the con-
clusions of the thorough literature review from 2022 [50]. Recognisable road design, as 
well as forgiveness of the environment, are some of the safe-system principles aimed at 
eliminating road deaths, and improvement of road restraint systems is certainly one way 
to achieve sustainable road safety. Furthermore, focusing on the specific crashes occurring 
on roads helps in detecting possible intervention options. However, in practice, it will not 
be possible to achieve the set goals without further scientific research. 

Author Contributions: Conceptualization, M.F., D.B. (Dario Babić), D.B. (Darko Babić), and A.P.; 
methodology, M.F., and D.B. (Dario Babić); validation, D.B. (Dario Babić), and M.Š.; formal analysis, 
M.F. and M.J.; investigation, M.F. and M.J.; resources, D.B. (Darko Babić), A.P., and M.Š.; data cura-
tion, M.F.; writing—original draft preparation, M.F.; writing—review and editing, D.B. (Dario 
Babić), A.P., and D.B. (Darko Babić); supervision, A.P., M.Š., and G.L.; project administration, D.B. 
(Darko Babić); funding acquisition, M.F. and D.B. (Darko Babić). All authors have read and agreed 
to the published version of the manuscript. 

Funding: This study was a part of the project entitled “Determining the impact of road safety bar-
riers on the consequences of traffic accidents involving motorcyclists”, funded by the University of 
Zagreb (Potpore za temeljno financiranje znanstvene i umjetničke djelatnosti Sveučilišta u Zagrebu u ak. 
god. 2020/2021). This study was supported by the Special Research Fund (BOF) of Hasselt University 
with the BOF number of “BOF21BL03”. 

Institutional Review Board Statement: Not applicable. 

Informed Consent Statement: Not applicable. 

Data Availability Statement: The data used to support the findings of this study are available from 
the corresponding author upon request. 

Conflicts of Interest: The authors declare no conflicts of interest. 

References 
1. World Health Organization. Global Status Report on Road Safety 2018; World Health Organization: Geneva, Switzerland, 2018; 

ISBN 978-92-4-156568-4. 
2. Nuyttens, N. European Road Safety Observatory: Facts and Figures: Motorcyclists and Moped Riders—2020; European Commission: 

Brussels, Belgium, 2020. 
3. Lin, M.R.; Kraus, J.F. A Review of risk factors and patterns of motorcycle injuries. Accid. Anal. Prev. 2009, 41, 710–722. 

https://doi.org/10.1016/j.aap.2009.03.010. 
4. Wei, L.; Zhao, P.; Li, Y.; Chen, Y.; Liao, M. Behaviour Analysis of Left-Turning Mopeds at Signal Controlled Intersections—A 

Case Study in Yancheng City. Promet Traffic Transp. 2021, 33, 609–620. https://doi.org/10.7307/ptt.v33i4.3740. 
5. Arévalo-Támara, A.; Orozco-Fontalvo, M.; Cantillo, V. Factors Influencing Crash Frequency on Colombian Rural Roads. Promet 

Traffic Transp. 2020, 32, 449–460. https://doi.org/10.7307/ptt.v32i4.3385. 
6. Kitamura, Y.; Hayashi, M.; Yagi, E. Traffic problems in Southeast Asia featuring the case of Cambodia’s traffic accidents involv-

ing motorcycles. IATSS Res. 2018, 42, 163–170. https://doi.org/10.1016/j.iatssr.2018.11.001. 
7. Bambach, M.R.; Mitchell, R.J.; Mattos, G.A. Mean Injury Costs of Run-Off-Road Collisions with Fixed Objects: Passenger Vehi-

cles and Motorcycles. J. Transp. Saf. Secur. 2014, 7, 228–242. https://doi.org/10.1080/19439962.2014.947395. 



Sustainability 2022, 14, 14790 14 of 15 
 

8. Reported Road Casualty Statistics in Great Britain: Interactive Dashboard. Available online: https://maps.dft.gov.uk/road-
casualties/index.html (accessed on 4 February 2022). 

9. Kronprasert, N.; Boontan, K.; Kanha, P. Crash Prediction Models for Horizontal Curve Segments on Two-Lane Rural Roads in 
Thailand. Sustainability 2021, 13, 9011. https://doi.org/10.3390/su13169011. 

10. Cafiso, S.; Cava, G.L.; Pappalardo, G. A logistic model for Powered Two-Wheelers crash in Italy. Procedia Soc. Behav. Sci. 2012, 
53, 881–890. https://doi.org/10.1016/j.sbspro.2012.09.937. 

11. Montella, A.; de Oña, R.; Mauriello, F.; Rella Riccardi. A data mining approach to investigate patterns of powered two-wheeler 
crashes in Spain. Accid. Anal. Prev. 2020, 134, 105251. https://doi.org/10.1016/j.aap.2019.07.027. 

12. Schneider, W.H.; Savolainen, P.T.; Moore, D.N. Effects of Horizontal Curvature on Single-Vehicle Motorcycle Crashes along 
Rural Two-Lane Highways. Transp. Res. Rec. 2010, 2194, 91–98. https://doi.org/10.3141/2194-11. 

13. Xin, C.; Wang, Z.; Lin, P.-S.; Lee, C.; Guo, R. Safety Effects of Horizontal Curve Design on Motorcycle Crash Frequency on Rural, 
Two-Lane, Undivided Highways in Florida. Transp. Res. Rec. 2017, 2637, 1–8. https://doi.org/10.3141/2637-01. 

14. Roque, C.; Cardoso, J.L. Observations on the relationship between European standards for safety barrier impact severity and 
the degree of injury sustained. IATSS Res. 2013, 37, 21–29. https://doi.org/10.1016/j.iatssr.2013.04.002. 

15. Patel Harshilkumar, N. Review on Types of Roadside Barriers and Its Influence on Motorcyclists. Int. J. Res. Dev. 2015, 3, 624–626.  
16. Tan, K.; Tan, W.; Wong, S. Design of motorcyclist-friendly guardrail using finite element analysis. Int. J. Crashworthiness 2008, 

13, 567–577. https://doi.org/10.1080/13588260802293186. 
17. Bambach, M.R.; Grzebieta, R.H.; Olivier, J.; McIntosh, A.S. Fatality Risk for Motorcyclists in Fixed Object Collisions. J. Transp. 

Saf. Secur. 2011, 3, 222–235. https://doi.org/10.1080/19439962.2011.587940. 
18. Grzebieta, R.; Bambach, M.; McIntosh, A. Motorcyclist Impacts into Roadside Barriers: Is the European Crash Test Standard 

Comprehensive Enough? Transp. Res. Rec. 2013, 2377, 84–91. https://doi.org/10.3141/2377-09. 
19. Gabauer, D.J. Characterization of roadway geometry associated with motorcycle crashes into longitudinal barriers. J. Transp. 

Saf. Secur. 2016, 8, 75–96. https://doi.org/10.1080/19439962.2014.984886. 
20. Farid, A.; Ksaibati, K. Modeling severities of motorcycle crashes using random parameters. J. Traffic Transp. Eng. 2021, 8, 225–

236. https://doi.org/10.1016/j.jtte.2020.01.001. 
21. Daniello, A.; Gabler, H.C. Effect of Barrier Type on Injury Severity in Motorcycle-to-Barrier Collisions in North Carolina, Texas, 

and New Jersey. Transp. Res. Rec. 2011, 2262, 144–151. https://doi.org/10.3141/2262-14. 
22. Daniello, A.; Gabler, H.C. Characteristics of Injuries in Motorcycle-to-Barrier Collisions in Maryland. Transp. Res. Rec. 2012, 

2281, 92–98. https://doi.org/10.3141/2281-12. 
23. Daniello, A.; Cristino, D.; Gabler, H.C. Relationship Between Rider Trajectory and Injury Outcome in Motorcycle-to-Barrier 

Crashes. Transp. Res. Rec. 2013, 2388, 47–53. https://doi.org/10.3141/2388-07. 
24. Al-Ghamdi, A.S. Using logistic regression to estimate the influence of accident factors on accident severity. Accid. Anal. Prev. 

2002, 34, 729–741. https://doi.org/10.1016/S0001-4575(01)00073-2. 
25. Shakya, R.; Marsani, A. Using Logistic Regression to Estimate the Influence of Crash Factors on Road Crash Severity in Kath-

mandu Valley. In Proceedings of the IOE Graduate Conference, Pulchowk, Nepal, 29–30 December 2017. 
26. Santos, B.; Picardo-Santos, L.; Trindade, V. Using Binary Logistic Regression to Explain the Impact of Accident Factors on Work 

Zone Crashes. In Proceedings of the Road Safety & Simulation International Conference, The Hague, The Netherlands, 17–19 
October 2017. 

27. Joni, H.H.; Al-Dahawi, A.M.; Al-Tamimi, O.J. Analysis of traffic accident severity in Baghdad city using Binary Logistic Regres-
sion Model. IOP Conf. Ser. Mater. Sci. Eng. 2020, 737, 012140. https://doi.org/10.1088/1757-899X/737/1/012140. 

28. Hosmer, D.; Lemeshow, S. Applied Logistic Regression, 2nd ed.; John Wiley & Sons, Inc.: New York, NY, USA, 2000. 
29. Croatian Ministry of Maritime Affairs, Transport and Communications. Pravilnik o Osnovnim Uvjetima Kojima Javne Ceste Izvan 

Naselja i Njihovi Elementi Moraju Udovoljavati sa Stajališta Sigurnosti Prometa; Narodne Novine P.L.C.: Zagreb, Croatia, 2001. 
30. Berg, F.A.; Rücker, P.; Gärtner, M.; König, J.; Grzebieta, R.; Zou, R. Motorcycle Impacts into Roadside Barriers—Real World 

Accident Studies, Crash Tests, and Simulations Carried out in Germany and Australia. In Proceedings of the 19th International 
Technical Conference on ESV, Washington, DC, USA, 6–9 June 2005. 

31. Vlahogianni, E.I.; Yannis, G.; Golias, J.C. Overview of critical risk factors in power-two-wheeler safety. Accid. Anal. Prev. 2012, 
49, 12–22. https://doi.org/10.1016/j.aap.2012.04.009. 

32. Yousif, M.T.; Sadullah, A.F.M.; Abu Kassim, K.A. A review of behavioural issues contribution to motorcycle safety. IATSS Res. 
2020, 46, 142–154. https://doi.org/10.1016/j.iatssr.2019.12.001. 

33. Savolainen, P.; Mannering, F. Probabilistic models of motorcyclists’ injury severities in single- and multi-vehicle crashes. Accid. 
Anal. Prev. 2007, 39, 955–963. https://doi.org/10.1016/j.aap.2006.12.016. 

34. Gabauer, D.J.; Li, X. Influence of horizontally curved roadway section characteristics on motorcycle-to-barrier crash frequency. 
Accid. Anal. Prev. 2015, 77, 105–112. https://doi.org/10.1016/j.aap.2015.02.006. 

35. Bíl, M.; Andrášik, R.; Sedoník, J. Which curves are dangerous? A network-wide analysis of traffic crash and infrastructure data. 
Transp. Res. A 2019, 120, 252–260. https://doi.org/10.1016/j.tra.2019.01.001. 

36. Leskovšek, B.; Focant, N.; Martensen, H.; Sgarra, V.; Usami, D.S.; Soteropoulos, A.; Stadlbauer, S.; Theofilatos, A.; Yannis, G.; 
Ziakopoulos, A.; et al. Identification of Infrastructure Related Risk Factors, Deliverable 5.1 of the H2020 Project SafetyCube; Filtness, 
A., Papadimitriou, E., Eds.; Transport Safety Research Centre, Loughborough University: Loughborough, UK, 2017. Available 
online: https://hdl.handle.net/2134/23759 (accessed on 27 September 2022). 



Sustainability 2022, 14, 14790 15 of 15 
 

37. Brandimarti, F.; Giacomini, I.; Fraternale, B.; Giorgetti, R.; Tagliabracci, A. Massive Lesions Owing to Motorcyclist Impact 
Against Guardrail Posts: Analysis of Two Cases and Safety Considerations. J. Forensic. Sci. 2011, 56, 544–546. 
https://doi.org/10.1111/j.1556-4029.2010.01649.x. 

38. Nordqvist, M.; Fredriksson, G.; Wenäll, J. Definition of a Safe Barrier for a Motorcyclist—A Literature Study; Sveriges 
MotorCyklister: Borlänge, Sweden, 2015. 

39. Simpson, J.C.; Wilson, S.; Currey, N. Motorcyclists’ Perceptions and Experiences of Riding and Risk and Their Advice for Safety. 
Traffic Inj. Prev. 2015, 16, 159–167. https://doi.org/10.1080/15389588.2014.911852. 

40. Bambach, M.R.; Mitchell, R.J.; Grzebieta, R. The Protective Effect of Roadside Barriers for Motorcyclists. Traffic Inj. Prev. 2013, 
14, 756–765. https://doi.org/10.1080/15389588.2012.752077. 

41. Bambach, M.; Grzebieta, R.; Olivier, J.; McIntosh, A. Motorcycle Crashes into Roadside Barriers—Stage 3: Survivability Analysis; The 
University of New South Wales: Sydney, Australia, 2011. Available online: https://www.unsw.edu.au/content/dam/pdfs/unsw-
adobe-websites/science/aviation/2022-01-Motorcycle-into-Barrier-Stage3_report.pdf (accessed on 22 October 2022). 

42. Federation of European Motorcyclists’ Associations. New Standards for Road Restraint Systems for Motorcyclists; Federation of 
European Motorcyclists’ Associations: Brussels, Belgium, 2012; pp. 14–15. 

43. Šraml, M.; Tollazzi, T.; Renčelj, M. Traffic safety analysis of powered two-wheelers (PTWs) in Slovenia. Accid. Anal. Prev. 2012, 
49, 36–43. https://doi.org/10.1016/j.aap.2011.12.013. 

44. Winkelbauer, M.; Strnad, B.; Braun, E.; Schmied, S. KFV—Sicher Leben #9; Kuratorium für Verkehrssicherheit: Wien, Austria, 
2017. 

45. Winkelbauer, M.; Brunner, T. Sicherheitspaket Motorrad Tirol 2019; Kuratorium für Verkehrssicherheit: Wien, Austria, 2019. 
46. Amoros, E.; Martin, J.L.; Laumon, B. Under-reporting of road crash casualties in France. Accid. Anal. Prev. 2006, 49, 627–635. 

https://doi.org/10.1016/j.aap.2005.11.006. 
47. Güss, C.D.; Tuason, M.T.; Devine, A. Problems with police reports as data sources: A researchers' perspective. Front. Psychol. 

2020, 11, 582428. https://doi.org/10.3389/fpsyg.2020.582428. 
48. Silvestri-Dobrovolny, C.; Geary, G.; Dixon, K.; Manser, M.; Chauhan, J. Addressing the Motorcyclist Advisory Council Recommen-

dations: Synthesis on Barrier Design for Motorcyclists Safety; Federal Highway Administration: Washington, DC, USA, 2021. Avail-
able online: https://safety.fhwa.dot.gov/motorcycles/docs/FHWA-SA-21-069_Addressing_MAC_Recommendations_Rpt.pdf 
(accessed on 22 October 2022). 

49. Hill, J.; Plowman, J.; Baird, T.; Baumann, D.; Berlitz, J.; Bradford, J.; Brown, N.; Edgar, N.; Gibbins, J.; Ellström, Ö.; Leggett, S.; 
et al. Barriers to Change: Designing Safe Roads for Motorcyclists; EuroRAP: Hampshire, UK, 2008. Available online: https://euro-
rap.org/wp-content/uploads/2020/07/PP-Bikers.pdf (accessed on 23 October 2022). 

50. Abdulwahid, S.N.; Mahmoud, M.A.; Zaidan, B.B.; Alamoodi, A.H.; Garfan, S.; Talal, M.; Zaidan, A.A. A Comprehensive Review 
on the Behaviour of Motorcyclists: Motivations, Issues, Challenges, Substantial Analysis and Recommendations. Int. J. Environ. 
Res. Public Health 2022, 19, 3552. https://doi.org/10.3390/ijerph19063552. 


