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ABOUT HELI BIKES
The HELI BIKES Motorcycle Safety Initiative was first started to promote motorcycle rider awareness &
improve biking safety.
After many years experience of dealing with motorcycle accidents whilst working on helicopter air
ambulances (Helicopter Emergency Medical Service) and drawing from the knowledge & experience of
other emergency services, HELI BIKES was initially started to provide first hand feedback to the biking
community at large.
Originally formed to act within the counties of Berkshire, Oxfordshire & Buckinghamshire in the UK, the
HELI BIKES initiative very soon extended to provide 'real' safety information to any and all motorcycle
riders, locally, nationally & internationally.
This feedback is applicable to riders & pillions riding in any country and our experiences are shared by
other air ambulances & emergency services in every region. With this in mind, we are working to develop
Regional HELI BIKES initiatives to further enhance our reach.
This feedback details the role of an air ambulance and other emergency services and in particular the
experiences of dealing with motorcycle accidents and attempt to explain some of the reasons why they
occur.
HELI BIKES is an independent Motorcycle Safety Initiative and is not part of any other organisation. At a
National & International level it acts as an information hub for riders to access information relating to
motorcycle safety. At a local level it will forge direct links with local riders, business & organisations to
further disseminate local safety information, hence Regional HELI BIKES schemes are intended to be
started; such as HELI BIKES - Thames Valley. Each individual regional HELI BIKES will promote local
safety schemes as well as ally itself to the local Air Ambulance operation and other emergency services.
This website contains information based upon experiences of dealing with motorcycle accidents whilst
having worked on Air Ambulances in the UK. It also acts to provide information from various sources to
assist the rider in improving rider awareness & biking safety. It will be an evolving process, hence the
website will have regular updates and new content.
The various Facebook pages are intended to further disseminate information and promote thought &
dialogue amongst riders as well as publicise HELI BIKES, the website and its contents. We encourage all
visitors to ‘Be Heli Bikes Friend’ on Facebook and 'Like' the HELI BIKES page in order to help promote the
safety content and be part of the process. We can also be followed on Google+ as: HELI BIKES.
This initiative is aimed at all motorcyclists, regardless of age, gender, motorcycle/scooter & moped make &
model.
The information contained herein is designed to provoke thought & open discussion regarding motorcycle
safety, to improve rider awareness and to provide accurate & relevant information to enable sound
decision making of not only the rider but also the drivers of other vehicles. This information may allow for a
greater understanding of motorcycles by other road users and for non riding family & friends of
motorcyclists.
There are numerous reasons for accidents and a common factor is rider or driver error. As riders we are
able to limit our exposure to accident incidence by riding with greater awareness of not only how we are
'riding' but also how other road users are 'driving'. We cannot affect the latter, but we are certainly able to
affect the former.
The air ambulance is a reactive service as are all emergency services. HELI BIKES is intended to be a
proactive service to help reduce incidents, injuries & fatalities on our roads by actively engaging with riders
& pillions and to galvanise safety programs of various sources.
The message is the same for us all: RIDE AWARE!/RIDE SAFE!
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As part of the ongoing process to provide safety information to the motorcycling community, HELI BIKES is
in the process of creating audio, video & web based projects that will go some way to explain how
accidents and injuries occur and how protective equipment performs in real accident scenarios. The
information aims to shed light on accident causation and ultimately how they can be avoided.
The air ambulance & emergency sevices in th UK deal with many motorcycle accidents and this is a
common theme around the globe.
HELI BIKES never loses sight of its main goal which has always been to raise rider awareness and
improve biking safety and help to prevent these accidents from occurring.
Much of the content is applicable to all road users and some is specific to riders of all types. Many
accidents are caused by other road users, but many are also caused by riders themselves and HELI
BIKES aims to address all the causes.
The messages and information are created by design in varying styles to appeal to as many riders &
drivers as possible, however each item has a direct or indirect purpose that has been inspired & influenced
by actual experiences of dealing with motorcycle accidents and realising the factors involved.
Although the information that has been created is shared freely and willingly, it only becomes of benefit if
the rider and driver acknowledge it, use it, discuss it with others and let it be a catalyst to review their riding
and driving practices.
Whether in urban or rural areas, in high or low traffic densities...all road users should aim to improve
standards, raise their awareness of developing hazards and be aware of the needs and actions of all road
users. RIDE AWARE!/RIDE SAFE!
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The HELI BIKES - Motorcycle Safety Initiative was started in February 2011 to promote Motorcycle Rider
Awareness & Biking Safety, but the preparation had really started since 2007.
With over 10yrs experience of motorcycle accidents whilst working on Air Ambulances, I started the
initiative, to provide first hand feedback to the biking community both near and far into why motorcycle
accidents occur, where they happen, what types of injuries can be sustained, how protection works and
what are the limitations and ultimately how these accidents could have been avoided.
All of the information that is produced has a direct link to motorcycle accidents that have been attended
and the reasons for those accidents.
The intention is to provide accurate information on how & where accidents occur, why they occur and
how best to avoid them.
The general aim is to provoke open discussion amongst riders on safety issues in order to promote safer
riding practices and provide avoidance tools.
HELI BIKES has a Facebook main page, where lots of information is promoted using the various formats I
employ to deliver the information. www.facebook.com/HeliBikes.
There is also a dedicated website which is regularly updated and is located at: www.helibikes.co.uk.
HELIBIKESTV is a YouTube channel which was set up to store and promote the HELI BIKES videos. Many
different styles are employed, but each still delivering a motorcycle and rider safety message.
www.youtube.com/user/HELIBIKESTV
The purpose of HELI BIKES is merely to provide accurate information that can be applied to any rider in
any area and relates to how & why motorcycle accidents happen and why injuries occur.
HELI BIKES is a point of reference for any rider, group or club, business or local & state authority and the
emergency services...to access this specific information.
The intention is not to dictate or preach...but merely to provide the facts.
HELI BIKES provides the information, and it is the rider's and driver's individual choice on how they act
upon that given information.
RIDE AWARE!/RIDE SAFE!
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Accidents & Low Blood Sugar
Many transport accidents, indeed many accidents in general, are caused by a medical condition that either
prevents or restricts the body from performing normal functions of motor skills, reasoning, thinking etc
which ultimately in the case of transport lead to loss of control of a vehicle which may lead to a crash.
Road traffic accidents involving all types of vehicles, including motorcycles have a significant proportion
attributed to a low blood sugar level.
In basic terms; Hypoglycemia occurs when the actual blood sugar levels in the body fall below a certain
point and Diabetes is a condition in which the body cannot control the level of sugars either because the
body does not produce insulin or not enough, which leads to too much sugar in the blood known as;
Hyperglycemia. More information is located at any reputable diabetes website, e.g. www.diabetes.co.uk
Some common symptoms of Hypoglycemia:
Being pale, feeling weak, feeling hungry, a higher heart rate than usual, blurred vision, temporary loss of
consciousness, confusion, convulsions, and even coma (in serious cases).
Treatment for this can range from eating or drinking sweet items, taking glucose tablets or being treated by
medics with glucagon etc. Regular testing is required to keep on top of this condition.
Some common symptoms of Hyperglycemia:
Regular/above-average urination, Weakness or feeling tired, Loss of weight, Increased thirst, Vision
blurring.
Treatment for this is usually by medication, insulin and strict dietary control and regular testing.
These conditions, regarding road accidents, are probably categorised as ‘known medical conditions’ which
may cause either physical or mental impairment to drive. Many accidents are caused when people
accidentally mismanage their condition which causes the incident.
Many accidents occur which are probably categorised as ‘life style’ which affect all road users and
especially motorcyclists who rely so much on the body senses and balance to ride their bikes.
One of the preliminary questions medics often ask a patient is: “When did you last eat?” This starts the
information gathering process which starts to build up a picture of what may have caused an accident,
especially if the patient has minor injuries and is somewhat coherent. This is followed shortly afterwards by
a quick blood sugar test to see what the levels are.
Many accidents are with patients that either are not aware of a pre existing condition or who have
developed a low blood sugar level over a recent period.
There have been countless occasions whereby a patient has not eaten for a long time; has missed an
evening meal the night previous, has skipped breakfast and by mid afternoon the body is starting to feel
the effects of low blood sugar levels which ultimately limit the amount of energy the body can use. This
starts the downward spiral and some of the early symptoms become prevalent.

Notable early effects are diminished reasoning and distraction which may lead to poor decision making
which again may cause an accident.
Many of these types of accidents are where this cause will tend to go undetected and in many ways is
unquantifiable or it is supposed. Even when a blood sugar test is performed the level may be on the low
side of the normal range, which may lead to a conclusion that this ‘may be the cause’
The key point to remember is that anything that may interfere with reactions and decision making may
ultimately lead to an accident, but obviously this is not for certain.
Another point to consider is how many riders and drivers have knowingly ridden or driver when they have
not eaten in a long time and either they have noticed that they were not performing at their best or it was
not noticed.
The main point of this article is to help a rider or driver be aware of some factors which can affect
performance and develop avoidance techniques. Regular eating (All & any food types) and drinking (non
alcoholic drinks) will satisfy this purpose, however if you suspect a medical condition you should seek
treatment as soon as possible.
RIDE FOR YOUR LIFE!
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Accidents & The Psychological Aftermath!
Often overlooked or not given the same attention are the lasting effects of psychological trauma to either
those involved in accidents or family and friends of those involved or even those who witness accidents. In
fact, even members of the emergency services or hospital staff may be effected by the scenes they see
and injuries they provide treatment for, and in some ways these factors were the stimulus for HELI BIKES
being created.
The type and extent of psychological disturbance manifests in many forms from feelings of anger, denial,
depression, guilt, euphoria, anxiety attacks, apathy...the list goes on! At some level all are effected by
accidents and for varying amounts of time and is not necessarily dependent on the type or severity of the
accident. In few cases some may even suffer severe effects which may lead to Post Traumatic Stress
Disorder (PTSD) or Acute Stress Disorder (ASD) and many studies have researched the effects and
treatments of all symptoms.
To a certain degree members of the emergency services who regularly attend accident scenes and medics
who give treatment to the injured are desensitised, however they are by no means immune.
Witnesses to accidents can also suffer symptoms after seeing a distressing event, especially if they have
not done so before and it was totally unexpected.
Family members of victims can also suffer symptoms and these can be long lasting. These are not so
much associated with the knowledge of the scene or details of how the accident occurred, but more so
with the experience of suffering the loss of a loved one or the associated care that may be required, or
how the injuries may have permanent consequences on a loved ones life.
People that are involved in the accident will tend to suffer the varying symptoms and some research has
investigated if there is any variation from those who are ‘victims’ and those who are ‘causers’ of accidents.
A lot depends on the extent of the accident damage and the extent of injuries or numbers of fatalities and
also the age of the persons involved.
Whenever the emergency services are alerted to a road traffic accident, there is a process of information
gathering by the emergency call centres from those involved or who are witnesses at the scene. This not
only provides vital information so that the crews can mentally prepare how they might tackle the scene but
also psychologically prepares the crews to cope with what they might see. Whenever there is a reported
incident involving ‘vulnerable road users’ such as motorcyclists, cyclists, pedestrians, etc there is an
assumption that there is likely to be more severe injuries involved as there is little or no protection being
worn or available, whereas drivers of vehicles such as cars, van, lorries etc have the physical structure of
the vehicle that surrounds them that offers greater protection.
So often, we are not only faced with the physical injuries but also we witness many different reactions from
people at the scene. Some may be perceived to be appropriate responses and some perceived
inappropriate, however the reactions are ‘real’ at the time. Similar to symptoms of stress, they are
manifested in many forms and are coping mechanisms that may allow a person to continue to function in a
‘normal’ manner or may restrict that function a great deal.
Within a healthcare system, there is provision to provide treatment for these accident after effects,
however many will either not seek treatment or the symptoms may go undetected either by healthcare or

mental healthcare professionals, by friends and family members. The level of care given will also be
determined on location as different regions and countries will vary through expertise and funding provision.
There are more support groups available than ever before and increasingly are accessible online, which
may be of great comfort to some.
As riders, we tend not to focus on the ‘What If?’ or certainly not consider so much what the after effects
might be. This is not necessarily a bad thing as it may deter a person from ever or continuing to ride,
however it may be a useful motivational tool to help develop road awareness, safer riding practices and to
apply knowledge to improve decision making.
I am not suggesting that riders should ride at a crawl pace or be paranoid that something may be about to
occur, but merely that a rider should factor for this or add this element to their accident avoidance arsenal.
It may also go some way to appease non riding family members and friends who may continually worry for
a rider’s wellbeing. By acknowledging their concerns, by reassuring them and demonstrate this awareness
and approach to road riding, the rider is engaging themselves and others in this process.
The catalyst for HELI BIKES has been the feeling that most incidents involving motorcycles could have
been avoided and injuries could be minimise and fatalities prevented. Whether the rider, driver or other
road user could have done something else to avoid the situation unfolding.
The information is not only based on professional experiences of the air ambulance crews and other
emergency service crews, but also on personal and witnessed experiences.
RIDE AWARE!/RIDE SAFE!
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Anatomy Of A Motorcycle Accident! Part 1
Motorcycle in Single Vehicle Accident: No Other Vehicles Involved & No Solid Objects Collided With!
Many motorcycle accidents occur when the rider has lost control of the motorcycle due to many different
factors. These may be a result of road & weather conditions (most notably in wet or ice conditions),
excessive speed, excessive speed on a bend, avoiding other vehicles, animals or objects in the road,
under harsh braking (snatch braking), mechanical failure etc.
If the accident occurs on a relatively straight road or bend where no object is collided with, then two
scenarios may enfold which will lead to different types of injuries. These two scenarios, or rather how the
rider falls off the bike are more commonly known as: HIGH SIDE or LOW SIDE.
The key components in both situations is speed at the time of the accident. The greater the speed, the
greater probability of sustaining more severe injuries.
On a LOW SIDE accident, the angle at which contact is
made with the road is less, which leads to a more common
'sliding' on the road surface. If appropriate protective
clothing is worn, i.e. boots,gloves, armoured trousers,
armoured jacket and helmet and the rider does not roll at
high speed and no contact is made with a solid object, then
there is much less likelihood to sustain impact injuries, i.e.
broken bones, internal organ injuries etc. In this situation, if
the appropriate protective clothing is not worn, then there is
much more likelihood to sustain abrasive injuries to the
body and injuries to hands, feet & ankles. With suitable
protective clothing, the risk of abrasive injuries will be
reduced, and afterwards it will be wise to replace severely worn or damaged protective equipment.
On a HIGH SIDE accident, the angle at which
contact is made with the road is greater, which
leads to a more common 'rolling' on the road
surface. As the angle is higher there is more
likelihood to sustain impact injuries, i.e. broken
bones to any of the limbs, spinal & neck injuries
and internal organ damage. Again the key
component here is the speed of impact or the
speed of deceleration. If protective clothing is not
worn, then it is highly probable that serious injuries
will be sustained. As well as armoured clothing,
another beneficial addition will be the wearing of a
back protector (to protect the spine somewhat) and hip protectors or padding (which will protect the pelvis
somewhat) from side impact injuries whilst rolling.
RIDE FOR YOUR LIFE!
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Anatomy Of A Motorcycle Accident! Part 2
Motorcycle vs Other Vehicle: Vehicle pulls out of a junction into the path
of a motorcycle.
As with all accidents, the speed at the time of impact and the resulting
speed of deceleration of the body will determine the extent and
seriousness of injuries. As a direct comparison: If a rider crashes into a
wall at 60mph, then the deceleration is almost instantaneous, hence all
the energy in the force of the impact is absorbed by the body and the
injuries will be very serious. If a rider crashes with a car, and the rider is
propelled over the car bonnet and continues to slide along the road
surface, then the speed of deceleration of the body will be more gradual,
thus the rider will incur less severe injuries. However this does not mean
that the injuries will minor, it merely means
less intense. Because the rate of
deceleration is gradual, the energy in the
force of impact will be considerably less,
making this a more survivable scenario.
Let us consider the impact with a car. The angle at which the motorcycle
collides with the car will effect the energy absorption of the impact. If the
collision point of the car is at 90deg and is solid(e.g. A Wheel or Structural
Beam) then the energy will be transferred to the motorcycle. If the collision
point of the car is at e.g. 45deg and is with a part of the car that will
'crumple', then less energy will be transferred.
If the motorcycle collides with the side of the car at 90deg, i.e. with the front
wheel first, then structural damage will occur to the front of the motorcycle,
with at least fork and wheel deformations, and this will act to absorb energy.
In this scenario, at the point of
impact, the rider is propelled
forward(loosely pivoting on the
handlebar grips). If the rider is
allowed to be propelled forward without contact with the vehicle,
then the body will receive less of an impact and the
deceleration will be gradual.
At the point of impact, a common injury is a fractured pelvis due
to the forward motion forcing the pelvis into the petrol tank.
Another common set of injuries at this stage would be fractures
to the hands, wrists, arms and shoulders as well as ligament
and tendon damage as the impact energy is transferred from
the car to the motorcycle to the rider.
The next set of circumstances will really determine the
survivability of the rider. If the speed is high and the angle of impact results in the rider colliding with the
side of the car, then a similar resultant will occur as that of hitting a wall. All the energy of the impact will be
absorbed by the rider. Bone fractures will be common in any of the limbs and spinal, neck injuries may also
occur, compounded by internal organ damage. These injuries may be so severe that they will not be
compatible with life.

I must re-emphasize here, that the higher the speed of impact and the more square on the angle of impact
will make serious injuries highly probable, but not absolute. In this very intense collision, protective clothing
has limited benefit as it will only protect in reduced impact forces.
Another common injury associated with this type of accident is a fracture of the Femur (Thigh Bone). If
either leg contacts the vehicle on impact or as the rider is
propelled over the vehicle then the still relatively high impact
speeds will cause this large strong bone to incur a severe fracture.
If the rider makes limited contact with the vehicle or is propelled
'cleanly' above, then the next set of circumstances will determine
the types of injury. This is very similar to a HIGH SIDE type of
accident. As the rider is propelled high above the ground, then the
resultant angle of impact with the ground will be greater. This
secondary collision may also cause very severe injuries. Limbs
are particularly prone to fractures, however the probability will
make them less severe as the rider is reducing speed all the time.
Depending, also how the rider makes contact with the ground, and
what kind of surface it is will also be a factor. If it is a hard road,
there will be a greater impact force, conversely grass or soft mud
will produce a lower impact force. Another common injury on
impact here is the pelvic injury and spinal injury, hence why it is
always advisable to wear a back protector.
If on impact, the rider then slides or rolls along the 'road', then the next set of circumstances will determine
whether there will be further injuries. Abrasive injuries and joint dislocations may also occur at this stage. If
when sliding etc and then further contact is made with a solid object, e.g. a raised curb stone or lamp post
or another vehicle, then the injury domino effect continues on, however we would expect the injuries to be
less severe as the speed of impact will be reducing within the accident timeline. Again we would strongly
recommend armoured protective clothing, that may provide a good level of life threatening protection
during this third phase of the accident.
Whilst working on Air Ambulances all over the UK, these types of accidents and injuries are common.
Whilst statistics show motorcycles as being a small percentage of all road traffic, the accidents involving
motorcycles do result in disproportionately high injury rates, for some of reasons explained above. Whilst
protective clothing will provide adequate protection at lower speeds and with lower impact forces,
unfortunately there is little protection for higher impact forces.
The best protection is obviously accident avoidance, which
may seem very easy to say. However of the many
motorcycle accidents I have dealt with, in the majority of
cases, they could have been avoided and the injuries could
have been less severe.
By wearing appropriate clothing for the type of riding and by
riding with appropriate speed and increased awareness of
road conditions and traffic flow, the avoidance could have
been achieved.
The information detailed on this site is not intended to
dissuade anyone from riding a motorcycle, far from it! It is
intended to show cause and effect! It is intended to promote
safer riding & driving practices in order to prevent motorcycle
accidents and injuries.
RIDE AWARE!/RIDE SAFE!
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Anatomy Of A Motorcycle Accident! Part 3
Motorcycle Accident On a Bend: No Other Vehicles Involved!
A common accident that we attend is one whereby a rider has lost control on a bend and has then
subsequently collided with an immovable object. We often see as a result of poor positioning and
excessive speed whereby the rider 'runs wide' into the opposite lane, losing control and either a lowside or
highside scenario enfolding. We also often see the cause of harsh braking in the bend leading to
destabilizing and loss of control. As mentioned in the above scenarios, it really depends on how the rider
'dismounts' the motorcycle and what type of subsequent impact is made, will determine the type of injuries
that will be sustained.
It may seem surprising, but very many of these types of accidents, if not most, are not influenced by poor
weather or road conditions, in fact most occur in dry conditions or in conditions that are perfectly rideable
but the rider has used inappropriate techniques which has led to the accident.
In many cases where no subsequent impact is made, a rider may suffer no more than a bruised ego
(usually when that rider has been wearing suitable protective clothing) In a common case of a lowside
slide on a bend the 'low side leg & arm', i.e. that leg/arm that contacts the surface first if protected may
have bruises and other minor injuries, however without protection may have very serious injuries to skin,
muscle, bone etc. In general terms these are recoverable
however other life altering injuries may be to injuries to knees,
shoulders, ankles, arms etc.
In many ways if the injuries sustained are broken bones, then
these are generally considered recoverable with a good
success rate. However if the injuries involve damage to
tendons, ligaments & nerves then these may not have the
same recovery rate and may lead to permanent life changing
injuries. These may result in partial or total paralysis of limb
function.
A very common injury of this type involving nerve damage may
be as a result of a hard impact to the shoulder. If on a highside
accident, the rider is propelled high into the air and then lands
hard onto the shoulder, or on a lowside accident, the rider
slides along the road and impacts a solid object such as a

lamp post then injury to the 'Brachial Plexus'
may be sustained.
In essence, the hard impact to the shoulder,
may cause an over extension of the nerves in
the shoulder. These nerves attach at the 'root'
in the neck and then spread along the
shoulder to the arm. If the break in the nerve
is at the root, then this will lead to permanent
paralysis of arm function. If the break in the
nerve is along the nerve at some point, then

with surgery, the nerve may be 'rejoined'. After many months of therapy there may be some recovery in
limb function as the neuro pathways are 'relearned', however there is no guarantee of this.
Unfortunately there is no real defence against this
kind of injury from hard impact accidents. Protective
clothing may assist in minimising low impact,
abrasive or over extension to limbs.
As riders, we enjoy the sensation of riding
motorcycles and in many ways accept there is
greater risk and less protection whilst on a
motorcycle, however that does not mean we should
not be conscious of the pitfalls and consequences.
By being aware of these consequences we may be
able to consciously adapt our approach to riding.
With greater awareness we will be able to avoid the
situations that may lead us into an accident which
may result in life changing injuries.

RIDE FOR YOUR LIFE!
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Anatomy Of A Motorcycle Accident! Part 4
Motorcycle Accidents: Skin Abrasion/Road Rash & Protection
In most cases involving a motorcycle accident that we have attended over the years, a common injury to
the rider and or pillion is cuts and abrasions to the skin.
The names in themselves...cuts/abrasions...would sometimes give the impression that these are minor
injuries and by which are easily and quickly recovered from.
In actuality the 'cut' may range from a minimal/shallow breaking of the skin to a very major/deep cut or
laceration that severs muscle, tendon, blood vessels and even bones and sometimes result in what is
referred to as a traumatic amputation. An 'abrasion' may range from a mild scuff or graze to a complete
'ripping away' of flesh: skin and muscle etc all the way down to the bone resulting in what is referred to as
a 'de-gloving' injury.
There are a few images here to give an impression on the range
of injuries. The intention is to educate rather than feed any morbid
curiosity, however there are many images available online, i'm
sure, that will fulfill that.
In this article I am discussing injuries to flesh: skin & muscle etc
that are associated with sliding & low angle/force impacts and
collisions that allow the body to decelerate at a gradual pace.
These types of flesh injuries may be associated with high impact
forces also, however, in those situations, internal organ damage,
arterial damage and bone fractures etc would be considered the
primary injuries and would be considered more critical at the time.
The emergency services consistently see these kinds of injuries
related to motorcycle accidents and the reality is that when
suitable protective clothing is worn, the extent of the injury is
diminished. Again, speed at impact and the type of surface will
have an affect on the severity of injury.
Quite often there are virtually identical mechanisms of injury,
however one patient will have zero or minimal skin damage, and
the other will have severe skin damage. The difference between
the two is the type & quality of protective clothing that has been
worn.
Modern motorcycle clothing comes in many
designs and varying levels of protection. The
types of materials used also vary from thick
leather with padded resistance to padded textile
or abrasion resistant material There are now
items made of composite material that offer wider
ranging protection.
Motorcycle protection should be considered as to
encapsulate the body. Helmet, Jacket, Trousers,
Boots & Gloves, whilst not forgetting padded
protection or armour that can be additionally worn.
There are also different types of suitable clothing
according to the type of journey and weather

conditions that might be encountered, so there are many options in the market place to afford a rider
adequate 'abrasion resistance'
Of course we would always say wear good quality motorcycle protection at all times, however the reality is
that many riders still tend to wear the bare minmum to be legal (That being a helmet!) and no protection,
especially when the weather is hot. Whilst riding a motorcycle semi-naked or in shorts and T-shirt may
seem like a good idea, the potential for serious injury if involved in an accident would certainly contradict
this. Although sometimes it may seem that wearing everyday clothes (jeans, shirts, fashion jakcets, office
wear etc) may offer some protection and will save the
rider carrying their 'normal clothes' with them, in
actuality normal clothes offer zero or very little
protection.
As a quick guide; choose clothing and protection
according to the type of journey and the probable
speed that you will be doing. At least for short/low
speed journeys always wear a helmet and wear an
appropriate padded jacket. As your speed and length
of journey is likely to increase, as should your level &
type of protection.
We advise all riders to visit a motorcycle clothing
accessory store and view and discuss the varying
options available throughout the range of riding
conditions.

RIDE FOR YOUR LIFE!
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Are drivers a menace to the motorcycle society?!

!

!

How often do we bemoan the standards and practices of drivers and how often do we successfully avoid a
near miss? How often are motorcycles & mopeds involved in an accident that was caused by a driver's
actions and has that resulted in injury...whether minor to severe, or fatality?!

!

As a motorcycle community, we have been forthright in our opinions that drivers of cars, van, lorries &
buses pose an absolute risk to our safety and their poor standards and negligence makes riders most
vulnerable. This being said...should these bad practices and negligent behaviour be dealt with by tough
punitive measures?!

!

There have been growing calls for drivers who injure or cause death to a rider to be given more severe
punishments and custodial sentences and this coupled with the popular held belief that drivers and poor
standards are the major cause of motorcycle accidents.!

!

The major problem with these fundamental arguments is that they are not founded upon facts, however
there are some truths! Of course there are some poor driving standards and we witness those routinely,
but they do not necessarily always pose a risk to safety of another vehicle or motorcycle or person.!

!

We might see a vehicle driving erratically, weaving in and out of traffic, overtaking with little room to spare,
driving at high speed, brake late and accelerating fast to pull away from traffic...the list goes on, but suffice
to say that whilst the vehicle is in control and does not affect another road user, then there isn't a risk to
safety....however there might be high probability! Of course the driver may be operating beyond the road
laws also, but that is for another topic!!

!

What about when a vehicle changes direction suddenly or emerges onto a road or turns off one, fails to
see another vehicle, rider or person properly and almost causes a collision, or indeed actually does cause
one! In this case there is high probability & high risk to safety, but what caused the failure to see, detect
and to look in the first instance!!

!

What about a driver that loses control of a vehicle, because they misinterpreted the traffic, weather and
road conditions...if they lose control when no other vehicles are in the area, then there is low risk to safety
of others, however in high traffic density, there is a high risk! What caused the loss of control and the
misinterpretation of the environment and is this a mitigating factor!!

!

What about a driver that is distracted by something or someone and fails to deal with an emerging hazard
or loses control of their vehicle and either collides with another vehicle, person or object? Does it matter
what kind of distraction it was and was it intentional...and if it resulted in injury to another person? !

!

The above were just a few situations, but there are many more to consider! However they are not purely a
driving and drivers issue. The very same scenarios can involve riders of motorcycles & mopeds and in
many accident scenarios, motorcycles were the only vehicles involved in the cause and result of the
accident. In many other accidents, the rider and driver both jointly contributed to the enfolding collision and
even when a driver has caused an accident, on reflection there were many things that a rider could have
done to avoid the situation in the first place! This does not relieve the driver of responsibility, but it shows
that riders are equally involved in the accident causation process.!

!

So where does this leave us? Well, the problem with blaming the drivers for reduced rider safety is that it
ignores the parts that riders play themselves, it does not engage with drivers and driving standards, it
reduces education and knowledge transfer of drivers and riders and ultimately it does not account for
mitigating circumstances, the reasons for error making and the requirement for improved hazard
awareness and avoidance!!

!

If we within the riding community are quick to solely blame drivers actions and seek harsh punishments,
then we are ignoring the facts that these situations can easily occur to riders. As riders can be the causes
of accidents, so they will also, attract the tough punitive measures and this may or may not take account of
mitigating circumstances or the reasons why errors were made...ultimately we do not learn anything from
these accidents, so the same types of accidents are likely to repeat themselves.!

!
!
!

After any accident, especially with serious injuries or fatalities, there is of course much heartfelt emotions
and sensitivities, but there may also be bewilderment and anger. Whilst perfectly understandable and
appropriate for those concerned, it does not necessarily follow that campaigns and policies or law should
be founded upon them, because when the dust settles and thoughts clear, then the truth about accident
causes and trends start to emerge.!

!
!

Each individual accident should be investigated and conclusions made about the individuals concerned
and the circumstances involved. Of course sometimes there are actions that require severe punishment,
such as causing a collision & injuries/fatalities by driving whilst under the influence of alcohol or drugs or
driving whilst grossly negligent or with intent to break the road laws and create a high risk for other nearby
vehicles or persons.!

!
!

However the overwhelming majority of all accidents are not caused by gross negligence, moreover they
are caused by errors of judgement, bad habits, misinterpretation of rules and conditions, poor anticipation
of developing hazards. All of which we are all susceptible to, especially without conscious thought and
recurrent training.!

!
!

So before we as a biking community point and blame drivers for accidents and safety risks to riders, we
first need to acknowledge that all road users can and will make mistakes. Riders as well as drivers may act
negligently and cause a high risk environment for other road users and as such are equally culpable. But
the pursuit of tougher punishment will also bring the same to riders who routinely suffer from the same
poor standards and lack of awareness of hazard forming and avoidance!!
We need to identify and isolate those accidents which are caused by gross negligence and those that are
caused by 'normal' errors. Accidents need to be correctly investigated by the authorities and processed
through the law courts, where appropriate, and we should not automatically seek tougher punishments just
because a driver has caused an accident, injury or fatality...!
We need to identify those accident causes that need tough punishment and those that don't and we need
to all look at the root causes of accidents and honestly ask ourselves..."Could this happen to us?"!

!
!

Crime & punishment should be based upon the evidence of each individual case and not by a growing
notion that any accident caused by a driver involving a motorcycle deserves a more severe approach.!

!
!

Be careful what we wish for, as anyone of us could be on the receiving end given the right circumstances
and conditions. Let's educate, raise awareness and change attitudes and behaviours. Let's be proactive
and change attitudes, behaviours and risks and hazard management on our roads.!

!
!
RIDE AWARE!/RIDE SAFE!!
!
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Breakdown But Not Broke Down!
Occasionally an accident will occur between a moving vehicle and a stationary vehicle that has had
mechanical problems and has caused it to breakdown.
One of the most dangerous situations is one whereby a vehicle breaks down and pulls onto the hard
shoulder (breakdown or emergency lane) or pulls over to the side of the road and the driver or rider and
passengers remain within/on or near the vehicle.
Many accidents, serious injuries and fatalities have occurred and continue to occur when other vehicles
collide with these stationary vehicles at high speed. Sometimes due to poor weather, or tiredness or
sometimes because the broken down vehicle was parked on a blind bend and the driver did not have time
to react.
The general advice is to:
1. Never stay within/on the vehicle.
2. Move clear away and certainly never stand/sit behind or immediately in front of the vehicle.
3. Never attempt to perform a repair, e.g. change a tyre on an active carriageway or on a blind bend and if
possible instruct an adult passenger to position themselves so they are able to warn oncoming vehicles
of a broken down vehicle obstructing the road.
4. Always activate hazard warning lights and place any warning signs or triangles on the road to warn
other drivers.
5. In some countries or areas, High Visibility Vests are required to be worn.
Although a motorcycle is generally smaller in size than other road vehicles, the same principles still apply,
whereby the rider and/or pillion should remain well clear of the bike, in the event, of a breakdown. Many
would advise to wear a high visibility vest, especially in the dark and avoid trying to make repairs on the
active carriageway.
The great advantage of motorcycles over other larger vehicles is that, in the event, of a breakdown, the
motorcycle is still relatively easy to be moved/pushed off the active carriageway, and this would be the
general advice; move the motorcycle clear off the carriageway. Only once this has been done, then
attempt to perform any repairs, always being mindful of any oncoming vehicles that may have difficulty in
seeing and avoiding you and your motorcycle. It really is about self preservation here!
Over recent years, more riders have started to carry repair tools, puncture repair kits and first aid kits
either on their person or on the bike itself.
The basic principle to follow for any form of rescue or medical kit is that it should be fit for purpose, and in
the case of motorcycles, the kits need to be small and lightweight. There is no point in investing in any
equipment that is too big or heavy to be carried on the person or on the bike.
There are many first aid kits that are ultra compact and would suit a motorcyclists needs, either attached to
trouser belts or kept in the jacket pocket. However, you can also make up your own first aid kit or add bits
to one purchased. A tactic I have employed when trying to buy any additional equipment for motorcycle
use is to search in other applications for something that would be ideal or could be adapted for motorcycle
riding. Many times I have looked in camping shops, sports and cycling shops, etc. Sometimes I have found

items in the unlikeliest of places just by constantly being on the lookout for something that might work.
There is no hard and fast rule for the perfect first aid kit but some items I tend to carry are:
Latex Surgical Gloves
Medium Bandage
Dressing
Plasters & Plaster Tape
Foil Blanket
Small Scissors & Safety Pins & Tweezers
Paracetamol & Ibuprofen
Small Bottles of Water (Alcohol Miniatures Size) for rinsing or flushing wounds or eyes
Alcohol/Cleansing Wipes
If I’m going on a longer journey, I will tend to take extra items that are suitable for the weather conditions.
E.g. If it is forecast to be a hot day, then I will take extra bottles of water and sugary drinks. If on a colder
day I will take snack/energy bars etc.
The idea is to take equipment that you would be able to use in the event of an incident. However, there is
no point in taking any equipment if you don’t know how to use it or are not confident about its use. You
may wish to alter the contents of your first aid kit to suit your own knowledge and proficiency or seek some
first aid training.
Tools and repair equipment may also be carried on the motorcycle and the choice is purely subjective. Try
not to carry any tools on your person as they may cause extra penetrating injuries in the event, of an
accident.
Most new motorcycles come with a very basic tool kit, but if yours did not or if you have purchased a used
motorcycle without a tool kit, then they are straight forward to put together. Before purchasing any tools
however, first ask yourself these questions:
1. Do I have space on the motorcycle to store tools or is there a place where I can attach a tool roll etc?
2. Do I know how to use the tools and equipment?
3. What items on the motorcycle am I most likely to need to adjust or repair?
Many purists would argue that you need to be able to repair or perform roadside maintenance on your
motorcycle and if not then there is either no point in carrying any tools or you should not even be riding.
That argument may have been somewhat valid in years past when many motorcycles were prone to
mechanical failures, however more modern machines are much more reliable, sophisticated and
technologically advanced and in many circumstances special tools are required that would not be able to
be carried in any case.
It is certainly a good idea to have a basic understanding of how the motorcycle functions and how to
perform some basic maintenance, however it is in no way a requirement...and that is why we have friends
who can or have roadside recovery. There is also a case that even if you don’t know how to use the tools,
then maybe another bystander or riding companion does, so they might be able to help instead.
As with other equipment, I tend to take and seek tools that I ‘could’ use in the event of an incident that
might enable me to perform some kind of repair or adjustment. The toolkit is made up of ‘small’ tools and
multipurpose items. Again the following is by no means the definitive list, but it is something that you may
wish to consider or even change to suit your needs.
1. MultiTool (Gerber/Swiss Army Knife type tool)
2. Multi Allen Key/Small Socket Set (Usually found in bicycle accessories)
3. Small Set of Spanners
4. Small Adjustable Wrench

5. Cable Ties - Various Sizes
6. Puncture Repair & Inflation Kit (Be sure you know how to use this properly)
7. Electrical Tape
8. Multipurpose Tape
9. Fuses, Light Bulbs
The contents of each kit can be changed also to suit the type and length of journey and there may even be
a tool that is specific to model of motorcycle that you may wish to carry. When travelling in a group of
motorcycles, it may be an option to ‘share’ tools over all of the bikes. This way more tools are carried
without any duplication and each technical problem is then solved as a group activity.
The idea is not to be broke down in a breakdown; have a plan or some method of either helping yourself or
seeking the assistance of others. If possible always carry a mobile phone and try to let someone know
your route, especially if it is a new route or long journey and at what time you expect to arrive at your
destination. When carrying a mobile phone, try to avoid placing it in the trouser leg pockets, hip pockets or
in any pocket without any kind of padding, as they tend to get damaged, in the event, of an accident and
limits your ability to ring for assistance.
Also, if you have pockets like mine which sometimes leak in the rain, it might be worth placing your mobile
in a plastic bag to keep it dry.
RIDE FOR YOUR LIFE!
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Can’t Hardly Wait!
Whilst sat in my armchair, drinking a mug of coffee before leaving for my early morning commute to work, I
watched the TV weather forecast for the day of the 28/01/13.
There had recently been a cold spell with ice and snow and now the forecast for the next few days was:
rain...rain...possibly floods in some areas! Then the weather reader suggested that it might be getting
warmer for a while but it might get colder again, but never mind...as it will be spring in a couple of months!
Was that vague? Or a comfort to know?
Although a long range weather forecast has a low accuracy percentage, it is good to have a general idea
of what might come, so that we are able to mentally prepare for journeys or formulate back up plans.
However, one certainty is that whilst in the midst of winter, we know that at some point in early spring the
weather will improve which will mean more riders venturing out onto roads, and for some this will be the
first time in a few months.
This anticipation for the good roads and fair weather is something all riders will feel to varying degrees,
even year round riders look forward to the day when they can ditch their winter riding clothing and use the
summer wear.
Unfortunately, this anticipation does not necessarily transform into mental preparation and gradual
regaining of riding proficiency.
The start of the spring weather usually is when more riders start riding again and it is also the time when
there will be a sudden increase in motorcycle accident statistics.
Of course accidents occur for varying reasons, and the accident statistics are skewed because of the
increase of motorcycle traffic, however there is a more than tenuous link to a lack of recent riding
experience and lack of preparation.
Sometimes the eagerness to get out on the bike for the first time, masks the self awareness of being
slightly out of step with the motorcycle and riding practices. This is a common state that we may find
ourselves in, but there are a few strategies that may help:
1.
2.
3.
4.
5.
6.
7.

Make sure the motorbike is roadworthy and you have given it a pre ride check.
Plan your journey and check the weather forecast.
On your first trip, try to pick a quiet time on the road with low traffic density.
Try to pick a route that is either well known or has a low traffic density.
Avoid aggressive manoeuvres: harsh acceleration, snatch braking, excessive lean angles, etc
Build your proficiency and confidence gradually.
Mentally prepare for hazards, constantly (whether riding, driving, walking, etc) practice hazard
perception.
8. Develop the ‘What If’ skills. Expect the unexpected! Practice reacting to sudden hazards. Practice
braking and steering to avoid.
9. Try to avoid going out in large groups on your early rides. Build up your own proficiency and then apply
that to group riding. Do not be led by other riders, and not to be coaxed into riding beyond your own

limits.
10. Take it easy. Use speeds that are appropriate to you and the roads on which you are travelling.
Remember! An excessive speed does not necessarily mean a speed that is above a speed limit, it may
mean a speed that is too great for the weather and road conditions and for your level of current
proficiency.
11. Use the Upright Position! When braking or accelerating try to have the bike in a more upright position
and travelling in a straight line. Gradually apply braking pressure and power to develop a smooth riding
style.
12. Allow greater space and time in between vehicles. This will give you the extra buffer and reaction time
to be able to deal with developing hazards.
13. Adopt a defensive riding style and attitude. Allow for your own mistakes and compensate for the
mistakes of other road users.
14. Choose a road riding position that will give you the best possible view of the road ahead and will also
enable other road users to see you more easily. Consider wearing bright clothing, but do not rely on
this as a means to make you more visible to other road users. Accidents still occur when riders wear
high visibility clothing! Use it as part of the package and always bear in mind that other road users may
not have seen you.
If you are looking forward to the day when you will start to ride again or when the weather will improve so
you can venture out more often, always consider the above as a method to ‘ease’ back into riding.
Someone once asked me: “When should I start to think about riding again in the spring?”
My response was: “Probably when you put the bike away last autumn!”
The concept is to be regularly thinking about riding and road hazards, even when you’re not riding. Mental
training and preparation is the first best step to safer riding and accident prevention.
RIDE FOR YOUR LIFE!
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Cold Starts & Warm Ambulances!
A relatively small percentage of riders are all year round riders especially the further north or south from
the equator where there is likely to be greater seasonal changes.
In the Northern Hemisphere as the new year has just started, some riders will be looking forward to the
spring when they will venture out on their machines again.
From September onwards, the weather generally gets colder and the days get shorter with longer nights,
thus there is a greater potential for a deterioration in weather conditions. Early morning frost, ice, snow and
more rain affected days become commonplace, hence why a large percentage of riders choose not to ride
during the winter months.
For those riders that do ride throughout the winter months, there is a real appreciation of the weather
conditions and how that will affect the rider and motorcycle control. Whilst in general, motorcycle accidents
are less in the winter months, this is more a reflection on the reduced number of motorcycles on the roads,
however the causes are much more linked to the weather and road surface condition than at other times of
the year.
What many riders acknowledge is that, riding in the winter requires a certain mental approach, skill set and
a greater understanding of the environment that they find themselves in. Greater emphasis is placed on
wearing the correct cold/weatherproof motorcycle clothing and riding more conservatively and defensively,
allowing extra time & space, paying greater attention to weather reports and how that might affect a
particular route.
The winter rider should be planning their route and anticipating how the rider and motorcycle control will be
affected by the varying conditions.
E.g. My daily commute to my place of work takes me on a route from urban sea level area, along an
exposed rural area, climbing to approx. 900ft (275m) and then back to rural exposed area at just above
sea level that has a local climate (micro climate) that is annually colder than its surrounding areas. A good
portion of the route has surfaces that are not treated by the local authorities for icing conditions, so
although at my departure point the temperatures may be 2-3deg above freezing and perfectly rideable, I
know that along my usual route the temperature will be considerably less than that. Therefore there is a
much greater risk of road icing especially under the right moisture conditions. This will either mean that I
change my route, or choose another mode of transport as the risk is too great to travel on a quiet rural
road with a good probability of icing.
Many of the winter motorcycle accidents that are dealt with by the emergency services are caused by a
misjudgment by a rider or driver of the weather and road conditions or even a failure to anticipate the
errors of other drivers or road users in general.
Many riders and drivers, myself included, might like the notion of starting the engine and letting it run for a
while to let it warm up and then commence our journey, but the reality is that most of us will hop on or in,
as the case may be, start the engine...engage gear and get going! In many of our perceived lives, there
just isn’t time to let the engine warm up...we must get going!...however I’m sure that really isn’t the usual
case for most of us.
Although I will tend to get going soon after I have started the engine, one thing that I make sure of is that
for the first few miles I take it easy and ride as smoothly as I can so that the bike components are allowed

to warm up as I go along. And the most crucial component, especially during the colder temperatures, is
the tyre and tyre pressure. By allowing the tyres time to warm up I am allowing them to perform at their
best and allowing them to interact with the road surface to give the best possible grip and traction.
Many of the motorcycle accidents are caused by a failure to allow the motorcycle to perform to its potential
or rather demanding a performance beyond its potential at a given time. By performing regular pre ride
maintenance checks, by allowing the tyres to warm up gradually and by allowing more space between
vehicles thus requiring less hard braking, the rider is more than likely to have an enjoyable, accident &
incident free ride which means they are less likely to need the assistance of the emergency services.
Another crucial element, for many reasons, is the wearing of appropriate winter clothing that will keep you
warm and dry. Rider discomfort is one of the contributing factors in motorcycle accidents, that not only may
distract the rider but may also physically and mentally hinder the performance of the rider.
Another reason is that good thermal protection will assist the rider in a post accident scenario. If the rider is
able to remain warm and dry, then this will not only help the comfort of the rider but also the physical
effects resulting from traumatic injuries.
In many instances, riders who have been involved in an accident are unable to move because of their
injuries. They are more than likely lying on a cold and sometimes wet surface which may even exacerbate
a hypothermic condition. Any loss of blood will further compound the problem, therefore having the extra
thermal layers on in the first place will help to resist a physical deterioration until an emergency assistance
arrives. In many cases, even placing extra blankets or coats over an injured rider will achieve little if they
are poorly insulated from the cold surface beneath them.
All riders should be aware of the cold journey starts and how the cold and wet combinations may affect the
safety of the ride. Wearing good winter clothing will go some way to protect the rider throughout the ride
and potentially offer assistance during & after an accident. Although a warm ambulance may be the vehicle
that places the rider on a route to salvation, it is probably best to avoid the necessity of such a vehicle, in
the first place.
RIDE FOR YOUR LIFE!

HELI BIKES
Motorcycle Safety Initiative
www.helibikes.co.uk
Colder, Darker, Wetter!
As we proceed through autumn and then into winter riding, both rider and driver will encounter, overall,
deteriorating weather and road conditions. Some regions and countries (depending on latitude) will notice
this sooner in the calendar and for others...later.
As we know many seasonal riders lock away their motorcycles for the winter and revert to other forms of
transport and others continue riding regardless either through necessity or through choice. Some will store
away their pride and joy and use a less regarded motorcycle (the winter hack) instead and some will only
venture out on the drier, warmer winter days.
Regardless of method or preference, what a rider and driver should consider, are the limitations imposed
upon them in deteriorating weather. These limitations should not necessarily deter the use of a motorcycle
for safety reasons but should be a catalyst for a rider and driver to modify their practices.
For some riders...continued riding throughout the winter months brings a change in their approach to
riding. Be that wearing weather appropriate motorcycle clothing, paying closer attention to weather reports,
modifying their riding style, performing more maintenance checks and being more selective about routes
and ultimately deciding whether a ride in certain conditions is appropriate.
For others...continued riding is merely a continuation of their use of a mode of transport. There isn’t a lot of
consideration of other factors, merely just to wrap up a bit warmer and carry on!
Continued riding in winter is perfectly appropriate and ‘safe’ when effective consideration has been
afforded to factors that can limit the performance of the rider, the motorcycle or moped/scooter and the
driver, etc.
Road conditions will change with wetter, muddier and potentially icier roads. There is also likely to be more
smaller debris (such as grit, gravel, tree matter etc) on the roads. Temperature is a big factor, therefore any
temperatures that are forecast to approach zero degrees will potentially be cause for consideration.
However linked into this is the choice of route: whether riding in urban areas or rural areas, riding at lower
altitudes or higher. What is the local weather forecast and local weather patterns and how the weather and
ultimately the road conditions may change along an intended route. Will the condition of the road surface
change...either in terms of traction due to wet, ice or oil residues or due to the road surface being in need
of repair.
Motorcycle performance, tyre performance and braking will be affected and likely be reduced. The
stopping distances will increase and overall grip will reduce. Riding with the bike more upright and less use
of high lean angles will help to compensate for reduced traction, especially in a bend. Allowing increased
distances in between vehicles will allow more time to react and longer distance to safely brake or steer to
avoid.
Wearing appropriate clothing, gloves & boots for the weather conditions; be those waterproof or with
thermal linings. The key consideration is rider comfort and whether that can be maintained throughout the
ride. If it can’t, will that affect concentration levels and reaction times and the physical ability to control the
motorcycle appropriately.

Many riders will choose to wear bright colours and high visibility clothing in the winter months...especially
at night or in low light conditions (of course some wear this all year around) This may add to the rider
comfort if this gives them confidence that it will enable other road users to see them easier...but never over
rely on this! Some drivers will take note of the brighter colours and some will not! Wearing of bright colours
should be a tactic used in conjunction with modified riding practices and not instead of them.
Personal performance may be affected in the winter months. Many drivers and riders will be getting used
to travelling in deteriorating conditions or in the dark and riding and driving errors and misjudgements are
commonplace. Preparation and allowance for these ‘frailties’ can be achieved by using more appropriate
speeds for the conditions...and that may very well mean riding and driving slower, and allowing more
space in between vehicles. For riders who are not riding on a regular basis, then recent riding experience
should also be factored for as this may lead to errors of control and in misjudgements.
Riding in winter demands greater emphasis on sound decision making by both rider and driver and
notably; many if not most of the accidents involving motorcycles in the winter months are determined by
misjudgements of rider and or drivers and not necessarily because of ‘reckless or excessive speeds’ Many
accidents that I have attended over many winters have been caused by riders and drivers making the
wrong decisions with particular road and weather conditions.
Remember:
What can you see at night?
Can drivers see you in the dark?
Are you ready for the cold, wet & icy roads?
How do you get ready for winter riding and driving?
What should you consider?
Prepare for winter riding and driving!
RIDE AWARE!/RIDE SAFE!
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Crash Test Organs!
Motorcyclists are particularly vulnerable to internal injuries when involved in an accident and these injuries
are mostly very difficult to protect against.
If involved in a car or lorry/truck accident, the body is somewhat more protected from injury due to the
surrounding structure but also how that structure is allowed to absorb all or most of the impact energy. As
impact is made, the car... will deform at designed points called crumple zones which absorb energy. The
body is also further protected by the wearing of a seatbelt and if the vehicle is fitted with air bags which in
essence slow the body down and cushion the impact force transferred to the body up to a certain point. Of
course even with this ability, the body may still receive sufficient forces to sustain injuries that may also be
life threatening.
When involved in a motorcycle accident, the rider does not have this cushion protection, therefore if there
is an impact, the rider is highly probable to absorb all the impact energy, regardless of the level of clothing
protection that is being worn. The higher the speed of impact, the more solid the object collided with and at
what angle the object is hit, will determine how much of the energy is transferred and ultimately what level
and type of injuries will be sustained.
If during the initial point of impact the body is propelled forward or allowed the ‘slide’ along the ground
without any high impact with a solid object then the body will have a gradual rate of deceleration and
although there may be injuries, these are more likely to be less severe in nature, especially if protection is
being worn. Protective clothing that either has many thick layers or has a high abrasion resistance quality,
e.g. thick leather, will offer good protection in this instance.
As well as the obvious injuries to bones and skin, a high impact load may cause internal organ damage.
Some of the common injuries are those to the liver, kidney & spleen,
however all internal organs will be vulnerable.
One of the most vulnerable organs is the heart and under high impact
loads or rather a high rate of deceleration the organ will be moving
within the body cavity.
In rapid acceleration and or deceleration the heart will be moving
forwards and backwards and in a high impact, the heart will continue to
move forward, after the point of impact and may collide with the dense
body cavity or the rib cage area. This essentially may cause bruising or
a tearing of the heart muscle itself. Sometimes the movement is so
excessive that the main artery from the heart...the Aorta, may actually
tear or rupture which will lead to an instant massive blood loss and
almost instant fatality.
Although the rider may wear a protective jacket or may even wear a chest protector to minimise the impact
to the rib cage and chest area, it will provide little protection because the heart will still move within the
body cavity under varying forces and it is this phenomenon that ultimately determine the level of injury and
survivability.

The most successful way to protect against this type and level of injury is to adopt a combination of
strategies:
1. Wear protective clothing.
2. Reduce travelling speed and reduce, as much as possible, pre collision speeds (Practice emergency
braking!)
3. Avoid accident scenarios (Sounds obvious!) Raise awareness of accident scenarios and practice hazard
perception and avoidance techniques.
4. Investigate current and future levels of chest and torso protection. This may mean wearing chest
protectors or jackets with airbags etc.
As riders, we accept there is a risk in riding motorcycles and that is part of the reason why we ride and it is
the trade off for the enjoyment we gain from riding. However, by acknowledging the risks and potential
consequences and improving our overall knowledge then it will follow that we will ultimately improve our
decision making process whilst riding which will protect us somewhat and will assist us in accident and
injury avoidance.
RIDE FOR YOUR LIFE!
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Crime, Punishment & Education!
A cornerstone of HELI BIKES is to provide information that will enable understanding on the causes of
accidents and how they might be avoided, which will promote education and individual learning.
One of the greatest components of accidents causation is excessive speed, and even a very small excess
of a limit will have a substantial effect of braking/stopping distances, which may mean the difference
between crashing into someone or something.
However, speed in isolation is not necessarily the reason why there is a probability of having an accident,
but coupled with poor weather, increased traffic density, distraction, tiredness, alcohol/drugs, etc, the list
goes on...is potentially the lethal mix of contributing factors. For that matter, even travelling as high as the
speed limit is not necessarily the safest speed.
Drivers and riders learn their skills from a mixture of: authorised learning centres and from general
experience and from subsequently learning as they go...after they have got their licence to drive or ride.
Unfortunately in many cases, many will slowly but surely fall into bad habits, ignore prior learning or start to
believe that their driving skill is better than it actually is.
There are ways to tackle this. With education, further training, advanced training, public information
broadcasts, road safety and speed awareness campaigns, etc, which will address certain skills and habits
and the ultimate goal is to realign behaviours and change attitudes.
Another way for minor infractions to be dealt with is for drivers to be punished either by a driving offence
fine, some form of points system which if too many points have been gained will cause a suspension or
revocation of that licence (this varies from country to country), and in some cases rehabilitation courses
are offered to drivers instead of facing the other forms of punishment.
Clearly if drivers or riders are exceeding the limit, then by definition, they are breaking the law. However at
what speed over the limit does it change from a relatively minor infraction or road offence to an offence
which it is deemed to be a clear safety risk to other members of the community or it is so excessive that it
requires an immediate driving ban or suspension of licence, or in some cases this may even result in a
criminal conviction leading to a custodial sentence. This varies in countries and indeed regions according
to the local laws and the enforcement of those laws.
However if we consider the ‘minor speed infringement’ only, is there a case that driving re-education is
short lived when only punitive measures are adopted? Instead of law enforcement officials issuing
speeding fines or making the attendance of a speed awareness course mandatory, should they focus their
attentions on roadside education without punitive measures, and would this be an effective tool instead of
the current system? Will the attending of a speed awareness course ( to avoid gaining points on the
licence) be an effective tool to change behaviour and attitudes in the long term...research would say it
does not!
The sound argument is that for some drivers and riders the only true educational deterrent will be from
amassing convictions which will change their behaviour so that they do not get caught speeding in the
future, but do they ever change their behaviour because they have seen the light...‘the safety light’

For other drivers, a mere chastising on the roadside by a police officer would suffice to change their
attitude and behaviour. However, more and more these days, how many police officers ‘let off the
offender’ with a warning? How many police officers and police forces, these days consider their role as
purely enforcement and not to educate the drivers and riders? How many police forces are so target driven
(even though many will deny this ever takes place) that they actively seek out gross and minor offenders of
road laws with the use of speed enforcement cameras or by speed traps or by covertly measuring driving
speeds with radar guns. How many always fall back on the safety angle to justify the speed enforcement
methods even when in many cases under the right environmental conditions and vehicle speed that there
isn’t a considerable risk or increase in probability of having an accident.
The following are two opposing scenarios...(of which there are many to choose from)
1. A vehicle is travelling on a wide road on the outer edge of an urban area. The speed limit is 30mph and
at the time of 10pm there are no other vehicles either stationary on the sides of the road or in motion on
the road and there are no pedestrians in the vicinity. Ahead, the road speed limit is sign posted to
increase to 40mph and the road surface is in excellent condition, dry and there was good visibility. The
vehicle was in good working order all around and the driver momentarily, for various reasons of
distraction, starts to increase speed to 40mph. At which point a police officer with a radar gun, emerges
from the side of the road and gestures to the driver to pull over.
2. A vehicle is travelling on a road in the middle of a busy urban area, the speed limit is 30mph and at the
time of 08:30am the traffic density is very high with many road users and pedestrians in the vicinity. The
weather was poor with rain and limited visibility and the driver, for various reasons of distraction, is able
to momentarily increase speed to 40mph. The vehicle was in good working order all around and a police
officer, using a radar gun is able to measure the speed at 41mph and immediately emerges from the
side of the road and gestures to the driver to pull over.
Although the scenarios are poles apart, they do share the same speed limit and speeding offence.
However, should they share the same punishment and do they share the same risk to safety and the same
probability of accident causation?
Could scenario 1. be treated as an infringement that could be effectively dealt with with a verbal warning
which ‘educates’ the driver so that they adhere to speed limits?
Could scenario 2. be treated as a similar infringement as scenario 1. or should it be dealt with more
severely as there is a considerable risk to other road users and pedestrians?
Would police officers and the legal system thereafter consider these two offences in the same way or
would they consider them differently? More importantly, do you consider them to be different and should be
treated differently, or do you think they are the same and the risk is the same?
If we as drivers and riders are likely to make errors from time to time, and proactive education does not
take place, then we are likely to reoffend in the future. If law enforcement would focus on proactive
education and roadside education of minor road offences, without punitive measures then we as drivers
and riders are more likely to fully appreciate increasing risk and accident probabilities, we are more likely
to adjust our behaviour and attitudes and ultimately are we more likely not to reoffend?
I fear most people who are caught for minor speed offences will feel a certain sense of injustice of their
punishment and their future adherence to speed limits will be short lived only to avoid being caught again,
but ‘real learning’ has not taken place.
I fear there is a growing perception that certain law enforcement methods are only concerned with the
‘black & white’ aspect and less with the individual interpretation of a scenario or with the remedial
education of a driver and potential hazards.

We can all learn and change our behaviour in many ways and the education can be delivered in various
ways. Collectively, across agencies and organisations we all can reflect on what is deemed safe and
appropriate. We can learn from our mistakes and those of others, but there has to be consistency, fairness
and there has to be appropriate justification of enforcement. Otherwise drivers will continue to view minor
road offences as an inconvenience to their licence state or their wallets as opposed to a having an
appropriate understanding of driving behaviour and an unacceptable risk to other road users and
pedestrians.
RIDE FOR YOUR LIFE!
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Deluded about memory decay!!

!

!

How do we prevent ourselves from being caught out by a series of events that ultimately lead us to having an
accident?!
Once we have been taught how to do something, then we will never forget how to do it!...Wrong! Anything that has
been learnt and requires some conscious thought can be 'unlearned', forgotten and even misplaced or
misunderstood with the passage of time. Even something so 'natural' as speaking can be forgotten if we do not
speak for many years. There are plenty of examples of this from forgetting a second language or forgetting foreign
words to forgetting a first and only language.!
We are kidding ourselves if we believe that we will always remember skills or knowledge without any form of
practice, recurrent training and self awareness that we need to brush up on our skills and knowledge.!
When we lack the information and experience and practiced skills then we will at some point ultimately encounter a
situation that we cannot deal with effectively. In our daily lives we face and deal with situations, mostly acceptably
but many times we are just plain fortunate that events worked out as they did!!
I've always been a great believer in repetition & targeted practice of scenarios, reviewing & applying knowledge to a
given situation which will enable any rider to make better informed decisions which will allow improved avoidance
performance and emergency drills execution!!
The reason why riders and drivers have accidents is overwhelming due to the fact they were not expecting the
situation to enfold as it did, were not prepared to deal with the situation and were ultimately paralysed in their ability
to avoid or evade a hazardous situation.!
So, why does this happen and why are we generally so poor at forecasting what our journeys will be like? Well it's
part initial and recurrent training that lacks a focus on worst case scenarios and specific and sustained training in
those areas. It is part attitudinal as we will tend to believe that we are better than we actually are...we overestimate
our abilities especially when we have not had to deal with an emergency situation. It is part physiological and mental
as we will become forgetful as time passes or we will be influenced by bad information and practices which will
result in us veering off centre.!
So how is it that we can forget such fundamental information and skills that will assist us to maintain an accident free
journey but even more so avoid those near misses that we were lucky to get away with.!
People forget for lots of different reasons and there are continued studies in this field, but there are some common
factors:!
1. Lack of use!
2. Distraction & interference!
3. Stress!
4. Lack of priority and motivation.
!

!

Even adding information may at some point lead someone to forget some fundamental knowledge and skills. !
So with this mind how do we improve our own performance and how do we become aware enough to acknowledge
that we need training?!
I have worked in the aviation industry for a number of years and this basic awareness of our own natural
deficiencies is fundamental to how we initially and recurrently train personnel and also it enables us to highlight and
illustrate how we can all suffer from 'decay' even in a short period of time! There is a recurrent training and testing
program that occurs in aviation, and in its best application will provide a supportive and nurturing aspect to improve
performances! It will highlight deficiencies and how even 'we as oracles' are just as susceptible to being surprised by
situations or our ineffectiveness to predict or deal with a given situation. We know or we are reminded repeatedly
that we are never too good, we need to practice our skills, refresh our knowledge and be aware of influences that
can distract us from the primary task... Whether it's operating machinery in the sky, on a rail track, on the road...
With two, three, four, six ...or more wheels.!

!

Whether we are deluding ourselves that we or our machines can still perform at the same high level in deteriorating
weather and road conditions as we do in favourable conditions. Whether we believe that we will always perform to

the best capability when we are not practiced and prepared. Whether we believe that we do not need help and 'we
will be ok', we don't need to refresh our skills or knowledge...!
The fact remains that our performance, without attention, will degrade over time... We can make simple changes to
our approach to learning and teaching and testing. We can change our attitude towards the awareness of these
factors and we can prepare for the probabilities and eventualities with a much higher degree of success.!
Success means no surprises which means no accidents which means uneventful and incident free journeys which
has much farther reaching benefits to us all!!

!
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Don’t Say I Didn’t Tell You So!
Occasionally you may come across someone whom you might consider ‘an accident waiting to happen’.
Other times you may hear that someone you know has had an accident and you were not surprised by the
news.
This relates to an earlier article called: ‘Should I or Shouldn’t I Say Something’ in which open discussion
amongst riders and tackling sensitive subjects was described.
Many of the motorcycle accidents that are attended by the emergency services are confirmed as rider
error. However, there are also many accidents that are laid at the feet of the other road users. The purpose
of HELI BIKES has been to provide accurate information about real accident scenarios, why they occurred
and how they could be avoided...even if that information is not always what some riders want to hear.
Anytime I attend a motorcycle accident or hear about one I get a slight feeling that at some point the rider
has been let down by a system that either did not ‘educate’ them properly, or they have let themselves
down because they did not listen to or have forgotten any advice, training etc, they may have been given
in the past. Of course there are many times when there is great sympathy for a rider who has encountered
a situation and was not able to avoid having an accident.
The tide has started to turn ever so slightly, however the reality is that most riders will not undertake any
kind of recurrent training or take an advanced riding course. I believe it is currently at less than 20% of
riders who engage in further training.
Many riders will gain information about riding techniques through reading magazines, watching motor sport
on TV, reading online articles or just chatting to friends...and many riders will not do any of this. A lot of
information that is available is either misinterpreted and not executed correctly or was intended as track
discipline or is a track discipline that is portrayed as being for the road. Unfortunately some riders absorb
this information from wherever it heralds and then try it out without due prudence or adequate training,
which leads to an inevitable accident in some cases. There are of course some riders who do this and are
very capable but it does not mean that they are not portraying a negative image of riders or even they
might be creating a hazard to other road users.
There is also a case to answer that some riders believe they are a lot better at riding than they actually are
and try to emulate their racing heroes skills on the road. There are also riders that are totally oblivious to
their poor riding habits and techniques, but carry on regardless and it is by fortune that they do not become
an accident statistic.
There is information that is largely available from various sources that is generally very good, accurate and
discusses real world road riding techniques, attitudes and pitfalls. HELI BIKES does not claim to have all
the answers or offer to teach people how to ride, but merely to highlight certain hazards and how they
might be avoided.
The overwhelming majority of riders are generally safe and conscientious, and absorb information from all
the various sources, unfortunately it seems that the actions of the minority would forge a public perception
of what riders are like.

To tackle the accident statistics, we as riders should first acknowledge that we don’t always get it right but
we should be able to learn from ours and others mistakes. We should seek out good information on
suitable road riding techniques and get some recurrent training and practice these skills every time we go
for a ride.
We should seek out various sources of information on safer riding practices and perception of road
hazards, and propagate that amongst friends and other road users. In many ways we as everyday riders
need to start talking about riding and rider safety within the same context. Speak openly and honestly
about the real issues that face a road rider and actively consider that riding a motorcycle is a skill that has
to be learned, practised and has to be an evolving art.
RIDE FOR YOUR LIFE!
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Escape to the Sun!
Whilst many riders contemplate either continued riding during the winter months or even suspending until
spring, another alternative for some is to follow the sun. To change location to continue riding in drier and
warmer conditions.
Either jumping on a plane to escape for a couple of weeks to a holiday destination or to ride to another
location or in some cases to another country or state.
When in ‘holiday mode’ many riders may be lured into thinking that all is well and nothing can go
wrong...unfortunately is many cases this sense of freedom and over confidence is the first mistake that can
lead to a series of incidents.
In this article I am mainly discussing the process of renting a motorcycle at a holiday destination, but
similar considerations should be applied to any riding in an unfamiliar region.
Many renter riders tend not to plan to ride motorcycles before the trip, but tend to decide to do so
impulsively when they have arrived at their destination. This being the case, most will not have any
protective clothing or equipment with them and in most cases renting outlets will tend to supply helmets
only when the law requires them to do so.
So this leads to the first set of circumstances, whereby renter riders are not prepared, both physically &
mentally to ride in an unfamiliar region, and many will not have ridden recently..in some cases in many
years. The lack of preparation and recent riding experience, married with unfamiliar roads and driving/
riding laws and practices create an increasing set of variables that may lead to issues, both in terms of
accidents/incidents and abiding of local roads laws.
Now this in itself does not necessarily mean that a rider will indeed come unstuck, but it means that a rider
has to be aware of the new variables that may generate hazards for the ride. Those renter riders who have
prepared and have taken precautions are much less likely to encounter issues and incidents.
It is a common sight that in warmer climates, many local riders may not be wearing any protective clothing
and in some cases not wearing helmets either, regardless of whether the local law requires them to do so.
But this is where the renter rider should be cautious and before renting a motorcycle, the rider should get
informed what the local laws are and try to follow them because being a ‘tourist’ will not be deemed an
acceptable defence by the local law officials.
Local riders will be at an advantage because they know what the condition of the roads are like, what the
traffic density and driving practices and standards are, and where and when they can ‘bend’ the law, but a
renter rider will not.
Also keep in mind that in many of these locations, although there may seem to be a more relaxed law
regarding motorcycle use, because there are many local riders just wearing some everyday clothes and a
smile, it does not mean that these laws are not enforced. In fact in many areas, the laws are becoming
more restrictive and even the local riders are being forced to change their attitudes and behaviours, but
sometimes the transition is slow and the enforcement is not always consistent.

In many areas, countries and regions, local laws have been introduced to tackle a high accident rate and
high injury and fatality rates, and motorcycles and riders are being targeted to address this issue. In many
cases both enforcement and initial training and recurrent training is being addressed to improve standards
and practices by all road users...but this does not necessarily mean that this is instantly recognisable on
the roads.
As a renter rider, the hazards are not always immediately apparent but nonetheless do exist and there is a
greater risk...especially when not prepared and not aware of the new conditions.
Unfortunately, whilst renting outlets will not advertise the fact that accidents and injuries occur and also
whilst it is true that accidents are still relatively infrequent amongst the renter riders...they do still occur and
the injuries can be substantial, largely due to lack of protection rather than excessive speeds.
This, however should not deter anyone from experiencing the adventure of riding in another unfamiliar
region, but all that is required is some preparation and increased awareness of what the potential hazards
may be and couple this with a modified riding style that is more cautious and defensive.
The potential hazards, however, are not only restricted to accidents and road incidents. The other hazards
are less concerning protection from accidents, but more protection from the environmental conditions.
Many renter riders & pillions may rent a motorcycle in the high temperature regions and ride wearing
shorts & sandals or bikinis etc. Attire suitable for the beach, but not so suitable for riding
motorcycles...especially at higher speeds and on unfamiliar roads. However, whilst most will apply sun
protective sprays/creams on the beach...many will forget to apply these when out riding. The cooling
airflow will also not indicate that the skin is being damaged and it is a common site for riders and pillions to
be returning from a days ride suffering severe sun burn and dehydration.
Whilst I would always say wearing motorcycle protective clothing should be worn in all temperatures and
there is suitable clothing for all temperature ranges, I would also say that if none is worn, then the speed
should be dramatically reduced and the riding style should be substantially modified. However, I would
always advise wearing sun protection and wear at least thin long sleeve shirts and trousers whilst riding, to
help block out the sun.
Riding motorcycles in all conditions and, whether in familiar or unfamiliar areas is about taking account of
the variables and hazards and modifying your riding practices to suit. Protection can mean many
things...from eating regularly and keeping hydrated to applying sun cream...to wearing full motorcycle
leathers and full armour.
It is about making the right choices and decisions at the right time, to remain comfortable and these do not
have to affect or decrease the enjoyment or thrill of riding.
Wherever you are riding, whether it is your own machine or one that is rented...if a new variable is
introduced then this means there is a new potential for hazards which can easily be overcome and or
avoided with some prior consideration. This does not mean that every ride has to be planned as if it were
an expedition to the South Pole, but all it takes is 5 mins or so to take stock of where you are and what the
issues might be.
RIDE AWARE!/RIDE SAFE!
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First Days Of Spring!
Peering out of the window on those winter days, rain soaked days, snow days...the seasonal rider longs
for the first days of spring.
When the temperatures get warmer and the roads are drier...for the most part that is, a rider may decide to
contemplate removing the dust sheet off the motorcycle that has been stored over winter in the garage.
Late winter and very early spring, quite frequently there will be ‘cold’ days but full of sunshine and the
roads are all dry. This combination may entice the seasonal rider to ‘jump the gun’ and quickly get out on
the bike to take advantage of the preferable conditions. It is not that any rider should not take advantage of
such weather...far from it! These are the days that we as riders look forward to, but I’m referring to riding
without acknowledging the lack of recent riding experience...being out of practice both in terms of riding
skills and riding practices and hazard perception.
As one of the HELI BIKES safety posters states...are you ready to ride? We could all argue that of course
we’re ready to ride, but if we are honest with ourselves...how often do we acknowledge that we need a
brush up of skills and riding attitudes.
The early days of the spring should ignite the enthusiasm and excitement to get out on the road and get
riding. Most of all it should jolt the rider into easing back into riding, take assertive steps to progressively
tune up your skills and hazard perception.
Seasonal riders are not the only ones who should take heed at this time of year. Even all year round riders,
who have ridden the winter months will be welcoming the better weather and with this may start to push a
bit harder than they have been recently.
Some riders may seek out some form of training or may organise a ride out with a friend to get some
practice in, but the vast majority of riders of all experience levels will just get out on their own and ‘just ride’
The first step is to acknowledge that you may be out of practice, even if it is only ever so slightly it could
mean the difference between making the wrong decision at the wrong time and the right decision at the
right time.
The next step is to plan your practice sessions so that you can create a pathway to riding proficiency. This
all sounds rather elaborate but in reality it is very simple and it may already be something that most riders
will be doing anyway.
Practice sessions are really about getting out on the bike, selecting routes to get used to riding with high
and low traffic densities, on different types of roads at different times of day and mentally prepare for those
rides...knowing what you might expect and know how to avoid a hazard before and as it happens.
As well as preparing yourself, you should have also prepared the motorcycle for the new riding season,
making certain it is road worthy and if in doubt get someone with more riding experience to look over it for
you or seek the advice of a motorcycle mechanic.
One of the very early or the first practice session should be focussed on motorcycle control: Braking with
front and rear brakes, clutch control, slow riding and steering, acceleration & deceleration and throttle
control. Most of this type of practice can be performed off the main road, in a car park or industrial area at
a quiet period, at the weekend or out of business hours. Some of this can also be progressively practiced

on the road and some of the early sessions should really be used to monitor the relationship between a
control input and the effect on motorcycle control.
You may think that once you’ve gained your proficiency then you’re good to go! Well therein lies the half
truth as the reality of learning is that it never really ends. The rider should always be practicing skills,
behaviours and hazard perception and avoidance techniques. Every ride should not only be to seek
exhilaration and enjoyment, but also to further your own personal skills & development.
This is the third step!...Always be aware that you could improve or you could change something to make
an improvement. Each ride, practice session should contain an element of practicing known skills and
‘new’ skills and anything ‘new’ should be practiced incrementally. Just liken this to the pro racers who will
warm up their tyres before hitting max or during their race practice sessions they will have the bike set up
in a particular configuration and then over a series of laps will ‘test’ that configuration and incrementally
push the envelope to reach the maximum performance capability.
Obviously the road is not for racing, however it would be naive to think that many riders do not get out on
the motorcycles and ‘occasionally’ break speed limits or push the performance somewhat. The key is to
remember when and where is it appropriate to do so and does your riding skill and proficiency match what
you ‘believe it is’?
The purpose of this article is not to tell a rider to ride slowly, but it is to encourage gradually improving skills
and proficiency. To coin a racing term: ‘Ride Slower to Go Faster’, which in essence is about smoothness
and fluidity of motorcycle control. A rider can actually be more efficient and ride with greater stability with
less probability of being involved in an accident when adopting a learning mentality and progressive
approach to riding.
RIDE FOR YOUR LIFE!
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Getting ‘match fit’ for riding!!

!

!

Whether we like to admit it or not, after a period of inactivity we all will be less able, less proficient, less fit
to perform a task…whatever that task will be, the degradation is inevitable and the memory retention is
decreased.!

!

In essence, the less we do something, the less skilled we become and the less we remember. So the
answer is practice, practice & yes you’ve guessed it…PRACTICE!!

!

But for many riders, there is either an enforced ‘hibernation’ or one by choice, due to the adverse winter
weather making it unwise to ride…or it might be something less severe, where a rider only chooses to ride
in the warmer and drier months. !
The so famed ‘seasonal rider’, which emerges from the winter slumber is most vulnerable…especially
during those early rides of the season.!
Also the ‘born again rider’ will suffer the same vulnerability during those early rides and months when
riding again.!

!

Being an all year round rider, I sometimes wish I only rode in the summer months because it is generally
more pleasant, but this feeling is overcome by good preparation, wearing the right protective, thermal &
waterproof gear and by facing the varying challenges of winter riding.!

!

Of course this is not for everyone, but even the all year round rider has to get match fit for the summer
riding, as there is generally a different and more expansive approach.!

!

So how do you get ‘fit’ for the riding season. Well it’s not so much about getting down the gym or taking up
jogging that will get you fit, however that may help for some. It is more about physically & mental
preparation, bike and route planning and using building blocks to get you used to riding again.!

!

Being physically fit to ride is of course a consideration…and this is purely an individual condition. Can you
operate the controls properly, can you maintain balance, how is your eyesight…does it need correcting
with spectacles etc…what about your hearing? !
Many people would laugh at the notion of getting ‘fit’ for riding, but usually those that do are not burdened
by ill or degrading health. Their senses are working fine and they do not suffer from such ailments usually
associated with ageing, such as, arthritis, etc…many such ailments which may seemingly be improved by
warmer climates.!
Firstly each prospective rider, should give themselves the I’M SAFE check and then progress from there. !
Illness, Medication, Stress, Alcohol, Fatigue, Eating. Please check our website for more details.!

!

Once you have determined you are physically fit to ride, then it is about ‘toning’ the body and mind to ride
your motorcycle…either as a solo rider or with a pillion!!

!

In other articles I have discussed the practicing of motorcycle control and decision making when starting to
ride again in Spring, but in this article I am focussing more on the physical and mental preparation.!

!

For every rider of varying experience and recent experience levels, the preparation will be different, but the
mere acknowledgement that preparation is required, is the first step to getting ‘fit’!

The second step is to recognise your own standards, limitations & condition and build from there! This
however should be a constant process regardless of your experience. It is about self evaluation and
welcoming the evaluation of others.!

!

The next step is to take active steps to build your mental and physical fitness for riding. So let’s break this
down into the two areas, but they are very closely linked in reality.!

!

Mental Preparation: Well, by reading this article, by starting on the steps above…you are already on the
mental preparation journey. It is not a black art here, in fact it is simply about knowing where you are and
having a strategy to get back into riding. It is about planning journeys, picking the right times to go, not
jumping in too quickly…especially if you’re not confident to do so or being over confident about your
abilities. It is about thinking about weather and road conditions and how that might affect the ride. It is
about thinking about preparing the bike, checking the tyres etc and thinking about the riding environment.!
The idea is to not just jump on the bike as soon as it gets warmer without thinking about the ride and not
taking into consideration the potential pitfalls and hazards.!

!

E.g. At times in the winter months there are motorcycle accidents where riders…get up, get out, get on…
and fall off! Many get on their bikes and ride without any consideration of how the weather may have
changed overnight, how temperatures may have dropped to freezing, how minor roads may not have been
treated with grit salt or chemical treatment. They do not modify their riding practice and do not consider
another form of transport and the result is they have an accident and wonder why they slid on the ice.!

!

E.g. Many riders, as soon as it gets warmer, decide to get on the bike again and on their first few rides
embark on a long journey. Now on the face of it, this isn’t an issue…but many do not consider how tiring
this can be and how sore a rider can feel at the end of the ride and how mentally tiring the rider will be.
Many riders and pillions come unstuck on long rides, organised or individual tours where they did not
foresee the high milage would be an issue, thus making the whole experience quite forgettable…for the
rider and sometimes more so for the pillion. !

!

To expand on this further, I have always planned to do a long distance endurance ride at some point, but I
know that I need to prepare, not only physically but mentally for the ride. I need to think about building up
my physical riding stamina for longer journeys and consider how I will prepare and which route I should
and will take. I will gradually build up longer journeys until ‘I’ feel confident and more importantly
comfortable that I will be able to do it. ‘I’ is the key here…it is purely a subjective concern to determine
what level you are at and what you will or will not require to get yourself ready…to get yourself ‘match fit’!!

!

Physical preparation: Well, this can take many forms but it certainly doesn’t mean that you have start
training for a marathon. All this means is that you need to consider the condition of your body and where
any ‘frailties’ may be an issue when riding. !
This may be something simple as you may have put on a few extra pounds weight during the winter and
now you will struggle to get into your motorcycle protective clothing…so the preparation here may mean
going on a diet and losing a few pounds. !

!

Physical condition obviously varies with different people of varying body types & ages and ‘reconditioning’
can take various forms.!
These may involve simple exercises to build up strength in arms, legs and spine. It may mean doing
exercises to simulate the body position when riding or to simulate the actions when making inputs on
controls. This could be done sitting on a chair, crouching down, leaning forward, having arms stretched out
in front of you, turning your head left and right, etc…!

!

I know this may seem ridiculous to some…but to others this may make perfect sense. It is about limbering
up and getting the body used to riding…even before you actually ride. Who benefits from this? Well, the

less mobile, the less agile, the older rider, etc. It could be anyone that physically is out of practice and out
of riding shape. It doesn’t have to stop there…it could continue so that before every ride you have a
warming up session, by stretching out the muscles in the legs, arms and back & neck.!

!

Eventually you’ll reach a point that you are fit to ride, but this does not mean you are fit to ride long
distances and under varying weather and temperature conditions. !

!

The next step in the conditioning process is about building body stamina for longer rides and this is a
gradual process of incrementally increasing distances and riding times. Allowing the body to get tired and
sore and then recover, this is riding & body training! Eventually you will be able to ride for longer distances
and longer times in the saddle and not be so tired, however that will always be a factor. !

!

During this whole process you will have to monitor yourself and ride within yourself considering bike
control and physical ability, whilst not forgetting to take note of how to recover by eating and drinking
regularly and allowing for rest periods. This will be key to your riding physical conditioning.!

!

Maybe this is not something that will apply to you or you do not think is relevant. Many, I’m sure will
chuckle at this notion of getting fit to ride a motorcycle. But before you dismiss it…consider this! If you
have not ridden on the road for some months…or maybe even years, do you think you could get on a bike
and ride to a selected destination without incident or issue. If you had to get on your bike and ride 50 or
500miles, how would you feel afterwards? Would you feel physically tired or would you be aching in places
you never thought existed? Would you feel mentally exhausted after a long ride and would you be able to
recover suitably before the next ride? How would that have affected your concentration levels and your
ability to control the motorcycle effectively?!

!

This will only be relevant to those riders who will be suffering from lack of recent experience or those of
diminished or degraded health…unfortunately time catches up with everyone…and it is highly likely that
this will be applicable to you in the future.!

!
GET FIT…GET MATCH FIT FOR RIDING!!
!
RIDE AWARE!/RIDE SAFE! !
!
!
!
!
!
!
!
!
!
!
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Common Motorcycle Injuries - General Injuries
In general terms, the injuries sustained by a motorcyclist or scooterist will largely be
determined by the following factors:
Collision Speed!
Type of obstacle collided with!
Angle at which the obstacle is collided with!
What type of protection is worn and is it worn correctly!
Does the rider have luck on their side or not! This, I will discuss later!
After many years of responding to motorcycle accidents, certain injuries are commonplace
and some are likely regardless of the level of protection worn. Obviously riders do not have
a protective structure around them as do drivers, so the body will receive greater impact
forces during the primary collision phase and also in the subsequent secondary & tertiary
collisions phases where applicable.
The primary collision is the first impact, e.g. into the side of a car, the secondary collision
may be after the rider has been propelled up and over the front of the car and then lands on
the hard ground surface. The tertiary collision may be as the rider continues to slide or roll
along the ground and then collides with an object, e.g. a lamp post.
Collision speed is one of the greatest influences on the types and severity of injuries, some
temporary & recoverable, some permanent and life changing and some that are fatal. The
greater the impact speed, the higher the probability of sustaining severe injuries,
regardless of the level of protection worn.
Protective clothing will minimise the level of injuries to a certain point, and the protective
performance will improve as the collision speed is reduced, and certainly will provide good
protection if no collision is made with a solid object.
The common injuries are:
Legs: !
!
Upper Leg Fractures; Thigh Bones (Femur), Lower Leg Fractures (Tibia &
!
!
!
Fibula)
Knees & Ankles: Fractures, Dislocations, Tendon & Ligament Damage
Feet & Toes: !
Fractures, Tendon & Ligament Damage, Foot and or Toe Amputation
Pelvis: !
!
!

!
!

Fractures Pelvic Bone, Dislocation of Thigh Bone, Tissue & Nerve
Damage, Blood Vessel Damage & Internal Bleeding.

Spinal Injuries: ! Bone (Vertebrae) Fractures, Neck to Lower Back Injuries, Spinal Cord
!
!
!
Damage, Slipped Disc, Partial or Total Paralysis of Lower and or Upper
!
!
!
Limbs.
Chest Injuries:! Bone Fractures: Ribs & Sternum
Internal Organs:! Punctured Lungs, Liver, Spleen & Kidney Damage, Heart ruptures &
!
!
!
bruising with damage to heart structure or main arteries (Ruptured
!
!
!
Aorta).
Shoulder:!
!
!
!
!
!
!

!
!
!
!

Bone Fractures: Collar Bone (Clavicle) & Shoulder Blade (Scapula)
Upper Arm (Humerus) Dislocated Shoulder, Tendon & Ligament Damage,
Nerve Damage (Brachial Plexus) with temporary or permanent loss of arm
function.

Lower Arm:!
!
!
!

Bone Fractures: (Radius & Ulna), Tendon & Ligament Damage, Lower Arm
Amputation. Dislocated Elbow.

Wrist:!
!
!

Bone Fractures: (Scaphoid etc), Tendon, Ligament Damage & Nerve
Damage.

!
!

Hands/Fingers:! Bone Fractures: (Metacarpals & Phalanges), Tendon, Ligament & Nerve
!
!
!
Damage, Hand and or Finger Amputation.
Skin Injuries:!
!
!
!
!
!
!
!
!
!
!
!
!

Skin & Soft Tissue Damage. Multiple levels from Mild Abrasions (Grazes
or Scrapes) which may not scar, to Deeper Abrasions which may scar.
Cuts (Incisions & Lacerations) of varying length & depth. Avulsions & De
gloving in which substantial skin and muscle tissue has been damaged
and large areas of skin may be peeled away.

Head Injuries:!
!
!
!
!
!
!

Bone Fractures: (Skull & Jaw), Facial Injuries: Skin & Teeth, temporary or
permanent disfigurement. Brain Damage & Swelling, temporary or
permanent damage or fatal brain injury.

Loss of Senses:! Nerve Damage leading to loss of limb sensation or touch. Head Injuries
!
!
!
leading to loss of hearing or loss of sight. Either direct external damage to
!
!
!
the eye or internal damage (e.g. Detached Retina).
!
!
!
Hearing Loss amongst riders over a prolonged period of many years
!
!
!
riding has been demonstrated and the use of ear plugs to reduce ambient
!
!
!
noise will help to reduce this type of incidental injury.
The injuries listed are by no means probable in all situations, however they are injuries that
are usual across the whole accident spectrum. Injuries will not usually be isolated, in many
cases there will be multiple injuries.

The wearing of protective clothing will minimise injuries in an event of an accident,
however, accident avoidance is the key and a rider’s approach to safer riding practices will
enable protective clothing to perform to it’s optimum limit.
As well as the rider, wearing protective clothing & helmets, and improving riding standards
and raising hazard awareness, sometimes the element of luck needs to be on your side. In
general accident dynamics there could be an equation which might be applied:
A = Speed, B = Obstacle Density, C = Protection Level, D = Injury Severity
Therefore: A + B - C = D
With an increase of A or B, making D more likely to result in fatality. C remains relatively
constant, therefore does not affect the overall outcome when A or B are increased.
However hidden within the equation is ‘L’ = Luck.
Over many years we have dealt with accidents which ‘should’ have followed the injury
equation, however for some unknown reason the injuries were not as severe as could have
been or indeed there were no injuries at all.
Sometimes, Luck, it seems would play a more active role.
Therefore: A + B - C + L = D
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Common Motorcycle Injuries - Hand & Foot Injuries
The extent of hand, foot and lower leg injuries associated
with motorcycle accidents are largely associated with the
speed of impact whilst on the motorcycle and
subsequently the degree of impact with an object further
in the accident timeline. Other injuries will be determined
by the type of surface the hand or foot makes contact
with and ultimately what level of protection is worn.
Many hand & wrist injuries are associated with high
impact forces whilst riding the motorcycle on initial
collision. Although the motorcycle will absorb some of
the energy on initial contact, that energy is also sent up
and through the handlebars into the hands & wrists. As the body
is then propelled forward, more forces are exerted back onto the
wrist and hands, thus leading to bone fractures, ligament and
tendon damage.
Many foot & ankle injuries are associated with high impact forces
whilst riding the motorcycle on initial collision and thereafter any
other collisions with objects. The feet & toes may suffer crush
injuries to tissue and bones from the outside of the foot to the
inside, i.e. from the smallest toe side to the big toe side. Other
foot & toe injuries may be multiple fractures to bones caused by
the foot getting caught & twisted around, this may also lead to
breaks and or dislocations around the ankle. Another injury
associated with the twisting motion to the foot is a twisting break
in the lower leg which may also transmit through the entire leg,
this is known as a spiral fracture.
Many types of injuries are mainly due to the lack of protection
worn by the rider. Skin abrasion, skin & tissue ripped away
(known as de-gloving) or amputations are more commonly
associated when riders have no
protection for initial collision forces or
no protection when sliding on the road
surface. A common reaction by a rider
when being thrown from a motorcycle is to use their hands and
arms to break their fall. Coupled with the sliding motion that may
be experienced, this may lead to severe skin and tissue damage.

In general terms, where the rider has been wearing protective
motorcycle gloves and boots, the injuries are less severe than
what they might have been. The better the quality of glove and
boot, the more protection that is afforded to the rider, however
this does not mean that the rider will not suffer serious injuries, it
merely means there is a reduced probability.
In the case of motorcycle boots,
of which there are various types
and styles with each affording
varying protection, the key to is
have a boot that offers general impact protection and
provides rigidity along the foot and over the ankle.
In the case of motorcycle gloves, of which there are
various styles and suitabilities to varying weather
conditions, the gloves should fit correctly, offer good
movement of fingers and have padding to resist impact
forces.
All riders should take it upon themselves to wear
protective boots and gloves whenever they ride a motorcycle or scooter. They should
ensure that they fit correctly and are in good overall condition and should resist the
temptation not to wear gloves or boots when on short journeys or in hotter temperatures.
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To Be Seen or Not To Be Seen - That is the great High Visibility Question!
Over the last few years there has been increasing belief that the wearing of High Visibility Clothing
will provide a safer environment, be that at work, or at social gatherings or on the road, indeed
almost everywhere you go you could find someone wearing High Visibility or Reflective Clothing
either it being enforced upon them to wear it or there is actually a belief that it does actually
provide an extra layer or safety.
In many ways; High Vis’ has become so commonplace in everyday life, certainly in the western
world, that it is often worn without any regard of whether there is any benefit or not, in fact, it has
become part of a uniform in many cases which has been embodied within a safety culture.
To assess whether there is any benefit, firstly, we should address a few questions.
Question 1. !What is the purpose of High Visibility/Reflective Clothing?
Answer 1.! To provide a visual contrast between the wearer and the background in order that the
!
!
wearer stands out to the viewer, thus enabling the viewer to note and/or avoid the
!
!
wearer.
Question 2.! Does High Visibility Always provide optimum contrast to enable the viewer to note
!
!
or avoid the wearer?
Answer 2.! No. The contrast is only at its best when there is a darker background. In the case
!
!
of a light background or a background of multiple bright colours, the contrast is
!
!
dramatically reduced.
Question 3.! Is there ever a case for too much high visibility in a crowd of multiple wearers?
Answer 3.! The purpose of High Vis’ is to provide a contrast. If there are many persons wearing
!
!
high vis’ then the ‘crowd’ become the contrast and not the individual wearer, therefore
!
!
it becomes a case of not seeing the wood for the trees.
Question 4.! Does the wearing of High Vis’ always assist a viewer to distinguish a wearer from the
!
!
background?
Answer 4.! Undoubtedly, the wearing of High Vis’/Reflective does provide a contrast in certain
!
!
circumstances, especially at night, however as high vis’ has become so commonplace,
!
!
there is a certain ‘blindness’ to it and also it relies on the viewer actually taking note of
!
!
the contrast.
!
!
In many cases, people do not acknowledge or distinguish between wearers and non
!
!
wearers because they are either not aware of their surroundings or are suffering from
!
!
this ‘High Visibility Blindness’.
!
!
To combat this, the High Visibility Industry has begun to use different colours and
!
!
types of reflective materials to regain the contrast quality.
Over a number of years there has been growing calls for motorcyclists to wear high visibility
clothing and to ride with lights on in day as well as night in order for enable drivers to see them
more clearly, whether the rider is ahead or oncoming, approaching from the rear or the side. Indeed
many riders voluntarily started to wear high visibility vests some years ago and the motorcycle
clothing industry then started to produce motorcycle clothing that has specific high visibility or
reflective material already incorporated within it.

Today there is a whole assortment of clothing and accessories that a rider has access to that
enables the rider to be seen more clearly...but does it really work and does it stop accidents from
occurring?
Over some years there have been various motorcycle accident studies performed in many
countries that have not only tried to investigate why and where accidents occurs, but how might
they have been avoided.
In virtually every report or study it has been claimed that most accidents involving motorcycles
occur at junctions and intersections and the wearing of high visibility clothing is recommended as
a good way of avoiding accidents.
There is a lot of truth to the findings of these reports, which are available to view on the HELI
BIKES website: www.helibikes.co.uk, and the general advice to wear bright coloured clothing is
quite sound, however, the way in which reports have been interpreted and the way in which high
visibility practices have been adopted does leave the rider quite vulnerable.
High Visibility Clothing or Riding with Lights On only has a real benefit when it is incorporated
within safety practices and as part of a safety culture, and this has to be adopted by all road users.
Accidents on the road, not involving motorcycles, still occur in very high numbers and they are
largely caused by excessive speed for the conditions and for the drivers skill limitations and lack
of attention and/or an intentional or unintentional disregard for the rules of the road.
Interestingly, accidents involving motorcycles occur for the same reasons. Many accidents
involving motorcycles are single vehicle accidents, i.e. no other vehicles are involved. The rider
has made an error in judgement and had an accident and the wearing or not wearing of high
visibility was not a causation factor. In many other accidents involving other vehicles, the rider was
partly culpable in the cause of the accident and in most cases the wearing or not wearing of high
visibility was either not a causation factor or it could not be determined.
Accident numbers at junctions and intersections may benefit from the rider wearing high visibility
clothing. In many cases a car will pull out from a junction into the path of a motorcycle and the
common remark from the driver is “I didn’t see you” or “They were going so fast” etc. This we all
recognise as the SMIDSY... “Sorry Mate! I Didn’t See You”
Unfortunately the success relies on two basic practices:
1. The driver must take extra time to ‘LOOK OUT’ for motorcycles and give extra time to allow
motorcycles to pass, if appropriate. The driver must consider motorcycles always and must take
the time to assess the road traffic conditions and not emerge from a junction with just a quick
glance or in some cases not even look properly.
2. The rider must ride at an appropriate speed and at a correct position in the road to either stop
before any hazard that develops or allow extra space and time to either stop or avoid the hazard
or ride in a manner that gives the driver the best possible chance to ‘SEE’ the rider.
This can be achieved by the rider riding with a slower appropriate speed, being prepared for
drivers to emerge in front of their path...so cover the brakes, and choosing a road position away
from the junction, thus giving optimum spacing and the best view for the rider and driver
to see each other.
If a rider is also able to change their position on the road, then they become a ‘moving object’
which is a lot easier to see than a ‘static object’!. Some practitioners even suggest the rider
perform a weaving riding motion when approaching a junction, however this must be considered
very carefully as it may destabilise the motorcycle and also give a misleading impression to
other road users.

If these two practices are routinely adopted then incorporating High Visibility will be marginally
successful in providing an extra safety layer, however only in those conditions as described
above.
One other key factor is the rider themselves. What effect does the wearing of High Vis’ have on the
rider’s mentality and approach to riding?
This is a double edged sword!
The rider may routinely wear High Vis’ with the false opinion that it makes them safe whilst riding.
If the rider ignores safer riding practices and is not actively looking for hazards then they are not
engaging in a safety culture, thus the mere wearing of High Vis’ will have little or no effect.
The rider may routinely wear High Vis’ and this is a small part of a safety culture that the rider has
adopted when riding. The major factor in accident avoidance is the safety culture and approach to
riding, and not the mere wearing of bright yellow or orange etc.
In everyday motorcycle accidents that the emergency services deal with, it is highly improbable to
definitively say that an accident was caused by the rider not wearing bright coloured or High
Visibility clothing. In fact, there is no evidence to suggest this at all, however in certain
circumstances a driver may say that they did not see or were not aware of the rider prior to the
accident occurring. In these situations, it might be very easy to conclude that if the rider had been
wearing High Vis then the driver would have seen them and the accident might have been
avoided...but that is a big if!
There is also no evidence to suggest that accidents have been avoided because the rider has been
wearing High Vis’. If no accident occurred, then there is nothing to report,, then there is no data to
collect. However, it is a fact that the majority of motorcyclists that are involved in accidents have
not worn High Vis’.
This may be due to three reasons.
Firstly; the rider who wears High Vis’ Clothing is more likely to have adopted a safer riding
practice, and hence is less likely to be involved in an accident.
Secondly; As more and more riders begin to wear high visibility/reflective clothing, the more
motorcycle accidents will involve them. It is probably too early in the High Vis’ vs Accident timeline
to see this variable.
Thirdly; Drivers do actually see riders more either because of the bright colours or because
various safety campaigns actually are making drivers more aware of motorcyclists.
The great High Visibility debate will continue for some time yet, and whilst certain authorities and
states may wish to make the wearing of it mandatory, this should be considered as a proven net
benefit, prior to any implementation.
The reality is that High Visibility Clothing for motorcyclists may assist the driver to see a rider, but
this is not always the case and there is no evidence that suggests accidents are avoided because
of it.
Bright colours do not necessarily prevent accidents occurring, moreover it is a combination of
safer driving and riding practices which will have the greatest affect.
Reflective colours do work well in the dark and low light conditions, as do riding with lights on in
the same conditions or at night, but it should be incorporated in a safety culture.
There will be those that are very much in favour and those that are very much against the
compulsory wearing of High Visibility/Reflective Clothing when riding a motorcycle and all have
varying reasons for these beliefs.

Whilst it may appear that High Vis’ will be safer for riders, there lacks evidence to categorically
state that accidents will be reduced and overall safety will be increased by the wearing of it.
More emphasis should be placed on improved initial and recurrent training for drivers and riders
on safer driving/riding practices.
RIDE AWARE!/RIDE SAFE!
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How does the Air Ambulance system work.
On a global scale, a medical response with the use of aircraft has developed enormously over the last
35+yrs or so.
Either by Fixed Wing Aeroplane or Helicopter, different regions and countries have developed in different
ways and developed various strategies and techniques to deal with either large scale disasters or
individual emergencies.
Whilst there has always been the potential to use aircraft in a medical role it was not until the Korean War
of the early 1950’s and then later in the Vietnam War from late 1950’s to mid 1970’s that MEDEVAC or
medical evacuation by helicopters really came to the fore.
In many areas of the world, a nation’s military still provide medical rescue support to it’s citizens, especially
when on a large scale response, or under the direction of the U.N.
In other parts of the world, as well as military responses, there are also civilian responses that form part of
the emergency services. Each individual country and region will have developed systems and utilised
specific aircraft dependent on the nature of the emergencies or medical responses and the type of
geography that is being flown over.
For example, In Australia, there is the very well known: ‘Flying Doctor Service’ which uses aeroplanes to
travel long distances to remote locations to render medical aid to patients or transport those patients to
larger hospitals.
In Europe & North America, Helicopters are much more widely used for shorter distances to either respond
to primary emergency cases or referred to as HEMS which is Helicopter Emergency Medical Service or
secondary medical cases which are referred to as Air Ambulance. Some countries or regions concentrate
purely as a medical response and other areas lean more towards a dual medical/rescue role or in some
cases they are totally Search & Rescue (SAR) roles.
Each individual operation will select a particular type of helicopter or aeroplane that will suit its individual
requirements. One particular type is not necessarily ‘better’ than another, however it may be suited to
particular role profiles.
In England & Wales the Air Ambulance system is largely & mainly funded by charitable donations, whilst in
Scotland the Air Ambulance Service is funded by the Scottish NHS. In other parts of the world, there are
various other types of funding systems, from local government, hospital, local health authority, insurance,
taxes etc.
In England & Wales the Air Ambulances are funded by an individual particular charity that may fund one,
two or three helicopters depending on the region it covers.
The are some variations to how each air ambulance operations works, however for the most part there are
3 component partners that form and run the service.
There is the local, regional Ambulance Service that provides the medical support to the operation, in the
form of, Paramedics, medical equipment and in some cases arrange for Doctors to be involved.
There is the Charity, that fund raises in the local community to pay for the operation as a whole.
And there is an Aviation Company that provide all of the aviation support, such as the Helicopter, Pilot,
Engineer, Maintenance & Operating Base Facilities etc.
In some areas the total operation is completely funded by the charity and in other areas, the local
Ambulance service may pay for medical salaries and medical consumables and in other areas the charity
may operate their own helicopter also.

At a regional level each air ambulance covers its own region specifically, however each and all will
respond to any neighbouring region if requested to do so, especially in large scale emergencies, and each
charity will fund raise from their own area.
At a National level, there is an Association of Air Ambulances that has an operational understanding for all
and each operation and all air ambulances in the UK are regulated by the Civil Aviation Authority which is
in line with European & International Regulations, hence the regulations around the globe and operating
criteria are quite similar to each other.
More Information on how the air ambulance responds to emergencies is located on the Air Ambulance
Response webpage on the HELI BIKES website: www.helibikes.co.uk
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Last Days Of Summer!
For many areas as autumn beds in there will undoubtedly be a deterioration in weather conditions.
Depending on where you live in the world, this will be a more rapid transition with greater changes
in air and ground (road) temperature at different times of day and night. There will also, for many
riders, be a need to wear extra layers of clothing or suitable cold & wet weather clothing to combat
these changes.
Not only do these changes in weather and road conditions affect motorcycle performance and
handling, but they also affect rider performance. It is a known fact that for many riders, this time of
year heralds the ‘oncoming hibernation’, where many put the bike away for the winter...only to reemerge in the spring.
For many riders that ride all year around, in all weather conditions, there is a distinct change in
their approach to riding during the winter months. Most utilise the appropriate clothing for the
season and most ride more conservatively, taking extra note of the conditions and weather
forecasts and ultimately reducing speed, increasing distance between the rider and other vehicles
to compensate for reduced braking and tyre performance, and generally allowing more time for the
journey.
Whilst motorcycle accidents still do occur during the winter months, they are generally fewer in
number. This is primarily due to less riders on the roads due to the hibernation, but also due to
riders adopting a conservative & economical riding style.
Many accidents still occur in wet riding conditions and this is primarily due to the loss of
motorcycle control under braking or due to loss of tyre performance on the road surface. In wet
conditions the road surface characteristics change enormously and there is less resistance (Grip)
between tyre and surface. The wet actually creates a boundary layer between tyre and surface, but
oil residues are also lifted (especially during ‘first rain’). Combinations of wet conditions and
temperature also cause debris (dirt and stones) to settle on the road and in some combinations,
the road surface may actually start to break away, hence the road surface itself is progressively
providing a diminished solid platform ( We have all seen potholes appear and extra care should be
taken when riding through puddles and standing water as this can mask a deep pothole. We
should also not forget that other debris, such as leaves, twigs and branches will cause a reduced
tyre performance and wet brakes will reduce in performance.
Many other motorcycle accidents occur during the autumn or in the winter months as riders either
make use of the ‘last dry road day’ or venture out after a long period of not riding to seek out the
‘dry day of winter’
We in the emergency services also see this phenomenon during the spring as many riders return
to riding again, at a time when their riding proficiency is greatly reduced. This combination of
factors leads to a sudden increase in accident statistics.
As with any riding, mental preparation & approach is a major influence to a safe ride. Whilst it is
great to get out on dry roads, the rider should not be so eager to ride that they ignore their reduced
proficiency and the potential affects of the weather and road conditions. If a rider eases down into
autumn and eases up into spring, then they are better prepared for riding on the road.

Rider comfort is also key in maintaining concentration levels. If the appropriate motorcycle
clothing is worn and it still allows unrestricted movement, then the rider will not be distracted by
how cold or wet they are, and will be able to focus on the riding and road conditions.
Most of the factors discussed here also apply to the driving of other vehicles and many drivers
have a reduced proficiency and competency during the autumn and winter months. This is a
combination of weather conditions and reduced visibilities either due to weather or low sun angle,
but also due reduced attention of the driver because of the physical effects on the mind and body
associated with the poor whether.
A rider should always be conscious of their riding and how others are driving. Allow extra time and
space to compensate for reduced riding and driving performance. Adopt a defensive riding style
and adjust the mental approach to riding during the autumn and winter months.

HELI BIKES
Motorcycle Safety Initiative
www.helibikes.co.uk
Motorcycle Group Riding
Riding a motorcycle amongst a group of others, be them friends or relative strangers has many
positive aspects to it, but there are and have been many pitfalls which have led to varying accident
scenarios.
In general terms, the larger the riding group the more disconnected and fragmented that ride will
be unless there are certain group riding systems or practices that are adopted.
When riding within a group as part of an ‘organised’ ride by either a motorcycle club or group then
it is usual to have some form of planning by the organisers. This planning of route and riding roles
is then distributed to the riders within the group so that everyone knows at least what to expect
and where to go.
Certain common systems are:
The Marker System, or sometimes known as the Back Marker System or Drop Off System
Formation or Procession Riding
Checkpoint System or Landmark System (Other names may be appropriate)
Essentially the marker system has a lead rider and a rider that always stays at the rear. The second
rider takes the directions from the lead rider, pulls over to the side of the road and directs the other
riders in which direction the lead rider has taken. The second rider then joins the rear just in front
of the rear rider. The next second rider then takes up the role and follows suit and so on.
The formation ride is one where a group ride two astride, preferably in a staggered formation along
a route to a destination. This might be more associated with a motorcycle club ride or a
demonstration or procession ride. Usually ridden at a slower speeds, but depending on traffic
conditions and route, this may require other riders or police riders to marshall the route and other
traffic in order that the group ride flows smoothly.
The checkpoint system is one where each rider knows the route and destination ‘pitstops’ and
rides ‘loosely’ as a group but always as an individual and follows the route and make regular
meeting points along the route until the destination.
There may be variations on the theme and there might be varying names for various roles,
however, they all have the same characteristics. All of the rides require some kind of planning, pre
ride briefing and monitoring along the route, with each rider being aware of their role.
Many accidents have occurred when riding in groups either by motorcycles colliding with each
other within the group, or other vehicles at junctions or during overtaking manoeuvres, or by not
allowing enough vehicle spacing which decreases reaction time.
In many instances, especially when there has not been an ‘official system adopted’, there is a
tendency for the riding group to get disconnected and this leads to riders either using excessive
speed in order to ‘catch up’ the other riders, or riders focussing their attention only on the rider in
front and not on the road and other vehicles further ahead. This really becomes critical in cases
where overtaking; a leading rider or group perform an overtake manoeuvre and the trailing rider
performs an overtake because they do not wish to lose contact with the leading riders, thus
leading to an accident enfolding.
There is also a case, where the leading riders have lost contact with the trailing riders, and
because their attention is focussed on looking behind or in their mirrors for the other riders, their
attention is drawn away from the road and traffic ahead, hence leading to an accident.

Another common issue with group riding, especially with larger groups in higher density traffic
areas, is that the ‘tail riders’ may get caught up behind traffic and result in riding at slower than
normal speeds. This may lead to frustration, which then may lead to mistakes being made or
excessive speeds trying to catch up a lead group again.
There is no golden rule to the optimum number of riders that should be within each group,
however it should be manageable by all parties. This would largely depend on the group riding
experience of the individual riders within the group. General advice would be; if you have
inexperienced group riders within the group, then keep the group quite small, certainly below 8 - 10
riders.
One very important thing to remember is that each individual rider is and should be responsible for
their own actions and safety.
Each rider should allow appropriate vehicle spacing and maintain extra vigilance of not only the
vehicles directly in front but also the road further ahead, in order to, anticipate any possible
hazard.
Regardless of the system used in an organised ride, or whether you are just going out for a ride
with a group of friends, always try to have a pre ride briefing to cover:
Route: Roads, Destination & Pitstops
Rider Roles
Speed Management & Rules of the Road
Fatigue, Food & Fluids
What to do in the case of an Emergency or Accident
Escape Routes: Alternative Routes in case any rider wishes to break off early.
Always carry a mobile phone and a first aid kit and if possible a basic tool kit and puncture repair
kit or have contingencies for road side recovery.
Never get lured into riding beyond your skill limit or outside of your comfort zone. If this starts to
be an issue, then immediately break off from the group ride and then continue on another route or
apart from the group to the pre arranged destination.
Try to join a club or group that has a well organised structure to group riding and start off with
smaller groups and gradually increase your group riding experience.
RIDE AWARE!/RIDE SAFE!
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Motorcycle Protective Clothing & Injuries
When a motorcycle accident occurs, the injuries sustained will be largely dependent on various factors
such as:
The speed of the impact.
The angle of impact.
What type of obstacle is hit, How solid is that obstacle.
What protective clothing and equipment has been utilised and has it been utilised correctly.
Over the last 20 years or so, there have been huge advances in technology and the type of materials used
in the manufacture of motorcycle protective clothing and equipment have also seen tremendous changes
and performance qualities.
Protective clothing has been shown to significantly reduce the severity of injuries in low impact & low
speed accidents or higher speed & no impact accidents, i.e. where the rider slides along the ground but
does not hit a solid object.
Helmets protect the head from severe injury up to significant impact forces, however dependent on the
type of helmet and if it is worn correctly, it will offer varying protective qualities. E.g. A full face helmet will
offer more overall protection than an open face helmet. However in very high speed and under severe
impact forces, even the helmet will reach a point where it will not be able to protect the rider.
Every item of protective equipment has a performance limit. It will offer protection up to a certain point. The
direct comparison here is to that of a construction workers hard hat. The hard hat, when worn on a
construction site by a worker, will protect from small objects from above or same level light glancing blows,
however it will not protect against against a heavy load falling directly on to it e.g. steel or concrete etc.
All good motorcycle protective clothing will have padded protection around the limb joints (Shoulders,
elbows, knees, hand joints etc) and some trousers have hip protective pads and jackets have back
protective padding. There are many types of footwear/boots available on the market with varying protective
qualities, but they should be able to protect above the ankle and resist impact forces. The materials used
in the construction may vary from traditional leather to textile/fabric or composite materials and each will
offer varying protective qualities under varying conditions.
Leather protection is particularly good in anti abrasive qualities, whilst textile is less so but may be more
comfortable to wear and will be better suited to riding in wet conditions. The key is to wear a type of
clothing that is suited to the type of journey you will be undertaking and also is what type of weather you
are likely to encounter.
Additional safety equipment and padding is also available, e.g. back protectors, kidney belts, air bag vests
etc, from motorcycle accessory outlets and will offer varying levels of protection. The best advice is to go
an accessory outlet and discuss all the varying options available and try on as many items as you can and
be sure that they fit correctly.
One key point to remember is that the protective equipment will not prevent a rider from getting injured,
neither will it prevent a fatality when accidents occur at high speeds and with solid obstacles. The best tool
for protection is the ‘Rider’s Brain’

If a rider can avoid the situations where they are more likely to have an accident, then the remaining
accident possibilities will enable the protective equipment to function properly and potentially reduce injury
severity and prevent fatalities.
RIDE AWARE!/RIDE SAFE!
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Motorcycles Involved in Accidents!
Which motorcycles are most likely to be involved in an accident? This is a question I have been
asked on numerous occasions and the answer is sometimes surprising to some.
Many drivers and riders have a preconceived notion of what they believe to be the answer, but that
belief is not always based on facts.
For drivers that have no riding experience or are not aware of motorcycle differences, a common
description would be: Fast Bike, Big Bike, Moped, Sports Bike, Like a Harley i.e. general
descriptions.
For riders, a common description would be: Sports Bikes, Race Replicas, Cruiser, Sports Tourer,
Learner Riders, Over 600cc, 1000cc, Moped i.e. general descriptions but with more details.
In general terms, all motorcycle types can and have been involved in accidents, and one particular
type is not noticeably more likely to be involved in an accident due to a component malfunction,
than any other.
Depending in which country you are riding will have a dramatic effect, and in specific countries, a
particular motorcycle type might be more prevalent. In this article I am referring to UK and
mainland Europe motorcycle accidents.
The most influential factors are more to do with the rider’s age, gender and social circle as well as
whether the riding takes place mostly in urban or rural areas.
In general terms, the young: under 25s are highly represented as well as up to 45s. Most occur in
urban areas and most occur with lower powered, less than 125cc and most are male riders.
Also, in general terms, we have seen accidents involving all types of motorcycles, however some
more than others.
In urban areas, there seem to be more lower powered motorcycles, mopeds and scooters. We tend
to see few ‘Vespa’ style scooter accidents when associated with a scooter club rider or mature
rider, but more associated with young riders who are inexperienced and the scooter/moped may be
the first & only mode of transport.
In rural areas, there seem to be more higher powered motorcycles and much fewer instances
involving lower powered mopeds and scooters. The rider tends to be older to middle age and this
has more to do with economics of purchase price and insurance premiums.
Whilst in this group, all sorts of motorcycles and rider are represented to a degree, there are two
distinct patterns.
The first pattern is that cruiser & adventure style motorcycles are under represented in accidents.
The most probable reason for this may be that most riders of these types tend to be more mature
and tend to rider more slowly. There is a case that the geometry of these types do not lend
themselves to high speed riding in all profiles, however it is more probable that it is more to do
with the rider’s personal preference of lower speed or that the rider acknowledges the limitation of
type and hence rides accordingly.
The second pattern is that sports bikes of 600cc + are over represented. This is a common
assumption by many riders, that most motorcycle accidents are those riders of ‘sports’ bikes. This
category should really be sub divided into two further groups: Those occasional riders or weekend
riders and the regular riders. Also the term ‘sports’ bike is sometimes confusing as this can cover
a range of modern motorcycles from the race replica to fairing free or ‘naked’ to sports tourer,
hyper sports...etc the list goes on! The most notable figure is that all have very high performance

to weight ratios and all types will have a geometry that will enable them to be ridden at high speed
in all profiles.
Particular groups that are more represented but by no means vastly over represented are the
‘Sports - Race Replica’ Bikes and the Occasional/Weekend Riders, sometimes these two groups go
hand in hand but not always.
Unfortunately this straight forward question actually has a convoluted answer. Riders and
motorcycles tend to be banded together without much distinction by drivers, and riders tend to
always point the finger at other types of rider and motorcycle when referring to accidents.
Rider experience is key and recent riding experience is also a major reason why accidents occur or
are avoided. Further training and riding within ones own skill limitations will help to avoid accident
occurrence and the rider’s control of the throttle...the ‘twist of the wrist’ is also key.
The truth is that a particular motorcycle type is not necessarily more likely to be involved in an
accident than any other type, however certain motorcycle types lend themselves to certain styles
of riding. Ultimately it is the rider’s personality type and mental approach to riding that will
determine the probability of being involved in an accident.
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Common Motorcycle Injuries - Nerve, Tendon & Ligament Injuries
In many cases, a rider may suffer no more than a bruised ego (usually when that rider has
been wearing suitable protective clothing) In a common case of a lowside accident slide
the 'low side leg & arm', i.e. that leg/arm that contacts the
surface first, if protected may have bruises and other minor
injuries, however without protection, may have very
serious injuries to skin, muscle, bone etc. In general terms,
these are recoverable however other life altering injuries
may be those to knees, shoulders, ankles, arms etc.
In many ways if the injuries sustained are broken bones,
then these are generally considered recoverable with a
good success rate. However if the injuries involve damage
to tendons, ligaments & nerves then these may not have
the same recovery rate and may lead to permanent life
changing injuries. These may result in partial or total paralysis of limb function.
Many impact forces a rider is subjected to during an
accident may not immediately cause injuries that are life
threatening. Indeed on initial inspection it may even be
perceived that the rider has sustained relatively minor
injuries due to there being no significant deformation of
any of the limbs, no major blood loss and whereby the
casualty in conscious and breathing. In fact, any bruising
or swelling to muscle and tissue may actually be
temporarily masking another more severe injury.
In motorcycle accidents, a common injury involves
damage to nerves, tendons and ligaments which may
result in restricted movement of the effected area, this may be a permanent or temporary
condition.
Injuries to arms, hands, legs and feet are commonplace however
there would appear to be a high occurrence in the arms and
hands. During initial impacts, a lot of force is transmitted through
and absorbed in the upper arms, elbows, wrists and hands. This
may lead to stretching (hyperextension)
of the nerves, ligaments or tendons and
may even cause them to break.
Depending on the area effected and the
type & location of injury to the nerve,
tendon or ligament may mean the
difference between a temporary or
permanent loss of limb function.

A very common injury of this type involving nerve damage may be as a result of a hard
impact to the shoulder. If on a highside accident, the rider is propelled high into the air and
then lands hard onto the shoulder, or on a lowside
accident, the rider slides along the road and impacts a
solid object such as a lamp post then injury to the
'Brachial Plexus' may be sustained.
In essence, the hard impact to the shoulder, may cause an
over extension of the nerves in the shoulder. These
nerves attach at the 'root' in the neck and then spread
along the shoulder to the arm. If the break in the nerve is
at the root, then this will lead to permanent paralysis of
arm function. If the break in the nerve is along the nerve at
some point, then with surgery, the nerve may be 'rejoined'.
After many months of therapy
there may be some recovery in
limb function as the neuro pathways are 'relearned', however there
is no guarantee of this.
Unfortunately there is minimal defence against this kind of injury
from hard impact accidents. Protective clothing may assist in
minimising low impact, abrasive or over extension to limbs. In the
OFF ROAD application there is available protective strapping and
bracing which will resist over extension or excessive lateral
movement of limb joints, and these may also be used in the ON
ROAD application.
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Common Motorcycle Injuries - Pelvic Injury
One type of injury that has a high occurrence rate associated with motorcycle accidents is
the injury to the pelvis and it is one of the primary injuries that is looked for and considered
by the medical crews responding.
During a motorcycle accident dynamic, especially when
the motorcycle is upright and hits a solid object e.g. the
side of a car, the rider is propelled forward. As well as
other associated injuries, one of the first to occur is that
of the pelvis as it also is propelled forward. As it does so,
it impacts the fuel tank with substantial force thus leading
to pelvic fractures and damage to blood vessels, nerves,
tendons and ligaments.
Quite often there is also damage to the joint area of the pelvis
and the thigh bone (femur) which may cause a fracturedislocation of the thigh bone or may even fracture the top of
the thigh bone( Neck of Femur injury), sometimes referred to
as a NOF Injury.
This initial type of impact to the pelvis is more associated with
sports and sports tourers style motorcycles due to the sunken
seated position and the raised fuel
tank profile.
The pelvis may also be injured further in the accident timeline
as the rider may be propelled up above the impact zone and
then land heavily on the pelvis area on the hard ground
surface. The resultant injuries are quite similar because they
have both been caused by the sudden application of force.
There might be considered a slightly lesser impact force
associated with the collision with the fuel tank as it is a ‘softer’
material, and is likely to deform during the collision, thus
absorbing some of the energy.
The pelvis not only has within it
many ligaments, tendons and nerves,
but also major blood vessels that either provide supply or return
flow of blood as well as the multitude of minor blood vessels.
Sometimes the damage caused to the structure of the pelvis not
is not only limited to the pelvic bone, but also to the soft tissues,
nerves and ligaments which may lead to reduced limb function
and partial or total paralysis.
Of particular concern is the integrity of the blood vessels during
high load impacts. Either structural deformation of the pelvic

bone causes restricted blood flow to the legs which
may jeopardise the health of the legs, or the blood
vessels are damaged which lead to major internal
blood loss.
For this reason, there is raised concern when treating
this kind of injury and the medical crews will seek to
stabilise the pelvis with
a type of pelvic girdle
prior to moving the
patient and transporting
to hospital.
There is minimal defence against this kind of injury, however
the rider may wear hip padding to cushion the side landing
and this may help to minimise the impact load transmitted
through to the pelvis, however it will not guarantee total
protection.
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Rider Training & Rider Safety Culture
The foundation of any good quality system or organisation is largely based in the quality of initial and
recurrent training.
Motorcycling is no exception, however there might be a flaw in the structured training of an individual rider,
in that, although the initial instruction from a riding school or individual instructor may be comprehensive
and may raise the skill levels of a student rider to the point at which they might pass the test, there is no
provision or obligation for a rider to undergo further or advanced training thereafter, neither, in many areas,
is there a requirement to undergo recurrent training or testing.
When a rider demonstrates poor riding practices it may be perceived, especially in a newly qualified rider,
that there was a deficiency in the standard of rider training. The counter argument to this is that when a
rider leaves the training environment, they are free to do as they see fit and are uncontrolled by the
instructors, therefore the blame is with the rider who is ignoring the training and prior road sense advice.
Whilst there may be incidental examples of poor training, for the most part the standard is quite high and
the local state or national testing facilities provide the practical test standards and framework to regulate
the training providers.
Regardless of the type of activity, without practice, the performance level will drop. Without recurrent
training and testing there is no standard to gauge current performance.
Motorcycle riders on the whole do tend to have a greater awareness of their environment and the hazards
that are presented on the roads and in most cases do portray decent riding standards. However, there are
a large percentage of motorcycle accidents that have been caused either by rider error or bad practice or
that the rider was unable to anticipate and avoid a potential hazard that was presented before them.
There are many influences that a rider faces, be that printed, internet or broadcast media that would tend
to lead a rider to riding beyond their existing skill capability or not to factor in hazard perception and
sometimes the rider just adopts other methods and forgets the original practices or is influenced by other
rider’s bad practices and advice.
Every rider, regardless of riding experience, will at some point ‘deviate from centre’ and it is recurrent
training that will ‘re-educate‘ a rider in road and rider skills.
However, they must be in a position to want to learn. There has to be an acknowledgement by the rider
that they could benefit from further training and that any kind of training is beneficial even if it only
reinforces what is already known.
On a daily basis, the emergency services deal with so called accidents on the road, however the reality is
that in the vast majority of cases, at some point there has been human error that has caused the accident,
hence why these are now more commonly referred to as road traffic incidents.
Motorcycle accidents are no exception. Any rider may have an accident at any stage, however, good riding
skills and good road sense will reduce the probability of being involved in an incident. Riding a motorcycle
requires a different set of skills and the crucial factors affecting the stability of the rider and bike are much
more varied and acute.
By undergoing further training or advanced training, by adopting a safer riding mentality and by riding
within a rider’s skill set, these will be the most productive tools to avoid being involved in an accident or
incident.
RIDE AWARE!/RIDE SAFE!
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Should I or Shouldn’t I Say Something?
How often have we been riding or driving and have seen another rider or driver do something that
we perceive as causing an unnecessary risk to other road users or pedestrians or their general
driving or riding standards could be greatly improved upon.
I would imagine, for lots of riders and drivers, this may occur most times they venture out onto the
roads.
How often have we heard another driver or rider talk about something they’ve seen or done and we
perceive their opinions as reckless or how often have we seen riders, either young or old, riding
recklessly.
I would image many of us have experienced this and I would imagine that many drivers who do not
also ride motorcycles will hold this opinion.
How often have we seen riders riding around without any protective clothing, be that; t shirt and
shorts or general everyday clothing that offers very little protection. How often have we seen riders
riding without helmets, where there is a legal requirement to do so, or not wearing helmets
properly. Even in some areas where there is no legal requirement to wear a helmet, have you ever
been tempted to approach the rider and suggest that they wear one?
How many of us would approach a complete stranger and calmly give them our opinion of what
they should be wearing or how they should be acting or driving etc.
Of course we are all aware of the times when riders and drivers may react angrily in the face of
another road users recklessness and in extreme cases this can manifest itself in, the form of,
‘Road Rage’, but what I am talking about is openly approaching another person and offering to
discuss certain aspects in a non confrontational way.
I know, this seems a very daunting proposition and I for one would have to consider this carefully
before attempting it as many people might react negatively to your opinions.
If not to a stranger, would any one of us have the same opinions and be willing to share them with
a friend or acquaintance. Probably more likely, however, I would imagine the style of deliver of that
opinion would probably determine whether these other people would continue be our friends
afterwards.
One of the corner stones of the HELI BIKES Motorcycle Safety Initiative, has been to promote open
discussion amongst all road users and especially riders on the subject of rider and road safety. Be
that a discussion on a one to one basis or within a group or club or from within the local
governments and emergency services and businesses. The concept is that all groups and
interested parties openly discuss the positive and negative aspects of rider and driver standards
and practices so that it becomes a normal everyday discussion.
Many, understandably, do not want to consider or have conversations on the subjects of road
safety or causes of accidents. It might be perceived that these conversations is some way will
deter people from riding motorcycles or may lead to the sanitising of motorcycle use and destroy
the joy and thrill of riding.
However, this is never the intention. Open discussion only acts to inform riders and other drivers
of past and present hazards that affect all road users. The information gained by the rider and or

driver is added to information already stored. Coupled with personal and recanted experiences,
help the rider to avoid situations which may lead to an accident.
It is the responsibility of the rider and or driver to ride and drive, in an appropriate manner, to
enable the successful completion of an incident free journey. It is recommended that motorcycle
riders adopt safer riding practices and wear suitable protective clothing at all times. However, the
individual rider is responsible for their own actions and safety and ultimately it is a question of
choice.
Any safety campaign can ‘raise the alarm’ on a particular issue, but the real success of that
campaign is whether the message gets through and whether the general public embrace the
message and change their behaviour accordingly. Open discussion allows that message and
information to be spread more successfully to riders and all road users.
Accurate information allows riders and drivers to make better choices whilst on the road, which
ultimately translates into reduced accident statistics. Many restrictions and road laws are created
to provide a safer riding and driving experience and in many cases these laws are either perceived
as too restrictive or in reality do not improve road safety. In most cases, there is no magic
ingredient to solve the issue totally, however the laws are usually implemented as a blanket policy
as part of a strategy to tackle the issue. Some would agree with the proposed laws and some
would not, however undoubtedly, if we as riders and drivers do not address the rider and road
safety discussion ourselves, then it is inevitable that more restrictive laws will be implemented to
make the roads more ‘safe’
To coin a phrase: It’s Good To Talk!
RIDE AWARE!/RIDE SAFE!
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Common Motorcycle Injuries - Spinal Injuries
A type of life altering injury that has been prevalent in
motorcycle accidents over many years has been the spinal
injury.
The vertebral column is made up bones, ligaments, spinal
cord and subsidiary nerves as well as surrounding muscle
and a cartilage type in between the vertebral bones called
‘discs’.
The human skeleton acts as the supporting framework for
the body and the spinal column is a major component
within that. Although very strong and versatile, it can also
be very fragile with serious spinal injuries occurring with a
relatively innocuous impact and in general terms, the human
skeletal strength will weaken with age.
When a motorcyclist is involved in an accident, depending on
what the impact angle & speed is, will determined the extent
of injuries in general terms and the spinal column is no
different. Also the type of obstacle that is collided with will
also determine the level of injury, the more solid that
obstacle, the greater the impact force will be.
If we just consider a spinal injury in isolation! However, bear
in mind that there are usually other injuries to the body that
may or may not be more critical at the time! The spinal
column is divided into five main areas with the three areas
most critical are the: Cervical = Neck Area, Thoracic =
Shoulder to Lower Ribs & Lumbar = Lower Arch of the Back.
Any impact along the spinal column can
cause damage either to the bones, nerves
and soft tissues. In some cases the impact
may act to dislodge the structure somewhat
which may lead to a lesser injury of a
‘slipped disc‘ where a cartilage in between
bones is dislodged from its normal position
and this can affect movement and can be
very painful.
Where damage has occurred, it will depend
on what type of damage has occurred and
where it has occurred along the spinal column, that will

determine the nature of injury and whether it will be
permanent or temporary (after treatment and rehabilitation).
A common injury to the neck area is associated with an
impact to the head/helmet that acts to stretch (hyperextend)
the bone joints and spinal cord. This can result in instant
fatality whereby the spinal cord is severed leading to other
critical failures, or it may lead to permanent disability from
the neck down. In some cases where the impact has not
been as great, the spinal cord may remain relatively intact,
but unstable with the surrounding bones broken. This will
require reconstructive surgery and pinning to support the
structure and will involve many months of treatment and
therapy. A relatively recent development to protect against
this has been the neck brace system, either a fixed or air
bag style, which resists the excessive movement.
Similar injuries can occur further down the spinal column
and again depending on the nature of injury will determine
the future outcome (Prognosis). Any injury to the spinal
cord lower down may effect lower limb function and may
lead to paralysis.
As well as paralysis of all limbs, there may be partial
paralysis of limbs or reduced movement and function. This
may be a combination of damage to nerves, ligaments and
tendons.
In some rare cases, there may be total paralysis from the
neck down which also affects breathing function, which of
course is critical.
A rider’s best defence for spinal
injuries is to always wear a good quality motorcycle jacket
with a back protector already built in or to wear an
additional back protector beneath the jacket. Other
systems have been developed that act to cushion the
landing & impact force for the rider. The air bag systems
do act to slow the body down act a gradual rate and
protect the spinal column from this critical impact force.
All back protectors will offer some protection, some offer
greater resistance due to the type of materials used in their
construction and riders wearing them have had reduced injury severity after an
accident.
It is important to note that if you choose to wear a back protector, you must ensure
that it fits correctly and does not move in a full range of movements, otherwise it
may not perform to its optimum potential.
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Where Do Motorcycle Accidents Happen?
For the most part, motorcycle accidents tend to trend, i.e. the types of locations are similar regardless of
international borders or geographic location, however there might be regional variations and there may be
situations which lead to what is referred to as an ‘accident black spot’ i.e. a particular location or stretch of
road that has had a statistically higher than average accident rate in a recent time period.
Many reports or studies have claimed that most motorcycle accidents tend to occur at junctions or
intersections. However this in itself is somewhat misleading.
First what is defined as a junction or intersection? It is the crossing of two road ways! However one could
also claim that any access onto a road or exit from a road could be considered a junction or intersection.
Secondly, where are these accidents occuring? Are they in urban areas or in rural areas? Evidence would
tend to suggest that most occur in urban areas?
Thirdly, What type of motorcycles or mopeds/scooters are involved and what is the age and experience of
the rider?
All these variables will flesh out the statistics and give a more substansive picture of what is actually
occuring.
If we consider where trending motorcycle accidents occur, then this will probably give the best
representation.
Junctions/Intersections: Mostly in urban areas involving high numbers of mopeds/scooters and young
inexperienced riders. Lesser number in rural areas, however with a higher proportion of motorcycles and
high performance engines and older and sometimes more experienced riders.
On Bends: Either left or right hand bends in which no other vehicle is involved and in which the rider has
misjudged the bend and has approached with high speed and has lost control.
When driving in the UK, on a right hand bend, if the rider rides near the center of the road i.e. near the
white line and an oncoming vehicle also approaches near the white line and a collision can take place. Or
on a left hand bend, the rider remains in the center of the road by the white line and an oncoming vehicle
close to the white line or straddles the white line and contact is made.
The key with a succesful negotiation of a bend is to use appropriate entry speed and postion in the road in
order to view any hazards and be able to avoid them. Expecially when on a blind or very tight bend the
rider should be more conservative in the approach and almost expect a vehicle to suddenly appear in the
middle of the road. Further training and advanced training will certainly help with the required riding skills,
however it is the rider’s mental approach which will provide the extra safety buffer.
Filtering in high density traffic and at high speed. Whilst for the most part filtering is allowed at slow speeds
in between traffic, it is still viewed upon by other road users as an infringement, and when motorcycles are
seen to be travelling at higher speeds then this actually adds to the annoyance. When travelling at higher
speeds in high density traffic the margin for error is dramatically reduced. The rider’s reaction times are
reduced but also the drivers’ reaction times are also reduced and their ability to see the motorcyclist is
compromised.
Riders should always ride at a slow appropriate speed in high density traffic and be mindful that the rider
will operate in the driver’s blind spot where the driver may not expect the rider to be. The rider should
always be concious that a driver may change lanes very quickly and may not have seen the rider because
they may not have checked properly or the rider has suddenly ridden into the driver’s blind spot. The key

here is for both parties to be extra vigilant. The rider should always approach either side of a vehicle with
prudence and only pass through when sure that the path is clear. Be aware that stationary traffic may
change direction or turn into a junction without indication or the driver or passenger or a vehicle may
suddenly open a door in the rider’s path, because they are unaware that the rider is there. Regardless of
what we as riders believe the drivers should be doing, we as riders should always adopt the best defensive
road position and expect the unforseen hazards that may occur.
High Speed Roads: Motorways & Dual Carriagways. These accidents are caused by a combination of high
speed and rapid lane chaging by either drivers or riders which lead either to loss of control or contact
between vehicles. In some circumstances, because the traffic is flowing in the same direction the impact
forces may be minimised as they are not head on collisions, however this certainly is not true for all
instances.
Other conditions lead to high speed traffic suddenly reducing speed which leads to a motorcycle running in
to the rear of the vehicle in front or vice versa. Again the rider should use appropriate speed but should
allow extra vehicle spacing in order to compensate for the changing speed and flow of traffic.
Country Roads: These roads can be a favorite of motorcyclists due to their twisty layout and either
accidents occur on the bends as previously mentioned or the rider sometimes does not make allowances
for the country variables, in which I mean slow moving farm traffic around a sharp bend with high hedges,
or a tractor emerging from a field, or wildlife suddenly appearing out of the hedgerow and crossing the
rider’s path, or either debris or mud or ice etc causing the rider to lose control. Of course there are the
other vehicles to contend with also and hence the rider should be ever vigilant and aware of the country
road variables.
In the Dry: It sometimes appears that many motorcycle accidents are caused by the deteriorating road
conditions, either by weather or condition of the road surface or debris or pollutants. Whilst they do cause
accidents, it is certainly not in the majority of cases. In many cases the conditions although deteriorated,
are still perfectly rideable, however the rider has misjudged the conditions and ridden beyond their skill or
machine limit.
In fact, most accidents occur in the dry conditions. Many riders tend not to venture out during the winter
months or in wet conditions, so this leads to more motorcycles being on the roads in the dry conditions.
Alternatively a motorcycle/moped is the only form of transport for young or inexperienced riders and this is
the contributing factor. Many of these accidents in the dry are mainly casued due to a lack of recent riding
experience either in motorcycle control or hazard perception and avoidance.
Where accidents have occured in deteriorating conditions, often this has been caused by inappropriate
speed for the conditions or heavy braking on slippery surfaces, especially painted surfaces or drain and
manhole covers etc.
The key to riding is wet conditions is firstly to practice in those conditions. Whilst only riding on dry days is
perfectly acceptable, the probability is that at some point a rider will encounter rain or wet, damp road
conditions so prior exposure and practice will be of benefit. Secondly the use of reduced appropriate
speed and allow much more vehicle spacing to compensate for reduced riding, driving and braking
performance and certainly to allow extra time for drivers to see a rider or for a rider to compensate for a
driver that has not seen them.
In all cases, the use of appropriate speed, appropriate position on the road and riding to the weather and
road conditions will assist the rider. Allow extra vehicle spacing and practice hazard perception expecially
at junctions, in high density traffic and on bends.
An accident may occur at any time, however, the extra vigilance of the rider will reduce the probability of
an accident occuring. The percentage probability of actually having an accident is actually quite low
compared to the numbers of vehicles on the road and actual road miles travelled, however, the actual

numbers of incidents, injuries and fatalities on the roads are still alarming and any reduction in these
numbers can only be a good thing.
More information is located on the HELI BIKES website: www.helibikes.co.uk
RIDE AWARE!/RIDE SAFE!
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Here Comes The Rain!
Riding in the rain or on wet roads challenge a rider, more so than in the dry and probably more so than any
road user.
In principle, all attributes of riding in the wet should be the same as those when riding in the dry, however
with an extra layer of caution factored in. That being the case, why do many riders not venture out in the
rain or in wet conditions? What is it that the riders perceive is such the dark art of wet weather riding? How
can riding in the rain and wet be fun, a good worthy challenge and a time when riders can actually improve
their skill of not only riding but also hazard perception.
First, let’s address the negatives:
1. It’s Raining!,...Duh!
2. You get Wet!,...Duh!
3. It’s Slippery!,...Duh!
4. You can get Cold & Wet!
5. I don’t feel confident about riding in the wet!
The list could go on and on, but much of the negatives are based upon a rider’s bias, hear say, having a
better option or some well informed notion.
Second, let’s address the positives:
1. It’s Raining!,...Yeah!
2. You only get wet if you’re not wearing waterproof clothing!,...Yeah!
3. It’s as slippery as the rider makes it!,...Yeah!
4. Wearing good thermal layers and waterproofs will make the ride comfortable and enjoyable!
5. Riding in the wet will build your confidence! Practice make perfect!
Still not convinced? Let’s explore this a little further.
A rider’s choice to venture out in the rain is purely a subjective one, never feel pressured to ride if you don’t
feel comfortable. However, many of us live and ride our bikes in areas when rain is just as likely as the sun
is shining! Even when living in areas that are predominantly dry, there are occasions when it might rain or
the roads may be wet for other reasons. At some point any rider may venture out and get caught out in the
rain or come across a stretch of wet road which may require some other skills, or so it might be perceived!
The following are discussion points and ‘Rules Of The Wet Road’
1. Plan to ride in the wet! - Wear waterproof clothing and thermal layers where required. Look at weather
forecasts and carry waterproof over clothes if necessary.
2. Relax, take your time! - The mere thought of riding in the rain or wet may fill you with dread, however
being comfortable and relaxed will be the first step to enjoying the ride and controlling the motorcycle
properly. Always do Rule 1 first!
3. Ride for the wet! - Slow down! Accelerate and decelerate smoothly and slowly! Brake smoothly by
squeezing, not snatching...try to use the rear brake just as much as the front brake! Brake with the bike

in the upright position! Allow a lot more room between yourself and other vehicles which gives you more
time to react to the flow of traffic and changing road conditions!
4. Read the conditions! - Look far ahead, look at the road surface...is it smooth or rough, does it have
cracks or potholes, is there debris(twigs/leaves/stones/mud/gravel/grit/salt/etc), can you see patches of
oil or diesel or fuel spills? Is there standing water, flooding, puddles? Is the high density of traffic causing
water to be flicked in the air(spray) to reduce your visibility?
5. Don’t Fear & Be Clear! Giving yourself extra space and time and riding more conservatively will enable a
more relaxed ride. By working through and practising in the wet conditions, a rider will become more
comfortable. Ride with knowledge and use this to navigate your way along routes and avoid potential
hazards. Know which hazards are most probable and which hazards are not...know what to expect and
when to expect it!
E.g. Continued riding on painted surfaces or manhole and drain covers, is potentially a hazard because
when water rests on them, there is even less resistance, therefore less grip between the tyre and surface.
However, it is only crucial if ridden over when excessively leaning on a bend or applying too much power
at once or applying too much braking force. If riding in the upright position with steady power, then there
isn’t really a hazard to consider, because the weight of the motorcycle is pointing straight down to the
surface and this gives optimum grip. Even if there is a slight change in grip, the forces acting on the
motorcycle will let it continue in a straight line, whereas if on a bend, the forces acting on the motorcycle
will cause it to slide to the outside of the turn, which would cause the motorcycle to slide from under the
rider...thus causing a crash. The exception is very hard braking which may cause the front or rear wheel to
suddenly lock which would cause the slide. However alway refer to Rule 3. Ride & brake smoothly!
6. Build Confidence Gradually - If you feel that riding in the wet and rain is something that you would like to
explore and improve your skills, then build up slowly and initially use the following as a guide:
a. Use a route that is very well known to you!
b. Use times when the traffic density is low, avoid morning or evening rush hour!
c. Wear waterproof clothes, be comfortable, relax and look at weather forecasts!
d. Plan the ride! Think of a route (choose a short distance first), think of what you could expect on the
route. Are there any road works, are there many junctions, are there many low speed or high speed
areas...the list goes on but suffice to say, try to mentally imagine the journey before you set out!
e. Give yourself lots of space and time and stick to the plan! If you planned for a short trip...then do a short
trip! The idea is to build your confidence gradually and allow you to acknowledge achievements and
developments.
By using all the above there is a real possibility that a rider who does not like to ride in the rain or does not
have the confidence to, will actually start to enjoy it and will develop confidence and skills.
The ultimate goal is to achieve a successful and enjoyable ride, by acknowledging hazards and developing
contingencies to deal with situations that may have otherwise prevented the ride or may have led to an
accident occurring.
Most of the accidents in the wet conditions are caused by riders and drivers not riding or driving their
vehicles appropriately for the conditions. Either by being too close, going too fast, braking too hard, etc.
The art of maintaing grip in the wet is to first have the right tools and make sure they function correctly and
they are used correctly.
1. Make sure tyres are inflated correctly and have good tread. There are many types of tyres that are
suitable for the wet conditions or for all round use. Wet tyres will usually have extra grooves or rain
channels which will help to move water away from beneath the tyre. Having tyres set to the correct
pressure will maintain their optimum performance and grip.
Motorcycles have a small contact patch of tyre to the road in comparison to other vehicles, so it is
imperative that the best contact patch allows the rubber to perform at its best. By riding the motorcycle
in a more upright position and avoiding excessive lean angles the rider is using a greater contact patch.
When applying power or braking in a more upright position, the rider is using a greater contact patch to

maintain grip.
2. Make sure that the motorcycle is roadworthy for the road and wet conditions. Make sure brakes are in
good working order and that the suspension and wheel alignment is set correctly as this will affect grip
under acceleration and braking. If you are unsure, then seek the advice of a motorcycle mechanic and
get the bike checked out.
3. Make sure that you focus on the riding and the road. By wearing the correct clothing you will avoid being
distracted and uncomfortable. When focussed you will be able to distinguish between the changes in
surface conditions and the power required to maintain grip with greater precision. Overall throttle
control, progressive throttle changes will improve speed control and will improve reactions and the need
for harder braking.
If a rider is still unsure about riding in the wet, then there are two options remaining:
1. Don’t go out in the wet! Don’t be pressured into riding in conditions that you do not feel confident in!
2. Seek out further training or advanced training from a reputable organisation. Speak with riding friends
about their experiences and share advice and information.
Ultimately the rider controls the motorcycle and is responsible for their success and enjoyment. Gaining as
much information and developing and improving skills through practice will be the best way to improve
confidence.
Ride For Your Life!
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Hidden Junctions!
A large percentage of motorcycle accidents, indeed all road accidents, occur at road junctions or
intersections and the majority of those occur in urban areas.
Whilst this is known to be the case by many, and is the scene of the notorious SMIDSY - Sorry Mate I
Didn’t See You! whereby drivers pull out from a side road into the path of a motorcyclist, a junction should
not necessarily be considered as only where two or more roads meet at 90∘.
Although strictly speaking this may be argued against; junctions or intersections might be regarded at any
place where a vehicle may exit from or join a road, be that where roads meet at angles or at roundabouts,
or at any property entrances or at other entrances such as a lay by or rest area, etc.
The reasons why so many accidents occur at any type of junction are concerned with some basic factors
such as:
1.
2.
3.
4.
5.
6.
7.
8.
9.
10.
11.

An obscured view.
A physical impaired view.
A misjudgement of travelling or approaching speed.
An excessive travelling speed.
A lack of anticipation or a slow reaction to a forming hazard.
Impatience to join a carriageway.
A riding road position that limits the view of the driver.
Improper or harsh braking.
Lack of attention & negligence.
A lack of visual contrast between the rider and background making it difficult to see the rider.
Sometimes they are just Mistakes!

Another incident that occur with some regularity are those that are associated with hidden junctions or
entrances. Although the basic principles apply, another reason is the fact that either the driver or rider are
not expecting a vehicle to suddenly emerge from a hidden part of the road or hidden junction.
All riders should be aware that on narrow roads and with poor vision through the bends, especially in the
countryside or when riding through small villages or towns, that vehicles may suddenly appear in the
middle of the road or may suddenly emerge from a side road or property entrance.
The key to combating this particular type of accident scenario or hidden hazard is to address the
probability of encountering an unforeseen hazard.
1.
!
2.
3.
4.
5.

Expect the unexpected: Be mentally prepared for a vehicle to suddenly emerge from a hidden
entrance or in the middle of a narrow road.
Reduce your speed. In some cases ride noticeably slower than the speed limit, which will give you
more time to react.
Adjust your rider road position away from the mouth of the junction to give both the rider and driver
the best view of each other.
Adjust your rider road position on bends so that you have the best possible view of beyond the bend.
If yo have to compromise road position, then combine that with a reduction in speed.

6.

7.
8.

You may wish to wear bright clothing or high visibility clothing that may provide a contrast to the
background which may assist a driver in seeing you...however there is no guarantee of this and all
riders should not rely on the mere wearing of high visibility clothing to ensure that a driver sees them.
Make allowances for varying traffic densities. If there is heavy traffic, then be prepared that drivers
may suddenly emerge into a rider’s path because they have been impatient. In lower traffic densities,
then be prepared that drivers may not even notice an approaching rider.
Make extra allowances when riding in poor weather or wet and poor road conditions. Allow extra time
and create extra space between vehicles to counteract reduced braking performance.

Whilst advice and further training will provide the skills and some of the awareness that may provide some
defence to this situation, however there is no guarantee. Each rider must constantly maintain a high level
of awareness and practice this hazard detection.
It is really more concerned with adopting the right attitude and strategy that will provide the lowest
probability of encountering a hazard and having an accident.
RIDE FOR YOUR LIFE!
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I Didn’t Expect U To Do That!
A key defensive weapon in the rider’s arsenal is the ability of foresight...knowing what will happen next or
what will happen over the course of the journey.
You might justifiably argue that it is impossible to see into the future, but I am referring to fine tuning your
awareness and building up your knowledge of accident scenarios so that you recognise very early
indicators or you are aware of similar situations developing that will enable you to take very early action to
avoid a hazard.
This is easier said than done, but it is possible. More experienced riders who are conscious of their
environment and the potential hazards use a combination of known past personal experiences and
knowledge of other riders tales to help them recognise developing or potential hazards in the road ahead,
sometimes this is something a rider actively thinks about and sometimes it’s something that suddenly
comes to mind.
In other articles I have written about the transfer of knowledge from more experienced riders to new or
young riders and also how riders of all experience levels should constantly seek out new information that
may assist them.
HELI BIKES acts as a point of reference for all riders to access information about accident situations and
scenarios and one type of incident that occurs periodically is one where a motorcyclist did not expect a
driver to perform a particular manoeuvre and this led to a collision...mostly the driver’s fault but the rider in
many cases has also contributed to the collision factors.
This could be that a driver suddenly emerges from a junction or changes lanes without indication or
performs a U Turn in the middle of the road without adequately observing oncoming traffic or an oncoming
vehicle encroaches onto your side of the road and more commonly when on a bend in the road or
unexpectedly applies the brakes, etc.
Anytime a rider approaches a vehicle ahead, there should be an expectation that the driver has not seen
the rider or did not look in the first place. Riders should position themselves in the road that will give each
road user the best possible chance to notice each other. Riders should make every effort to avoid riding in
a driver’s blind spot or riding too close to other vehicles. Give yourself that extra space and extra time and
modify speed according what can be seen and, also as important, what you might potentially see.
As spring develops into summer, many motorcycle accidents are associated with these kinds of factors
and notably being side swiped by a vehicle that suddenly changes lanes is a common occurrence. The
driver did not see the rider or did not adequately look, but the rider was also riding in the blind spot.
Anytime a rider approaches a vehicle from behind, as much effort as possible should be spent to minimise
the time in the blind spot; either ride past and make space ahead or hold back and well behind and make
space behind.
This situation is particularly relevant in high density or holiday traffic and be especially mindful of this on
warm sunny days at the weekend or during holiday season when tiredness of drivers and riders may lead
to lapses in concentration.

Another situation with queuing traffic or holiday traffic but not only isolated to this, is when a driver of a
vehicle suddenly decides to perform a U Turn in the middle of the road so that they can seek an alternate
route.
Riders filtering/lane splitting past are often collided with as the vehicle turns because the driver has not
taken adequate steps to fully observe any traffic or motorcycles that may be approaching from the rear. All
riders who are riding past queuing or slow moving traffic should always keep this in mind and attempt to
look above and beyond the vehicles in front and proceed at a speed that is slow enough to perform an
emergency stop if required to avoid the turning vehicle. Covering the brakes; front and rear, is very good
practice and be ever vigilant. It is not so much that all drivers will be prone to this, but it is the recognition
of a scenario that will help the rider be prepared just in case this does occur.
During filtering also be mindful of those drivers that do manoeuvre their vehicles to create space for you to
pass by. It is a situation that should be met with a rider’s gratitude but also with some reservation until you
are sure they are creating space for you and they are not merely manoeuvring their vehicle in a random
manner and then suddenly close the gap originally made for you.
Also keep in mind that because one vehicle has made space, it does not follow that the next vehicle will
make any space. It is about having a ‘big picture’ view of all the surrounding vehicles and verify whether
any space that is created can be successfully negotiated through.
Similar to U Turns in queuing traffic, always be mindful when approaching any vehicle that is stationary on
the side of the road or that is seemingly parked in a lay by. These vehicles may have momentarily pulled
over to adjust something or talk on their phones etc and may not have adequately looked before moving
off again and or performing a U Turn. Always approach with caution, give a wide berth and modify speed
whilst covering brakes, even consider changing down a gear to provide greater controllability in the event
that you have to take avoiding action.
Always be prepared to steer to avoid and a good technique for this is counter steering instead of just
leaning. Counter steering is particularly effective when avoiding as the rider pushes forward the right
handlebar grip if wishing to move to the right and similarly push forward on the left handlebar grip to move
left. This may seem counter intuitive and does require some practice, so the best advice here is to get
some instruction on this and regularly practice this. In essence the more aggressive the handlebar
movement when the bike is at speed, the more aggressive the bike movement will be, so some practice
will be required to gauge how the bike is likely to react.
On a similar note when approaching a large lorry(semi truck) from the rear, always be mindful that the
driver will legitimately manoeuvre the vehicle to negotiate a junction or bend etc but will require extra
space and may even move to the ‘wrong side of the road’ to achieve this. Riders need to be aware that
drivers of lorries/trucks may have a limited view of the immediate side or rear, hence riders need to allow
extra space for lorry/truck drivers to manoeuvre and always keep in mind that if you cannot see the driver
in the vehicle mirrors then the lorry/truck driver will not be able to see you. Always follow a lorry at a
distance, never too close and always give yourself a lot of space.
On a final note, many incidents occur when a rider collides into the rear of a vehicle because the rider
assumed that a driver of a vehicle in front would be driving in a perceived manner, but did not expect the
driver to suddenly apply the brakes. E.g. a driver may be driving in between stationary vehicles and
suddenly applies brakes because they feel there is not enough space, however a following rider assumes
that the driver will proceed without hesitation.
Something that I was guilty of many years ago and something that all riders should be conscious of when
following vehicles.
None of this will make you immune or accident proof, however it will significantly reduced the probability of
being involved in an accident or being involved in a near miss.

By being aware of those hazardous scenarios and having contingencies in place will make for a much
safer ride, but this does not mean there should be a dulling down of the ride. The ride, the journey should
still hold that enjoyment and the thrill but it should have the element of control. Control of the motorcycle,
management of the environmental factors and a higher appreciation of hazard awareness and avoidance
techniques.
Practice your skills, improve your knowledge and enjoy the ride!
RIDE AWARE!/RIDE SAFE!
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I Feel The Need! The Need For Knee Down!
One of the greatest aspects of modern motorcycling is the access to information, training, technology and
performance that was simply not available 20+ years ago.
Over recent years the engine performance and handling of many new motorcycle models is outstanding
and in many ways the capability of the motorcycle is far ahead of that of the rider.
In recent years more and more advanced training, track based training and track days have been readily
accessible for riders, as well as many online sources giving ‘instruction’ on how riders can improve their
riding skills and performance and by focussing on elements such as: braking, body position, acceleration
and gear selection, etc.
One of the fundamental problems with access to this information is that it is either used by inexperienced
riders in the wrong place at the wrong time or riders gain this information by either listening to others who
have attended courses or they have seen it on TV, online, etc and are not executing it properly...which
ultimately leads to an accident.
There are those who believe that the skills learned from track based instruction is invaluable to develop a
rider’s skill, and there are those that believe that there is a certain skill set that is required for road riding
and those are not the same as those for track riding.
I would tend to believe both have merit, however it is the execution of those skills and when they are
executed that is the most important factor.
The last 20 - 25 years has given the motorcycling world the affordable access to sports replica bikes which
have a tremendous power to weight ratio and handling characteristics that are not too far from those
developed for track based racing. It has created a generation of rider that are attracted to these types of
bikes and the associated performance and in general terms are dressed in the image of their riding
heroes.
As motorcycles have had the sporting influence, so have clothing and apparel had theirs, with one piece
leathers being a popular addition as well as race replica helmets, boots and gloves.
One frustration is that a fairly high percentage of motorcycle accidents involve sports replica bikes and
riders and one action that I witness is the rider ‘getting their knee down’ to get around a bend.
A major issue with this technique is that on the track it is used on the bend apex, the inside of the bend, to
maximise lean angle to offer the best performance through the bend. However, using this on the road is
actually fraught with danger as the road surface may not be suitable (wet, fuel spills, gravel, mud, etc) and
using this on the inside of a bend may not offer the best view through the bend which will not enable the
rider to avoid another vehicle or obstacle in a timely fashion.
A combination of using ‘racing styles and speeds’, quite often is the cause of the rider having an accident
and it is usually when these styles are used in an inappropriate place.
The debate should be whether there is actually a need to use these racing styles for road riding and
whether there should be greater emphasis on when and where they should be used. Should there be a
warning attached to these types of motorcycles and these riding styles...‘RIDER BEWARE’

Although this type of rider and generation of rider is generally wearing more protective clothing, as they
emulate the racing style and fashion, their injuries are no less severe and in many cases it does not
prevent fatalities. The reason for this is that these riders are tending to suffer greater impacts forces as
they have been riding in a particular style and speed that has placed them in a situation that they could not
avoid.
For many riders, with a good understanding of road riding practices and good hazard perception, the use
of this racing style may be perfectly acceptable in terms of accident probability but of course may not be
acceptable to those involved with law enforcement.
Law enforcement may interpret the high speed manoeuvres and at times excessive speeds as being a
danger to the rider and other road users and pedestrians. The ‘aggressive’ acceleration and braking, etc
may be perceived as dangerous and will undoubtedly attract their attention which may mean fines, licence
points and endorsements, suspension or revocation of a licence. If this style of riding, can be proven to
have been a contributing cause in an accident and/or a cause of injuries or fatalities, then the rider may
find themselves facing much more severe punishment.
Any rider should use any information and apply training in a progressive and structured way, so that they
are able to improve their road riding performance which increases their safety and enjoyment at the same
time.
Many riders who return to road riding after a long break away, should focus on the basics of riding and
gradually develop their skills and proficiency. If they can focus on hazard perception and when and where
to perform a particular manoeuvre first, then apply other methods in time.
RIDE FOR YOUR LIFE!
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I See You! Do You See Me?
Many of the accidents involving motorcycles are often ‘explained’ by either the rider or more commonly by
the driver of a vehicle stating: “I didn’t see you!”
Which then has morphed into the SMIDSY - Sorry Mate I Didn’t See You! which is most usually considered
at junctions but actually can be considered for many accidents.
For a rider, the ability to view hazards and anticipate other vehicle movements in an integral component of
rider safety and one of the greatest tools in the rider’s arsenal is to be able to judge what a vehicle is likely
to do and whether the driver has noticed the rider and is making allowances for the path of that rider.
Some common accidents where the driver did not see the rider are:
Vehicle emerging from a side junction into the path of a motorcycle.
Vehicle swapping lanes or overtaking another vehicle whilst side swiping a rider in the offside or
nearside blind spot.
Vehicle turning off into a side junction on the offside. ( Turning right: UK etc, Turning Left: Europe,
USA), whilst motorcycle is overtaking.
Vehicle turning off into a side junction on the nearside. ( Turning Left: UK etc, Turning Right:
Europe, USA) whilst a motorcycle proceeds to overtake from a blind spot. A Vehicle waiting from
the same side junction, emerges and then collides with the motorcycle.
Vehicle turning across a rider’s path whilst taking an exit to a side junction. More commonly where
(in the UK a rider rides on the left and an oncoming vehicle turns to their right,offside into a right
hand junction and collides with the rider...or Europe/USA a rider riding on the right and a vehicle
turns left across the rider’s path into a left junction.
Driver of a vehicle suddenly opening their driver’s door in the path of a rider and the motorcycle
collides with the door. Usually where the rider has been riding closely to parked or stationary
vehicles.
For the rider, the objective should always be to determine whether in fact a driver has actually noticed or
seen the motorcycle movement, and not be so concerned whether the driver ‘should’ have seen the rider
or motorcycle. When riders use the ‘SHOULD’ logic, they are placing all of the responsibility of their safety
in the hands of the other road users.
Any rider should approach each driver or traffic situation with a method of interrogating the other road
users in a non verbal communication manner, which may mean a nod of the head or the wave of a hand,
or a raising of the finger...but one of the most useful methods is to establish eye contact and the monitor
the vehicle movements or watch for wheel movements.
When approaching a vehicle from behind, it is always good practice to monitor whether the driver of the
vehicle in front has seen you in their mirrors...are they looking in their mirrors? This may lead the rider to
maintain a greater distance behind or when overtaking to give a wide berth and not stay in a blind spot.

Gradually moving the motorcycle and changing position may actually draw the attention of the
driver...which may be a good thing.
When approaching a vehicle that is waiting at a side junction to emerge, try to establish eye contact. Has
the driver seen the rider’s gaze, are they looking in the rider’s direction. If they are not then the rider
cannot determine whether they have seen the motorcycle. The rider should move to the centre of the road
away from the mouth of the junction and continue to establish eye contact, possibly even slowing down
until the rider is certain the driver has seen the motorcycle and will not emerge into the rider’s path.
When approaching an oncoming vehicle, always monitor the vehicle position on the road, whether there is
an indication of not. If the vehicle seems as if it is in a position to turn across the rider’s path, then try to
establish eye contact, look for early movements of the vehicle, position the motorcycle to the nearside
away from the oncoming vehicle and reduce speed and cover the brakes and prepare to stop.
By establishing and maintaining eye contact, the rider is alerting the driver that the motorcycle is in the
vicinity and or is approaching.
Whenever a rider approaches another vehicle or is monitoring the movements of another vehicle, it is
worthwhile in brushing up on the ‘detective skills’ By this I mean trying to gather as much information about
the other road user in order to help to determine how that driver may act.
For example: A vehicle with foreign or out of state plates may mean that the driver is unfamiliar with the
local roads. This may mean the driver may indicate late for a turning or their speed and road position may
fluctuate significantly as they find their way. In any case it would be wise to keep your distance behind or
when overtaking.
Is the driver distracted in any way? Are they on their phone or being distracted by rear seat passengers/
children or being distracted by something externally e.g. another road accident. Any of these and more can
cause the driver of this vehicle to drive erratically and not notice the rider, so it is important that the rider
keep a safe distance and give a wide berth wherever possible.
Judging traffic flow and the intentions of other drivers is a complex task, but with practice, looking for the
obvious tell tale signs and establishing eye contact will be a good strategy to adopt, and if ever in doubt
then increase the distance between the rider and driver, reduce speed and always be prepared to take
avoiding action either by steering or braking.
RIDE AWARE!/RIDE SAFE!
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I Think I’m Losing Control!
The subject of motorcycle control is often discussed when an accident has occurred and it usually is
described as: “He/She lost control and crashed” or “They lost control because they were going too fast”
etc, but in reality what do we mean by motorcycle control?
I suppose an appropriate place to start would be with an obvious definition:
‘To ride a motorcycle by using a series of control inputs to successfully complete a journey without having
an accident’
Well, we can all relate to that, but maybe we could expand this further:
‘To ride a motorcycle by using a series of control inputs to successfully complete a journey without having
an accident and not to cause an accident and not to make any mistakes that either temporarily or
permanently make the rider lose control of the motorcycle’
Could we go further still? Well, we could keep adding to this to cover many aspects from steering, braking,
acceleration, speed, cornering, etc
However, what we’re really talking about is: ‘Remaining master of machine under changing variables’
A question that is asked a lot amongst riders is: “How long have you been riding?” The answer is usually
something like: “I’ve just passed my test...A few months!...A few years! etc. However, these answers are
usually referring to when someone first got on a motorcycle or moped/scooter, but it could be argued that a
rider’s training really started the day they were born, with general learning, cognition, motor skills, balance,
crawling & walking, running and riding bicycles, etc.
Over recent years more information has been made, and continues to be made available on riding
techniques; braking, steering, cornering, etc which is very useful but has this ‘flooding of information’
caused some confusion or even apathy amongst some riders.
When first learning to ride a motorcycle, the rider is given information and shown skills which when
practised provide the rider with a certain proficiency to be safe and pass a test. During the early learning
phase the rider uses the ‘known’ (previous life experience and skills - whether they know it or not) which
helps them to learn the ‘unknown‘ (the new riding skills, rules of the road, etc)
Depending on where you live in the world, there will be different criteria to gain a motorcycle licence and
varying rules on what type of motorcycle you may ride regarding engine size and power, according to age,
experience, etc. However ultimately after the first learning phase is complete, in whatever manner that is
performed, the rider has a ‘certain proficiency to ride’ The question is does the rider maintain that
proficiency or do they ever improve their skills.
After many years of dealing with motorcycle accidents it became apparent that either they are caused by
over control or under control, i.e. the rider failed to make the correct control input and crashed or another
road user failed to make the correct control input which led to the crash which led to the rider not being

able to correct in time to avoid. A correct control input is not just a reaction to when something unexpected
occurs, but it is also the series of inputs that lead up to a situation occurring.
Over recent years there has been a whole host of television programmes that have shown us how to build
motorcycles and with constant reference to ‘Rake & Trail’ and any internet search will yield a whole library
of opinion on steering and counter steering, braking, suspension settings, motorcycle geometry, etc. There
is also the influence of motorcycle racing coverage and the emergence of the ‘track day’ I for one have
long advocated recurrent training and further or advanced training to either refresh skills or learn some
new ones.
Some riders may have been familiar with these technical terms and many others not. However, the
question we should ask is: have they been understood and applied to real world riding and what is the
basis of motorcycle stability and the control of it and in reality do riders consciously consider these terms
and techniques when riding?
I suppose my point is that; it is all well and good having this extra information but if it is not applied to riding
and practised by a rider or most importantly misunderstood, then it becomes worthless and worse still
potentially dangerous!
I sometimes get the impression that the motorcycling media have provided so much opinion and
information that it has clouded the subject and we as riders may have lost sight of what is really important.
Should riders simply focus on the basics of riding, practice those skills, learn by and share experiences,
learn practical ways to improve their riding? Above all, ride within ones own skill limit to stay in control,
stay safe and really importantly...enjoy the ride!
Many years ago I was made aware of KISS! - Keep It Simple Stupid!
By keeping things really simple and uncomplicated, we are able to be much more effective and efficient in
performing a particular task...in this case riding a motorcycle!
Whilst it might be fascinating for some to learn about static and dynamic instability, gyroscopic effects and
steering geometry, etc, in reality all we really need to do is be master of the controls so that we can be safe
and enjoy the ride. We need to manage our speed and be aware of situations that are likely to make us
crash and most importantly how to avoid those situations.
I suppose in this, we do not become the most technically skilled or the most technically informed rider, but
does that really matter as long as we ride safely and get home in one piece!
Keep It Simple Stupid! has been the mantra I have applied to many things I do. I do not class myself as an
expert rider, or even claim to have bundles of technical knowledge stored inside my head, but what I do is
constantly practice the simple things and try to make my riding uncomplicated and above all I always know
where my limits are. If I’m trying to learn something new or practice a newly learned skill, then I always use
small building blocks and gradually add on each time.
So far it’s worked for me!...It may work for you!
KISS
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I’ll Be OK!
How many times have you said to yourself, or for that matter anyone else, “I’ll Be Ok!”.
This positive mental approach to many areas of everyday life is in many ways the grease in the cogs that
enables people to do things...carry on regardless, for things to get done! There is something to be proud of
in this human spirit and has been responsible for much of what we know today. However, at some point
there has to be an acknowledgement that to...carry on regardless! ... may indeed mean that the risk
outweighs the need.
When riding a motorcycle, so much of that successful experience is based upon the rider using all of their
senses to control the machine. Drivers also use the same senses, however, some senses to a lesser
degree, as riders are more exposed to the elements. There seems to be a greater connection with the
road & weather and how that has an impact on the stability of the ride.
Anything or anyone that interferes with the rider’s or driver’s ability to process information and act or react
in a timely and appropriate manner, is leading to creating an environment in which the probability of having
an accident increases. So much of motorcycle control is based on rider perception and balance, and once
this decreases, the rider (and of course any other road user) is at real risk of losing control and incurring
injuries that may have lasting or permanent consequences.
We are all aware of the effects of alcohol and narcotic drugs on awareness & perception and their negative
effects on reaction capability, clearly riding or driving and alcohol and/or drugs is not a winning
combination. However, there are other influences on our daily lives that could also have a negative affect
on how we ride & control a motorcycle or drive a vehicle.
In the HELI BIKES article: ‘Ridden To Distraction!’, the negative effects of the rider or driver being
distracted from concentration was discussed, however in this article, I am referring to the rider’s ability;
either physical or mental capability to process information which may ultimately affect the rider or driver
controlling a vehicle.
I have for a long time advised that everyone, before going for a ride, should perform a quick
roadworthiness check on the motorcycle...to check the tyres, brakes, etc. A rider should also perform a
rider readiness check...to check that they are capable of controlling a motorcycle effectively, free of any
mental or physical impairment.
The following mnemonic: I’M SAFE, is a catch all pre ride check that any rider may wish to adopt.
I!
M!
S!
A!
F!
E!

=!
=!
=!
=!
=!
=!

Illness
Medication
Stress
Alcohol
Fatigue
Eating

Illness - This may cover the spectrum of ailments. Some of the serious conditions may preclude the rider
or driver from lawfully taking control of a motorcycle or other vehicle. E.g. Early diagnosis of Epilepsy. It

may also cover lesser ailments and the general feeling of being unwell. E.g. Having a common cold or
headache etc, but any condition that either limits the rider to control a motorcycle effectively or to process
information that will ultimately lead to poor decision making, should be considered a worthy reason not to
ride or drive.
Medication - Any medication, either over the counter or prescription, may have an effect or rather a side
effect that may create a mental of physical impairment. Some medications will clearly recommend driving
should not be performed for a specific period. If you are taking medication, be sure to read the possible
side effects of that drug and take note of how that drug effects you personally. It may mean that because of
the medical condition and the medication taken, that riding or driving is out of the question. If in doubt,
either ask a medical professional or at your local pharmacy for advice.
I have purposely not considered narcotic drugs here as they will clearly have a negative affect on the
rider’s or driver’s ability to control a vehicle, however, if you have taken narcotic drugs...for whatever
reason...be sure that you have allowed enough time for the effects of the drug to wear off, prior to riding or
driving...this may mean a significant number of hours need to pass, before the effects will no longer be
considered to have an affect on information processing and reaction times.
Stress - Everyone has to deal with stressors in daily life. The impact of stress can assist, motivate and
allow us to achieve our daily goals. Stress improves our performance up to a certain point, however there
is a threshold at which increasing stress will start to decrease our performance. This can be applied to all
aspects of life, and driving or riding performance is influenced by stress factors. These can either be
environmental stressors or life stressors that may affect the driver.
The environmental stressors may be those that the driver or rider will encounter whilst controlling the
machine, be those the weather state, traffic density or road conditions, etc. The life stressors may be those
that are to do with, family life, or friends, health, finances, employment, etc. If at some point the driver or
rider is distracted because their attention is focussed on their life stress or they are unable to deal with the
increasing environmental stress, then this creates a situation whereby performance is reduced, which
ultimately may lead to an accident.
Whilst it is simplistic to say...”leave your worries behind”, and for each individual the stress is subjective, it
should be noted by any driver or rider that extra care and vigilance is required when facing any level of
unusual stress. It may even mean that you choose not to drive or ride on a certain day.
Alcohol - Of course, any alcohol will affect the rider and driver and their awareness & performance and
there has been a growing trend towards a permissible zero amount of alcohol in the body before driving or
riding. Attitudes towards drinking and driving have also changed over recent years, with it not being
condoned by our peers or the authorities because of the terrible potential consequences. However, there is
also a case to answer of recent alcohol consumption and how that effects driving or riding performance.
Many people will ‘do the right thing’ and drink alcohol socially either at home or have a designated driver,
but many may still awake the next morning not realising that they are still over the legal limit or are still
under an influence of alcohol which may be affecting their performance. The dreaded hangover affects us
all to varying degrees and it will also affect our capability to process information and control the vehicle.
Any driver or rider should acknowledge that if they will be driving or riding the next morning, then they
should limit the amount of alcohol consumed the night before.
Riders are especially vulnerable as this set of circumstances may negatively affect to control of the
motorcycle thus leading to an accident. In any situation where the rider or driver recognises these
conditions, they should delay taking to the road.
Fatigue - Whether considering mental or physical, temporary or prolonged tiredness that can manifest
itself with varying symptoms, if the rider or driver is suffering from any of these conditions, then they should
either refrain from driving or riding, either before the journey or along the route. General slight tiredness
can be overcome relatively successfully and these affect everyone on a regular basis. However prolonged
fatigue is a much more serious condition that can be a significant impairment to driving or riding. Any road

user should not only be constantly aware of their own state of fatigue, especially at night when the
symptoms are more prevalent for most people, but also be aware that other road users may be suffering
from this also which may create a hazardous scenario.
Eating - When did the rider and/or driver last eat, did they have breakfast, lunch, etc? Many accidents can
be traced back to a low blood sugar level caused by the lack of food in the few hours prior the incident.
Also factor in lack of fluid intake (non alcoholic) leading to dehydration especially in hotter temperatures. It
is important to eat on a regular basis to maintain nutrition, to keep satisfactory concentration levels.
As the weather improves, more riders will venture out onto the roads and travel longer distances and
regular eating and drinking of soft drinks should always be factored into the riding plan.
Riders and drivers should constantly monitor their own state of health and factor in ‘I’M SAFE’ before each
ride, not only for the immediate time ahead but consider how you might be feeling at the end of the day or
the next morning. With this in mind, the rider and/or driver is able to consider contingencies that will enable
improved monitoring and ultimately enable optimum performance.
At first this may seem a cumbersome task, however, just as with the pre ride motorcycle roadworthiness
check, if the rider performs the ‘I’M SAFE’ before each ride, then it will soon be an automatic process
which leads to greater awareness of oneself, how you are riding and how others might be driving.
RIDE AWARE!/RIDE SAFE!
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Is Going Fast...Too Fast?
If we asked 100 people this question, we would probably get 100 different answers as there are many
variables to consider and ultimately how do we define...Going Fast?
The relationship between speed or rather higher speeds and injury severity have long been known...the
higher the speed, the greater the possibility and probability for injury; be them minor, severe, life altering or
fatal. A true absolute cannot be guaranteed because there are other factors to consider such as type of
vehicle involved and what level of protection is given.
Crash resistance in vehicles has improved greatly over years of development, or rather the way in which
the impact energy is transferred through the vehicle and minimises the effects on the human body.
Many accidents involving ‘new cars’ may give the impression that there has been an extreme impact force,
however, because of the way the car has been designed most of the impact force has been absorbed by
the deformed structure of the vehicle (within the crumple zones). However, this transference is limited and
the human body is still subjected to extreme forces, especially when impact is made with a much larger
vehicle (e.g. car vs lorry) or a solid & immovable object such as a wall or building. Motorcyclists and of
course cyclists & pedestrians are subjected to much greater impact forces when the collision speed is
higher because of relatively little protection that is afforded to the body.
The relationship between higher speeds and a higher accident rate is also considered to be sound, and
indeed many studies and reports from various countries and research organisations have concluded this in
their findings. Indeed the World Health Organisation concludes that approximately 30% of road deaths are
as a direct result of speed in developed countries and speed accounts for approximately 50% of all road
accidents in developing countries.
However, there is a distinction to be made between what is considered as excessive speed, or rather
speed which contravenes a speed limit imposed by the authorities, and speed that is considered
inappropriate for the road type, road conditions and weather.
Speed limits are imposed by local authorities for various reasons and these are not necessarily concerned
with absolute road safety or rather the absolute probability of higher accident rates. Many speed limits are
imposed as part of traffic calming measures for a local road network system, or as a result of pressure
from local residents or witnessed driving speeds which are perceived as being too fast for the specific
road. Speed limits are also imposed because at certain times of day, e.g. during rush hour when the traffic
density is high, a higher speed limit would be considered inappropriate. Of course a speed limit may have
been imposed because there has been a high incidence of accidents over a recent period. The speed limit
is set as a maximum limit for all situations, hence it is a blanket policy to cover all eventualities, however
this does not mean that a driver or rider should always drive or ride at the speed limit.
This is where appropriate speed comes to the fore. The driver or rider should always be conscious of the
road conditions and the state of the weather as well as traffic density to determine whether a reduced
speed is appropriate to reduce the probability of having an accident.
Certainly there are certain types of roads that will allow appropriate speeds up to the speed limit in almost
all conditions, these roads are usually motorway or multi carriage highways. There are also roads such as
country lanes, that although may have a higher speed limit assigned to it, it may not allow appropriate
speeds up to the limit.

IF we consider speed, as it relates to an accident probability then, ultimately any speed that does not allow
the rider or driver to react in time to avoid an accident, is considered travelling at excessive speed. E.g. a
vehicle that is travelling at 10mph below the speed limit on a country lane and the driver loses control of
that vehicle and is involved in an accident would be considered to be travelling at excessive speed either
for the road or road conditions and driver’s or rider’s skill limit. However what is really the case is the
driver’s or rider’s time to react to a set of changing variables that suddenly present themselves in the road
ahead. This reaction time can be affected by many other factors that are not speed related, such as
alcohol, drugs or fatigue etc.
If we consider the opposite view; if a vehicle is travelling on a multi carriage highway when traffic density is
very low and the speed is e.g. 20mph over the speed limit, would this be considered excessive speed?
Well yes, in terms of the imposed speed limit, but not necessarily so, with regards to a high probability of
having an accident. The driver will have a much improved view to assess the road and any potential
hazards ahead and thus be able to react in time to avoid the hazard.
When the emergency services respond to a road traffic incident, one of the key questions asked is what
was the speed of the vehicle involved and ultimately can the impact speed be determined. The various
agencies use this information in different ways;
The Ambulance Service use this to gauge the level of potential injuries that may have been sustained and
this speed assessment and ‘mechanism of injury’ is then relayed to the trauma teams at the receiving
hospital who assess this factor further.
The Police Service use this to gauge how and why the accident or incident occurred and ultimately to
apportion culpability or not.
The Fire & Rescue Service use this to gauge the extent of damage caused to the vehicle and potential
further hazards from ruptured fuel tanks and risk of fire etc, but also to assess how stable the vehicle is
and what level of rescue equipment will be needed to rescue the occupants.
Higher speeds do reduce the driver’s and rider’s ability to process information at a constant rate, hence
reaction times are slower with regards of distance travelled. All road users should be aware of any factors
that affect reaction times and the ability to process information.
High speed does not mean that there is a greater risk of being involved in an accident in all situations,
however depending on the type of road and road conditions and weather and the proficiency of the driver
or rider, there is a higher probability of not being able to avoid a hazard that presents itself in the road
ahead.
Speed limits are a catch all policy to allow for many environmental conditions and variations in riding and
driving experience and proficiency. The use of appropriate speeds and adopting defensive and
conservative styles will enable the driver and rider to dramatically reduce the probability of accident
incidence.
When responding to road accidents, a common comment from emergency crews is; “They ran out of road,
brakes and ideas!” This is usually attributed to single vehicle accidents and usually when the injuries have
not been severe, however it illustrates an assessment has been made of a situation that really could have
been avoided.
This type of incident affects all vehicles, and a significant percentage of motorcycles are involved in these
kinds of incidents, where excessive speed and a misjudgment of a road or conditions has been the major
cause of the accident.
All road users should use appropriate speed, and motorcyclists should even more so. Motorcycles have a
greater power to weight ratio in most cases and especially in high performance motorcycles, high speed
and excessive speed can be gained relatively easily. It is the actual ability to control the motorcycle at
those speeds versus a perceived ability to control at those speeds that usually leads to an accident.

As riders, there is a very real temptation to ride at high speed and sometimes those speeds are excessive
for all roads and all conditions. Each rider should assess not only the speed they are travelling at but most
importantly will they be able to react in time to avoid a hazard that presents itself. A road rider should not
be influenced by media images of high speed or by track performances of motorcycle sports riders, as that
is not the ‘real’ situation a road rider will face.
Give yourself TIME & SPACE! Ride at Appropriate Speeds!
RIDE AWARE!/RIDE SAFE!
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It’s Cold Out There!
How do cold temperatures affect a motorcycle rider, the motorcycle and ultimately motorcycle control or
the interaction between the road and motorcycle?
Variations in temperature have significant effects on the 3 major components of motorcycle control, be
those; the rider, the motorcycle or the road and they are all effected in varying degrees in different ways
but at the same time.
The rider is affected by cold temperatures in two ways, either by ambient cold temperatures or cold wind
temperatures which is really what a rider deals with when in motion.
With ambient cold temperatures the body loses heat at the skin and the body heat is transferred to the
surrounding skin to air layer, which then acts as a minor insulation layer. The colder it is, the steeper the
temperature gradient will be from the body temperature, thus the body will lose heat at a greater rate until
ultimately the body does not have the energy reserves to keep the body ‘warm’ and it is at this point at
which the ‘health of the body will rapidly spiral downwards into hypothermia. The way to maintain energy to
produce body heat is to shelter, wear clothing and to eat & drink.
When the body is exposed to moving air or wind, the air that is heated by the body is quickly blown away
and is replaced with the colder air, thus maintaining a steep temperature gradient which will make the body
lose heat more quickly. This is essentially wind chill, where the wind is artificially maintaining the steep
temperature gradient which causes the body to feel and be colder.
The cold causes the body to retreat and defend itself, by sacrificing the body extremities and preserving
the central core. At first the body reduces blood flow to the furthest parts of the body, be those the hands
and feet, hence why when riding the hands and feet are affected first in two ways; by the wind chill effect
and by the reduced blood flow.
Any other exposed or poorly insulated parts of the body will also start to feel the effect and one of the first
problems of the cold is how the rider ‘feels’ the controls. With cold there is a reduction in performance of
nerves and muscles, hence sometimes when you have stopped riding and try to take your gloves off it
becomes a tricky task as all your digits are numb and you end up taking them off by pulling at the gloves
with your teeth.
If we relate this lack of sensation and lack of mobility to motorcycle control, then the colder the rider feels,
the less sensation and mobility they will have, the less command of the motorcycle controls they will have.
It is this process by which many people who are progressively getting colder in exposed areas, may well
suffer from varying degrees of frost bite.
Other early symptoms of the cold affects are ‘goose pimples’ which is where the hairs on the skin are
moved to create a greater insulation layer. However this is legacy of early man and animals which have
much more hair and functions much better. On the modern body it serves no purpose.
Shivering and trembling and chattering teeth are also another symptom of cold, whereby muscles and
body tissues start to contract rapidly which initiates heat production.
Another well observed symptom of feeling cold is the desire to urinate as the body restricts blood flow to
the extremities. The overall body blood volume decreases and the blood pressure increases and the body
compensates by attempting to reduce the volume of fluid by causing water expulsion in urine.
The cold also has influence on the brain function and how it ultimately will affect the rider’s ability to control
the motorcycle in a specific way for a given set of environmental conditions.
For the rider, as long as the ‘health of the body’ remains stable and the body does not lose too much heat
which would cause hypothermia, then essentially the brain function is not effected. However, what will be

effected is the ability to concentrate, focus and resist distraction. All of these will increase the probability of
poor decision making and having an accident.
Most people will be able to resist colder temperatures for short periods without any symptoms of feeling
cold, and the same is for motorcyclists. The longer the journey and time riding, the greater the affect of
cold will be. By wearing extra layers or suitable winter motorcycle clothing will minimise the affect of cold
and the heat loss of the body. There are also heating systems which may help to resist the cold, such as
heated grips, heated vests and large accessory windscreens, handlebar muffs and guards which may
protect from the cold.
One of the greatest problems a rider can face is being cold and wet which only compounds the problem
further. Being wet speeds up the body cooling process as water is a much better conductor of heat, so
having good waterproof clothing or waterproof over clothing will help to protect against this.
The motorcycle is affected in various ways, from engine performance to braking and handling.
Engine power is generally improved in colder temperatures as the air entering the cylinders is colder and
hence more dense which means greater combustion which equals greater power.
Engine Oils & Gearbox/Transmission Oils will be thicker (more viscous) in colder temperatures which will
mean they are less fluid and will not be as protective as when they are warmer. Oils have a recommended
minimum operating temperature which is most crucial at first engine start of the day and in severe cold
temperatures.
Brake fluid and braking is also effected by the cold temperatures, but not so noticeably. All fluids are
designed to operate at a certain temperature range from very cold to hot and depending on the fluid
specification will have different performance characteristics. When the brake lever/pedal is pressed the
fluid, which resists compression, forces the brake pads or earlier shoes to the disc or drum which creates
friction, the greater the heat the greater the friction up to a certain point. There are minute changes in the
thickness of metals in the brakes and they will start at a colder temperature, however pads should be set
to hug the disc which when is in motion generates heat, so the colder starting point is cancelled out to a
certain degree. Under cold dry conditions, there is little a road rider will notice, but there might be some
noticed at more aggressive speeds or on a race track. The differences in fluid specifications also allow for
changes to the properties of the fluid under increasing operating temperatures. Under higher temperatures
certain fluids under changing pressure will form gas bubbles which are highly compressible which will
dramatically reduce braking performance. If the brakes are cold and wet, then there is less resistance and
less friction which means less braking per a given lever/pedal setting, therefore the rider will have to apply
more braking pressure to generate more heat and friction.
Tyres are probably the most effected component on the motorcycle with the variations in tyre pressure and
the interaction with the road surface. When cold the volume of the tyre decreases and the pressure
decreases within the contained space of the tyre. This results in the tyre being under inflated and may run
slightly flat. This under inflation also causes the tyre to move and change shape under force which reduces
its performance in handling and braking, increases wear and fuel consumption.
The tyre should be in good condition with adequate tread depth and the tyre pressure should be checked
when the tyre is cold, which will ensure that the tyre operates at it’s best in the cold and wet.
Motorcycles tyres come with specifications that vary according to dry grip performance, wet grip
performance, long distance hard wearing & economical, etc. Be sure that your tyres are road worthy and
you are confident of their capabilities in the cold and wet conditions.
The road conditions may change dramatically during the winter months, be them wet, icy, leaves and
debris, lifted oil residues which create an unstable layer between the tyre and road surface. This affects
the interaction between the two and the result is that it affords less friction, hence less grip.
The road surface quality may also change in the cold and winter months with potholes and cracks forming
from either water and ice affects or by traffic loading.
During cold periods, many agencies will treat the roads with deicing substances (salt, grit, chemicals) or
rather anti icing substances which will only perform up to a certain point. Riding over these substances will
provide less grip as another boundary layer is created between tyre and road.

A rider should constantly assess the condition of the road and be very mindful of anything that will
dramatically reduce the performance of the tyres. Pay extra attention to weather forecasts and how that
might affect the road surface.
Be prepared that the interaction between the tyres and road surface may decrease grip, handling, stability
and braking performance.
Finally:
Wear Clothing that keeps you warm and comfortable.
Be sure that your motorcycle is winter roadworthy.
Make sure that you feel ready to ride!
Acknowledge that there will be reduced handling and braking performance!
Think ahead, ride more conservatively and smoothly, be prepared for poor road conditions.
RIDE AWARE!/RIDE SAFE!

HELI BIKES
Motorcycle Safety Initiative
www.helibikes.co.uk

Look Mum! I’m On TV!
Just as I have been planning various filming projects for HELI BIKES, I am reminded of a growing
incidence of road accidents, many involving motorcycles whereby the accident...or at least one particular
view of the accident has been caught on camera.
Over many years there has been growing development and use of filming equipment to capture a
motorcyclist’s riding prowess or antics either from remote or onboard filming equipment. Since the dawn of
home movies, someone...somewhere has been taking footage of riding or driving and whilst capturing an
accident on film has not been the motivation for filming, nonetheless many incidents have been caught on
film as the cameras continue to roll during the ensuing chaos.
Certainly over recent years with the development of the affordable sports cameras, many riders are taking
onboard footage and uploading it online to ‘show all’ their ride and more recently many riders are recording
their rides so that, in the event, of an accident, they may have footage that can demonstrate culpability.
The ‘YouTube’ generation of film makers do provide countless examples that the ‘viewer’ can access and
form their own opinions and stir varying emotions. Some footage can be educational and instructional or
something that falls on the other end of the spectrum, however they do, at times, serve to feed a certain
voyeuristic appetite.
Many times we can look at these videos and thank our lucky stars that we were not involved in the incident
that we are watching, or even easily condone what we are seeing with a ‘wow’ or a snigger, when probably
most of us would likely condemn the actions in the ‘real world’
Easy to search are the examples of riders who film their speedometer and who attempt to achieve their
bike’s top speed on motorways or country roads, and those who film overtaking or filtering (lane splitting)
at very high speeds, and let us not forget the riders who film their own stunts...wheelies or stoppies, etc.
Although we can get footage of an accident, it is very rare that we as viewers get access to footage of
what happens next! The injuries or fatalities and the whole emergency response and hospitalisation and
months of treatment and therapy. For this reason, most of the viewers are disconnected and not
emotionally attached to what they are seeing on screen, or are not invited to consider the potential
repercussions.
This is not necessarily a bad thing as it does protect the viewer from certain horrific realities, however it
also does perpetuate this disconnection and does not promote ‘responsible film making’
I am not saying that these movie clips should not be made, or even censored...far from it! I am merely
saying that when a viewer chooses to watch these they may wish to consider beyond the footage.
Likewise, the film maker may wish to consider the consequences of their riding actions and also how this
footage may be perceived by others. I know!...This all sounds rather ‘holier than thou’ but it certainly isn’t
meant to be.
Many accidents over recent years, and this is potentially a growing trend, have involved motorcycles or
motorcyclists that have sports cameras either mounted to the bike or helmet. As discussed, many
motivations are to capture the ‘thrill of the ride’ and whilst no link has been proven that the act of filming is

causing accidents, however there might be a link between the motivation for filming and the monitoring of
filming.
For example; if the reason to mount a camera was to film riding at very high speeds on a public road, then
there is a certain increase in probability that the rider will either lose control under high speeds or under
hard braking or will not be able to take avoiding action to prevent an accident.
There is also a higher probability that the rider will be distracted from their riding actions because they are
considering whether their riding will look good on film...‘The Director Effect’ if you will! The rider, now does
not ride fast...for the ride, but now rides fast for the film, hence the psychology has changed.
Similarly riders who mount cameras just in case they are involved in an accident, may inadvertently be
engaging in a self fulfilling prophecy. E.g. a rider may approach a junction and a car may emerge from the
side road into the path of the motorcycle. The rider may take the avoiding action, but may also be
considering; ‘I’ve got this taped’... ‘I can prove you were in the wrong’, which leads to split attention which
can create a scenario whereby the rider does not take adequate action to avoid having a collision with the
car, hence the psychology has altered the ability of the rider.
Is this stretching the accident causation somewhat? Well, maybe a little! However riding and distraction is
never a good combination and there have been countless accidents whereby the riders were filming for a
particular reason or for a ‘new stunt’ that they were recording.
If the motivation for filming was absent, would the motorcyclist still ride in a particular way, at a certain
speed, on a particular road, etc. The question is whether the rider would still have had the accident even if
they had not mounted a camera and wanted to film a ride. That is the Matrix!
RIDE AWARE!/RIDE SAFE!
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Medical Truth About Modern Helmet Design!!

!

!

Whilst reviewing some of the protective equipment on the market, and notably the relative
advances in helmet design over recent years, I was reminded of an overall problem that designers
and their respective marketing departments have possibly overlooked. !

!

In the event, of an accident, the emergency services respond to an incident involving a
motorcyclist, in which they provide emergency aid to the patient and where possible provide
treatment that may preserve life or may stabilise a patient until the patient is transported to
hospital whereupon further treatment is given. !

!

Medics routinely gain access to the torso and limbs by cutting away at clothing, to first assess any
injuries and provide treatment. Sometimes much to the displeasure of the rider, expensive
motorcycle clothing is cut through, sometimes this takes some effort as the modern materials
used can provide some useful resistance to the medics scissors. !

!

One of the most problematic areas is the helmet removal and the potential for further injury to the
head and spinal cord. Whilst medics are trained in helmet removal in a traditional sense, they are
not necessarily aware of the latest designs such as the air pump systems, or the EQRS which
enables the cheek pads to be removed whilst the helmet is still in situ, and which ultimately have
been designed or partly so to assist medics to remove the helmet, in order, to provide treatment. !

!

The issue is not with the design, nor with the marketing of the system amongst the motorcycling
businesses & public, moreover it is the marketing of these designs amongst ambulance and other
emergency services whose workforce are not necessarily part of the motorcycling public. !

!

Sometimes even when the ambulance service, as an organisation, are aware of the new designs,
the medics themselves may not be aware of it or at least may not be aware of how these helmets
have been designed to assist them in giving treatment. !

!

The ultimate aim of the medic is to secure the airway of the patient (so that they are able to breathe
either naturally or assisted) and treat any head injury and stabilise and restrict the head from
movement to protect from further known injury or possible injury either to the head or spinal cord,
in order to transport the patient to hospital for further treatment. Of course all medics will be
trained in how to remove general helmets and will be able to successfully remove any helmet, but
many will be using traditional techniques because they are totally unaware of the updated designs.

!

Of course more communication and greater information is always welcomed by any emergency
service crew, but due to staff turnover and because most emergency service crews, as an
individual crew, will seldom attend a motorcycle accident (possibly less than 5 per year), and with
most of those crews not necessarily part of the motorcycling public, then it is unsurprising that
many crews are not aware of the latest advances.!

!

If we consider a Paramedic/Medic on an ambulance, they have to cover a vast array of prehospital
human conditions and situations. In reality, motorcycle accidents, form a very small percentage of
their daily working lives. Unless there is a particular location with a very large ‘motorcycle
community’ and a very small ambulance service or in some cases only a single ambulance

response, in those situations there might be a higher percentage of experience of motorcycle
accidents per individual crew, otherwise medic crews will not see this kind of incident on a regular
basis.!

!

As specialists in responding to traumatic injuries, air ambulances deal with significantly more
motorcycle incidents per year. On a particular air ambulance that I have worked on for many years,
a regular annual total of 70 - 80 incidents were attended, some years, there was significantly more.!

!

Even on our unit, the medics are not necessarily, up to date on the latest helmet designs and
usually revert to traditional practices when treating a motorcyclist.!

!

So the reality is, unless the motorcycle clothing, accessory & helmet designers actively market
their products within the emergency services industry and provide training packages to fully
explain to medics how their designs are intended and unless within the ambulance services there
is a much improved dissemination of information, then these designs will ultimately provide little
assistance in the treatment of a motorcyclist.
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Mistakes in making errors!!

!

!

A common theme weaving its way through accident scenes is where basic errors have been made and
basic errors were not recognised by riders or drivers, which ultimately led to an accident.!

!

This is so common that it was the inspiration for a rider awareness sub campaign I launched last year
called: “I SEE YOU!…DO YOU SEE ME?” This is aimed at riders to identify their own riding standards &
actions and their affects on other road users and also identify the standards & actions of other road users
and how those might affect the rider & motorcycle stability.!

!

There are two fundamental issues here, in that, we assume that drivers should not be making errors and
we are generally not expecting things to go wrong! It is the lack of preparation for error making, an over
expectation that mistakes will not be made and an overestimation in our own abilities and capabilities of
dealing with emergencies.!

!

This expectation misinterpretation is consistently found in both single & multi vehicle accidents and
something that I frequently witness when attending motorcycle collisions. E.g. A rider is overtaking slow
moving or stationary traffic and does not appreciate they might be riding in a driver’s blind spot. The rider
also does not factor for a driver that cannot get a clear view or does not even look properly. The result is
that a driver suddenly turns right across the rider’s path, either wishing to turn into a side road or perform a
U-turn and ends in a collision.!

!

This same contributing factor is found with virtually every accident scenario you can think of, whether it’s at
a junction, an overtake, on a bend, etc…at some point someone has made a mistake…from minor to
major which set off a chain of events which result in a collision that was unavoidable or one that could not
be avoided by the rider or driver involved.!

!

So why is there such a low expectation that things can go wrong and believe that actions will not result in a
negative consequences? Well…it’s partly within us…it’s part psychological & part physiological. We are
prone to making mistakes but we’ll also believe that errors are the curse of others. But it is also part
conditioning…from initial training to advanced, from novice to experienced…we tend not to focus on
whatever the worst scenario might be, but rather we’ll view our riding world through optimistic eyes.!

!

So how can we raise our expectation of the negatives? Well. individually we can place greater emphasis
on our own riding standards and behaviours but also analyse the actions of other road users with greater
scrutiny. We can all gather more information about our current or future riding environment and have a
greater library of negative scenarios to reference. If we know what to expect and are prepared to deal with
those situations, then we’ll be more successful in dealing with them. It is ultimately about gaining more
knowledge and engaging with more scenario based training.!

!

So that’s our part taken care of…so what about drivers and other road users? Well the same principle can
be applied to all and the greatest challenge will be to develop this thought process throughout. In the end,
it is about making the correct decisions and informed choices and all it requires is more emphasis in
training, recurrent training and testing standards and more widespread public information streams on the
subject…now that’s something to lobby for!!

!

Whenever I ride…or drive, I’m making a constant assessment of my riding environment and making my
riding security my responsibility and persistently asking myself: “I SEE YOU!…DO YOU SEE ME?”!

!
RIDE AWARE!/RIDE SAFE!!
!
!

Alf Gasparro!
HELI BIKES - Motorcycle Safety Initiative!
www.helibikes.co.uk!
www.facebook.com/HeliBikes!
www.google.com/+HelibikesCoUk!
www.youtube.com/HELIBIKESTV!
enquiries@helibikes.co.uk!

!
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Motorcycle Injury Recovery!!

!

!

The types of injuries sustained by a rider involved in an accident can be varied and are the severity
influenced by impact speed & force, angle of collision: glancing or blunt force or penetrating trauma, the
type & density of object or structure collided with…and also to a lesser degree the type of protective
equipment worn.!

!

As I’ve stated in previous articles, the protective equipment will reach a performance limit and its
effectiveness rapidly reduces as impact speeds increase and collisions are made with more dense objects
at more acute angles! Hence why the best protection will be given against abrasion when a rider is sliding
along the surface and not bouncing or colliding with any object such as curbs or street furniture…this is
regardless of the brand or cost of protective equipment.!

!

When a rider sustains an injury, the recovery process starts immediately, however this is not assisted by
medics or bystanders, but more the body itself will attempt to heal, isolate & purge and prepare for
blocking of infection through our immune system. Of course, this may have minimal affect, especially with
serious injuries, such as excessive bleeding, organ, nerve & tissue damage or even brain injuries, but
nonetheless the process is starting.!

!

As medics arrive and provide stabilising treatment and attempt to cease or reverse causes of injury, this
healing process gathers pace through medical interventions, drug therapy and body immobilisation. The
idea here is to prevent further injury, stop any deterioration & excessive blood loss if possible and reverse
or push back the initial causes & affects and any post traumatic injury pressures on the body.!

!

This process continues until the patient arrives at hospital, enters the emergency department and
continues through with treatment, surgery - if appropriate!, & rehabilitation. Some injuries, of course are
not survivable, either at the road side, en route to hospital…or even when admitted. Conversely, many
injuries are not only survivable, but also are ever increasingly fully recoverable.!

!

Injuries that are survivable, may require a long time to recover from…and this is many times overlooked or
not appreciated by many. I say recovery in terms of survivability, however this does mean that all
survivable injuries are ever fully recovered from both in terms of physical & psychological states.!

!

Medical interventions may require amputation of limbs, tissue & skin repair which may leave scarring not
only at the injury site but also on other parts of the body. Body function from either skeletal or nerve &
muscle injury may be severely affected and possibly lead to mobility issues and disabilities. Internal organ
damage and brain injuries may lead to body & brain function incapacities…all of which may be temporary
or permanent.!

!

We often think of motorcycle injuries in two ways…either they are not survivable or they can be recovered
from quite quickly, however this recovery time is purely subjective and may be a lot longer than you might
think. It can be influenced by the type & level of treatment given, how healthy the patent body is…and of
course by the nature of the injury and how each body responds to treatment.!

!

‘Simple’ bone fractures can take weeks to heal and return to normality, whereas nerve, ligament & tendon
damage can take a lot longer…sometimes permanent impairment resulting. Any limb injury with severe
bone fractures and tissue damage may take more than a year to heal to an acceptable degree if free of

complications. Any internal organ damage may require surgery to repair, surgery to replace with a
transplant in time, or may require years of treatment and therapy. Brain & spinal cord injuries may have
temporary but also have permanent affects in terms of reduced function & mobility, incapacity and or
paralysis.!

!

Rehabilitation & physiotherapy may take many months to assist in recovery and added prosthetics may
take considerable time also. Suffice to say, that any injury that severely impacts on body function may
result in long recovery times, long temporary incapacities or permanent life changing conditions.!

!

Over many years of responding to all sorts of traumatic injuries and some of the most severe coming from
road traffic injuries…especially those involving motorcyclists, we have witnessed the full spectrum of injury
and many times we are able to catch up with patients and hear their stories and how long their recovery
process was and their continued health issues. !
Sometimes we transport or respond to patients who were involved in motorcycle accidents who have
sustained paralysing injuries, who have further emergency health issues. Either with: Diplegia (Upper limb
paralysis), Paraplegia (Lower limb paralysis) or Quadriplegia or Tetraplegia (Upper & Lower limb paralysis)!

!

There is nothing more sobering, even for us as members of the emergency services and air ambulance
crews who routinely deal with traumatic injuries, to hear these accounts, meet ex patients or respond to
patients living with the consequences of stabilised but unrecoverable injuries.!

!

We as riders, should always be planning to avoid an accident, look at early hazard development and the
hazard potential. !

!

Avoidance is key because survivability & recovery is never guaranteed! Ride like you’ll never have an
accident & never need to test the protective equipment. Wear protection just in case you do have an
accident and hope it can protect somewhat.!

!
Plan for the worst & hope for the best!!
!
RIDE AWARE!/RIDE SAFE!!
!
!
!
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Motorcycling & Safety Cultures
As with all activities in life, there is an associated risk attached and it is our ability to limit substantial risk
and personal injury that enables us to do these daily activities.
Safety systems and protocols exist, often without us actually being aware of them, to enable us to achieve
our goals.
Unfortunately, ‘Safety’ as a general concept, gets a bad press as being too restrictive and hinders our
freedom to exercise our pastimes, but in reality the ‘safety blanket’ actually protects those freedoms we
actually hold so dear.
If we consider motorcycling and motorcycle design over the last few years, there have been tremendous
advances in biking & personal safety especially in protective clothing and general technology, however
each in itself will offer protection up to a certain point...it reaches a performance limit!
An over reliance on any protective equipment or technology without a regard for ‘safe’ operating practices
will ultimately lead to a high probability of injury or fatality. Indeed, on this very point, whole industries and
regulations have been created to deal with this.
Each time a motorcyclist rides a motorcycle, there are inherent risks associated with that, which most
riders acknowledge however many seldom & regularly attach a ‘safety system’ to their riding.
A ‘Safety System’ is one where a rider consciously and proactively seeks potential hazards in order to be
able to avoid them. By acknowledging environmental conditions such as weather and road conditions and
consciously striving to improve road positioning and hazard perception whilst riding at an appropriate
speed for the conditions, the rider is able to ride safely whilst fully enjoying the benefits of motorcycling for
the present and future.
A safety culture is one where each participant not only employs a safety system in their daily routine, but
also is able to openly promote the general concept with others who in turn then adopt the same system. As
individual riders it is often easy to become ‘disconnected’ with the rest of the riding community. In many
cases individual riders’ only source of safety information is from magazines or the internet and that is an
area that could be hugely improved upon.
Riders who belong to groups or clubs, in general terms are more likely to adopt a safety system or safety
culture, however in many cases they are totally unaware they are adopting a ‘safety culture’. In real terms
the system does not have to be so formal, in fact it can be as simple as a general discussion in passing.
It is beneficial to engage with groups and clubs etc to be part of this informal discussion process, however
it is up to the individual rider to seek out continued training or advanced training to develop skills in their
‘riding career’.
For many riders, advanced training or further riding courses is not something that is necessarily appealing
for various reasons. An alternative is to adopt the ‘rider buddy’ system in which riding friends actually take
turns in looking how the other rider is riding and then discussing the points which were good but also which
could be improved upon. The idea here is not to publicly embarrass someone, but merely to raise points
which can be beneficial for all. When riding in any size of group it may also be beneficial to have a brief
chat beforehand to talk about riding speeds, lead rider and other rider roles etc and after the ride then
collectively discuss how the ride went, the good points and the not so good.
By adopting this safety culture, it becomes the norm which leads to reducing the potential risks by
improving riding practices and hazard perception...individually and within groups.
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Motorcycling Hazards!
As for motorcycling hazards, there are obviously many, and even minor hazards can have major
consequences in the right circumstances.
Many will claim that the greatest hazard to a rider is at junctions and intersections, but whilst there is some
truth as illustrated by some statistics, it does not tell the whole truth.
Many will claim the greatest hazard is the other road user...‘The Driver’!
Others prefer to focus on deteriorating weather, poor road surface, poor driving practices...but seldom do
we collectively focus on the rider him/herself as the major hazard.
My experience shows me that there are five main hazardous areas for riders:
On Rural Bends - Usually at higher speeds & higher powered machines
At Rural Junctions - Usually at higher Speed & higher powered machines
At Urban Junctions - Usually at lower speed & including lower powered machines
During Overtaking
Low & High Speed Filtering
However the major hazards for motorcyclists is not so much the situation they find themselves or will
encounter, but moreover the rider's approach and awareness of the situation and the inability to avoid the
developing hazard.
The major hazards that have caused motorcycle accidents are primarily concerned with the following…and
some of these can apply to riders as well as drivers but are in no particular order.
Poor Observation - Of traffic density and road layout.
Distraction - Either by in car or on bike affects that reduce concentration levels
Lack of experience or recent riding experience - Many accidents involve low time riders or riders who have
not ridden in some time…usually after the winter lay off.
Fatigue & Dehydration - Especially during the holiday seasons or around bank holidays
Low appreciation of weather affects - on road surface, on motorcycle performance and rider physiological
performance.
Poor Road Positioning - Either by tailgating, cutting corners, riding too close to oncoming traffic or too near
the nearside when approaching junctions.
Inappropriate Speeds for the road type, conditions & time of day - This does not necessarily mean overly
excessive speeds but merely too great to avoid being involved in a collision and a very common example
is the entry speed into a bend, either causing the rider to run wide and leave the carriageway or collide
with an oncoming vehicle.

Low awareness of developing and potential hazards - not recognising the tell tale signs of hazard
development and not expecting the unexpected.
Over confidence & lack of consideration of other road users - Being confident is important but not at the
expense of ignoring the implications and consequences for all road users.
Poor Road Reading - Not factoring for changeable road surface e.g. mud & ice or potholes & debris, and
not factoring for changes in road routing or not reading road signs properly.
Whilst there are multiple hazards which are perfectly manageable and there is a low probability of having a
motorcycle accident, any rider who does not factor for those hazards and adapts riding styles and
practices to suit, will inevitably increase that probability. The level of injury is then directly linked to the
speed of collision, the type and density of the collision objects and the angle at which it is hit and of course
the level of protective equipment that is worn does factor in certain situations.
Ultimately at some point there has been human error, either by the rider alone or, jointly or solely by
another road user. There has been poor decision making and poor manipulation of controls that have led
to a collision.
The real hazards are mainly due to the approach to riding and dealing with and avoiding hazards, rather
than the hazard itself being the issue.
Risk & hazard management is really about identifying hazards and hazardous scenarios and then having a
contingency to deal with them or avoid them.
The rider should not let a hazard take them by surprise and be caught out by it. Always have a plan, be
prepared to deal with a situation and focus on executing that plan. ‘Plan for the worst and hope for the
best’
RIDE AWARE!/RIDE SAFE!
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Motorcycling Philosophy!
What would you categorise yourself as being: A Rider?, A Motorcyclist?, A Biker?...etc... What riding
mentality or riding style do you consider yourself to have: A Racer?, A Cruiser?, A Tourer?, An Off Roader?,
A Learner?, An Advanced Rider?...etc...
Riding motorcycles, motorbikes, scooters, mopeds, trikes...means different things to different people and
under the umbrella of the motorcycling community there are many groups and many different ideas and in
many cases these ideas conflict with each other.
If we start with the common denominator which is there is a mode of transport that has two or three
wheels, and for many riders, that is enough to have a common bond, to say hello to a stranger who is also
a rider..to start a conversation about bikes or roads, etc.
But beyond that is where the preferences and ‘divisions’ start to show themselves and many will lean
towards a certain style of motorcycle or style of riding or even towards a certain lifestyle...and this is where
sometimes there is a perception that some riders are motorcyclists...and some riders are bikers...and
some are scooterists...etc.
If we consider, for a moment, the motorcycle as a mode of transport instead of a lifestyle choice then the
other common denominator is the level of risk vs the level of enjoyment that each rider will commit to and
need to consider. There is the potential for hazards, accidents and injuries that other modes of transport or
road users are not subjected to, that also need to be factored for.
For some riders...safety is everything, riding ‘correctly’ is paramount and riding is a skill and science that
has to be practiced, etc. Some would also see this as ‘too dry’, soulless and where is the fun element?
For some riders...the thrill is everything, riding for speed, racing on roads, performing stunts, etc. Yes there
is a risk, but that is part of the thrill and enjoyment, but there is also a disregard for safety of themselves
and other road users.
In between these two polar approaches is where most common riders sit and will tend to accept varying
levels of risk and adapt their riding style to counteract that risk. But do riders of all persuasions and
preferences approach risk management in the same way.
It is very easy to underestimate risk, or rather over estimate ones own ability. It is very tempting to see
others do something and assume that ‘I can do it too!’. When we see track racing, sometimes it is easy to
overlook that these riders are the fraction of a single percent of the riding elite. It is easy to overlook that
the riding conditions & track surface are very much a controlled environment, the motorcycle has either top
quality or prototype components that have been repeatedly tested for track racing and the motorcycle has
been set up with suspension, tyres, etc purely for a single race or single practice session. But, one of the
greatest things that is easy to overlook is that each pro rider did not suddenly achieve their skill and status.
It has been a series of incremental steps that has improved their riding skill and decision making in the
racing environment.
Just as in the off road disciplines, simply getting on dirt bike, does not make you a dirt bike rider. Whether
your preference is motocross, enduro, freestyle motocross, speedway, etc....each rider will incrementally
improve their skills by practising in controlled or semi controlled environments. Yes they will take their
share of spills and broken bones but the elite riders are a tiny fraction of the off road total of riders.

Over the last 25 years or so there has been easier access to coverage of motorcycle racing in all of its
forms, and the emergence of the race replica or sports bikes has enabled a whole generation of rider who
with relatively little money can, now achieve 200mph on the road or thereabouts, but not only with sports
bikes riders but virtually all motorcycle types and riders have the potential to go a lot faster and seek
greater thrills with relatively little effort and with confidence that their bikes will not breakdown either.
But does any rider now have a greater awareness of risk or are they able to differentiate between what
they are seeing at a race track and what they a faced with on the road. Are riders now better risk
managers and can they handle the greater performance of the motorcycles coupled with the ever present,
or in some cases increasing, hazards on the roads.
Probably, with improved training and testing, the riding standard may have improved slightly and with
greater access to information, an ‘informed’ rider will probably have better control and greater skill,
however accident statistics are still high and fatalities are still unacceptably high.
So if riders are potentially better and motorcycles are more reliable and ‘better’ & ‘easier’ to ride and
possibly even safer to ride with the implementation of ABS, traction control, dual linked brakes and
improved braking systems, improved tyre compounds and patterns, etc, then why do accidents continue to
occur at a high rate.
Well, there are a few factors, one being the number of motorcycles in use has increased, therefore the
accident statistics will maintain at a higher level. The other major factor is the rider’s motorcycling
philosophy and their approach to risk management!
Just because the motorcycle has the power, it does not mean that it has to be used...well certainly not in
the road application. Just because tyres have improved, it does not mean that they have to be pushed to
the limit and beyond, etc.
Riders can become better risk managers, by improving their hazard awareness and perception of
developing and potential hazards.
Riders can consider riding motorcycles as a skill that has to be practised and constantly improved upon,
and always looking to improve their knowledge.
Riders need to improve their motorcycling decision making processes and base those upon knowledge
and the environment that they find themselves in. The skill of riding is not only limited to the physical
control of the machine, but also when and why those control inputs are required.
Riders need to temper excessive risk taking with increased safety margins. This does not mean everyone
should ride at a snails pace and never venture out, but it does mean that riders should place greater
emphasis on the management of risk and be more selective when using higher speeds and manoeuvres
that require greater risk taking.
Riders should not be complacent or over confident in their own abilities or place their safety in the hands of
other road users. Taking responsibility for your own actions and the interaction with the actions of other
road users should be a priority. Having an over reliance on protective equipment to keep a rider injury free,
or assuming other road users, must or should see and avoid motorcycles, by either wearing or not wearing
bright clothing, or always make space for motorcycles does not lend itself to sharing the road and again
this shifts the responsibility away from the rider.

Riders should always consider the potential of being involved in an accident and consider how to minimise
injuries. By being more selective, by making better riding decisions, by improving and practising skills, etc
will improve the ability to avoid an accident. By wearing motorcycle protection...and being consistent with
wearing it, by having knowledge of how it performs and its limitations and riding in a manner that can
optimise the performance characteristics of that protection will significantly reduce the severity of injuries, if
a rider ever does have an accident. Where a rider chooses not to wear protection, then a serious attempt
should be made to change the riding style to allow for a much increased safety margin.
I have not mentioned speed limits, nor abiding by the rules of the road, because a motorcycling philosophy
goes beyond what a rider is ‘supposed‘ to do. It should encompass all elements of safety and risk, riding
skill and mentality and what is found in the riding environment. It should still be about enjoying the ride and
all the other benefits of riding and meeting like minded individuals. It should be about having fun, riding
safe and living to ride another day!
Not convinced by this motorcycling philosophy? What is your motorcycling philosophy?
RIDE AWARE!/RIDE SAFE!
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Old Heads & Young Shoulders!
Having access to information and the ability to apply that information to real world riding is one of the areas
in which HELI BIKES has been working.
If a rider has greater knowledge of the motorcycle world and local environment, then it has been a long
held belief that this will enable the rider to make better decisions thus making for a safer and accident free
experience.
For some years prior to the creation of HELI BIKES, I was looking for a way in which quality, useful and
relevant safety information could be made available to the masses and that would be readily accessible to
anyone.
A new rider is like a sponge absorbing knowledge from various sources and primarily from their ‘teachers’.
These teachers can be official instructors or they can be parents, friends and this learning may start with a
road experience or it may have started at a very early age from the off road environment.
A new rider may also have sources of information that do not offer personal counselling; I am referring to
magazines, the internet, TV, etc.
One of the greatest challenges is for riders to retain information long after their ‘official training’ has ended
and also not to adopt bad habits along the way. In many ways this process of ‘forgetting’ is inevitable
unless there is regular recurrent training or a rider engages in further or advanced rider training. Indeed
there are many studies into why people forget and also how to overcome forgetfulness and retain
information.
One method that has been tried and tested as an effective way of transferring knowledge is for ‘chiefs’ to
mentor their ‘young braves’
As from father to son, teacher to student, mentor to protégé, the initial knowledge is transferred but then is
reinforced and the rider is nurtured and guided by more experience heads.
So often many riders are isolated from other riders and gradually the knowledge and skills will ‘bleed’ away
and many bad habits are adopted. From time to time all riders will require re-centring, to assess their
levels and to reteach skills and information.
Across the globe there are varying licensing requirements for drivers and riders and in some countries and
areas there is a requirement for periodic retesting and re-evaluation by the licensing authorities.
Whether there is this legal requirement or not to undergo recurrent training, a rider should always consider
riding as a constant learning process and should seek out further training; either road or track based
instruction. The rider should search in printed or online material for any tips and guidance and look for
technology that may have a riding benefit.
One of the most useful sources of information, however not necessarily a source of the best advice, is by
talking to other riders. Either by joining groups, clubs or just going to biker friendly places, there is more
likely to be an exchange of information, but also there is the obvious social benefit. Sometimes, just by
being in an environment with other riders will enable some learning to take place. Many times I have
witnessed something or overheard something or even just seen a piece of equipment that I think will
benefit my riding.

However, just because a rider hangs out at the local ‘biker cafe or pub’ it does not necessarily mean that
what you are hearing or seeing is appropriate to benefit ‘your’ riding. If we were to ask ten riders the same
question we would likely get ten different answers, that is just the nature within any group. However, we as
riders should welcome all information and use our own filter to then absorb and adopt advice.
The same variation in opinion is to be found in the professional training bodies or masses of information or,
moreover, opinion in the printed and online sources and press.
The key is to start with your own commitment and responsibility to your own safety and search for greater
knowledge. Try to get as much information from all sources, exchange experiences and stories and to coin
a well used paraphrase; ‘consider riding as a journey and not just a vehicle to a destination.’
Listen to the wise words from experienced riders but be open to new information and constantly reevaluate methods and theories relating to your location and how that location is developing. By this, I
mean, that certain techniques and information are suitable and best practice in a certain geographic
location, but will not necessarily be appropriate for another location. The polar contrast will be e.g.
between rural and urban riding, night and day riding, summer and winter riding, etc and all the variations in
between.
Another cautionary word is that many & most riders will have different backgrounds, experiences and
attitudes towards riding, and whilst there might be very good information out there, that information should
be applied to your experience and level of proficiency. i.e. What may work for one rider, will not necessarily
work for another!
Over many years of dealing with motorcycle accidents and the associated injuries and fatalities, I have
sometimes asked myself...What has happened to the learning? Why do accidents still occur for the same
reasons and why are the injuries and fatalities still largely avoidable?
Unfortunately, (or fortunately!) my profession provides me with a tremendous amount of information into
the causes of accidents and although I may have a much greater exposure to motorcycle accidents than
most, my experiences are only biased by the frustration of seeing identical causes repeating themselves.
Real learning and making a considerable difference in accident prevention and outcome is largely based
on one factor: that collectively, riders and riding institutions, businesses and local authorities need to have
a common approach & mentality to road and rider safety. ‘We’ have to take it upon ourselves to address
these issues, to adopt best practices and to seek out the best information. A singular safety scheme or
short lived campaign or even a particular item of safety equipment will not, in isolation, have a
considerable effect on accident statistics.
E.g. Helmets are a key piece of equipment that will protect the rider from serious head injuries under
certain conditions. However, if no other protective equipment is worn and misguided and poor riding
practices are repeated, then the high probability of having an accident remains and the high probability of
serious injury or fatality remains.
By riders taking responsibility for their own safety and openly discuss these issues and share information
with each other, we are able to demonstrate this to all road users and be an example for others to follow.
RIDE FOR YOUR LIFE!

HELI BIKES
Motorcycle Safety Initiative
www.helibikes.co.uk
Over Doing Overtaking!
One of the common causes of motorcycle accidents is where there has been misjudgments either by a
rider or by a driver...or both during the overtaking manoeuvre.
Overtaking accidents, I suppose have two main subsections but they are not in isolation of each other.
There is the urban and lower speed overtaking accident and the rural and higher speed overtaking
accident.
We repeatedly see in urban areas, lower speed overtaking and filtering/lane splitting accidents, especially
near junctions and in most cases a driver has not noted that a motorcycle or scooter is approaching from
the rear or from within the blind spot. Also, sometimes a rider has not checked behind them to see if
another vehicle is approaching. The rider has also not factored for a driver that may not be able to see the
rider as they might be ‘hidden in the blind spot’ or has not allowed enough time & space to slow down or
brake in time when a vehicle suddenly pulls across their path. Overtaking slow moving or queuing traffic is
also very common and invariably it is a combination of speed, not enough spacing and poor observation
on both parties that has really contributed to the accident.
Occasionally a motorcycle accident will also occur in urban areas where the rider may suddenly overtake a
slower moving vehicle ahead; perform a sweeping, high speed or accelerating overtake manoeuvre and
lose control or not able to brake in time or avoid another vehicle ahead that may be emerging or merely
queuing.
Linked into overtaking queuing traffic is where motorcycles are slowly overtaking but oncoming traffic has
not moved over to the nearside of their lane. Although the motorcycle has crossed into the oncoming lane
and has not made sure they have a space to feed back into, the oncoming vehicle has also contributed by
refusing to yield. This low speed accident or near miss is very common and can be a cause of frustration
for both parties but it is where both parties have also played their part in creating.
Urban riding and urban overtaking accidents in many cases are due to misjudgements in timing, spacing &
closing speeds as well as poor observation from either rider, driver or both. The rider needs to use their
elevated position to make best use of observation of the traffic flow and any hazards developing, but also
create an extra margin of safety around themselves to allow for vehicles that may encroach. The drivers
need to improve their observation and be conscious of all traffic and any motorcycles etc that may emerge
from behind a larger vehicle.
In rural areas, there are a few scenarios whereby a misjudgment in overtaking has led to an accident.
These are usually higher speed overtaking at or near side junctions, before bends or on exits of bends.
Overtaking before approaching or at side junctions is quite common, and this is really down to
misjudgments by the rider. A vehicle ahead, may be masking any vehicles that may be emerging from a
side junction or the vehicle ahead may make a late turning into the junction. Either way the rider is left with
very limited options; no time, no space and no chance to avoid a collision or whilst avoiding, the rider loses
control and lays the bike down or leaves the road and collides with a wall, tree or hedge etc. Any rider
approaching a side junction with a vehicle ahead should wait until the junction is passed before making the
overtake and this will dramatically reduce the potential hazards.
Similarly approaching bends, especially hidden bends, many accidents occur because the rider has
performed an overtake and not given themselves enough time to adopt a good road position, to avoid an

obstacle, debris or crack/pothole in the road or an oncoming vehicle near the centre of the road. Because
of the continued acceleration during the overtake and approaching the bend, the rider is entering the bend
too fast, which either leads to the rider running wide and colliding with an oncoming vehicle or lose control
and leave the road and collide with a tree or wall etc. The rider may also have acknowledged the
excessive speed and may have corrected with excessive braking in the bend and this has led them to lose
control.
Any rider approaching a bend with a vehicle ahead must allow enough space to perform the overtake and
approach the bend at an appropriate speed and in control at a good road position. Avoid overtakes when
approaching tight bends or hidden bends, especially if there are high obstacles that hide the exit of the
bends. On UK roads( driving on the left) pay particular attention on left bends and on European/USA roads
(driving on the right) pay particular attention on right bends. Always be sure before you commence the
overtake that you have enough room or enough road to perform the overtake and set up correctly for the
bend and can avoid a potential hazard as it presents itself.
Overtaking on exits of bends has been more linked to the rider looking for an opportunity to overtake and
then applying power...too much...which has led to a loss of control, or the rider has ridden too closely and
ridden into the rear of the vehicle in front and/or the rider has not factored for the vehicle slowing down,
thus causing a rear end collision. At other times, with the eagerness to overtake the rider has not factored
beyond the overtake manoeuvre and has not set up correctly for the next bend, or has been going too fast
or avoid another developing hazard.
There may be more opportunities to perform overtakes on a motorcycle because of the narrow profile and
greater power to weight ratio, but there are many opportunities to make a misjudgement and have an
accident.
Each rider should always be assessing the set up for the overtake and that means not only what is ahead
but also what is behind, the performing of the overtake and the completion of the overtake with the set up
for the next manoeuvre in mind. It is about making the right decisions at the right time having made sure
that hazards are not present and/or can be avoided successfully.
Remember this: Just because you can...doesn’t mean you should! Just because you
should...doesn’t mean you have to!
I would advise any rider to take further training or refresher training on overtaking, but most importantly the
rider must be responsible for making the best informed decisions. The right time to go and the wrong time
to go may change on a daily basis, depending on the circumstances that present themselves.
Each overtake should be controlled at all phases and the rider should be assessing themselves, the other
road users and the road layout and condition to determine whether they start and or continue the overtake.
Although sweeping in and out of traffic may be a successful method...it does not mean that it has been a
controlled approach. Similarly some riders may feel the square or box type overtake is too slow and
cumbersome and does not make full use of any overtaking opportunities.
The key is to have an awareness of all the factors and hazards involved, and then always maintain full
control of the motorcycle before, during and after the overtake. This will lend itself to a successful
overtake, free of incident. But just like any skill, it has to be practiced, over and over again to maintain
proficiency. Sometimes the best practice is to make the decision not to overtake and sometimes the best
practice will be to modify your approach and execution.
If in doubt, take advantage of extra training or go out and practice. First in low density traffic times and on
straight roads and gradually build up proficiency.
RIDE AWARE!/RIDE SAFE!
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Pull From Peril!
Pull from peril or move away from danger or any other phrase that essentially means that when you, as a
rider, see a hazard or even a potential hazard...you do something about it. You move out of the way from it!
Not only should a rider adopt this tactic but also think ahead and consider the potential consequences of
performing a particular manoeuvre or how riding in a manner or at a particular position may compromise
safety.
This all seems like a lot to be thinking about when out and about riding your bike, but in many ways it’s
about the consideration and application, and just simply thinking what can you do to keep you our of
trouble.
Many of the accidents that repeatedly occur can be linked back to the rider not making allowances for
potential hazards and not being proactive enough to avoid a developing hazard.
The following are just some common accident scenarios that can be avoided by either pulling away from
peril and by creating space around you and other vehicles.
1. Tailgating: By either riding too closely to the vehicle in front or having a vehicle following too closely
behind, the rider has minimal time to react to a sudden change in circumstances. The faster the
travelling speed the less margin for error and less time to react. Hold back from vehicles in front and let
following vehicles pass by or temporarily speed up to create space.
2. Riding near the middle of the road with oncoming vehicles approaching. As a vehicle approaches, move
away from the path of that vehicle. Where you ride on the left (UK, Japan, Australia etc) that means
move towards the left of your lane. Where you ride on the right (Americas, Europe etc) that means move
towards the right of your lane.
3. Riding near the mouth of a junction! As you ride and you see a road junction ahead or property drive
entrances on the side of the road, then position you bike away from that to avoid any emerging vehicles.
When riding on the left, and there is a junction on the left, then move to the right of the lane. If the
junction is on the right then move to the left. When riding on the right, and there is a junction on the
right, then move to the left of the lane and if there is a junction on the left, then move to the right of the
lane.
4. Don’t compromise safety! If by moving away from a particular or potential hazard you are riding near
another emerging hazard, then choose a path in between, or slow down or maybe even stop. E.g., If
riding on the left, there is an oncoming vehicle and also a junction on the left ahead, then choose a path
in the middle of the lane or adjust speed and move slightly more to the left and be prepared for
emerging traffic from the junction.
5. Don’t overtake near junctions! If you see a vehicle ahead and you also see a junction just ahead, either
on the left or right, then hold back and do not overtake until the junctions have been passed. If you
attempt to overtake at a junction, you cannot foresee if any vehicles will suddenly emerge from the side
junction or if the vehicle in front (that being overtaken) may make a sudden late turn into the junction. If
the vehicle in front is indicating to turn, then hold back until they have completed the initial part of the
turn. Be extra careful if there is a vehicle waiting to emerge from the junction, they may take the
opportunity to emerge in front of the turning vehicle.

6. Don’t go too wide on a sharp bend. A lot of accidents on sharp bends to the left on UK roads or bends to
the right on European/US roads are where the rider has run too wide because the entry speed has been
too high or the rider has held the outside line to get the best possible view but has not been able to
avoid contact with an oncoming vehicle that has taken the inside line. On sharp bends, be conservative
about taking the widest line to get the best possible view. Don’t be so strict on taking the outside line
that it compromises safety or it leaves you no time to take sudden avoiding action.
7. Approaching the brow of a hill, stay away from the middle of the road. When approaching a stretch of
road that you cannot see the exit of, as with a sharp bend, avoid high speeds or riding in the middle of
the road. Take a path towards the side of the lane, just in case an oncoming vehicle sudden appears in
the middle of the road.
8. Avoid rapid acceleration and harsh braking in bends. Make sure your approach speed is suitable for the
bend and do most of your braking before the bend. Small corrections and braking can be made in the
bend, and only accelerate on the exit of the bend. Try to brake and accelerate with the bike in a more
upright position, which will make it more stable.
9. Make adjustments for weather and road conditions. If the roads are wet or icy, then slow down and
avoid excessive lean angles. Remember braking & tyre performance will reduce in these condition. Look
at the road surface ahead and look for potholes or large cracks or debris or manhole covers and painted
surfaces or any oil or fuel spills. Try to avoid these but if you must ride over these then do so in the
upright position. Try to avoid these on bends as riding over these will seriously destabilise the ride.
10.Riding at excessive speeds on any road, but especially narrow roads with poor visibility of the road
ahead and any emerging hazards from the sides of the road. Always ride at a speed that allows you to
detect a hazard and be able to take avoiding action or be able to stop beforehand.
11.Making high speed overtakes with high traffic density and with oncoming vehicles. Trying to squeeze
through a gap at high speed and sweeping in and out of traffic, seriously reduces the margin for error
and does not allow for errors of other road users and does not allow other road users enough time to
take avoiding action of you if appropriate.
12.High speed filtering/lane splitting and overtaking of queuing traffic. Vehicles in queuing or stationary
traffic may sudden change lanes or turn off to take an exit or perform a U Turn, in doing so move into the
path you are travelling in. Slow down and always be prepared for vehicles that may suddenly change
direction and pay attention to other vehicles at side junctions or property entrances that may suddenly
emerge to take advantage of a small gap that has appeared in the traffic.
These examples are really only a small selection and in truth there is no absolute definitive answer to
many of the scenarios. It is, I suppose, a matter of taking the path of least resistance without impinging too
much on safety or so much that you are unable to deal with a hazard or avoid it.
When someone talks about riding or driving defensively, it is really about risk management and having
strategies that minimise hazard potential, i.e. Avoiding a situation before it develops and if it does, having
an extra margin already in place that enables you to deal with a situation relatively easily. Then all that is
left is to maintain a proficiency to deal with those ‘emergency’ situations, which in reality should hardly ever
present themselves.
If the rider is constantly looking for developing or potential hazards and is taking active steps to avoid them
or not create them, then ultimately the ride will more free, smoother and less frustrating.
On a final note, keep this in mind. If when next riding and for example another vehicle suddenly pulls
across your path or emerges from a junction in front of you, but you were prepared for it and were able to
deal with it or successfully took avoiding action, then the winner is you...and always you! In those
situations it would be very easy to get angry and frustrated at the other driver, but instead you should be
happy that you could deal with a situation successfully and you were not involved in an accident...which
ultimately is the point of this article.
RIDE AWARE!/RIDE SAFE!
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Queuing Traffic & Filtering (Lane Splitting)
Stationary traffic is a common occurrence near urban areas, especially during the morning or evening rush
hour, which may be frustrating to many drivers. However, to the motorcyclist it is an opportunity to keep
rolling through and continue on the journey.
In the UK it is still legal to filter but in other countries it is not, so be sure of the national and local laws
before you embark on this.
Filtering may be problematic for riders and drivers as there are many hazards that may develop where
vehicles are spaced close to each other.
Many accidents that the emergency services deal with are associated with riders filtering through or past
high density traffic. Usually because of the lower speeds involved, the injuries are not so severe, however
they are injuries that require hospitalisation.
Many accidents during filtering have the rider suffering minor or no injuries, however there is frequently
varying degrees of vehicle damage which may have an expensive result. There is either damage to the
body, bike or bank account...all of which can ‘hurt’!
Accidents are usually caused by riders failing to note or react to the other vehicle movements or drivers
changing lanes without seeing riders.
Many accidents occur when riders ride past stationary or parked traffic and the driver or passenger may
open a door directly in the path of a rider. Unfortunately this has been a growing phenomenon especially
on busy multi lane roads which may have been blocked due to an accident further ahead or there are road
works which restrict flow to such an extent that it causes long tailbacks. Drivers, curious to see what may
be causing the delay decide to step out of the vehicle and the result is that they open a door in the path of
a motorcyclist that they didn’t look for or did not even consider.
Without fail, every time I have landed an air ambulance helicopter on a motorway(freeway) to respond to
an accident, I witness this taking place. Drivers getting out of their vehicles to see what is going on, being
curious, stretching their legs, etc which causes many problems and hazards.
For the rider, so much or filtering is about motorcycle control, reading other vehicle movements and
anticipating what may ‘unexpectedly’ happen next.
Successful filtering will enable a rider to navigate in between and past stationary or slow moving traffic in a
safe and efficient manner that not only further acknowledges the advantages that motorcycles have over
other vehicles, but if done correctly will give a sense of fulfilment to the rider and be respectful to the other
road user.
Many would ask why riders should be so mindful of other drivers reactions to filtering. Well, there are a few
reasons:
1. Many drivers may get frustrated that riders are able to squeeze through and proceed, whereas they are
stuck at a stand still.
2. Many drivers may believe it is illegal to filter, even where it is legal to do so.
3. Many drivers are very aware of riders and filtering, and will often make extra room for riders to filter
through. By being respectful and acknowledging their actions, a driver is more likely to continue being
helpful to riders.
4. Probably most importantly, being respectful has an educational affect. If riders filter efficiently, without
causing drivers to deviate unnecessarily then more drivers will reciprocate and in future will tend to be
more mindful of motorcyclists.

Another common accident scenario in filtering is when a rider overtakes or filters past stationary traffic and
then collides with or is collided into by another vehicle either turning into or egressing from a side junction.
On so many occasions drivers will change lanes or turn without looking in their mirrors for motorcyclists or
do not even consider motorcycles. So many time riders will filter past at excessive speed that the driver
has little time to notice them or that the rider has limited time to react and stop before impact. So many
drivers egress from a side junction either to cross the queuing traffic or to join the queuing traffic and do
not notice a rider approaching or vice versa.
The key to successful filtering is found in the following riding techniques and rider attitudes:
1. Avoid High Speed Filtering! - It limits a driver’s ability to see the rider and avoid or yield to make room.
2. Never Rush Through! - Be patient! Just because you can, it doesn’t mean you should. Wait for space!
3. Use A Low Gear! - Using a low gear and riding slowly will make the ride and speed more controllable.
4. Avoid the Tight Squeeze! - If you feel there is not enough space then hold off. See No2.
5. Approach With Caution! - Ride up to a vehicle and delay committing to ride past until you are sure there
is enough room and time to get by.
6. Read The Traffic Ahead! - Look at the traffic flow ahead and the types of vehicles. Anticipate how much
space they will require and if they will be able to see you in their mirrors.
7. Give A Wave! - Gesturing a thank you, to a driver as you pass by will develop mutual respect and
awareness that will be paid back with dividends.
8. Profile the Driver! - Look through the rear window as you approach and quickly look at what the driver is
doing. Are they paying attention? Are they on their phone? Are they grooming, eating, drinking, etc? Are
they a foreign or out of state driver which might alert you that they may not be familiar with the road
layout or may not have the same awareness of the local area.
9. Steer Through! - Avoid erratic manoeuvres and sweeping in and out of vehicles. Move into and out of
space smoothly at controlled speeds without harsh braking.
10. Cover The Brakes! - Always be prepared to stop. Expect a car to suddenly change lanes or turn into or
exit from a junction. Expect a vehicle door to suddenly open in your path. Being mentally and physically
prepared will help to avoid the developing hazards that present themselves.
11. When filtering to the head of the queuing traffic, e.g. at traffic lights, try to judge when the lights may
change. If they have just turned to STOP - RED, then you may wish to filter through to the front. If they
are already on STOP - RED, then they may quickly change to GO - GREEN. It might be worth holding
back a car length and then filter past after the traffic has moved off. If these traffic lights are at an
intersection, always check the other lane directions to make sure that the other traffic has stopped.
12. Look! Look! Look! - Keep a good lookout of what is in front, what is to the side and what is behind. Use
mirrors and lifesaver checks (over the shoulder look) to get the best view whilst riding and prior to
changing lanes or direction.
Filtering has many benefits and many hazards and most of these hazards are readily avoided by riders
who plan, look, read and ease through the traffic. It is never a race! Remember, no matter how slow the
rider is going...it is always faster than a stationary vehicle! So enjoy it!
Ride For Your Life!
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Reception Perception Conception Deception
Riders and drivers both use skills to control their respective vehicles, some of those skills are similar and
some of those are different. A skill is a learned act...something that is practiced, some would say an act
that is perfected or others would say an act that although well rehearsed never achieves perfection.
The manner in which we learn to perform an action and to gain a skill is largely determined by what our
experiences are of it and what the experiences are of supporting acts. Those experiences are largely
determined by how those stimuli are delivered and how they are received and how the human brain then
interprets those stimuli.
Essentially there are physiological factors that determine how we experience things and there are
historical and supporting factors that will affect that performance.
Okay, this is becoming more complex than it needs to be and this article is really about how we interpret
what we see, hear and feel, how that interpretation is affected and what then affects our response.
E.g. If a person is blind from birth, then their perception or idea of what an object is will be different to what
a person with sight will have of the same object. They may utilise other senses more but essentially the
lack of sight will alter how someone learns about an object and how it is distinguishable from another.
E.g. The human eye is able to distinguish varying light and colours at different times of day and night, but
depending whether it is dark or daylight will determine which parts of the eye are more receptive to that
light stimulation. In daylight the eye is able to distinguish colours better than at night.
So these two examples are really concerned with the physical ability to receive the stimuli. The next
examples are concerned with how that information is processed.
E.g. Is it Yellow or is it White? Different people as individuals will tend to interpret the same stimulation in
different ways. A larger group of people may have a collective and similar interpretations, whilst a smaller
group will tend to be more varied. One person may consider an action as a threat, whilst another does not.
One person may consider a manoeuvre as risky, whilst another may not. Etc, etc.
E.g. Is it a bird or a plane? Depending on what a person’s individual experiences and knowledge of the
greater world is will determine whether they recognise a stimulus and also whether they comprehend what
it is or what it’s meaning is. Consider a neanderthal plucked from their time and placed in our time. They
would have no relative experiences to draw upon to enable them to understand the modern world.
E.g. One for the road...too many! Alcohol, drugs & medication may affect how we interpret situations and
how we react and the speed and precision of that reaction. Tiredness & fatigue will also affect the
interpretation and reaction performance.
Ok, so we have recognition and perception...we have experienced something and our learning has
enabled us to have an idea what is it...then we can have an idea of how that relates to other ideas, then
we have understanding and a concept, etc. Next we need to either take or not take an action, either have a
response or not...

And finally this is where we as riders and drivers find ourselves.
Reception...Perception...Conception...Deception!
In previous articles I have written about TIME...time on the road, time of the day, time and space in
between vehicles. But this article is really about the time it takes for riders and drivers to see & recognise a
situation, have an idea of whether it is a potential hazard or developing one, the time to decide whether we
should take action to avoid and then the physical time to make a control input to achieve the desired
result...be that braking or steering to avoid or navigating through a bend etc.
A rider in general terms has a more elevated and open view of the road, whilst a car driver has a lower and
restricted view. Lorry, van and bus drivers in general have an elevated and restricted view of the road
ahead. Therefore the ability to see and recognise situations, conditions and potential hazards will be
different for us all.
As riders, it is popular to believe that drivers should be looking out for motorcyclists and they should see a
rider approaching!
Well, whilst drivers should be looking out for motorcyclists, they should also be looking out for cyclists,
pedestrians...in fact all road users. That could be argued is the responsibility of all road users! However,
whether a driver is looking out or not, does not necessarily mean that they will be able to see or notice a
rider approaching!
This is not absolving drivers of their responsibility to operate their vehicles in a safe manner with
consideration of other vehicles, but it means there might be physical & physiological barriers that affect
that performance.
When riding or driving, what we know of what is occurring is based upon what we see, hear and feel and
what our previous experiences are. Unfortunately we may interpret these incorrectly or too slowly and
either react in an appropriate manner but too ‘slowly’ or react in an inappropriate manner, both of which
may lead to an accident or near miss. This is where we have ‘deception’, which in essence is a chain
reaction of misunderstanding!
Examples of common deceptions for drivers concerning motorcycles are:
Closing Speed of a Motorcycle at junctions.
Motorcycle ‘hidden’ in a background of multiple targets (traffic & Pedestrians) or multiple and or similar
colours.
Motorcycle travelling without lateral movement! Appearing not to move against a background!
Consideration of weather and road conditions.
There are many more, but suffice to say even if the driver is ‘looking out for motorcycles’, there will be a lot
of interference that may affect their ability to see a rider. This is compounded by, fatigue, illness,
medication - drugs - alcohol - dehydration, etc and this will also affect the interpretation and reaction
method and time.
As an example to illustrate this process from a rider’s point of view.
A rider, who may been feeling unwell, has had sleepless nights, etc, starts to ride along a road in the
morning rush hour. Whilst riding, the rider experiences a dull pain in his left arm, but although conscious of
it, proceeds along to his destination.

As the ride continues there is a car waiting to emerge at a side junction, the rider notes the car waiting and
maintains speed and course. At about the same time, the rider feels a sharp pain in the left arm again and
his attention is momentarily drawn away from the road ahead.
The driver of the car waiting to emerge at the junction, also notes the rider approaching at some distance.
However the driver believes there is enough time and space to emerge and join the queuing traffic in the
same direction as the motorcyclist is travelling.
As the driver emerges from the side junction, a moped rider who has been riding more slowly towards the
left of the lane, then collides with the car. The motorcyclist then as glancing ahead notes the collision and
swerves to the right of the lane to avoid, but then collides with another vehicle performing an overtake of
the motorcycle.
Either by distraction or physical condition or by limited view or focussing on one particular target, both rider
and driver have had individual factors that have contributed to the collisions.
Of course all drivers must improve their awareness of other road users, especially those more vulnerable
to injury...such a motorcyclists and cyclists. However both drivers and riders need to be aware of situations
and conditions that may affect the decision making process. Taking these factors into account, and having
a contingency to deal with them will enable the rider to develop an early recognition of potential hazardous
situations. More awareness and practice will improve proficiency in detection and reaction.
Using these skills in conjunction with improving riding and driving skills will create an increasing window to
deal with situations more appropriately.
Whilst accidents will always occur, a rider can dramatically reduce the probability of being involved in one
when constantly acknowledging factors that will reduce a riding and driving performance in one’s self and
others.
Reception, Perception, Conception, Deception!
RIDE AWARE!/RIDE SAFE!
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Ridden To Distraction!
On a recent ride I noticed numerous drivers of various types of vehicles either using their mobile phones or
playing with the Sat Nav or juggling with travel mugs of coffee and eating something they had just bought
at their last pit stop.
It was very apparent that at times they were not focussing on the road ahead, and whilst it has become
common knowledge that driving and using a mobile phone reduces attention and may lead to an accident,
it is still something that many drivers still do, even in areas where it has become illegal. It is also one of the
pet hates of riders who see this activity and see it as a real risk to riders and all road users.
So much was my disappointment in what I had witnessed that I started to focus on these drivers and how
they were not concentrating on what they were doing...and you’ve guessed it! ... I was focussing so much
on them that I stopped focussing on the road ahead.
Luckily I caught myself in time, but it demonstrated to me that whilst riders may believe they hold the moral
high ground when it comes to concentrating on the road and traffic flow, the reality is, it is not beyond any
of us to be distracted at any point.
Drivers are at a disadvantage because they have a multitude of comforts within the car environment that
could dull the senses and lead to a lapse in concentration. Be them, those mentioned previously, or the
radio, or in car heating, or the many switches, knobs and dials that could be fiddled with or some loose
article that the driver is trying to retrieve from the footwell...etc.
Riders have traditionally not had this issue to contend with, however, modern motorcycling is allowing
some of these luxuries to leak through. Be them Sat Nav, Bike Setting Dials, Heated Grips, Bluetooth etc.
Whilst undoubtedly they do assist the rider in certain respects, they may also distract the rider when being
used.
Riders are susceptible to distractions just in the same way as other road users are, be them within the
immediate driving or riding bubble or outside. How often have riders taken their eyes off the road ahead
and focussed on something that has caught their eye, be it another bike, car, building or person...you get
the idea! How often have you focussed on what is behind you, either what you have just passed or what is
following you!
How often have you focussed on the car immediately in front of you and not the whole road ahead...erm!
just like I did and narrowly miss some road kill that emerged from beneath the car in front!
If we are honest with ourselves, we all have our better days at driving and riding, and some days we could
have done things better.
Raising Rider Awareness not only means becoming more aware of the actions of other road users and the
road conditions but it also means becoming more aware of our own actions and our own capacity to take
in all the pertinent information that can help us to avoid any developing hazards.
Something, clearly, we all need to routinely practice...me included!
RIDE AWARE!/RIDE SAFE!
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Riding decisions & errors of judgement!
The motorcycling decision making process by a rider should be one where there is a constant evaluation
of information that is received and how it is received and subsequently making a decision to take a course
of action and have the ability to review that decision at any stage.
Decisions in any form are usually based upon what information we are presented with and what prior
experience we have of that information, what knowledge and skills we have to deal with that information
and then subsequently choosing from the options available and taking a course of action.
Motorcycling decisions are made in the same manner and as the variables are constantly changing and
morphing as a rider progresses along a route, then the rider also is required to constantly be aware of
those changing variables and the decision making is a constant and progressive process.
Take one element of motorcycle riding as an example: Throttle control!
As a rider rolls on the throttle and lets out the clutch and releases the brake, at this moment in time, many
decisions are being made. How much throttle? When is the clutch ‘biting’? When Do I release the brake?
Is the throttle too much or not enough? Have I checked the surrounding area before launching off? What is
the state of the traffic ahead? What is the road condition like? etc etc.
In one split second action, a rider is confronted with multiple variables and multiple simultaneous
decisions. The decision making process is then determined by what knowledge and skills we have from
prior experience and what new information is then presented to us.
If we compare an experienced rider to a first time rider when dealing with throttle control as above. The
novice rider will not necessarily have the knowledge and skills to draw upon to assist in making decisions
on how to control the throttle, clutch and brakes simultaneously, whereas an experienced rider will do so
more ‘automatically‘ The novice rider has to learn new information, gain knowledge and skill to assist them
to make informed decisions.
This example can now be applied to any aspect of motorcycle riding, driving or any activity for that matter.
Whenever there is new information or new scenarios a rider has to draw upon past experiences and also
learn new methods to successfully make a decision to control the motorcycle.
However this process alone does not necessarily prepare the rider to deal with any given scenario or
developing or potential hazard. Indeed this process does not reduce hazard nor potential risk to the safety
of the ride, but merely enables a reactive approach to cope with new information...which may be
successful or not.
What is lacking is the ability to review and learn from those decisions and then adapt strategies whilst
riding in order to AVOID hazards that are forming.
E.g. If a rider persistently rides with little space from the vehicle in front (tailgating), the rider will know that
their requirement to constantly assess the speed and distance from the vehicle in front will take a large
proportion of their concentration ability. The rider may be very accomplished in throttle control and braking

proficiency but their margin for error is very small and this is why many rear end collisions result from
tailgating practices where errors in judgment are common and highly probable.
Whereas if a rider has ‘learnt‘ to increase space from the vehicle in front, this has created a buffer and
extra margin of error for both rider and driver. It also demands less concentration and improves the view
ahead to spot potential hazards. So now when the rider holds back, they can managed vehicle spacing
more comfortably and also spot an emerging hazard (e.g. a large pothole that emerges from beneath the
car as it passes over it) and easily steer to avoid it, whereas if the rider had been tailgating then the
likelihood is that the front wheel would have dug into the hole potentially causing the rider to lose control.
The rider has reviewed the scenario and has learnt from past experiences and has gained improved
knowledge of potential hazards and has modified their riding strategy to suit the traffic density and
environmental conditions.
Therefore over a period of time, a rider has been able to review their own riding decisions a has adopted a
new strategy and skill to improve overall performance.
However, how can a rider review and question their decisions once they have been made, whilst
riding...surely there isn’t enough time to do so! Well as with anything, practice is the key to improve
performance and it takes a determined effort question whether a decision is the right one.
Many decisions that we make are our first choice decisions or rather we choose our first option. Even if we
try to review our decisions, we tend to always stick to our first decision. Sometimes it is correct to do
so...and sometimes it is not.
The best way to illustrate this is to use the overtaking decision making process. The rider will set up for the
overtake in their own particular way. Some attempting to make full use of the power available to get past
as soon as possible whilst sweeping around the vehicle in front, whilst others set up by approaching at a
steady pace and distance, then move into an overtaking position, and only when the view ahead is clear,
an overtake is performed.
Some will continue overtaking regardless of developing hazards and oncoming traffic, whilst others will
only commit when the route ahead is clear. Some will decide not to overtake as a new hazard presents
itself, whilst others may proceed as normal...in fact speed up to attempt to clear the hazard as soon as
possible.
There is a method that can be applied to improve decision making, it is a skill that can be learned and
when practiced can dramatically reduce the risk to the rider, but will not reduce presented risk or potential
hazards. The method merely enables making the right decisions at the right time and then having the
conviction to interrogate those decisions and if applicable the determination to change your mind. This
makes dealing with hazards more manageable and successful.
This method is largely based on the following acronym: “DECIDE”
D - Detect a change or hazard, recognising the risk and understanding the implication.
E - Estimate the need to respond/react to the change/hazard. Does the new variable require attention?
C - Choose a desirable outcome for a given reaction. Less about convenience, more about the right
choice.
I - Identify actions that can successfully control the change, do they satisfy the need to achieve a goal
and do they reduce or eliminate risk.
D - Do take action, make an input and react to a given set of variables
E - Evaluate the effectiveness of the action. Did it achieve the desired goal, if not then review again and
repeat the process.

The above is taken from the aviation world where pilots are constantly assessing & reviewing risk and any
control input. This identification, assessment and reaction & review process is constant and can be applied
to driving and riding.
It can be applied to individual variables on a particular journey or it can be applied to a mode of riding in
general terms or under specific conditions, e.g. changes in weather or traffic density, etc.
At many times, riders and drivers approach riding/driving passively, and do not engage in active
consideration of their environment and their affect on the surroundings. The Motorcycling Decision Making
utilising the DECIDE methods enables riders and drivers to make informed & involved decisions, but it
requires application and practice.
The next time you go out on the road, give this process a try. Talk your way through your decisions and
reflect upon them and determine whether they are more successful than before. You may find the more
engaged you are with this process, at first, it may prove very tiring but it does become less so in time.
RIDE AWARE!/RIDE SAFE!
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!
Riding in the wet!!
!

!

Riding and driving under any conditions obviously requires attention, skill and awareness of hazards.
When riding in the wet conditions then there are so many others factors to consider also and those
hazards become more acute too!!

!

One of the primary considerations of riding in the wet is to modify your riding philosophy!….”What?” I hear
you say!!

!

Well a riding philosophy is simply a specific mental approach to riding under certain sets of conditions. As
a leading example:…”I’ll ride slower on wet roads!” Herein lies the change in philosophy…we acknowledge
there will be wet roads, less grip on the tyres, therefore we should ride more slowly to compensate.!

!

I often talk about riding conservatively in deteriorating or reduced conditions. This simply means adopting
a moderate philosophy…riding well inside the performance envelope of the bike and the rider and leaving
lots of room for error and an increased margin of safety!!

!

But riding slowly isn’t just the only modification…as I said it is a philosophy! It is an approach to riding in
general in wet conditions that will distinguish you from other riders and road users.!

!
Firstly let us consider what are potentially the additional wet weather hazards!!
!

1. Cold & Wet tyres means less grip. The water creates a boundary layer between the tyre and road
surface which leads to inefficient interaction between the two.!
2. Wet conditions means reduced braking efficiency and increased braking distances. Harsh braking can
destabilise the ride and cause a loss of grip. Harsh braking can lead to skids, where the front wheel can
lock up and cause the rider to fall off, or the rear tyre to lock up and skid, which may fishtail along the
road before losing control. Any harsh braking, especially on a turn can lead to a slide and an accident.!
3. Wet roads lifts embedded contaminates in the road onto the surface, thus increasing the boundary
layer, thus less grip. These contaminates can be, fuels, oils, grease, chemicals & salts etc.!
4. Wet roads can create standing water and flooded roads. These not only create dramatic changes in
ride stability especially at higher speed or on a turning radius but they can also mask deformations of
the road surface which can seriously destabilise the ride, i.e. potholes, cracks & debris.!
5. Wet weather may disperse or cause debris, grit, mud & vegetation e.g. tree branches or twigs & leaves
to fall onto the road, which may add to reducing grip and general stability.!
6. Any smooth surface will become even more slippery in the wet, e.g. painted lines, manhole covers &
metal grills etc will all become very unstable surfaces in the applicable riding profiles.!
7. Riding uncomfortably without appropriate wet weather clothing and equipment will overtime affect the
rider’s riding performance and concentration levels. Anything that may distract the rider from focussing
on the road will have a negative affect…how much is purely subjective.!
8. Reduced visibilities in the wet…either from condensation on visors or goggles or from rain droplets on
the visor outer surface. From rain on windscreens to road spray and visibility through rain or drizzle
which all collude to inhibit optimum visibility and early recognition of hazards.!
9. Riding in the wet may create visual illusions and the rider or driver may misinterpret road surface
conditions…from coarse to smooth, from wet to flooded, from shiny painted surface to standing water
etc.!

10. The wet conditions stretches the capability of both driver and rider, so the rider needs to be aware of
reduced performances and potentially erratic driving or riding. Riders may be struggling with the wet
conditions and so will drivers.!
11. Wet weather sucks!…for some! Riding in the wet has a general psychological affect which may cause
the rider to tense up, become nervous and uncomfortable, not enjoy the ride or experience etc. The
first way to overcome this is to wear weather appropriate equipment and slow everything down and
smooth out your riding style and allow lots of space in between vehicles and gradual braking. Some
people will never like to ride in the wet, but although I prefer the dry days, I always like the challenge of
riding in the wet and testing new techniques, clothing and equipment. I always try to make it a learning
experience and never feel I have to rush to get anywhere.!

!
So how do you ride conservatively on wet roads, either on straight highways or twisty country roads? !
!
Well firstly there is the defensive approach…give yourself lots of time and space to manoeuvre, space
between vehicles, move away from any oncoming danger or vehicle!!

!

Then concentrate of gradual control inputs which creates a smooth ride. Ride in a more upright position,
avoid aggressive acceleration and rapid and harsh braking! Gradually build up and reduce speed, whilst
always maintaining a greater margin of error and safety.!

!

Avoid higher lean angles on bends and avoid riding, accelerating, braking on painted & metal surfaces…
especially on a bend. Alway try to make your power changes and braking inputs when the bike is in the
upright position.!

!

Never be in a rush to get to your destination…especially so in the wet! Give yourself extra time for the
journey, depart earlier or just be ok with arriving late. Better to be late than not at all! !
In general ride at a slower speed than you would do in the dry…Just reducing your speed by 15-20%
which is approximately 10-15 mph off standard higher speed road limits will give you so much more control
and more time to detect and avoid and potential hazards. This of course does not mean you should never
ride at the higher speeds, but it just means that you do should not aim to always reach the higher
speeds…Use them wisely!!

!

Adopt a more centre lane road position! Some would argue this is incorrect, but I will explain the rationale
behind this:!
When riding, we generally want to have the best view of the road ahead, so in general riding you could
argue that the rider should ride in the centre of the road for a straight road and that will give a good buffer
zone for emerging side traffic, and the rider should approach a bend towards the outside of the bend,
whilst remaining within the lane. This will give the rider the best view of the road around the bend and note
any oncoming traffic.!

!

The problem with this approach, especially in the wet, is that it brings the rider closer to factors that will
destabilise the ride. If the rider takes the outside line and this brings them closer to the side of the road,
where there is likely to be more laying debris, this may cause a loss of grip and control. We see this quite a
lot in accident scenarios!!
If the rider takes the outside line and this brings them closer to the middle of the road or crosses over into
the oncoming lane, then the rider may encounter debris in the middle of the road and may have to take
avoiding action late on, which may destabilise the ride.!

!

The point here is, if you are going slower then you do not need to have such an ‘extreme’ view of the road
ahead. Therefore generally riding in the centre of the lane will provide the best buffer.!

!

That being said, the rider should still position themselves away from oncoming or emerging hazards, but
should not be so polar in method.!

!

Whenever riding on wet roads, there will likely be standing water, which the rider may wish to avoid, if this
can’t be avoided then a substantial reduction of speed should be done to ascertain the condition of the
road surface below the flood water. Many times the rider’s best path is to ride ‘off line’ in order to avoid the
greatest hazard…in this case the standing water. However if going off line then means the rider will
encounter another equally if not greater danger, then they should choose the least hazardous path and
hold their line, however again reduce speed and sometimes be prepared to stop.!

!

I have been asked many times before, when riding in the rain, where should the rider position themselves
behind another vehicle.!
Well, certainly in heavy rain and with a lot of standing water on the road, the rider should keep a
substantial distance behind the vehicle in front, to enable the driver ahead to note the rider, but also to give
the rider lots of time to avoid any sudden braking or emerging hazard from beneath the car e.g a pothole.!

!

When trailing another vehicle, it can sometimes be useful to follow in ‘the tracks’ of the car wheels. Those
wheels will have dispersed water from the road and there might be a path with less water on it for the rider
to ride on. However, this really is a subjective call and is determined by the level of water in the first place.!

!

Whatever the situation, the trailing rider should allow adequate time to view the road ahead and constantly
monitor the surface and conditions. Sometimes the best course of action is to not follow the tracks but to
exploit the road camber. Look for the high points on the road where the drainage will be best and ride
along those parts, however again be sure that it does not conflict with any oncoming hazards.!

!

Many of the accidents that we see on wet roads are mainly to do with spacing and delayed observation of
hazards, over reacting, over controlling, harsh braking thus leading to a loss of control. Of course
sometimes there is high speeds involved, however in general terms, these speeds are rarely substantially
above the road speed limits. It is just too high speed and too little reaction times and misreading of the
conditions.!

!

And finally…Braking! As with anything to do with riding…especially in the wet, everything should be
gradual. !
Firstly by riding more conservatively will in general terms mean than there will be less requirement to brake
harshly. Gradual reduction of speed and going down through the gears as you approach a ‘slow point’ and
then a gentle squeezing of brakes will bring you gradually to a stop. Many of the accidents is where we
see snatch braking…especially on slippery surfaces or on bends and the rider loses control.!

!

In general terms the braking should be more evenly distributed between front and rear. Apply front brake
and rear brake initially and gradually. Apply greater pressure if required to slow down more quickly. Then
gradually releasing pressure on the front and increase on the rear, until the bike has substantially slowed,
then reapply pressure to the front to slow to a stop.!

!

By applying a lot of front brake, the bike will tend to nose dive and propel the rider forward, also causing
the weight on the bike to move forward. This causes the rear tyre to raise off the surface and has less
traction, therefore less braking efficiency especially when using the rear brake. By nose diving the front,
there is also a greater performance requirement of the front tyre which may bring it to its limit a lot sooner.!

!

The idea is to brake ‘flat’ i.e. apply both front and rear brake in proportion so that the bike doesn’t dive and
doesn’t take off at the front either, by too much rear brake. By applying both brakes we are pulling the
centre of gravity of the bike straight down and the tyres are working more equally under load, therefore
they will be less likely to reach their limits, thus an improved braking efficiency.!

When we brake ‘flat’, the rider should not feel any tendency to move forward or rearward. The gentle and
timely braking should allow for a slow and gradual reduction of speed.!

!

This riding technique will reduce the requirement to ever need to perform an emergency braking
manoeuvre, however of course there may be situations where you will still need to brake harder. You may
feel that you have to use a lot of front brake in an emergency, but actually adopting the ‘flat’ breaking
approach just with slightly and modified added pressure will still perform well. With any emergency braking
there will be a tendency to ‘snatch brake’ thus applying to much pressure either front or rear and applying it
too quickly, thus leading to a skid…regardless of whether the bike is fitted with drum, discs or ABS.!

!

The rider who acknowledges the conditions and modifies their riding style and approach accordingly will
more likely have an uneventful ride and more enjoyable ride…regardless of how wet the roads are.!

!
Can you ride conservatively in the wet?!
!
RIDE AWARE!/RIDE SAFE!
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Riding On...Riding Safe!

!

I was recently asked by a few people whether doing my endurance riding was actually
setting a good example for safe riding practices, especially in terms of riding whilst being
tired!

!

This is actually a very good question and one which I was prepared for, because at face
value it would seem that doing any prolonged riding does expose the rider to greater risk,
greater fatigue and increased error incidence.

!

Many years ago in the UK, there began a campaign to address driving whilst being tired
which could cause accidents. The 'Take a break' campaign encouraged people to take a
rest break if feeling tired whilst driving, and for the most part it has been a successful
campaign with most drivers and riders accepting this as sound advice.
It is of course not without its problems though. E.g. when driving on a motorway and
wishing to take a break at a services, there is usually a 2hr limit, and lorry drivers have
been hindered by this time restraint. Sometimes we need more time to rest and at other
times we need a lot less, but suﬃce to say that any kind of rest break will be to our
benefit. The question then remains whether to continue the journey if you are still feeling
tired?

!

Being able to manage that tired condition is key to being able to continue driving or riding
safely but also being suitably aware to diﬀerentiate between being alert and capable of
making sound decisions...and not!

!

As with most things, the key to success is to condition the body & mind and prepare for
the increased endurance required, but also be constantly monitoring yourself to enable the
best possible decisions!

!

For my part I had started to prepare some months previously whilst experimenting with
nutrition & fluids, rest periods and prolonged activity to condition myself and train for the
endurance ride...and also trialling equipment and bike set up. But it was only half of the
process, as the other key to the success was the strategic planning of the journey....the
route and types of roads, the departure time, the rest/fuel stops and thinking and
constantly analysing where I might encounter high & low traﬃc density!

!

For me it was not merely a case of simply jumping on a bike and trying to do this ride as
there was lots of training, conditioning, planning and preparation and actually mental
visualisation of my route, stops and strategy!

!

However with all the planning and preparation the major factor was the ability to
constantly evaluate whether to push on, to rest or to stop. With any long distance riding,
there will be a certain amount of pain & discomfort, fatigue, highs & lows...and frustration
and elation. There will be a determination to succeed but there will also be a desire to give
up. An endurance ride is part physical and it is part psychological too, therefore the
constant analysis and evaluation is a key process.
At any point a rider has to be honest with themselves and be prepared to stop, to
discontinue or to take extended rest periods. There might be a requirement to ease oﬀ and
slow down, but at other times increase average speeds, but there should never to be a
tendency to use high speeds as that can lead to greater fatigue as there is a greater
demand for mental processing and decision making! Always be planning ahead, read the
environment and conditions and always leave an extra margin for error and this will mean
always keeping a suitable distance from other vehicles.

!
Plan for the worst and hope for the best!
!
RIDE AWARE!/RIDE SAFE!
!
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Safety In Numbers! - Danger In Groups!
Riding in groups of other riders can be and is a great experience, and those that do it well...do it very well,
and those that don’t...are placing themselves and others at great risk.
There are many forms of group riding; either 2-3 or more friends just getting together and riding to a
destination, or there can be organised group or club rides or there can be processional type group
rides...something that would be witnessed on a Toy Run or Memorial Run for example.
One of the key problems that causes accidents from group rides, can be traced back before the ride has
even started. This relates to planning and preparation and making sure each group and individuals within
that group know what they are supposed to be doing and what is expected of them.
I have discussed in other articles some of the factors in group riding, but here I am focussing on the mental
preparation and what the rider might be thinking during the group ride.
Planning the Ride - This doesn’t have to be a long convoluted formal pre ride briefing, but letting each one
in the group know the route and the destination is always a good place to start. Discuss what your
travelling speeds are likely to be and discuss how close you will be riding next to each other. Depending on
the type of group ride you are doing and the experience levels of each rider will largely determine the bike
spacing, but remember to make allowances for all experience levels, not only as individual riders but the
experience of riding in a group.
Discuss factors along the route that may present potential hazards and consider issues of riding in high
density traffic or on narrow lanes or roads with lots of bends or junctions. One of the greatest hazards in
group riding is when riders who are falling behind feel the need to catch up with the rest of the group. Pay
particular attention when performing overtaking manoeuvres whilst in the group and whilst trying to catch
up or when leading the group.
One of the best strategies for group riding is to ride as individuals and never feel overly compelled to keep
the group together. If it is a long distance ride, then consider having regular pre planned stops for resting
and to regroup.
Many groups and clubs regularly do group rides and for the most part are very proficient and by the very
nature of being in a club or regular group, the riders are better at planning rides and communicating how
that ride should be conducted and what each rider’s role is. In fact, being in a club or regular group will
usually enable better communication regarding rider safety issues and the flow of information from rider to
rider will also be improved.
Many groups and clubs may offer some form of basic tuition into group riding practices and there are
numerous strategies that can be employed, e.g., the marker system or drop off system etc, however all
riders should always be responsible for their own riding practices and standards. Many groups and clubs
that have group rides may appoint a particular person or persons who are responsible for organising rides
and preparing riders, so a conversation with someone like that is really useful.
Many accidents in group rides occur on the return leg from a long day’s ride or returning from a few days
break away with friends. Although many of the dynamics that affect individual riders is the same for group
riders, however, when the group is unstructured or not planned, that is what will present the greatest risk.

On return legs, tiredness, dehydration and low blood sugar levels start to take their toll and coupled with
trying to maintain a group and high traffic density, may lead to lapses in concentration that may lead to an
accident or may lead to riders taking extra risks or narrowing their safety margin in order to either keep the
group together or suffer from the ‘get-home-itis’
This can affect all road users, and by the rider being aware of the potential hazards in group riding, may
enable a safer and incident free ride.
Where there is less organisation and less planning in a group, is where there is greater probability of being
in an accident, and this is certainly my experience of dealing with group accidents. It has been more
prevalent in smaller groups of riding friends but it has occurred in larger groups also.
Having a plan for the ride is all well and good, but each rider should also have a strategy when things do
not go to plan. E.g., If there is an issue with the planned route and the ride has to take a detour, then it
would be wise to have a quick get together to discuss the implications.
Each rider within the group should have their own interests in mind, but also the interests of the other
riders in mind also. Looking out for each other and having the big picture considered will enable the riders
to become an integral part of the riding group and will improve the communication before, during and after
the ride.
If you are considering joining a group ride, then always try to get as much information about the ride before
hand and if in doubt always ask another rider within the group for advice or their opinion.
If you are considering riding with a group of friends for the day, then take just five minutes before each leg
of the ride to discuss the route, speeds, spacing and traffic flow and general hazards.
At all times give yourself extra time and space and never be tempted to do anything you are not
comfortable with. Even if you arrive many hours after everyone else at a destination...at least you arrived!
Never try to keep up with a ‘faster’ rider...it really isn’t worth it in the end!
RIDE AWARE!/RIDE SAFE!
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Someday Sunday!
If you generally have your weekends free, that is free of work, study or family commitments and many
riders who do not ride on a daily basis, then typically there is the emergence of the weekend rider or the
Sunday rider.
Certainly as spring develops into summer and with ‘good dry riding days’, many regular weekend riders
commence their riding season.
Due to the notable increase in the number of bikes on the roads, then there is always a sudden increase of
motorcycle accidents as the weather improves.
It is at this time of year that many motorcycle safety campaigns leap into action and start public
announcements that either address driving or riding standards and practices. They certainly contribute to
improving safety but to what degree, is sometimes debatable.
The occasional or Sunday rider has potentially more challenges than the regular rider and one of the
greatest challenges is more to do with a general approach to riding and a diminished hazard perception,
especially when first starting the riding season.
There are numerous techniques that a rider can use to regain a level of proficiency and these are
discussed in numerous HELI BIKES articles, but the key point to remember is that a rider needs to
acknowledge what their deficiencies are and take incremental steps to improve their skills and practices.
Within the riding community there are preconceptions what type of rider is most likely to have an accident
or what type of road user is likely to be responsible for a motorcycle accident, but seldom is there an
acknowledgment that any rider of any style and any make and category of motorcycle is equally as
probable to have an accident, in general terms that is.
Many times I hear: “Oh...it’s the young riders!”, “Well it’s the sports bike riders!”, “Yeah but it’s those born
again bikers that are the worst!”...etc.
The reality is that there is some truth to all of those statements, but actually the incidents include all age
groups and all types of motorcycles and all rider backgrounds.
In certain countries there might be a higher rate of accidents involving a particular motorcycle
manufacturer, but that is more to do with whether that manufacturer has the market dominance or not. E.g.
in the East Asia region then the accident rate will include a much higher percentage of Asian Motorcycle
Manufacturers, just as in North America there will be a higher percentage of American Motorcycle
Manufacturers, etc.
As the riding season commences, the emergency services tend to expect the increase in accidents and
especially when there is a Sunday coupled with warm weather and dry roads then it is not uncommon for
an emergency service worker to say: “Well they’ll all be out on their bikes today”, followed by: “We’ll
probably see them later”
This rather pessimistic view is not so much because of an innate dislike of motorcycles or riders, however
of course that attitude can be present! It is more to do with general experience of dealing with many of
these types of incidents under these types of conditions. Hence why there is a common opinion amongst
the non riding emergency service workers that: “Riders are organ donors!”

Many times, whilst being on duty on the air ambulance in the UK, I’m sure I have been envious of those
who have been able to get out on their bikes on a Sunday. Those who have been able to meet with friends
and take a ride out to some biking destination or those who attend a rally or those who just get out on a
solo ride. However I am ever mindful, that there is an increasing probability that I may meet some of those
riders later in the day...in a professional capacity! Something I never hope for!...Something I’m glad when it
doesn’t happen!....and something that I frequently say to riders that I meet...”I hope to see you again...but
not in a professional capacity!” or “In the best possible way I hope I never meet you again!”
As I explained to a rider recently after talking to a group of bikers, that HELI BIKES was really born out of
frustration when I repeatedly saw motorcycle accidents occurring for largely avoidable reasons.
When I see many riders venturing out for the weekend ride, I either wish I was with them or I wish them
well and to have a great ride and of course a great time. However, I also hope they are approaching their
riding in the best possible way, that they remain accident free or do not cause others to have accidents. I
hope they take the best precautions for themselves and their pillions and they are taking active steps to
improve their biking/riding awareness and skills.
“In the best possible way I hope I never meet you...in a professional capacity!”
RIDE AWARE!/RIDE SAFE!
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Speed Kills? Who Says So?

I often see signs or posters on road sides or on TV/Internet claiming ‘Speed Kills!’...or ‘Slow Down’ ...Save
A Life! etc but what is the truth behind this and how does speed relate to risk or safety.
Well excessive speed is only a risk to safety of yourself or others when it either causes either party to lose
control of their vehicles and or so to collide with another vehicle, object, person or animal etc.
Speed limits are imposed on specific types of roads as a catch all, blanket policy in order to control
excessive speeds and either react to an accident hotspot or to address a perceived risk to other road
users or pedestrians or even to address a public order issue. In essence it becomes a public order &
safety policy, but it does not mean that a specific speed limit is a safe speed limit.
In fact at many times, due to weather conditions etc, the actual speed limit is too high, therefore a reduced
speed should be used. Conversely the speed limit may be too low because there is no reason, in terms of
safety, why a traveling speed can’t be higher.
Speed in itself is not the issue and high speed is not the issue, but higher speeds in inappropriate places
and times is the issue.
So when a driver/rider exceed the speed limit on a particular road, it does not necessarily mean there is an
increased risk to safety or rather not a significant one.
E.g. If the limit on a motorway is 70mph and at a time of 11pm with a very low traffic density and in good
weather conditions, then if traveling at 80 or 90mph will not significantly increase risk as there is good
visibility and a good view ahead and lots of space and time to slow down and avoid a hazard.
However the same principle is not as applicable to when exceeding a speed limit in an urban area. If the
speed limit is 30mph and the driver/rider is traveling at 35 -40 mph then this can have a significant
increase in risk, because of all the close & hidden hazards; pedestrians, hidden junctions, property
entrances, other traffic emerging and traveling in the opposite direction etc...of course the risk is very much
reduced as the weather improves and the traffic density reduces and when there are less likely to be
pedestrians in the vicinity, such as in the middle of the night.
So if there are so many variables involved in risk to safety, and speed may or may not have an affect, then
is it possible to improve education and hazard perception and either increase the limits, or make them
more consistent...or even more radically...abolish speed limits altogether and let drivers/riders themselves

determine what is safe and appropriate. Is it workable to allow drivers/riders to differentiate between
different variables and use varying speeds as they wish?
The major problem with this, is an issue of quality of training, quality of recurrent training, emphasis on
hazard perception and uniformity in risk assessment and ultimately cost. We have to ensure that all
drivers/riders at all times were constantly being monitored and trained so that they are obeying the
appropriate speed mentality.
But this could not happen overnight...this would take generations to change mentalities, however if we had
a long enough timeline, would accident statistics and risk avoidance improve?
If we were to abolish speed limits for a short period, then of course there would be a spike in accidents &
severe injuries. However, that would be worse if it were implemented without any prior education...but only
marginally so.
The points to consider are: is there the political & public will to make radical changes to the way in which
we use the roads and how we perceive risk to safety & effects and speed control. Do we have the
capability to educate all drivers and riders to such a high standard that their risk assessment performance
will dramatically reduce accident statistics...Would this improve safety?
If we consider speed and excessive speed for a moment, then it becomes only critical when we lose
control of our vehicles and either cannot avoid a collision or it forces another road user to not avoid a
collision or a near miss. But this in itself does not determine whether a particular speed is safe or
not...what determines a safe speed is the above but also the net result of a collision.
E.g. If a speed limit is 30mph in an urban area and 2 vehicles collide with each other head on then the
combined collision speed is 60mph, which is a substantial impact. The nature of injuries will be determined
by that collision speed and the amount of protection around the driver/passenger or pedestrian.
If in the same speed limit a single vehicle loses control whilst traveling at 60mph and hits a wall then the
collision speed is 60mph, and the same as above.
One scenario is using excessive speed and one is not, however the same risk to the vehicle occupants/
riders exists.
However, the major difference is when the collision is with another pedestrian or road user that does not
have adequate protection...e.g. a cyclist or motorcyclist. Then the full impact force of the traveling speed
will be transferred to them. In this case even a small increase in speed will increase the braking distance
and reduce the time to avoid a collision and will certainly increase the severity of injuries.
Even with small increases in speed, this may have a significant affect on risk...but it may also not. It really
depends on the situation and the conditions at the time.
So with this in mind, with all the ifs and buts, how difficult would it be to let road users make up their own
mind what is a safe speed...well...incredibly difficult! That is why the speed limit is introduced as a way to
provide some kind of order and structure. A framework to monitor and control driving/riding practices in
order to improve and maintain safety standards.
Whilst we may all drive/ride along a particular road or track at a quiet time and wonder why the speed limit
is so slow or may even think it should be higher...we are missing the vital point. That is, at certain times of
the day that posted speed limit is appropriate and at certain weather conditions it is also.
If we were to take a road without any posted speed limits, then most would be more engaged with the
surroundings and use an appropriate speed. In time most would use reduced speeds, but there will always
be the cases of those drivers who would not, those that would use excessive speed and those that would

incur accidents and severe injuries. The question is...as a society as we prepared to deal with the high
numbers of accidents, if only in the short term? Probably not!
Probably, the best solution is to investigate variable speed limits with greater education and more visible
posted signs or electronic signs...however this again would require a huge investment...but fails on
continuity.
So what is the answer? Well...that is for the future to decide and this may all be academic in a few years
time.
I was asked a few months ago: “Do you think that we will ever have flying cars in everyday life”. I replied:
“Yes!...but the technology would have to be robust enough to support a completely automated system so
the human control is taken out of the equation. We would not be able to teach the whole global population
how to fly cars without there being catastrophic accidents every day!”
The future and answer to road safety, I would imagine, is to reduce the practices a driver/rider is allowed to
make and the decisions they have to or should make. This can only come in the form of restriction and
automation.
Whilst I do not agree in absolute speed limit logic, I do concede there have to be limits. Those limits should
be variable to a certain degree, but this has to be matched with much improved education. Those limits are
a public safety policy, but unfortunately by their imposition it is reducing our decision making capability...it
is reducing our ability to recognise what is a safe speed. However, sometimes, as well as protecting
ourselves, we also need to be protected from others and from ourselves...and that is achieved by blanket
policies, monitoring and enforcement...whether we like it or not!
RIDE AWARE!/RIDE SAFE!
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Stormy Weathers - Riding In Winter!
The autumn season illustrates to us changing conditions, be them; Light, Weather, Road Conditions. Etc.
The further north or south of the equator we are, we will tend to see the speed of this transition faster and
it will occur earlier in the year. However, do many riders really take note of this environmental change or
even plan for what will become.
At this time of year, there are many sources of information for ‘Winter Riding Tips’, from online and printed
media which many riders find informative and beneficial, however, are they an effective way to avoid
having a motorcycle accident. The following is a general guide for winter riding which is based upon not
only the riding skills and equipment but also a riding mentality.
Is your motorcycle - winter roadworthy? Check brakes, tyres (condition & pressure), lights, battery, etc.
Is the motorcycle your only form of transport? Sometimes choosing to take the car or bus is the better
option as road surfaces can get covered with ice and or snow, which is not a great combination.
Are you prepared to ride in the cold, wet & dark? This relates to many riders who will tend not to ride in
the winter months and only venture back out in the spring. (Hibernation) Many riders will continue to ride
throughout the winter by choice or out of necessity. Much of riding in these conditions is concerned with
confidence, awareness and mental approach. A winter rider should be much more conservative in their
riding style, ride at a reduced speed, avoid heavy & late braking, and be much more aware of the weather
conditions and forecasts and allow extra vehicle space and extra journey time.
Many of the motorcycle accidents that we have dealt with and continue to occur are predominantly
associated with misreading the weather & road conditions, riding at excessive speed for the conditions and
heavy or snatch braking especially on painted road surfaces which can be extremely slippery in the wet.
Are you wearing clothing that will keep you warm, dry & comfortable? One noticeable difference
between year round riders and seasonal riders is the amount of equipment they have. Riding in winter
months can be uncomfortable, especially so on longer journeys. The more uncomfortable the rider, the
less attention is spent on riding, conditions, traffic density and the road ahead. Investing in waterproof
clothing & boots, thermal clothing, gloves, thermal under garments and neck warmers will be a good step
to aiding rider comfort. With all the extra layers, the rider’s physical size will increase & bulk out which may
lead to a reduce range of movement. Be sure that whatever winter clothing you choose, that it does not
restrict any movement and it does not interfere with your ability to ride in a normal manner. There is a
whole range of winter suitable clothing available in motorcycle accessory stores which does not have to be
too expensive for it to be effective.
Helmets & Steaming Visors! This used to be the curse of the winter rider...and still is for some, when colder
temperatures would lead to the visor, glasses or googles steaming up, or rain and small water droplets
would tend to stick to the visor etc, which would reduce the rider’s ability to see. Modern helmets have
visors that have been treated with an anti fog treatment that prevents this to some degree. There are also
visor inserts and anti fog spray treatment which can also be bought and applied, also rain repellent to
disperse water and it is also recommended that visors are changed every year or when they have been
scratched. Steam, rain and scratches on the visor tend to cause reduce visibility and light will tend to flare
which compounds the problem. Steam and water droplets on the visor, especially in light rain, drizzle or
fog also cause a myopia or empty field myopia in which the rider may suffer from short sightedness and
the eyes focus on the visor surface and not out on the road beyond.

Easy Rider! Easy! A winter rider should not only ride more cautiously and slowly, given the conditions, but
should allow the extra time & space between vehicles. This not only allows extra reaction time for the rider
and compensates for reduced braking and steering control, but it also compensates for other road users
that may also have reduced capabilities and driving performance. By allowing extra time & space the rider
is enabling the other road users the improved ability to notice the rider and avoid getting too close. If riders
are aware of this, it may provide the extra buffer needed, especially in the dark where some riders may
wish to wear reflective clothing which may assist improved visibility.
Is riding slowly and wrapping up warm enough? Keeping warm and dry is key to maintaining attention
and awareness on the road. If a rider is so uncomfortable or cold or cold & wet that they are distracted
from the road ahead, then the probability of having an accident increases enormously. Being cold and wet
also have physiological affects which will reduce rider performance. In many ways the body will start to
‘shut down’ as it tries to preserve energy, thus leading to reduced brain function and mobility. This is of
course a severe scenario, however it will be a gradual process and the reduced performance may not
even be noticed by the rider.
But keeping warm & dry and riding slowly does not necessarily mean that there is a reduced probability of
having an accident. It is the awareness of hazards, those present, those in the future, and those in the
distant future that will enable the rider to avoid the situations. By factoring weather forecasts, journey type,
road type, traffic density, time of day etc., will provide the rider with the lowest probability of having an
accident.
E.g. If on a given day, it has been raining and the temperature is forecast to drop to zero deg then there is
a very real risk of icing on the roads the next morning. If the roads have been treated with salt/grit de-icer
and there has been high traffic flow on a busy road, then there is less risk of ice remaining. If the road has
been left untreated and there has been a low traffic flow, then there is a very real risk of icing.
Never is hazard perception at its most demanding than in the winter months and it is the rider that
acknowledges this and acts accordingly that will fair the best.
Is hibernation a good thing? If a rider chooses not to ride their motorcycle in the winter months, then that
is their choice and I for one will not condemn them for it, also there is the certainty that they will not be
involved in a motorcycle accident. However, one accident statistic that is repeated every year without fail is
that in which involves riders with little or no recent riding experience. As soon as spring approaches, many
riders will eagerly await the first dry road day and that is when there is a sudden spike in accidents.
Riding in winter, is as much about riding technique and approach as it is about confidence. The only way to
maintain proficiency levels is to practice on a regular basis and that means riding on a regular basis.
Riding in winter does not necessarily mean that the roads will be wet or icy, there might be glorious sunny
cold days with dry roads to take advantage of, and we would certainly recommend that seasonal riders
practice in most safe conditions throughout the whole year. However, if riding in the winter is not an option,
then be sure to ease slowly into spring riding taking extra precautions and practice hazard perception often
as possible.
Do I want to ride? Do I need to ride? Am I ready to ride? This is really about the rider’s understanding
of whether they are physically & mentally capable and prepared to ride and is the journey necessary. For
some it is necessary as it is the only form of transport, for others, it is a choice depending on other
transport options and whether it is a social ride or necessary ride e.g. ride to work. Many winter riders
should consider all the variables and look far ahead as possible and delay a final decision. This way the
rider is able to get the best information available and consider the options before making a go or no go
decision. A rider can start to gather information such as weather forecasts or road closures, etc. in
advance of a ride. This will start to mentally prepare the rider to deal with the conditions or develop early
contingencies, but it does not have to be so formal. An assessment the night before of the weather
forecast and the type of journey required and always have a mental limit set beyond which would be a no
go decision.

What riding techniques should I adopt? Riding in the winter requires a certain set of skills that unless
utilised will lead to a highly probable accident occurring.
Do not brake heavily or snatch brake especially on wet surfaces and painted surfaces!
Apply brake pressure progressively utilising the rear brake also. Avoid using only the front brake!
Avoid heavy braking whilst changing direction or on a bend!
Avoid aggressive acceleration!
Look out for debris on the road and potholes and cracks!
Avoid changing directions or taking unnecessary avoiding actions with excessive speed!
Ride at a reduced speed on all road types in all winter conditions!
Allow even more space between vehicles than would be normal at other times of year!
Look & think ahead! Practice hazard perception! What could happen next?
Allow room for the reduced performances of other road users, give them the best chance to see & avoid
you!

Much of riding in the winter is exactly the same as at other times of the years, however, with an extra
buffer built in. A rider’s approach to riding and planning for the conditions is the key to successful and
enjoyable winter riding.
RIDE AWARE!/RIDE SAFE!
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Tailgating - Too Close For Who’s Comfort?
Tailgating is where drivers and riders follow too closely to the vehicle in front, making it frustrating to the
driver in front and leaving no room for error or reaction from the vehicle in front.
The general guide for following other vehicles, certainly at speed, has been to leave a 2 second gap
between vehicles. In essence allowing extra space between vehicles to allow for reaction times and to give
an improved view of the road ahead. In poor conditions this space could be increased, in slow moving
traffic such as in urban areas, this space could be reduced somewhat.
Most drivers know this, have been taught this and can comprehend the concept, however it is an activity
that still occurs everyday on our roads by many drivers and also riders.
There are motorcycle and scooter riders who do this on a regular basis and for the most part either believe
they have the ability to react in time, although that may have never been put to the test. They might also
believe that as they are generally seated in an elevated position that they have an improved view of the
road. Some may not be aware that their near proximity to the other vehicle in front is in any way placing
their life and other road users unnecessarily at risk.
Some riders may tend to ride close to the vehicle in front prior to performing an overtake, and other riders
or low powered machines may delay braking and slowing down, thus let there momentum overtake a car
in front when it slows down. This practice is incredibly unwise as the rider has no control of their speed or
their ability to brake and reduce speed to avoid crashing into the vehicle ahead.
On an almost daily basis, the emergency services attend multi vehicle accidents in which a vehicle in front
has been crashed into from the vehicle behind. Sometimes these accidents are minor collisions, however,
some are much more serious and can occur in high or low density traffic.
Riders are particularly vulnerable in this case as they may also have a vehicle following too close behind
them. If the vehicle in front has to brake quickly, or the rider is late in braking and the vehicle behind also
follows suit then the net result is that the motorcycle collides with the vehicle in front and the vehicle
behind collides with the motorcycle, thus crushing the rider.
Another accident scenario is one where a rider’s closing speed on the vehicle in front is too quick or they
are too close and have not reacted in time. To avoid the collision, the rider takes avoiding action and
manoeuvres the motorcycle but only to collide with another oncoming vehicle, or solid object. In this case
there are usually two sub scenarios: either the rider loses control of the motorcycle and then collides with
the road and other objects or vehicles, or the rider maintains control of the motorcycle but cannot avoid the
collision.
On a regular basis it is considered that those drivers of vehicles in front may have braked too suddenly
and regardless of the space behind, this action left no time to react. This point of view is partially
defendable if adequate space and time has been left behind, however the reality is that any vehicle should
be travelling at a speed that allows it to stop and avoid any other vehicle regardless of the actions of that
vehicle. I do stress ...‘should’, as this is sometimes subjective. One person’s reactions might be slower
than another and different types of vehicles may react and perform differently.

Any rider should make space and take advantage of space that presents itself and use it to create time.
Never get too close to the vehicle in front, it not only limits the rider’s ability to control the motorcycle, in the
event, of a developing hazard and it causes the driver of the vehicle in front to become frustrated and
some even nervous. This then causes the driver to spend more of their time and attention on the following
rider/driver and less time focussing on the road ahead. This could cause them to not be aware and avoid a
developing hazard ahead of them in time, which then leads to late and hard braking or even loss of control.
The result is that the actions of the following vehicle, be that a motorcycle or other vehicle, has actually
contributed to a hazard developing that may not be avoided, which ultimately may lead to severe or fatal
injuries.
As riders, we are responsible for our actions and their consequences on not only other road users but also
on ourselves. By creating space with the vehicle in front and a vehicle behind, the rider is able to generate
the most valuable commodity, which is TIME!
If a rider believes the vehicle in front might be driving erratically, or the road & weather conditions are poor,
or the view of the road ahead past the vehicle in front is obscured or restricted, then the rider should drop
back and increase their space.
If a rider believes the vehicle behind in too close, then the rider should generate space by either slowing
down, pulling over and letting the other vehicle pass, change lanes (in a multi lane road) to let the vehicle
pass. Sometimes the rider may choose to speed up temporarily, however avoid excessive speed and
certainly any speed that is beyond your comfort zone. If the vehicle behind also speeds up and is still too
close, then slow down again and let the vehicle pass...It’s really not worth getting into a tussle with another
vehicle.
Ride and drive as you would wish others to ride and drive. Let us lead by example and demonstrate to
other road users that riders are taking a lead in road safety for others to follow.
RIDE FOR YOUR LIFE!
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Ten reasons to tell you I told you so!
There have been so many ‘top ten’ lists recently about rider life in many online forums,
blogs and social media and many the time we hear that riders know the risks so they don’t
need to be told...so here is a top ten - “I told you so!”
10. “Don’t look after you bike and it won’t look after you!” Regular is the
mantra...maintain your bike...check the chain tension, the tyre pressure, etc. How
many times have you seen riders just get on and ride and not have a connection or
interest in the condition of what they are riding? Like so many road vehicles these day,
bikes are getting more sophisticated and ever reliable that many newer riders are
losing, have lost or never gained that connection and do not think about bike
maintenance. Looking after a bike is more likely to engage a rider in how a bike may
function & perform under varying conditions so ultimately the bike will look after the
rider.
9. Riding like a prat will always end in tears! Well most of the time it will if we have a
long enough timeline that is. Eventually it will catch up with you and it will either be
your worst day or it will be for someone else! I’m not saying don’t have fun or never
stretch the legs at appropriate times, but riding should not mean stupid & unnecessary
danger. Ride like you want to ride again another day and not like it’s your last day!
8. “Of course you don’t need to wear protection!” Yep, who’s to say what you have to
wear and how much protection you should wear. Who’s to say that you’ll be alright and
you’ll never have an accident, even if you do, well it’s your choice and you’ll live with
the consequences. Nobody expects to have an accident and in terms of
probability...the chances of having an accident are low...but they do happen!! So
wearing something that will at least provide some protection from the road acting like a
cheese grater on the skin...is probably a good idea!
7. “I’ll never have an accident!” well what you probably should say is: “I hope I never
have an accident and I’ll do all I can to avoid having one!” Whether you’ve just started
to ride or have been riding for 50 years, you can only prepare so far but ultimately who
knows what will happen. Just because you are an experienced or advanced rider does
not mean you are immune from having an accident. Having lots of experience and
taking extra riding courses is a great quality to draw upon when out riding but it can
also lead to over confidence and complacency which is always a recipe for road kill
soufflè!
6. ‘Riding Angels & Driving Demons!’ Just because you ride a bike, does not mean
you are in the right or have the right to control the goings on the road, let alone have
the right to own the road. It also does not mean that drivers are repulsive biker killers
who deserve to be hung drawn and quartered. Of course there are some drivers who
need an education...but the same could be said of some riders and many times riders
are also drivers. So the next time you want to flip the bird or berate someone in a
car...that certain someone may just well be another rider in driver’s clothes!

5. The young and the born again riders! Whilst accidents happen in all age groups, all
social backgrounds and genders...it is a myth that the most likely to have an accident
is one specific group. What about those riding the sports bikes...surely they’re just
accidents waiting to happen! It is very easy for drivers to pigeon hole riders as carefree
& reckless, but it is also easy for certain rider demographics to lay the blame at other
rider types. If we consider bike accidents on a global scale, rather than just on a
regional one then we’ll find that the numbers are fairly spread amongst all rider types
and all types of ride!
4. ‘Make sure you wear really expensive protective gear because it will protect
you!’
Errrm...no it won’t! Just because you wear protective gear...whether it is expensive or
not, will not necessarily mean you will be protected in all cases. Protection only works
up to a certain point and gives some protection against abrasion and light impacts. Any
substantial direct impact and the protection may help, but there is no guarantee. It is
rendered quite useless at high speed impacts with solid objects. Don’t ever think that
just because you’re wearing protection you will be totally protected. The best protection
will always be avoiding the accident in the first place and hoping the protective gear
does help if you ever have an accident!
3. “They may make us wear a helmet...but they will never take our...FREEDOM!”
There has and I’m sure will continue the debate amongst many riders about the right to
choose to wear a helmet. Whilst I somewhat sympathise with the notion of more
restrictions being placed on riders. The reality of motorcycle accidents is that there is a
high probability that the head will receive an impact...so wearing something will help.
Just ask anyone who has suffered a fatal blow to the head if they’d wished they’d worn
a helmet...oh...bugger...you can’t...because they are dead!! There are no absolute
certainties in riding, but among the many myths of helmets and injuries there remains
this truth. If you wear a helmet...if it is strapped up properly...then it will help to protect
your head and brain to a certain degree. It will probably enable you to continue in the
future to ride and drive and live your life. The only discussion that remains is what type
of helmet should you wear...and aren’t you glad you’re still here to make that decision!
2. “All riders have a death wish!” ...No they don’t! But many drivers and pedestrians
may well be given that impression by the way we act or how we might be portrayed in
the media or on TV & film. Just like all riders or bikers...especially those wearing black
leather are not necessarily the nasty & criminal type. We cannot blame ‘the public’ if
they have a negative impression of us when we regularly reinforce that. The absolute
vast majority of riders are responsible road users who do treasure their own mortality
but unfortunately it is always the few that forge lasting opinions. It is upon us all to
continue to portray ourselves in a good light and lead by example in rider and general
road safety.
1. “Don’t Say I Didn’t Tell You So!” There is so much information out there, in the ether,
about how to better your bike or your riding and every man and his dog has an opinion
on regulatory restrictions or safety matters. The access to this information is largely
widespread now and no rider needs to be in isolation when it comes to improving their
knowledge. Some is for free and some has to be paid for...some quite cheap and some
really expensive. The best you can do is absorb as much information as possible from
either contact with other riders, taking courses or training or just by reading up from
magazines or online sources, then ultimately take that information and use it to YOUR
benefit and YOUR improvement. Some things will not work for you, but other things

will. Having an open mind will help and always retain your own identity. Never try to
‘Keep up with Jones’s’ for the sake of it and never believe that you can easily be as
good as those racing heroes. I ain’t no ‘Rossi’, so I don’t ride like him either. I ain’t no
‘Driving Miss Daisy’, so I don’t drive like Morgan Freeman either. I have my own
method, my own pace and I go my own way! I am responsible for my own decisions
and how I ride and ultimately how safe I can be and how much fun I can have.
There you go...that’s it! That’s my top ten told you so’s!
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The Blame Equation!
Motorcycle accidents are caused by a variety of reasons across various situations, and for the most part,
the reasons are the same regardless of where you are riding. Although there might be some locational or
geographical influences on accident statistics, the end result, is that there was a series of small events and
circumstances that led to the incident unfolding.
In a previous article I discussed the potential injury equation: A + B + C + L = D. Where A = Speed, B =
Obstacle Density, C = Protection Level, L = Luck & D = Injury Severity
The accident equation is much more difficult to define and is influenced by many variables, such as
weather, road conditions, speed, vehicle condition, physical condition, emotional condition, etc. However
there are three major components, or rather groups of factors, that interact with each other to determine
accident probability.
First!!!
!
Second!! !
Third!!
!

External - Environmental! !
Vehicle Type & Standard! !
Internal - Human Condition!

=!
=!
=!

X
Y
Z

E.g. If the weather deteriorates significantly and the roads become wet or covered with snow or ice, and
driving visibility is reduced because of rain, snow or fog, etc and given that a vehicle is in good working
order, but the driver or rider does not take appropriate steps to reduce speed and allow more space
between vehicles, etc, then the probability of being involved in an accident increases.
Therefore accident probability is: A = (X x Y x Z). If any of the factors improve then there is less chance of
having an accident.
Let’s look at another example:
If the weather is clear and good driving conditions and the vehicle is in good working order, but the driver is
very tired or is under the influence of alcohol or drugs or distracted by use of a mobile phone, etc then the
human condition or performance is reduced. Reaction times are decreased and the probability of having
an accident, or rather not being able to control the vehicle effectively to avoid being involved in an
accident...increase!
The number of examples are countless because of the potential variations and interactions that may
influence why an accident has occurred or whether an accident may occur.
Anytime there is a road traffic accident, especially if there are injuries, there is an investigation by the local
police into the cause of the accident. They will not only look at the physics equations of the accident itself,
but also seek to gather information on the other variables. Usually there is an obvious reason why the
accident occurred and for the most part the level of human performance is the major factor. Either human
error or negligence!
As a society, we make sure accident probability is very low...it is somewhere in the region of less than 1%,
because if it were higher than that, then we would all be having accidents once a week and vehicles would
be deemed too unsafe to use.

From vehicle manufacture, road design and policy, training & testing and enforcement, drivers and riders
are somewhat protected from having an accident. However, of course, there are no guarantees but there
are methods that we use to keep that probability down.
E.g. The weather conditions may have deteriorated so much that on a particular road the driving conditions
are deemed unsafe, so the end result is that the road is closed or the speed limit is temporarily significantly
reduced.
E.g. Traffic calming measures are implemented in urban areas, such as speed humps or grills, reduced
speed limits etc because there is a high population density of a particular demographic, e.g.school children
that require extra protection.
E.g. Vehicle design and refinement is constantly evolving to improve driving performance and comfort.
The list goes on...however, although accident probability is low and percentage ratios of a vehicle type
involved in an accident compared to number of registered vehicle types is relatively low, nonetheless, the
accident figures are still high...e.g. 1% of 1 000,000 = 10,000 which is the potential number of injuries,
however in reality that number of injured is determined by number of occupants in a vehicle and in many
cases there are no injuries at all or even in some cases the accident was not registered because it was not
reported to the authorities. So although the accident statistics are accurate, they only represent the
reported or known accidents and injuries.
A more modern phenomenon is that of apportioning culpability for various reasons, or the perception of
accident causation. Whether for insurance purposes, or for fear of legal ramifications, or for the real belief
that they were blameless in an accident, many if not most drivers and riders may consider ‘other factors or
other persons’ to be at fault or the reason for the accident.
In this regard, motorcyclists are no different. In fact if one were to trawl through the reams of opinion in
motorcycle printed press or other media, or on any social networking site, then you might get the
overwhelming opinion that most riders believe that a motorcycle accident is caused by another factor or
the other road user...the car, truck. There is a very strong belief that the actions of others are the reasons
why accidents occur and why the potential of accidents exist.
If we look at the common terms or situations that are often used...SMIDSY, Cager, car pulled out in front of
me, tailgating, driving and texting, it was wet, icy, etc... the common rider is bombarded with the notion that
the other road user or environment is the root of all motorcycle accidents.
Actually, this isn’t quite the case! Whilst of course there is some truth in those opinions, there is also the
undeniable truth that riders are also to blame for accidents. E.g., when losing control on a bend or losing
control with excessive speed or under hard braking or not riding appropriate to the weather and road
conditions.
Many motorcycle accidents are single vehicle accidents, i.e. no other vehicles were involved in the
accident or in the cause of the accident. However, as motorcyclists in a collective sense, we tend not to
focus on this, but rather prefer the opinion that others were to blame.
One of the classic motorcycle accident scenarios is one which occurs at junctions or intersections and it is
one situation whereby usually two or more vehicles are involved in the accident and certainly two or more
vehicles contributed to the cause of the accident.
If we take the view of the driver that is emerging from a side road and wishing to join the main road.
Especially so in an urban area, there might be many distractions, street furniture, pedestrians, volume of
traffic that may limit the driver being able to detect a motorcyclist approaching. The driver should stop, look
and look again to make sure no other vehicles are approaching and then proceed to emerge and join the

road. However there are those factors which may limit the viewing capability and there are the physical
and emotional factors which may reduce the driver’s ability to process information and to judge traffic
conditions and speed. E.g., the driver may be tired, not feeling well, have a physical deterioration
associated with age, etc.
If we take the view of the rider that is proceeding along a main road in an urban area, there might be many
distractions, high traffic density, pedestrians etc. The rider may also have physiological and emotional
influences that may reduce their riding performance. The rider may riding at a speed over the speed limit
and may be riding in a certain road position that effectively places them in the blind spot of other drivers.
The rider may choose to filter/lane split or overtake slower moving traffic which creates speed variations
between the motorcycle and the traffic flow, etc.
Whatever the scenario, there is a potential of encountering a hazardous situation or even creating or
perpetuating one. As riders proceed along a certain path, they have a challenge to make themselves as
visible and noted to other road users as possible (this does not necessarily mean wearing high visibility
clothing) & be able to avoid certain hazards and also not be part of creating a hazard.
E.g. !If a rider is riding in excess of a speed limit in an urban area, then that alters a driver’s perception of
closing speeds.
!
If a rider positions themselves on the near side of the road, they are limiting their visibility to other
road users emerging from or turning into side roads.
!
If a rider overtakes slower moving traffic at or just ahead of a side junction, then they are limiting their
visibility to other road users emerging from or turning into side roads
!
If a rider is riding too fast on set up and entry into a bend, then this may cause them to run wide, even
lose control and either leave the road and crash or have a head on collision with another vehicle coming
around the bend.
The list of situations is endless, but suffice to say, that every rider is responsible for how they ride and how
they adjust their riding style for the road conditions, location and traffic density. Every rider and driver may
be part of the accident equation and part of the blame equation.
Whilst raising awareness of how accidents and injuries occur ‘may‘ help to prevent accidents from
occurring, the real difference is when riding and driving attitudes and behaviours are changed because
riders and drivers are making better informed decisions based upon hazard perception and improved,
safer riding and driving practices.
The blame equation is relatively simple to define, there is:
A = !The driver’s actions! !
!
B =! The driver’s reactions
C = ! The rider’s actions
D =! The rider’s reactions
E =! Environmental Conditions
L = ! Luck
T =! Time

!

!

Blame = (A-B) + (C-D) + (E+L) + T

Any action has a consequence and that consequence is limited by reaction, the environment and luck. At a
given time a certain set of conditions will result in an accident...at another given time a certain set of
conditions will not result in an accident!
Please note: All equations in this article are only to illustrate a certain opinion and are not scientifically
founded!
RIDE AWARE!/RIDE SAFE!
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The Breakable Unbreakable!
Occasionally the emergency services attend to a road traffic accident involving all types of vehicle, driver
and rider and even the most experienced and hardened emergency service worker (ESW) are left
perplexed by what they have witnessed. This can also be in tandem and associated with the distress of
what has been witnessed and dealt with, but for this article this other aspect is not discussed!
Many ESWs, especially more experienced may believe that they have probably seen all that there is to
see, but then out of the blue they respond to an incident which is either a completely new experience or
one that shatters a previously held belief.
Over many years of responding to road accidents and motorcycle accidents...be those on public roads or
off road, I too, sometimes get reminded of this!
Whilst I agree, the generalised safety practices or rules that have been introduced to improve our safety do
have merit...there are always exceptions to those rules.
E.g. The wearing of seat belts in vehicles. They are an undoubted improvement in safety, however there
have been numerous incidents over the years where the seat belts have caused serious injuries whilst
restraining a driver or passenger. There have also been a few incidents whereby the life of a driver has
been saved because they were not wearing a seat belt. In these cases the drivers were able to quickly
jump out of the seat just with a split second to spare whilst being unhindered by the belt.
Of course there will always be exceptions to any rule!
A similar experience is of high impact collisions with solid objects, be those with another vehicle, a wall, a
tree, lamp post, etc.
Sometimes we are surprised by the extent of damage sustained to solid objects and the forces involved.
Those forces are at times considered to be very large and sometimes quite small, but still cause
substantial damage.
Vehicle damage can be quite misleading at first glance, because modern vehicle design does allow for
more impact energy absorption through structural deformity (Crumple Zones). Whereas, much older
vehicles which are constructed of more solid materials, however without crumple zones...do not absorb
energy as effectively.
The same reaction can be had when dealing with injuries resulting from road traffic accidents. Sometimes
the most innocuous of impacts may lead to very substantial and serious injuries....sometimes even fatal.
Conversely some high impacts may lead to very minor injuries or none at all.
In many of the articles I have written I have used terms such as: may, should, potentially, likely, etc. I have
used these terms specifically due to the experiences of having dealt with incidents, injuries and damage
that would tend to contradict all other standards.
The following are examples of catastrophic damage to structures but where injury was minimal or a non
injury, whereas under ‘normal’ circumstances there would have been serious injury or fatality.

E.g. Motorcycle & rider left carriageway and collided with a solid wall or building. Upon impact the wall has
given way and rider having minor injury, however the motorcycle has sustained substantial damage.
E.g. Motorcycle has collided head on with a vehicle. The motorcycle has embedded itself into the engine
compartment of the vehicle and caused substantial damage to both vehicles, however the rider has been
propelled forward and over the vehicle and has landed on soft ground and is uninjured.
E.g. Two car, head on collision with engines ripped out of their respective compartments; one settled a few
yards away, and the other having rested...embedded within the branches of a tree some 20ft above the
ground. Both occupants of both vehicles still in their respective car seats with minor cuts and bruises.
E.g. Motorcycle & rider has veered or has swerved to avoid an object and has contacted the curb or verge
alongside the road. The motorcycle is launched some 15-20ft in the air and collides with a lamp post and
or telegraph post. The motorcycle has sustained some damage but not catastrophic, and the rider some
minor injuries whilst the solid post has been broken, bent or even snapped in two or three pieces.
E.g. A rider that has been wearing a helmet that has come off during the collision, or a rider who was not
wearing a helmet at all and has received a contact to the head but has resulted in a non or minor injury or
a temporary head injury that was fully recovered from without extensive medical treatment.
E.g. A rider that was not wearing any motorcycle protective clothing and is involved in a high impact
collision but did not sustain any broken bones or substantial skin or tissue damage...sometimes not even
sustained a scratch or graze.
Sometimes, (and these should be regarded as a very small percentage of times) regardless of what forces
seem to have been experienced, the result is not what was expected. Injuries were minor or not at all and
damage to the vehicle may or may not have been substantial.
Sometimes it is just a combination of factors at a particular moment in time and neither rhyme nor reason
can explain the outcome. Just as when a severe injury or fatality is resulting from a relatively minor impact
force.
When I discuss or write about motorcycle & rider safety, I tend to first consider probabilities. Probability of
an accident occurring and what may affect that, and the probability of injury and what may influence that.
Regardless of our own perception and preferences, based on probability alone...a rider is very vulnerable
to severe injury ‘IF’ involved in an accident and this is marginally to substantially influenced by the level of
protective clothing and equipment that the rider is wearing. The probability of being in an accident is
largely determined by the standard of riding/driving practices and the interaction with and awareness of
other road users and environmental factors.
I am occasionally asked: “What is the best way for a rider to be safe on the roads?” and based upon the
experiences of dealing with motorcycle accidents I would list the following in order of effectiveness:
1. Good riding standards & practices, continued learning & practice/training!
2. Good hazard awareness & good 360deg vision & detection.
3. Good appreciation of weather & road conditions and related motorcycle & rider performance!
4. Good anticipation of situations and hazards.
5. Keeping a larger distance between vehicles & positioning to avoid other vehicles & hazards!
6. Appropriate use of speed and smoothness of controls.
7. Wearing protective clothing and equipment.

I have placed protective equipment last, because wearing protective equipment does not necessarily keep
you safe from harm. Avoiding an accident in the first instance is the ultimate way to keep you safe. By
following the order above a rider is likely to reduce a low probability of being in an accident to almost
zero...however where a rider ignores the above order then the probability is substantially increased.
However, there are no absolutes in accident prevention and the wearing of protective equipment should be
included as part of a safety package or an approach to safety, whilst remembering that sometimes
accidents occur which are beyond the rider’s or driver’s control and beyond culpability, rhyme nor reason!
RIDE AWARE!/RIDE SAFE!
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The label loyalists!!

!

!

We’ve probably, one time or another, been in need of replacement motorcycling clothing or equipment…
whether it’s a new jacket or helmet, etc and I often hear or see advertised equipment that promises so
much but does it ever really deliver on that promise?!

!

What’s more I often hear many a rider proclaiming how much they have spent on their top quality
equipment because it is the best and will save their lives if it is ever called upon to do so, but is there any
truth in this and can it be ever substantiated.!

!

I have attended countless motorcycle accidents where the so called top quality equipment failed to save a
rider’s life, in fact it has seemed to have the same performance as the lower quality gear too. I have
personally seen the most expensive helmets shattered and resulted in fatalities, but the same can be said
of the cheaper helmets too…all resulting from very similar impacts!!

!

At many accident scenes I have witnessed where injuries have been minimised by the wearing of general
protection, sometimes it is the really expensive brands and sometimes too the lesser known brands.!

!

I’m often asked which is the best equipment to have and which will perform best for a rider in an accident.
I’ll tend to give a standard response: “Well, it depends on what kind of crash you want to have!”, because
regardless of branding and expense all protective equipment will offer some good levels of protection,
even multiple layers of everyday clothing will perform to a certain degree, but all equipment will only
protect up to a certain point and then it fails to deliver.!

!

At post accident scenes when talking with patients or witnesses I often hear two claims…either when the
rider has survivable injuries.. “Well the protective clothing did it’s job and saved his life!” or when the rider
has unsurvivable injuries or even has standard injuries… “Well that protection didn’t do anything did it!’!

!

Of course we have to understand that much of the cost of equipment is based on styling, comfort & fit and
the types of materials used, but for now I’ll put those to one side and just concentrate on approved clothing
and protective qualities only. I mention this because if equipment is not approved and or is fake then it is
likely not to have undergone at least some standard industry testing or may even fail a lot sooner than
legitimate brands. There is some anecdotal evidence of this and I have seen some examples of poor
quality items failing in accident scenarios, but it would be difficult to say for sure, however these types of
items are usually made of poor quality materials which will fail and wear through a lot sooner than
approved clothing will.!

!

At many accidents, injuries have been sustained where there was a failure of the equipment, e.g a helmet
strap breaking, clothing stitching breaking, zips ripping apart or even armour that has shattered too. I’ve
seen this with all types of equipment and all types of brands but usually it seems to have happened with
older equipment.!

!

So possibly this is a key point to keep in mind… that equipment may degrade slightly, or rather just
enough, over time that it may even fail at the most crucial time.!

!

As well as dealing with & analysing equipment in post accidents, I have often performed my own tests of
equipment and try to demonstrate how equipment functions, how it protects but mostly how and wear it
does not!!
I always try to emphasise that any substantial impact to the body will result in an injury or fatality with a
high probability regardless of the type of protection worn, however light & glancing impacts will tend to
result in lesser, minor or non injuries and any slide or slight rolling along the surface, the protective
equipment will offer some good abrasion resistance too.!

!

So this is the key thing to remember, that the protective equipment tends to perform at its best at low
speed, low angle impacts with less dense objects or for slides along the surface without any objects
collided with.!

!

The best protective performance will generally be derived from items that are constructed of better quality,
harder wearing and ‘thicker’ materials. So multiple layers of thicker garments, or thick leather or textile etc.!

!

Whenever I buy or look at any equipment, I tend to ignore brands, but concentrate on comfort and fit and
mostly the material that it is made of. I have not been adverse to buying certain items online but really
seeing, touching and trying on items in a store is probably the best practice to follow. If I buy items online
I’ll make the final assessment when I receive the goods and check the quality. !

!

One question I’m often asked is “Would you buy cheap products & equipment?” well the answer to that
is…probably! It depends if it has been tested to an acceptable standard, is the material durable and is its
construction of sound quality?!

!

I do not tend to consider items as having a time - life limit…more an on condition - life limit. So if I’m
wearing or using lesser quality or even wearing less equipment, I tend to change my riding style to suit. I
generally ride a lot more conservatively, however regardless of brand or expense of equipment, I never
assume that it will save my life or provide optimum protection and when wearing cheaper products I do not
assume that it will be suitable for more than a single season. The old adage: ‘you get what you pay for!’ is
probably most suited to motorcycle protective clothing & equipment!…but spending a fortune on
equipment is not always justified or supported with evidence from accident scenes.!

!

All equipment has a performance limit, some more than others but usually the difference is marginal in
comparison because at higher impact forces all equipment suffers a rapid decrease in performance. So
when I wear protective clothing or equipment I always try to ride in a manner to always avoid an accident,
never wanting to test the protective qualities…but I always wear some, just in case I do have an accident
and I ‘hope’ it will protect me somewhat or just minimise some of my injuries.!

!
RIDE AWARE!/RIDE SAFE!!
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The Night Rider
All road users face varying light conditions throughout a 24hr period and throughout the year and a
motorcyclist is particularly affected by this variance. There are three distinct periods in which there is a
relatively constant amount of light.
There is the period between Dusk & Dawn which is Night & Dark.
There is the period between Sunrise & Sunset which is Day & Light.
There is the period between Sunset & Dusk or Dawn & Sunrise which is Twilight.
All light conditions are generally changing throughout the day according to the angle of the sun and the
type of weather (Clouds etc) that obscure the sun & sky. This can dramatically change overall lighting
conditions from a day with bright sunshine and blue skies to a dull overcast day.
The period approaching sunset and shortly after sunrise are particularly important as at these times the
angle of the sun is particularly low on the horizon, which may shine directly into the rider’s or driver’s line
of sight which may cause a temporary artificial blindness. Also during this time, long casting shadows may
be formed from buildings or trees etc which may cause a temporary reduction of effective vision, especially
when riding from bright sunshine to dark shadow, as the eye is slow to react to the sudden drop into low
light conditions.
During the period of Twilight, the rider or driver will notice a rapid change in lighting conditions as the sun
either rises up to the horizon or falls beneath the horizon. Whilst looking above the horizon, it may appear
that there is sufficient light, the actual ambient light directly ahead of the rider or driver on the road might
be considerably less, with it effectively being dark.
The period of Night also has variations of lighting according to the scale and angle of the moon and the
type of weather. Also factored in are other light sources of urban areas or street lighting and other vehicles,
and the effects of these on the rider or driver are also affected by any obstacle that would likely obscure
the light, thus effectively casting a shadow.
The rider is particularly effected by varying lighting conditions as it is light that enables a rider to analyse
depth and enables the balance required to control the motorcycle.
During the daylight, the rider is able to control the motorcycle a lot easier as the function of the eye is
dramatically improved and is able to differentiate depth and speed with greater accuracy.
During the dark, the rider has to factor in decreased eye functionality with reduced depth perception and
assessment of speed. Of course the motorcycle is equipped with a headlight which shines light ahead and
depending on the type of motorcycle and the year of manufacture, will determine how much light is
produced. Modern motorcycles have much improved lighting systems which enable much improved vision,
however all motorcycles effectively have large changes in the way light is shone each time the motorcycle
is ridden on a bend.
A car, when driven around a bend, is essentially turning in a flat plane therefore the lighting is relatively
constant across the road ahead. However, when a motorcycle is ridden around a bend, the rider has to
lean over the motorcycle which changes the lighting angle of the headlight, thus there is less light in the
inside of the bend and more on the outside of the bend. A similar situation occurs under braking, as the
light angle is forced down, hence there is more light down and directly ahead and less above and far
ahead.

Motorcycle accidents occur at all time of day & night, with more during the day due to there being more
vehicles on the road.
A common time of day for all types of road accidents is during Twilight and just after sunrise and just
before sunset as the angle of the sun or rapid changing light can cause a rider or driver to either lose
control of the vehicle or not ‘see’ a hazard that is developing ahead of them due to the ‘artificial blindness’
Accidents at night do occur in lesser numbers due to less vehicles on the road, however they are largely
still attributed to excessive speed and reduced control due to diminished perception because of the low
light conditions. I am not considering accidents that are caused either as a result of alcohol, narcotic or
prescribed drugs or by medical conditions in this article as those would be considered as an external
causation factor in this sense.
The key to riding at night is:
First, the acknowledgment that there is less light and hence there is less ability to see the road and
hazards as clearly.
Second, allow extra time for the journey and extra space between vehicles and this is achieved with
reduced speed at night.
Be sure that your motorcycle is suitable for riding at night, either because of it age or design, does the
headlight provide sufficient light to provide adequate lighting for the road ahead. Of course be sure that all
lights are working properly.
See & Be Seen! Pay extra attention during the dark for hazards and other road users that may not have
seen you. Remember that all road users will have a diminished performance in the dark and coupled with
fatigue there is a possibility that the other road user may not notice you as a rider or may misjudge your
speed.
All riders may consider wearing high visibility or reflective clothing especially at night, however very
importantly every rider should not over rely on the other road user still seeing you even if you are wearing
HV clothing. All riders should remember that an oncoming vehicle will predominantly only see the
motorcycle headlight from distance and whilst drawing nearer. Only in the passing phase may the driver
notice the rider wearing HV, hence the HV has not contributed to any avoidance. HV may assist a rider
when a vehicle is approaching a motorcycle from the rear. Motorcycle tail lights can be quite small and the
light derived from them, especially when riding in urban areas with substantial street lighting can be
perceptually less. In this circumstance the wearing of HV may assist the driver to see a rider, but this is not
guaranteed.
For any novice night rider, the best advice is to practice in night riding techniques. Possibly take some
instruction from a training school or slowly build up experience in urban areas where there is more ambient
light and then further develop your skills on roads that have been tried in day light conditions and progress
from there. As stated the key is to acknowledge the limitations and adopt a riding style according for the
light and the weather conditions, which, because of the colder temperatures there is likely to be a
deterioration in weather.
RIDE AWARE!/RIDE SAFE!
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The Right Side Of The Road!
What is considered the right side of the road or rather the best place on the road to position your vehicle,
be it a motorcycle, car, lorry, etc.
The best position on the road is one that enables the rider to gain the optimum view of the road, in order to
manoeuvre the motorcycle safely and to avoid any hazards that may present themselves.
A motorcyclist has certain advantages over most car drivers as they are able to view the road from an
elevated position which gives them the best view ahead, however, a motorcyclist is also susceptible to
more destabilising factors which may mean the rider having to constantly alter road position.
If we consider the ‘correct’ road position for a motorcyclist on entry to a right hand bend in the road. For a
rider who ‘rides on the left’ e.g. in the UK, that correct position would be to the left hand side of the road
lane (away from the centre of the road) which would give the best possible view through and beyond the
right hand bend. For a rider who ‘rides on the right’ e.g. in the USA or Europe, that correct position would
be to the left hand side of the road lane (towards the centre of the road). The opposite would be applied to
a left hand bend.
If we consider the ‘correct’ road position for a motorcyclist on a straight road (without side junctions/
intersections), then the best position is one where the rider occupies the centre of the lane or some would
say the centre of the road without any oncoming traffic.
If we consider the ‘correct’ road position for a motorcyclist on a straight road ( with side junctions/
intersections), then the best position is one where the rider occupies towards the centre of the road; away
from the mouth of the junction. This gives the rider the best possible view of traffic approaching and
emerging from the side junction but also gives the emerging traffic the best possible view to see the
motorcyclist.
There are many other examples of road position according to road type, surrounding environment, road
and weather conditions which may be deemed to be the correct road position, but is the ‘correct position
always the correct choice?’
The optimum position on the road should provide the rider with the optimum view of the road ahead and
potential hazards to facilitate a safe uneventful ride. However, so many motorcycle accidents can be
traced back to a ‘wrong’ position on the road with either appropriate or inappropriate speed or traced back
to the ‘correct’ side of the road with inappropriate speed or an external factor has meant that the ‘correct’
side was the wrong choice!
The side of the road and to a lesser degree, the middle of the road, is where most debris will accumulate,
be that grit, gravel, metal fragments, plant material, etc. This debris is increased with heavy rain and after
high winds and more so in the autumn and winter months. Any part of the road surface can start to ‘break
away’ due to various factors, be those very hot or cold temperatures, or traffic density and traffic loading,
or pollutants or issues with substructure (usually caused by ground movement or by seismic activity). Any
rider encountering a sudden change to the road surface may develop a sudden loss of grip or may even
suddenly regain of grip which may destabilise the motorcycle. Of course if we factor in, wet roads, fuel and
oils, ice, mud/dirt/sand, manhole & drain covers, etc then this may only compound the risk.

Should a rider sacrifice road position to avoid riding over debris that would potentially destabilise the
motorcycle or rather maintain road position and retain normal speeds or maintain road position and reduce
speed?
Some would argue that a rider should be very reluctant to sacrifice road position because of the reduced
view ahead...but riders should also always be looking at the view directly in front! Therefore it becomes a
question of speed at the beginning, in the middle and at the end of the manoeuvre. The main challenge
here for the rider is to complete the manoeuvre successfully, i.e. actually make it through the bend!
Riding over some types of debris or pollutants is still perfectly acceptable but this is largely dependent on
the speed and profile (accelerating/decelerating, steering & lean angle, loading, etc.) The motorcycle
should be in a more upright and stable reduced speed if riding over debris and this is the decision that the
rider should constantly assess. If the debris or break in the road (potholes or cracks) is too large that will
substantially destabilise the ride, then the rider should manoeuvre around and change road position up to
a certain point.
Many motorcycle accidents that occur are caused by the rider manoeuvring to avoid a potential hazard
which coupled with higher speeds actually destabilises the motorcycle further leading to a loss of control or
places the motorcycle in the ‘wrong’ position which may lead to an impact with another vehicle.
All riders should constantly practice and assess road positioning and hone their skills, however, each rider
should never rigidly stick with a particular road position and ignore debris and the condition of the road
surface directly ahead to the extent it compromises safety. Ultimately it is a judgement call the rider should
make and the speed and road position will vary to a certain degree according to the conditions. E.g. on a
right hand bend, the rider may occupy the centre of the road lane and stay away from the accumulated
debris on the side or middle of the road where applicable.
Many accidents have occurred whereby the rider has maintained the correct position on the road but has
not factored in an extra layer of safety or buffer between themselves and an unforeseen hazard that
suddenly presents itself that the rider has not been able to avoid, be that another vehicle or animal or
object.
If we consider a left hand bend in the UK or a right hand bend in the USA or Europe etc, then the correct
road position would be towards the centre of the road in your lane. However, many accidents occur
between motorcycles and other vehicles because the rider has rigidly stuck to their position and the other
vehicle has also driven towards the centre of the road or even encroached onto the rider’s side and a head
on collision or glancing collision has resulted.
The rider should always factor in what may potentially be around the bend, especially if on a blind or
obscured bend and adjust entry speed and possibly road position to a certain degree to create the extra
buffer.
The choice of options for the rider is vast for an ever changing set of conditions and varying degrees of
hazard. A particular road will not necessarily be ridden in the same way or manner every time. All riders
should factor in what they can see, what they should see and what they may not see and develop
contingencies to assist in a safe ride. Further training and advanced training will provide some skills which
will assist the rider, but ultimately it is the rider’s decision making process that may mean the difference
between a successful or unsuccessful ride.
RIDE AWARE!/RIDE SAFE!
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The Tortoise & The Hare!
Every now and again, whilst riding, I am reminded of Aesop’s Fables - The Tortoise & The Hare! and it
often catches me out also.
Quite often many drivers and riders will agree that a motorcycle will get you to a destination a lot quicker
than any other type of vehicle...well sometimes that is true and at others not! Let me explain!
If you are riding or driving on a specific journey and the roads are quiet or do not have a high traffic
volume, then both motorcycle and ‘car’ can potentially make the same journey in the same time...whether
they adhere to speed limits or not! Of course I am mainly talking about riding or driving at the speed limit or
thereabouts and not talking about a speed that is excessively exceeding the speed limit...because then
that becomes a race of who can go faster and who can hold a fast speed for longer...which is hardly
appropriate for the road and is not something that I can publicly condone, but I will not be naive to think
that it does not happen!
If you are riding or driving on a road that has a higher volume of traffic, then potentially a motorcycle will
have more overtaking opportunities than any other vehicle, without necessarily having to excessively
exceed the speed limit...or a motorcycle may filter through or past queuing traffic or filter through to the
front of stationary traffic at a set of traffic lights (Of course this only applies to countries and regions where
filtering is permitted) whereas another type of vehicle will be unable to do this.
All things being equal, this is where the motorcycle has the advantage over the other road user. It is not so
much that the rider and motorcycle can go faster than any other type of vehicle, but it is more so that a
rider can maintain a speed, fit through smaller spaces and continue rolling and ultimately can find a path
through traffic that will cut down the journey time...and it is this where the true benefit of a motorcycle over
another vehicle can be found.
However, how many times has a rider overtaken another vehicle or has passed another vehicle at high
speed...and then further along the journey as the rider stops at a set of traffic lights, the vehicle that had
been overtaken just eases up behind or more embarrassingly uses another lane and passes the rider.
How about on a multi lane road, dual carriageway or motorway, has a rider passed another vehicle or
series of vehicles and then proceeded along leaving them all behind, but then the traffic ahead starts to
slow down, which in turn causes the rider to slow down...and yes the previously overtaken vehicles ease in
behind.
Or from a multi lane road, the rider overtakes a series of vehicles and then takes an exit, and on the slip
road/off ramp as the rider slows, then one of those vehicles previously overtaken eases in behind.
Anytime I ride, I try to maintain a speed and smooth transition in acceleration and braking and make full
use of vehicle spacing and I try to filter through queuing traffic (where appropriate),...And I will overtake if I
believe there is to be a net benefit further along the road. I.e. If I know there is a side junction I need to
take in a mile or less then I will probably not perform the overtake, because the chances are I will have to
slow down and the vehicle that I passed will be forced to slow down as I take the exit or they will just pass
by my nearside as I wait to take the exit...so was there any point in overtaking in the first place.

Many advanced riding practitioners, be those advanced riding clubs or organisations or emergency
services riders will talk about ...‘making progress’ or ‘progressing’ or any other term that essentially means
making use of the motorcycle potential to maintain speed or optimise speed, to find space and to continue
rolling through in a smooth and continuous process.
But does this necessarily cover the ‘net benefit’ or is the short term gain often neutralised by general
conditions and traffic flow.
Something I often say to myself and to others is:
“Just because I can...Doesn’t mean I should!” “Just because I should...Doesn’t mean I need to!”
This is something that affects all situations and riders are no exception. By trying to ‘Get On’ or ‘Make
Progress’ may result in saving time and getting somewhere quicker...but it may also mean not!...and many
times when I have not, I sometimes feel humbled and think...what was the point of that?
Getting On or Making Progress should never be interpreted as rushing to get ahead, or to take
inappropriate risks just to get to a destination quicker. It should be about making the right decisions about
when and where there is a net benefit to optimising the potential of the motorcycle in the road riding
application.
Sometimes this may mean riding at speed on a road with good vision ahead and minimal hazards in
favourable weather and road conditions, but sometimes this may mean holding back, going with the flow of
traffic and making gradual advances through.
It should never be about rushing or racing to the destination, but moreover it should be about attempting to
maintain a continuous smooth rolling ride, that may or may not involve higher speed.
RIDE AWARE!/RIDE SAFE!
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The Young Pretenders!
Much of any safety campaign is to lay the foundation for the next generation as well as to highlight and to
educate the current generation.
Any road safety campaign will have a certain agenda that is either to have a mass appeal (e.g. road users)
or to target a specific group (e.g. motorcyclists)...a target audience. Within each campaign there may also
be a specific area in which awareness is being raised (e.g. speed in urban areas) or there might be a
general awareness (e.g. National Speed Limit Review)
When we talk about a collective and coordinated approach to rider safety and more specifically ‘new or
young’ rider safety, then as a safety campaign there has to be an alliance with and an understanding
amongst interested parties, groups and organisations that education and raising awareness amongst
young and new riders is key.
Many quality training organisations might legitimately argue that they prepare a new rider for road riding
and teach the required skills, however the new rider will not necessarily continue to ride in the same
manner after the training has ended. Regardless of skills, behaviours and attitudes that may be bestowed
to the new rider by any trainer, it really is the responsibility of the newly trained rider to keep practicing
what they have been taught.
Many dealerships might legitimately argue that they are in the business of motorcycle or scooter sales and
it is not their responsibility to mind the safe riding practices of any rider that walks into the dealership.
However, if across the board, as opposed to individual dealers, more emphasis was placed on promoting
safer riding practices and matching a motorcycle/moped with a rider’s experience etc then is essence
manufacturers and dealerships would be engaged in a closer relationship with their riders. It may be the
difference between new riders being involved and not being involved in an accident, or being involved in a
near miss which makes a new rider leave motorcycling for ever. This also works on another level, whereby
if the riders are less likely to be involved in an
accident, then they are more likely to be repeat
customers, which make good business sense.
Many family members and friends may worry for
their loved ones or may be part of the riding circle.
But how many of those are actively engaging with
their children or close friends and discussing safer
riding practices or wearing protective clothing.
Once they witness that the new rider is starting to
ignore some of the former lessons, are they then
encouraged to redress their behaviour and
attitude.
How often have you seen a newly trained or young
rider on a moped or scooter riding in a manner that
is clearly unsafe. However, consider that the rider
may be totally unaware of their actions or it may be
that they have fallen into bad habits and are not consciously riding recklessly...or, indeed they just might
be.

How often have we seen young or new riders wearing clothes that will do little if anything to protect them if
they have an accident or have no concept of the consequences of their actions or the actions of others.
Many of the accidents involving the newly trained and
young riders are as a result of inexperience, bad habits
and poor control and most notably a low awareness of
developing hazards and how to deal with them
effectively. It is not so much that they have not been
taught how to deal with the situation, it is more that they
were not proficient in dealing with the accident
avoidance or they have reacted in a manner that was
either incorrect or did not go far enough to deal with the
situation.
Where campaigns repeatedly struggle, and HELI
BIKES is no different is this regard, is that the safety
message is not necessarily reaching its intended
audience. It remains a constant challenge to engage with the intended audience and not only preach to the
already converted. Hence why it is so important that we all recognise that individuals or individual
organisations will always struggle to have a notable impact on rider safety, but a group of organisations
and groups of individuals employing varying methods and messages will be much more successful in
engaging with the new and young rider and most importantly being able to instil an understanding of what
real road and rider safety is about and how they may wish to change their behaviour or continue on their
developing pathway.
What is most important is that the message and the delivery of that message is accurate, honest and
offers practical solutions and good advice. There is no point is being overly negative about young or new
riders as this does little to educate or prepare for the future.
RIDE AWARE!/RIDE SAFE!
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There She Blows!
Riding a motorcycle has many challenges, some of which are thrilling and some of which are practical and
some of which are just a little on the scary side.
Riding in general will expose the rider to airflow as the motorcycle moves forward and even on a calm day,
the faster the ride, the more airflow the rider will be subjected to. This all makes sense to riders and there
are various ways to minimise the effect of ‘wind’ or airflow on the rider by either using wind deflectors,
windshields, laying prone and tucking in, or wearing motorcycle clothing that is relatively snug around the
body and wearing a full face helmet.
The affect of all these aids is to either deflect the airflow around the motorcycle and around and above the
rider or reduce the amount of resistance the rider produces when interacting with the airflow. This is
essentially the basis of aerodynamics: make something that is designed, shaped & streamlined as
possible so that it ultimately offers up the least resistance to wind. When air flows around a rider and
motorcycle, the head on air ‘splits’ with some going either side and some beneath and over the top.
This airflow should move in a straight line but as it meets the rider and machine, it is diverted over the
surfaces. As it does so, there are surface layers of air called boundary layers which depending on how
clean, smooth & uniform the surface is, will generate different amounts of swirling air which is turbulence
which not only causes drag at the surface but then is further creating turbulence as the airflows meet at the
rear of the rider and machine. Ultimately the airflow around the rider should flow over as smoothly as
possible and meet at the rear and continue in a smooth path. If that airflow is disturbed, it will create
turbulence which will further create drag which add to the slowing down and discomfort.
A wind deflector or windshield make the airflow rise higher over the rider, although it is deflected more, it
still retains its smooth qualities, therefore less drag.
A full face helmet acts as a smooth wind deflector, whereas an open face will add more resistance.
Loose clothing will offer a more undulating surface which will cause the airflow to alter rapidly, which
causes more turbulence.
Being tucked in actually minimises the surface area of the rider to the air, therefore the air will flow over the
rider and retain more of the smooth quality. As the total surface area of rider and machine is minimised,
then the resistance to the airflow is minimised, therefore the turbulence is less and so drag is less.
This is the basis on which so much emphasis is placed on aerodynamics in racing cars and on racing
bikes. If you can make a motorcycle and rider move through the air with the minimum amount of air
resistance under varying profiles, then there will be less drag which will want to slow the bike and rider
down. If there is less drag then there is less engine power required to overcome that drag, therefore there
is more power available which means the rider can go faster.
This is all very well on a racetrack but what does this mean to a road rider and what happens when the
wind in not calm.
Well, the same principles of airflow fluidity and that what would opposed that or restrict that fluidity apply.
The problem is that wind is rarely uniform in direction and in speed, certainly this is the case at the road
surface. Therefore the airflow that a rider meets can suddenly change direction, speed and density.

If riding on a windy day on an exposed road without any obstructions on either side, be them buildings,
trees, hills, hedges or any large vehicles on the road, then the wind under normal circumstances will
generally come from one direction at a relatively constant speed. (In this situation I am talking about a
given wind on a given day. The reality is that wind can have lots of properties and which is influenced by
other variables which will cause it to change.)
If the wind is coming from head on, then the rider will generally feel that as a stronger wind and may have
some discomfort whilst being buffeted. The rider may ease this somewhat by tucking in and although there
will be a greater demand from the engine, it will not be so noticeable for the road rider’s requirements.
If the wind is coming at an angle or from the side, then the steering may seem ‘loose’ and the motorcycle
may drift away from its intended path, with the wind. I.e. the wind will blow the bike off course. The rider
may slightly steer or lean into the wind to counteract this.
The key thing to remember here is that the rider should be ready for the wind, stay relaxed and be
comfortable. Try not to over control or be too stiff in the upper body. Try to tuck in somewhat, stay relaxed
on the controls, accept some minor movements and deviations and then make the corrections in a positive
and smooth manner and if need be slow down in gradual phases which will help to stabilise the ride.
Anytime when the ‘riding package’ is changed from a solo rider and bare machine to either carrying
baggage or pillions, the airflow around the motorcycle will change and the surface area will change, hence
there is more likelihood of turbulence around the bike and more chance of the wind causing the rider and
machine to be blown off course. Ride at a slower appropriate speed and at a speed that feels comfortable
and always give yourself that extra margin of error. Be sure that suspension settings have been properly
adjusted for the change in weight and be prepared that the steering will be lighter on the front due to the
added rear weight.
Much more likely is if riding on a road that has obstructions on either side or large vehicles on the road,
then the rider will be riding into fluctuating wind properties. It will be smooth, then blustery, gusty then
calm, etc. Just as the air will have to flow around a rider and machine, it will also be forced to flow around
obstructions, which will create large amounts of turbulence. In general, the larger the obstruction and the
less rounded it is, the greater the turbulence will be.
As the air flows around an obstruction the airflow tries to meet behind on the ‘leeward side’ which is some
way behind the rear surface of that obstruction. The space in between is a void of ‘calmer air’ which if you
are a racer is the place you would like to be (Drafting) because you are able to travel at the same speed
but for much less power.
Where the air meets is the start of a long trailing area of high turbulence, which when ridden through can
be uncomfortable and can cause the rider to be blown off course. Hence if riding along with a strong
crosswind and there is a large building in between the rider and where the wind is coming from, the rider
can ride from a ‘smooth’ area to a ‘very rough‘ area which can be quite disconcerting, especially if the rider
is not prepared for it. Riding through this area or even if riding through the void can actually cause the rider
to be ‘sucked‘ off course.
Again the key here is to be prepared for it, note where the wind is coming from and estimate how strong it
is. This can be done by looking at the surroundings for pointers: trees, leaves, flags, windsocks, blowing
debris etc. Give yourself extra space to allow for minor deviations and if necessary reduce speed which
will stabilise the ride.
Any obstruction to the wind will create varying degrees of turbulence and one of the most hazardous
situations is when either overtaking a large vehicle or being overtaken by one. The large vehicle either is
the obstruction to a strong wind which creates turbulence or by its speed is generating turbulence around
the vehicle.
The rider can encounter the ‘blow’ or ‘suck’ and should be prepared for the rough ride, reduce speed if
appropriate, allow extra space and steer away, do not over control and stay relaxed...which be may easier
said than done.
Another key point to consider in high winds is not only how the motorcycle will be effected but also how
other vehicles will be effected. Many drivers will not be used to driving in high winds and may also be

blown off course and high sided vehicles are particularly susceptible to the wind effects. The rider should
always monitor their own riding but also make extra space for other vehicles and make allowances that
other drivers may be struggling with the conditions also.
Probably the final thing to consider is how the strong wind will create flying debris or surface debris on the
roads. Especially when riding on roads with nearby trees, the rider should pay particular attention to falling
debris and any on the road which may destabilise the ride.
Every rider should factor in the weather and the wind and how that may potentially effect the ride. Consider
the route and potential areas of turbulence, also how other vehicles may be effected. In some cases it
might mean that a rider may choose not to ride, especially if they are not confident...and this is, by no
means anything to be ashamed about.
Allow extra space between vehicles, especially large ones, stay relaxed, do not over control and reduce
speed if necessary, bearing in mind that most motorcycle accidents in these conditions are more to do with
over control or not allowing or factoring for space or debris.
RIDE FOR YOUR LIFE!
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What is a Good Rider?

!

!
Now then!...What is the gauge of a 'good rider' ?
!
Well... where is that riding being done?...On the road or on the track?
!

Well lets just say for the road for now!...then probably most people will have an opinion and they will be
able to narrow it down to a one or two word answer.

!

I suppose I look at this slightly differently. Good does not mean Great...or the best technically or most
skillful but good means a rider who is aware of their own skill limitations and rides within them. A rider
who is aware of potential hazards and is constantly looking for them. A rider who is conscious of how
they are riding and how it affects other road users. A rider who is constantly looking at how other road
users are acting and how the environmental conditions are affecting the ride. A rider who is confident
about their ability...but is always aware they could learn more or do better. A rider who can honestly
acknowledge that a lot of times they probably think they are a better rider than they actually are and that
they can make errors. A rider who can learn from their mistakes and the mistakes of others. A rider who
can use proportionate speed, and good road positioning to get the best view of the road ahead and any
hazards that may present themselves and create good vehicle spacing that allows an extra buffer to allow
for the riders actions & errors and the actions & errors of drivers. A rider who can hope to start a journey
and get to their destination without having an accident or causing an accident or near miss. A rider who
can successfully combine improving skills with improving awareness and ride with a mentality that places
the safety of themselves, their pillion and other road users at the forefront of their mind.

!

I'm sorry but I've rambled on here and in truth I could keep going with many more descriptions, but one
last thing I will add is: a good rider will always try to keep a good balance between having fun and being
safe...whatever a rider deems safe to be is now the next question!

HELI BIKES
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What’s Right To Wear!
Riding a motorcycle obviously leaves the rider and pillion exposed to the elements and it is a personal
choice whether to wear protective clothing. That protective clothing can be in the form of multilayered
‘normal’ clothes or ‘proper’ motorcycle clothing and made of various materials such as leather, textile or
composites with extra padded protection or armour protection on the limb joints and down the spine.
The choice not to wear protective clothing is something I would not recommend because of the terrible
consequences ‘IF’...and it is a big IF...you are involved in an accident, even a low speed accident may
cause very severe injuries. However I will concede that it may be acceptable or appropriate to wear
minimal protective clothing when riding at very slow speeds and at slow cruising speeds but always wear
multiple layers or a motorcycle jacket to protect the torso.
The problem is that most riders do not ride at very slow speeds. Even urban riding at 30mph, let alone
riding at much higher speeds, is a significant speed with regards to causing injuries and when a rider
chooses not to wear any protective clothing at all or rides with barely any clothes on, then it might be
argued that they have not considered the consequences or are purposely ignoring the potential
consequences...indeed it is a personal choice!
Most riders, if not totally encased in padded leather, will be wearing varying levels of protective clothing,
even if they believe they are not. From wearing over the ankle sturdy boots, or thick trousers or a thick
jacket, may offer some protection. The only advice I would strongly advocate is speed vs protection. If a
rider believes that they will be riding at a higher speed, then they should seriously consider wearing more
and suitable protective clothing.
The choice of clothing gets wider every year, with new styles and technologies allowing a rider to either
‘appear to be protected’ or ride with protection but ‘appear to be unprotected. Many motorcycle clothing
products are available these days that look like fashion clothes but are made of abrasion resistant material
and have armour padding incorporated within them.
For the rider, who chooses to wear appropriate clothing, is then subject to other dilemmas such as what’s
right to wear today? Many forms of clothing are only suitable for seasonal riding: summer or winter etc.
Some are more suited to riding in the rain or wet, some for the cold and some for hotter temperatures. In
some parts of the world where there is consistent and stable weather conditions then the rider is not
subject to these dilemmas on a daily basis. Indeed in the consistently hotter and drier areas, it is
noticeable that many riders wear little protection and especially in hot holiday destinations where bike
rentals are popular, this is also the case...but riders beware!
Some clothing has multi seasonal qualities, which may mean that it has built in multiple and detachable
layers that are either waterproof and breathable which gives them the best performance latitude.
More so in the areas of the world where the weather is inconsistent and very changeable, the rider faces
the clothing dilemma and invariably gets it wrong, possibly not for the whole journey but for a part of it.
Spring is one of those seasons that keeps the rider guessing and particular to this season is when many
riders will be getting on the bike for the first time since the winter break. It is noticeable that the ‘bike
meets’ or ‘bike nights’ start to get popular again and the sunday ride, destination mecca locations also

witness the surge. Knowing that the weather is changeable, riders who make longer journeys will often still
wear warm waterproof clothing to hedge their bets but only to find that the rest of the day’s ride is bathed
in warm sunshine, which leads to the rider and pillion getting uncomfortably hot. This is quite evident when
seeing riders walking around showing the telltale signs.
Other riders will be waiting for the sun to come out and the roads to dry out, so that they can wear the
lighter clothing, but soon realise that although it may appear to be warm and sunny, actually on the ride it
is actually still quite cold. Also quite often, the rider did not expect a change in the weather, and soon get
caught out in the rain.
All the possible permutations are really something that all riders face and it is somewhat of an occupational
hazard but it is also what riding is all about. It is about constantly evaluating and making decisions, which
sometimes we get right and sometimes we get wrong.
Whether getting caught out in the rain...well consider taking waterproof over trousers and jacket in a back
pack next time which can be rolled up into a very small bundle.
Whether being cold on warm day...well consider wearing multiple layers or thin base layers beneath the
motorcycle clothing.
Whether wearing heavy duty clothing on a dry day...well consider reinvesting in multi seasonal clothing
with detachable layers so that the protection and comfort can be modified and controlled throughout the
day.
What’s right to wear is not only about protection but it is also about comfort and it is about the physiological
effects of the body and the rider’s ability to maintain concentration.
If a rider is either too hot or cold or gets wet or any combination then that in itself may lead to a lapse in
concentration during the ride.
Getting hot, cold or wet may cause the rider to feel tired which may lead to distraction and a lapse in
concentration.
Getting hot and failing to take in fluids may lead to the rider being dehydrated which will affect the decision
making process. It is a popular misconception that when you are thirsty you should drink to avoid
dehydration...the fact is that if you are thirsty then you are already dehydrated. The key is to take regular
fluid intake throughout the day before getting thirsty to avoid getting dehydrated and the amount required
will increase as the temperatures rise.
The same principle applies to food. Do not wait until you are hungry to eat! Eat at regular intervals
throughout the day to maintain blood sugar levels and minimise any detrimental effect on the decision
making process.
Being comfortable on a ride, especially a long ride, is actually just as important as being protected. Being
comfortable by wearing the appropriate clothing or carrying ‘just in case clothing’ on the bike will help to
avoid lapses of concentration and distraction.
For the rider, having a good understanding of what to expect during the whole journey and being prepared
for that journey with appropriate clothing for the forecast weather and having an eating and drinking plan
will provide the best means to maintain concentration levels and ultimately good decision making
throughout the whole day.
RIDE AWARE!/RIDE SAFE!
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What’s The Point?
Have you heard about a motorcycle accident that may have involved a stranger, a friend or colleague and
you were left wondering:
1. How did it happen?
2. Why did it happen?
3. Who was at fault?
4. How could it have been avoided?
HELI BIKES is designed to provide information to explain why accidents occur under varying conditions
and what and why injuries occur, why fatalities are possible and most importantly what can be done to
avoid an accident situation, and how to minimise the severity of injuries.
The combination of the website, video and audio formats and social networking sites is dedicated to bring
the rider information that will inform, educate and potentially improve a rider’s awareness of hazards. It
aims to demonstrate to all road users, the requirement of motorcycles and the need for all road users to
improve their standards and practices.
Safety is often considered with disdain, however if we think of safety in practical terms, then what we are
really talking about is that a journey begins and ends and the bit in between was achieved without having
an accident, causing an accident or creating an unnecessary risk to other road users and pedestrians.
We can all participate and be informed. We do not need to preach nor do we need to be overly regulated
and restricted, however, we need to act in a manner that does not attract unwanted attention and more
regulation and restrictions.
Riders can educate themselves and other riders and demonstrate to other road users that...’we have our
house in order’ We can act as an example for general road safety. Riders are part of the solution and
should not be part of the problem!
It is a continuous process of dissemination of information and education of all riders that leaves a legacy
for the next generation of rider...and driver! It is about changing attitudes and behaviours and focussing on
what will affect rider safety and we have to be honest with ourselves and others as to what the real factors
are!
For HELI BIKES - Motorcycle Safety Initiative to be effective, it largely depends on riders, all riders of all
ages, backgrounds and nationalities and riders of any and all types of motorcycle and scooter, to start
discussing these rider safety issues and to promote them in their own way. To promote good riding and
driving practices and honestly and accurately discuss why accidents happen but most importantly how
they are to be avoided...because in the end that is the point and that should be the target legacy of this
initiative!
As of February 2013, began the third year that HELI BIKES began to produce motorcycle safety
information, but in reality it has been over ten years in the making, preparation and consideration of this
type of safety content coupled with background in riding which started over 30 years ago.

I have always stated that it is not so important that anyone agrees with what is produced by HELI BIKES,
but what is important that it is a catalyst for general discussion. I hope the information contained across all
media and in the articles & bulletins proves useful as a source of good information to consider and to
reflect upon.
RIDE AWARE!/RIDE SAFE!
RIDE FOR YOUR LIFE!
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What’s The Time Mr Wolf?
Many motorcycle accidents, indeed most vehicle accidents, have a causation factor which can be traced
back to a lowered awareness of a situation that is enfolding or that may potentially happen. This may be
related to an awareness, of the rider or driver, of the weather and road conditions, traffic density, road
structure and layout, etc, the list goes on.
One greatest type of awareness a rider can have is that of time; time of day, time of week, time of month,
year, etc.
What does this mean! Well I have been trying to write this article for many months and it was actually a
passing conversation with a friend of mine recently, that will enable me to explain this further.
My friend, who is a daily commuter on his motorcycle, said that he regularly leaves home early in the
morning and arrives at work early, so that he can avoid the morning rush hour and all the increased
vehicles and drivers rushing to get to work.
The point was well made. By leaving even 10 mins later or so, he would get caught in the traffic, where
drivers may potentially be less observant, because they might be tired or because they are just so
focussed on rushing to work that they might easily miss spotting a rider. All vehicles jostling for position,
trying to make space or exploit it...or in some cases bully their way into making space.
By doing this, my friend was showing a heightened awareness of Time! The time of day which could cause
more hazards and indeed hassle to his ride, so his best action was to attempt to avoid it in the first place.
Now obviously I know that not every rider can and will do this, and some will still be forced to ride in the
rush hours and high traffic density, but the point is there are two options to consider.
1. Avoid the Situation in the first place!
2. Ride with a heightened awareness of the time of day and how that might influence other road users.
So now we can expand this further, not only to consider morning and evening rush hour, where there will
be a high traffic density and potentially tired and less focussed drivers...and riders of course, but to other
times of day.
1. The morning and afternoon school run, and how parents can be distracted by children in the car and
around the school itself.
2. Lunchtime - An increased amount of activity as workers may quickly rush out to grab something.
3. Commercial & Industrial Shift Changes - There might be a Industrial area where a large workforce
may have a shift change at a certain point in the day. At and near the entrance there will be an
increased traffic density. There might be a certain time where delivery lorries and trucks may all leave
and return to the depot.
4. Mid evening - Medium traffic density - as people venture out for the evening to pubs, restaurants,
cinemas etc.
5. Late evening - Medium to Low traffic density - as people return home from a night out...potentially
very tired, potentially under the influence of alcohols or drugs etc.
I’m sure there are many more examples you can think of, but the key point is to have an awareness of the
time and the environment in which you are riding, and how that can potentially develop hazards. This is
where I talk about expecting the unexpected. Having this greater awareness will enable the rider to avoid
situations or be more prepared to deal with them as and when they develop, or even before they develop.

Now let’s expand this further still.
Let’s consider the week! Monday - Friday, there are the rush hours and school runs, but at the weekend
the traffic is more evenly distributed. The mornings are generally quieter, certainly on the main roads and
motorways, but will get busier throughout the day.
Although traffic density is low, there is the potential that other drivers may be returning home after a long
night partying, so fatigue...alcohol...drugs...‘may’ be a factor.
Early mornings, especially in rural areas where the roads are quite, will entice wildlife to emerge onto the
roads which can be a serious hazard to riders.
Evenings at the weekend the roads will get busier, certainly around urban areas and again the rider should
be ever vigilant of road users either going out for the evening or returning home after a long day out from
the beach or park etc.
Let’s consider the time of year! Around the Christmas period and the run up to christmas, more people’s
attention will be drawn to the festivities ahead and coupled with deteriorating weather conditions...in some
places...this may reduce a driver’s and rider’s awareness of road hazards.
In the winter months as weather and road conditions deteriorate, then motorcycle and vehicle performance
will reduce and vehicles may make erratic movements and drivers and riders may not be proficient in
dealing with these conditions.
In the spring, as many riders welcome the improving weather and start to ride again after the winter layoff,
there will be a lack of proficiency of riding skills. but also a drivers will not be used to the sudden surge of
motorcycle traffic.
Around the holiday seasons or school summer holidays, more people will venture out for breaks away with
the family, travel to airports...get on a plane, travel to ports...get on a boat, go camping, caravanning etc.
The key word here is travel! Travelling to and from the destination with anticipation, stress and fatigue may
be just enough to reduce awareness levels, and this is a potential hazard for any rider or driver.
The same process is applicable to single day holidays; bank holidays, national days, etc. Road users will
go out for a long day away, and will be returning later in the day at the same time, probably suffering
fatigue, the effects of the sun, dehydration, etc. All contributing to a reduced awareness.
Anytime a rider starts to ride, they need to consider TIME! Where they are riding! What time of day, week,
month & year it is!
With this in mind, the rider is better equipped to be prepared for hazards on the roads. If this were more
consciously considered by riders and all road users, then there would be a considerable reduction in
accidents on the roads.
RIDE AWARE!/RIDE SAFE!
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What’s the worst that can happen?
When we ride motorcycles, rarely do we think about having an accident and much rarer still do we think
about the consequences...why would we? Let’s face it, thinking about crashing your bike and getting
injured or even worse being killed is not exactly having a fun time, nor does it necessarily put you in a
joyful mood.
We are much more likely to be thinking about the feeling of riding...the emotions...the friendships...the
places we go, or it might be more about speed, thrills & stunts, or even just the technical aspects of
braking or road positioning or attacking a bend just right...or just the simple pleasure of being out on the
road, being somehow connected with the environment.
We may consider wearing some protective equipment to convince ourselves that if we come off we’ll be
ok. We may go further still and do all we can to improve our skills and awareness of road hazards, to
attempt avoiding ever being in an accident.
Collectively we spend so much time concentrating on the surface layer of motorcycling, that we barely
consider the bare bones of what it is and what it can mean. We have focussed on ways to improve our
appearance or that of our bikes...or have immersed ourselves so much into biking culture, that in some
ways we have lost or really never gained the true insight into the overall motorcycling package.
I could preach accidents and injuries and protective clothing all day long...but that is only part of the story.
We all know that emotions, feelings, friendships and lifestyle is ‘really‘ what riding is all about...regardless
of what part of the motorcycling community you favour. However, the last piece that we find difficult to
comprehend is...when and if it goes wrong?... What does having an accident mean to you as an
individual? What does it mean to have an injury and what is the reality in terms of recovery or survivability?
Would having this insight into the potential future be a force for good and would it change the riding
practices of a rider, would it indeed prevent accidents from happening? Well that is something that I have
repeatedly asked myself and is one of the reasons HELI BIKES was started...to give the bare truth facts
about what potentially could happen during an accident and use this knowledge to raise a rider’s
awareness of hazards. Actually, many times I speak to riders who have had accidents...especially serious
accidents with serious injuries...and I ask the same question.
“If you’d had this insight of accidents, injuries and recovery times before the accident...do you think it could
have been avoided?”
More often than not, most would agree that it definitely would and although hindsight is 20/20 vision, there
are elements of what has occurred that we know could have easily been avoided. Most are related to mere
misjudgements but a lot are to do with attitudes and execution of riding practices.
What we do not often hear about is the process of recovery from an accident and how long it takes and
what impact it may have on our lives and the lives of family and friends, which can be temporary or
permanent.
Many would comprehend having an accident: “is gonna hurt”, well the reality is that for some it will not, for
some it may be a little painful, for others a lot and for others the pain might be unbearable.

In terms of physical injuries, these can take from weeks to months to heal...sometimes years to make a
near or full recovery and may mean multiple surgeries or life threatening medical interventions.
Sometimes a fatality is instantaneous and sometimes the fatality is at a later stage as a result of injuries.
Injuries can lead to permanent disfigurement or disability and common are; a spinal injury leading to partial
or complete paralysis of some or all limbs, and or amputations of limbs and head injuries.
In terms of psychological injuries well these can affect both the rider and family and friends, either
temporarily or permanently. They can occur immediately or can occur at a later stage and in many cases
can be more distressing than any physical injury. Many riders with life altering injuries have many problems
afterwards being able to accept and deal with their injuries and disabilities...and in many ways a survivable
accident with permanent disability or disfigurement is considered by those patients as being worse than a
fatality.
In terms of financial injuries well these again can affect the rider and family...especially when an income is
derived from the injured rider who may not be able to work for some period.
In all terms, whether the rider was at fault or not for the accident is irrelevant! The accident occurred and
the injury was sustained and now the rider or pillion have to live with the consequences of those injuries.
Those injuries are determined by the speed at the time of the accident and if a solid object is collided with
and may be influenced by the angle at which it is hit and what type of protective equipment was worn.
When we hear tales of how fast a rider went or how a series of bends were taken at high speed and they
were lucky to get away with it, or someone had a near miss and it was amusing to them that they were
‘dancing with death’, we...as the audience...should reflect not only on what has been told but on our own
experiences and consider the potential consequences if they did not get away with it. Would that be a
reason to change your riding practices?
Many hospital staff or members of the emergency services who deal with motorcycle accident patients,
have a low opinion of motorcycles and consider them to be very dangerous, however we all know that the
motorcycle itself is not the danger, moreover it is how it is being ridden and how well protected the rider
can be when placed in a vulnerable accident scenario.
If riders were more aware of the consequences of motorcycle accidents and the reality of injury recovery,
would this change riding practices. Would this change the emphasis placed in training either from official
sources or from friends or from within the motorcycle media or from within the motorcycling community.
Would anyone take note?...especially the younger riders who are physiologically less appreciative of risk
and consequence, or older and more experienced riders who might believe their wisdom is their protective
force...
Maybe nothing would change!
As a rider I am in the fortunate position to be able enjoy all the benefits of riding bikes, but I am somewhat
in a privileged yet unfortunate position that I am repeatedly exposed to motorcycle accidents and injuries
and resulting fatalities.
If we collectively can have a better appreciation of what might happen after an accident, then we may be
more encouraged to modify our riding and driving styles, to use speed in more appropriate places, times
and conditions and improve our risk management, which really doesn’t have to affect our enjoyment of
riding at all...it is just something to be conscious of and for it to be a catalyst to improve and maintain our
standards and awareness.

How we do get a better appreciation? Well the first step is to be more open with ourselves, friends,
colleagues, group or club members, about how the accident occurred and what injuries were sustained
and what was the recovery process and period and what has been learned or what could have been done
to prevent the accident and injury.
I actively encourage all riders to do this and I promote this type of open disclosure especially within clubs
and groups of riders in order to develop a collective understanding and awareness. The key is to
remember that all riders and drivers can make mistakes...regardless of how well trained and experienced
they are and we can all learn from each other.
Plan for the worst and hope for the best!
RIDE AWARE!/RIDE SAFE!
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What’s wrong with me? What’s wrong with you?!

!

!

We often hear or may even say ourselves from time to time: “Why did you crash?” “Why did you have a
near miss?” “Why did you crash into me?”!

!
“Why did you do that?”!
!
“What made you do that?”!
!

For all the whys and ‘probable’ certainties, we will often find ourselves coming to the conclusion that the
weak link was the human…the road user…the rider or driver etc. Human error is the number one reason
why road traffic collisions occur, however this does not necessarily mean that the primary or only error was
that of the road user. Sometimes it is unavoidable or just an accident waiting to happen!!

!
Surely that doesn’t make sense does it? !
!

E.g. If a rider loses control on a bend and crashes into a tree, then surely the human error element was
that of the rider alone! Well that might be partially true, but also some other factors will be in the design of
the road and display of road signs, the condition of the road surface, the posted speed limits and the
condition of the road verges etc.!

!

What will also be a factor is the ‘history’ of the rider! What have they initially learned, how have they
learned and most importantly thereafter, how have they been tested? If the rider was taught bad practice
from an early stage and this was never really addressed, then it was only ever a matter of time before this
kind of accident happened! !

!

Whatever we initially learn as drivers or riders, then if we remain unchecked through periodic testing or
evaluation, then inevitably we will tend to drift off centre and pick up bad habits. If the ‘system’ does not
provide recurrent training or access to new information to educate existing road users, then the system is
partially to blame for the deficiency that any rider or driver may have!!

!

Whenever there is an accident, the investigation focus is usually on the driver or rider involved and is
limited to provable facts. E.g The driver crossed the white line here, the rider skidded there, the witnesses
stated that they were speeding, the skid marks indicate the vehicle was travelling at a certain speed, etc.!

!

There may be further questions regarding the whys! E.g. Why did the driver cross the white line? However
at an individual accident, that is essentially where the investigation stops. There will be less likely an
interrogation of the system and the road infrastructure, therefore some of the elements of the accident and
even the injuries sustained will not be uncovered and will not be addressed!!

!

The only time the system might be questioned is when there is statistical increase in incidents in a
particular area, which may lead law enforcement and local authorities to seek a change in the driving
environment, but usually the ‘fix’ is to implement a blanket policy that will surely solve the problem…usually
this being a change to the posted speed limit. !
Make people drive/ride slower, then they will not crash…hmmm, so why do people still crash at slow
speeds in urban areas then? !

!

What I have seen in many years of responding to road traffic accidents and in particular with my interest in
motorcycle accidents, is that the superficial causes for accidents repeated themselves…its the same
factors over and over again.!
Excessive Speed (Not necessarily high speed), misreading conditions, poor standards and practices, poor
awareness & perceptions of hazards…be those developing or potential. A misunderstanding of how the
body reacts to various physiological factors and a general attitude to risk avoidance!!

!

However, what I have not seen is immediate and definitive changes to the system that places existing or
new drivers and riders on our roads and provides an evolving road environment for which to travel on! Nor
is there a system provided for public access to information of accident investigations, nor is there public
recommendations that may help road users avoid similar situations. Apart from…”Be careful, slow down…
etc”!

!

The problem with changing systems is that it takes a real will of policy makers and road designers to
change their ways of thinking and also to invest public monies in public works. !

!

The two main obstacles to change or to address real hidden safety issues is funding and traditional
thinking. !
By continuing to follow existing design practices or training & education doctrine, then there will not be an
evolving road and transport system with evolving road users, rather there will be a stagnant system with
road users just coping, hoping and learning by experience!!

!

Of course funding is claimed as one of the greatest limiting factors to change. We as road users don’t
really want to pay more taxes to improve roads, but we also want our roads fixed and we want them fixed
quickly.!
E.g. I know of a roundabout/intersection that had cracks, potholes and ripples in the surface. There were
repeated calls for it to be repaired, but it took over 5yrs for it to be repaired to an acceptable level,
especially for motorcyclists. Riders would have to adopt a coping mechanism to ride in that area, but the
problem was still there just waiting for the next unsuspecting rider to come unstuck!!

!

E.g. I know of a stretch of road that was never treated with anti icing during the winter months and it would
regularly have ice patches form. There were repeated accidents on this stretch of road and numerous of
which I attended. I asked the local police many times at the scenes of these accidents if they could
arrange for the road to be treated, but they were unwilling to make immediate arrangements. It would have
to go up the chain of command and then there would be a request to the local authorities if appropriate.!

!

I asked at the time… “What about the next accident that will surely happen soon…how can we prevent
that?” !
The reply was… “They’ll just have to go slower!”!
I asked… “Can’t you warn drivers that the road isn’t treated and they should be extra vigilant?”!
The reply was… “I’ll see if I can get the local council to put up a sign!”!

!

Three weeks passed before the one sign appeared only at one end of the road. A few weeks later, there
was another accident…again a skid on the ice. The driver had come from the other direction and had not
seen a sign, so the inevitable happened.!

!

On this occasion, I asked again if the road cold be treated and I received a similar non committed
response.!
This time when I got into work, I called the local authorities directly and spoke to the department in charge.
I explained who I was and what I did for a living with the air ambulance and that I had just attended
another accident on this stretch of road. !

I asked if they had plans to treat or could make arrangements for the road to be treated in the future. They
replied that they were not aware of this issue and the very next day they would start the treatment on that
particular busy stretch of road.!

!

Why did it take so long for the authorities to realise there was an issue and why was a reaction lethargy?…
I really don’t know why! !

!

What’s wrong with riders and drivers who have accidents or cause near misses? Well there are many
reasons and many times those involved do not realise that what they are doing is actually dangerous for
themselves or other road users. I’m not talking about an acceptable risk either, I’m talking about a practice
that will likely cause an accident and injury.!

!

What’s wrong with the system? Well there are many deficiencies, but at the centre, is the system that is
not self aware! It is not open to interrogation and testing, it is not asked questions when accidents occur.
For this reason, roads are not changed, redesigned or planned to move with the evolving times. Training,
education and testing changes very little and so the inherent issues remain…such as a more involved
understanding of other road users in the road environment…e.g. drivers should learn more about
motorcycle use! General communication and public information is minimal so that the real causes are kept
hidden, so accidents simply repeat themselves…it’s inevitable!!

!
So what can you do?!
!

Well you can cope better, you can identify more clearly and recognise those situations and factors that
may lead to an accident or near miss. !

!

You can also be a growing number of voices that questions the validity of current thinking, that lobbies
local authorities and governments to change or be open to new ideas.!

!

You can be aware, you can get involved and you can make a difference! There are many issues and much
room for improvement at many levels. Some will be particular to your local area and some will be generic,
some we can learn from other regions or adopt their practices and some will be new ideas, strategies and
experiments that may prove successful. !

!
This is an evolving system…and you can be part of it!!
!
RIDE AWARE!/RIDE SAFE! !
!
!
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When In Rome!
As a rider or driver, we typically only experience our own region’s driving/riding practices on a daily basis.
We may travel shorter or longer distances under varying conditions...with slight & local differences...but
normally within the same state or country...so we get used to adopting our own strategies to deal with the
road conditions and performances of other road users...as well as concentrating on our own standards.
It is only when we venture further afield, cross borders into a different state or even a different country that
we are suddenly presented with stark contrast in environment, standards and practices...and even cultures
and attitudes in some cases.
Sometimes that environment and standard is better than we are used to, and sometimes it is worse, but in
both situations we need to quickly modify our coping strategies and ultimately learn from the
experience...we may even wish to use some of these new skills when we return home....and some we may
sooner forget.
Whether we’re taking a ‘driving/riding’ touring holiday or just renting a vehicle when we get there...or we’re
driving/riding from our home region to another for business or pleasure...we need to quickly determine
what are the local road laws...(we probably should have researched this prior to going)...and what we are
going to do to be able to navigate our way through an area with different road signs and road markings
and other road users with...let’s say...a different approach to road safety.
Usually, armed with a current road map or even Sat Nav (if you must) and you’ll soon get used to the new
road signs and symbols that are largely familiar or can be determined. Even driving or riding on the ‘other
side of the road’ with a different road layout, if applicable...you’ll soon be able to fathom the way to go just
by following the same path as other vehicles take.
However, as you start on this new adventure is when you are potentially at your most vulnerable...hence
why there are often many signs near international borders which may remind drivers that in that particular
region they ‘drive on the left‘ or ‘drive on the right‘ as the case may be. These were mainly introduced
many years ago due to the high incidence of accidents at or near borders involving foreign drivers or riders
and when driving abroad became more popular.
During the first phase of this new experience, your concentration is operating at its maximum limit...or
rather it should be, but it should soon settle from ‘paranoia’ to a heightened state of awareness and
depending on the region, and traffic density and driving standards and practices will determine whether
this state remains.
Usually, by following the traffic flow, by using good vision and awareness and allowing even greater space
in between vehicles and at reduced speed...the ‘foreign’ driver or rider should be able to safety and
comfortably contend with the new road experience.
However, what is more difficult to prepare for is the hazard perception or the unexpected errors or
hazardous manoeuvres by other road users. The age old adage...‘needing eyes in the back of your head’
has never been more true. Although, regardless of where you normally drive...no area can claim to have
perfect driving/riding standards and no area can necessarily be accused of having the worst standards, but
rather it is a first or enduring impression of practices.

As a rider or driver in a new area, we need to go back to basics...take our time and not judge other road
users by our own standards...rather judge our own by their standards. We need to be prepared for driving
and riding practices that we will not be used to and be ever vigilant with good use of mirrors and good
shoulder checks at all times. We need to be even more aware of blind spots and always consider that
other drivers or riders have not seen us or have not looked properly.
Remember...this is their normal way of driving or riding and by complaining will not change anything,
however we need to give them the room to carry on in the same manner in order that we can avoid being
in an accident with them...we need to adopt an ultra defensive mode.
It would be very easy to start to copy their practices or standards...as in...‘When in Rome, act like the
Romans!’ but the local riders and drivers are used to operating in that manner, however as a ‘tourist’...we
are not...therefore ‘Prudence is the better part of valour’
One such practice which is a particular pet hate of mine is tailgating, and in some areas following vehicles
will approach behind a vehicle, indicating wishing to overtake, but will remain very close until there is room
to pass or if on a multilane road such as a motorway, will tailgate until the car in front moves over to let
them pass.
Regardless of whatever other road users are doing, the tourist driver or rider should not be intimidated by
other practices, should maintain course and speed, and when safe to do so move to let others pass and
move away from oncoming traffic and avoid riding near the verges and allow extra margins to manoeuvre
and to avoid.
We could argue that this should be standard practice regardless of where you are riding, but there is a
difference between riding in a familiar region and one that is not. We need to modify our own practices and
increase our own margins to adapt to the new environment and never be lured into reducing standards as
a coping mechanism.
RIDE AWARE!/RIDE SAFE!
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!

Who’s not a happy camber then!!

!

Why can one bend be different to another? Why can a rider be more vulnerable on a particular bend
depending on which direction they are travelling?!
Well if we consider identical or rather very similar bend types and environmental conditions including
weather and road surface conditions to be the same…and traffic density to be the same, then the one
remaining substantial factor that can affect the stability of a ride is road camber!!

!
What is road camber?!
!

Camber is a slight curve or angle from the centre of a road surface to the road sides, which makes water
flow to the side and drain away which helps to prevent standing water. !

!

Of course there is never perfect water drainage and under heavy rain or persistent rain, roads can still
become flooded. Where roads have been worn away or deformed slightly, then puddles can form.
However essentially the road camber is a design feature to minimise the effect of rain on the road surface.!
!

!
!
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How does it affect a rider and the motorcycle stability? On a straight road it may cause the bike to drift to
the side of the road which will require a rider control input to correct.!

!

Gravity!
Pushing!
Down on
uneven or
sloping
surface to the
right!

!

Gravity!
Pushing!
Down!

!

Gravity!
Pushing!
Down on uneven or
sloping surface to
the left!

!

!
!

If a motorcycle is travelling in
a straight line and is riding on
the crown of the road, then
the forces on the motorcycle
will be pushing the bike
straight down onto the road.

!
!
!
!
!
!
!
!
!
!
!

If a motorcycle is travelling in a straight
line and is riding on the left camber of
the road, then the forces on the
motorcycle will be pushing the bike
straight down onto the road. The
sloping surface or camber to the left
will induce a force that will pull the bike
to the left. The rider will have to
consciously or subconsciously correct
to maintain the bike in a straight line.!

If a motorcycle is travelling in a straight
line and is riding on the right camber of
the road, then the forces on the
motorcycle will be pushing the bike
straight down onto the road. The
sloping surface or camber to the right
will induce a force that will pull the bike
to the right. The rider will have to
consciously or subconsciously correct
to maintain the bike in a straight line.!

Many times this correction is not even
noticed by the rider!

Many times this correction is not even
noticed by the rider!

!

!

When on a bend and the motorcycle is being leaned over, then as well as the above forces, the motorcycle
and rider is subjected to centrifugal and centripetal forces which will ‘pull’ the rider to the outside or inside
of the bend respectively.!

!
Let’s consider a left hand bend!!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
!
On a left bend, gravity pushes the
bike/tyre down, centrifugal force
pulls the bike/tyre to the outside of
the turn and this is somewhat
resisted by the upward slope or
upward camber of the road.
This effectively allows for greater
tyre and road surface interaction
and greater contact patch
performance.
This may be referred to as a positive
camber and is beneficial for a rider
to gain optimum grip for a given lean
angle.

On a left bend, gravity pushes the
bike/tyre down, centrifugal force
pulls the bike/tyre to the outside of
the turn and this is partially resisted
by the level road surface.
This may be considered as a neutral
position which allows average tyre
and road surface interaction and a
neutral contact patch performance.
This may be referred to as a neutral
camber and although still providing
good grip capability, it is not
optimum.

On a left bend, gravity pushes the
bike/tyre down, centrifugal force
pulls the bike/tyre to the outside of
the turn and this is marginally
resisted by the downward slope or
downward camber of the road.
This may be considered as a
negative camber and allows the
least tyre and road surface
interaction and least contact patch
performance.
The negative camber gives the least
benefit to the rider and the least grip
for a given lean angle.

Anytime, when riding, the rider needs to be aware of the road camber, especially so on bends and
particularly more acutely when riding in wet or damp conditions. Of course not always the case, but more
often than not, when riding on the left (UK) on a level plateaux bend to the left, there will be a positive
camber to assist the rider. When riding on the right (US/EUROPE) on a bend to the left there will be a
negative camber. However please take note that this is not definitive...it really depends on the local
geography. In certain cases where the camber differs from above it is not uncommon for there to be a
warning road sign to highlight this.!
!
Let's consider a right hand bend!!
!

!

!

!

!

!

!

On a right bend, gravity pushes the
bike/tyre down, centrifugal force
pulls the bike/tyre to the outside of
the turn and this is marginally
resisted by the downward slope or
downward camber of the road.
This may be considered as a
negative camber and allows the
least tyre and road surface
interaction and least contact patch
performance.
The negative camber gives the least
benefit to the rider and the least grip
for a given lean angle.

!
On a right bend, gravity pushes the
bike/tyre down, centrifugal force
pulls the bike/tyre to the outside of
the turn and this is partially resisted
by the level road surface.
This may be considered as a neutral
position which allows average tyre
and road surface interaction and a
neutral contact patch performance.
This may be referred to as a neutral
camber and although still providing
good grip capability, it is not
optimum.

On a right bend, gravity pushes the
bike/tyre down, centrifugal force
pulls the bike/tyre to the outside of
the turn and this is somewhat
resisted by the upward slope or
upward camber of the road.
This effectively allows for greater
tyre and road surface interaction
and greater contact patch
performance.
This may be referred to as a positive
camber and is beneficial for a rider
to gain optimum grip for a given lean
angle.

!

When riding on the left (UK) on a level plateaux bend to the right, there will be a negative camber which
will be a disadvantage to the rider. When riding on the right (US/EUROPE) on a bend to the right there will
be a positive camber which will have increased benefit to the rider. However please take note that this is
not definitive...it really depends in the local geography. In certain cases where the camber differs from
above it is not uncommon for there to be a warning road sign to highlight this.!

!
!
!
!
!
!
!
!
!
!
!
!
!
!
!

With this in mind any rider should pay particular to the road layout, the geography and learn to read what
the camber is. This will be of particular benefit when riding on unknown roads and especially in wet
conditions.!
Many of the motorcycle accidents on bends are partly attributed to rider errors, misjudgments of speed and
position for the conditions. Many times an accident occurs when a rider had attacked a bend with a
negative camber in the same manner as a bend with a positive camber. This undetected difference in
either aid or hindrance had been the crucial factor which has led to an accident or a very near miss by a
rider running wide.!
Over many years of accidents, especially where riders were not seriously injured and were coherent, a
common reaction or remark has been:!
"I don't know what happened. I ride these roads all the time. I just went through that other bend with no
problem, but I couldn't make this one which is the same!"!
What the rider wasn't factoring for was camber...especially negative camber! !

!

As well as all the other things a rider should consider, one of the most important is the lay of the road and
the quality of the road. Using good forward vision and looking both near and far to judge the condition of
the surface and the camber, whilst estimating how the bike/tyres will perform. This estimation and constant
analysis will allow the rider to better judge approach speeds and entry speed and position…especially on
bends. !
Of course this is also hugely affected by the condition of the tyres, by the amount of tread left, the tyre
pressure and the quality, condition and settings of the suspension. However for this article I am assuming
that the tyre condition and pressures are satisfactory and the suspension setting is also.!

!

One note of caution which is purely anecdotal. Although sharp bends require absolute attention by the
rider, they are somewhat easier to determine the necessity for a slower entry and transit speed, therefore
the forces acting on the bike/tyre are less to make negative camber a crucial factor.!
More often has been the lesser sharp bends which have been attacked at higher speeds…especially when
the bend exit is easier to see. When the rider is at speed, the forces acting are greater, therefore any
negative camber has an increasing factor, which has led to many of these type of accidents…with a
combination of higher speed, poor position and lack of camber acknowledgment.!

!

Riding whilst looking for cambers is something that I constantly do and constantly practice…regardless of
how many years I’ve been riding or driving. I look for positive cambers to afford continued or greater speed
and greater braking if required…and I look for negative cambers too which I reduce speed for and adjust
my braking to suit. Ultimately it is about modifying control inputs to exploit or compensate for the positive
or negative cambers respectively. !

!

Next time you go for a ride, take the time to look ahead and try to determine the camber of the bend in the
road and practice with modifying speeds and positioning, but be extra mindful to make very gradual
adjustments. !
If you are unsure, go slowly and cautiously at first during a quiet low traffic density period, and then build
on from there. You’ll be surprised how quickly you will see cambers appearing before you.!

!

RIDE AWARE!/RIDE SAFE!
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Why Do I Have To Wear A Helmet?
There are those who would argue against the mandatory wearing of a motorcycle helmet and there are
those that would argue in its favour...and there are those who just do what the law requires of them and
never question the helmet law rationale.
Whilst both pro and anti lobbyists groups have valid points in their arguments, seldom is there a true
factual representation of the purpose and performance of the helmet.
The Pro Lobby will quote about percentage lives saved in the region of 35 - 40%, or helmets save lives, or
helmets prevent head injuries, etc.
The Anti Lobby will quote personal freedom and freedom of choice, reduced vision and reduced hearing,
reduced hazard perception, helmets do not save lives, etc.
Between the two opposing camps and the polarised views therein lies the ‘truth’ or rather the facts.
If we consider what is the function of the helmet, how does it perform, what are it’s limitations and how that
relates to injuries!
The helmet is made to withstand certain impact forces and depending in which region or country you live in
will determine to what specifications and performance standards are met. Each modern helmet is made of
a hard outer shell and padded lining, each made of varying materials that have performance qualities
which absorb and dissipate impact forces which will minimise those forces being transferred to the head.
Some helmets are allowed to be sold and worn whilst riding a motorcycle in a particular region, but not in
others due to different testing and performance standards. E.g. Some shell only type helmets or helmets
that cover the top of the skull only are not permitted to be worn in Europe, whereas they are permitted in
certain regions of the USA and other countries.
The helmet when purchased from an approved retail outlet should have met the testing & performance
standards of that particular region. When purchasing from a non approved outlet or buying a used helmet,
there is no guarantee of any testing or whether the helmet has been damaged in any way.
The price of an ‘approved’ helmet has more to do with comfort, style, design, sound proofing, etc, as they
will all have passed a particular standard in order to be sold. Whilst there are differences, there will always
be a minimum standard that all helmets will have met, so that the rider can be confident that the helmet will
perform and protect in certain conditions.
Any time a helmet receives an impact, the integrity of that helmet is called into question, hence best
practice is to always replace any helmet any time it has been involved in a collision or has been dropped
from a substantial height. During any collision, the helmet will resist impact forces being transferred to the
head, however in doing so the helmet may suffer noticeable damage or hairline damage, which will not
enable the helmet to perform in the same way the next time it is required to do so.
Helmets work in two basic ways: To protect the head from lesser impacts & to minimise greater impact
forces to the head. Helmets will have a total protective standard at very low speeds, low angle impacts and

collisions with low density objects. This protective standard starts to dramatically reduce when speeds
increase and impact angles increase and the density of collision objects increase. When these factors
increase the structural integrity of the helmet is decreased and more impact force will be transferred to the
head which may mean that the helmet may minimise the impact force, however it may not have been
minimised enough to prevent minor or severe injury to the head, which may mean a temporary or
permanent head injury or a fatal injury.
Depending on the particular helmet design will determine how that affects the rider’s forward and
peripheral vision. Designs have changed over recent years with improved peripheral vision, and scratch
resistant and anti fog visors. There is a noticeable difference between full and open faced helmets with
reference to peripheral vision, with open faced helmets providing more but sacrificing chin and facial
protection.
A correctly fitting helmet should be comfortable and snug around the skull and should not move or rotate.
Many head injuries occur when helmets do not fit correctly, which result in the helmet moving which either
creates a minor head injury or it does not absorb and dissipate the force properly which is then transferred
to the head. Helmets that do not fit correctly or which are not secured properly with the retain strap are
also likely to, and do actually come off during an accident. The naked head is then exposed to a potential
collision which can result in a serious life threatening injury, and this type of injury is a real scenario that
sometimes occurs.
When wearing any kind of helmet, there is a barrier form to sound, therefore hearing will be slightly
reduced. More expensive helmets will tend to have greater sound proofing qualities but still that should not
interfere with the rider being able to effectively distinguish between exterior sounds. However a rider
should use a combination of a 360∘scan with use of mirrors and shoulder checks to compensate for the
slightly diminished hearing.
If we consider probabilities rather than certainties then the helmet ‘may’ protect, with a high probability,
from low impact forces e.g. Up to approximately 20mph. The protection probability starts to reduce
thereafter as speed increases. If a collision occurs at 60mph then the impact force to the head is
minimised but an injury may still occur and this may prove to be a fatal injury.
At higher collision speeds, with solid objects and at a higher angle, not only severe head injuries, but also
injuries to neck, spine, internal organs, limbs or injuries resulting in catastrophic internal or external blood
loss. Therefore a temporary or permanent life altering injury or fatality may occur to another part of the
body other than the head.
What is the probability of having an accident and what is the probability of a head injury if the helmet is not
worn?
In general terms when comparing the accident statistics and the number of motorcycles in use and the
number of road miles travelled then the actual percentage probability of being involved in a motorcycle
accident is in the very low percentile...somewhere in the region of less than 1% This figure will vary slightly
depending on region and country, numbers of motorcycle use, licensing requirements and training,
infrastructure quality and traffic densities etc. i.e. there are many other factors involved. However,
accidents do happen in many thousands each year in every region, so although the percentage probability
is low, the actual numbers are very high.
Although every motorcycle accident does not result in a fatality or result in a fatality caused by a head
injury, there is a high probability that during the accident the head will have a collision of some kind. If a
helmet is not worn then even a collision at 15mph or less may cause a severe head injury or fatality.
Indeed anecdotally, the majority of motorcycle riders, that I have attended in over 10 years of responding
to motorcycle accidents, there has been contact made with the helmet. Either there has been a scratch,
scuff, some marking or a noticeable damage that has resulted in either the rider having a head injury or not
having a head injury.

In these instances, if the rider had not been wearing a helmet, then undoubtedly the rider would have
suffered a head injury of some kind which may or may not have been fatal.
In summary, there is a relatively low probability of having a motorcycle accident and high probability of
sustaining some kind of injury. There is a relatively low probability of suffering a fatal injury, however there
is a high probability of sustaining an impact to the head if involved in an accident which may result in a
head injury. The severity of that head injury will increase with speed and whether a helmet is worn or not.
Life altering injuries or fatal injuries are not limited to those to the head, but to other parts of the body also.
What about personal choice and accepting responsibility for the consequences of potentially being
involved in an accident.
This is a point difficult to argue against! Riders, by and large accept the risks involved, however are not
necessarily totally aware of the potential consequences.
It might be argued that at much slower speeds, the probability of having an accident reduces, however the
highest percentage of accidents do occur in urban areas, although the highest percentage of serious
injuries or fatalities occur in rural or semi rural areas. Even if involved in a low speed accident, the impact
forces will be greatly reduced, therefore the requirement for protection will be less. This argument works
well for general clothing and other parts of the body, unfortunately the head is very susceptible to damage
from low impacts so it does require more protection.
It might be argued that by accepting the risks and consequences, a rider has the right to choose how they
manage these risks and consequences. Again, this notion is hard to argue against, however a rider and
other road user are perceived as the risk managers but the consequences move far beyond that and affect
not only the rider, but also family, friends and society and community. Whilst an individual incident is largely
determined by the risk management of individual road users at a particular time, the risk management of
the road is determined by local and state authorities...in terms of road infrastructure and safety policy, etc.
As an individual, a rider can improve their riding skills and hazard perception and adopt defensive riding
practices which will reduce the probability of having an accident...but still accidents can happen!
Sometimes a situation can unfold that a rider cannot avoid, regardless of skill and experience. How often
have you heard of a rider who had...‘years of riding experience’, ‘was a fantastic rider’, etc. and still had an
accident. Sometimes it is not the rider’s fault, it might be the result of a series of actions by another road
user that caused the accident.
Many times the consequences are considered in terms of a recoverable injury or fatality which have social,
financial and emotional implications. However, many accidents result in permanent life altering injuries to
the body: loss of limbs, spine, torso, head, etc. Even injuries that are temporary may require lengthy
periods of treatment and rehabilitation.
The social cost and burden on family, friends and society may mean that the ‘rider’s right to choose’ has
resulted in a financial cost and burden of care on either the state, local authorities and family members.
Whilst any rider has the right to choose to operate within the rule of law, Do they necessarily have the right
to operate in a way that creates an unnecessary burden without taking precautions?
This is probably where the argument is less black and white! I suppose whether we agree with the road
laws or not, the intention is that these laws are to protect all road users and to protect us from ourselves
and to protect society as a whole!
The purpose of a helmet is to protect the rider from a head injury, however it will only work up to a certain
point...it has a performance limit! The purpose of a mandatory helmet law is to protect the rider and society
from the potential consequences.

Wearing a helmet should be considered as part of a safety package, along with padded jacket, padded
trousers, boots, gloves, etc. The riding practices will determine the probability of being involved in an
accident and the protection ‘may’ minimise injuries and the further consequences. The helmet is
considered of particular importance due to the relative fragility of the head.
Should wearing a helmet be mandatory? Even with ‘real‘ facts there will be those who are against the
helmet law, but do not necessarily disagree with the facts. The freedom is a more compelling argument
than the realisation of any consequences. Even as I have written this, I have struggled with these polar
arguments.
I have in my past ridden without a helmet...and it was a fantastic sensation and enjoyed every freedom
loving minute of it, with all the associated superlatives. I have ridden off road without and I’ve had
accidents, but luckily suffered no head injury...and it was luck! I have ridden on the road...but luckily did not
have an accident!
Would I ride without a helmet again? I would not, but that is based upon accident and injury probability, my
own personal comfort, and my experience of dealing with motorcycle accidents.
Do I think the wearing of a helmet should be mandatory? Yes I do! I believe in a safety package, I believe
in taking necessary steps to protect myself from myself and from the consequences of an accident. The
wearing of a helmet should not be seen as an infringement of personal choice or freedom, but moreover
should be seen as something that protects you as an individual and the consequences for all and protects
your future choices with a capacity to make them!
Are you convinced? Do you believe the facts and the probabilities? Do you believe a helmet will affect your
freedom and freedom of choice? Does a helmet protect you and your freedom?
Does the freedom of choice outweigh the risk of consequence? For some it will, for some it will not!
RIDE FOR YOUR LIFE!
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Why Do You Ride A Motorcycle?
As a member of the emergency services and having worked on Helicopter Air Ambulances for numerous
years and having responded to countless motorcycle accidents with the full spectrum of injury and
survivability, I have often been asked: “Why Do You Ride A Motorcycle’, followed by the add on: “especially
after all the motorcycle accidents you’ve been to!”
The truth is there are many reasons, some are common to those of other riders and some are purely
personal and individual. Some are practical, some ‘spiritual’, some for the feeling of it and some...well I’m
not sure but I just love it!
Below are just a few reasons that I found online and thought I could not say it better, and some I added bits
to. This is by no means the definitive explanation but it’s a start. The fact is sometimes it’s all of it and
sometimes part of it and other times, none of it. I suppose the only real way to understand the commentary
and opinions is to experience it for yourself and then form your own reasons why you would or would not
ride a motorcycle.
For the thrill of it.
Why ride a motorcycle? Riding is something most people don’t have to do, but rather feel compelled to--for a wide
variety of reasons ranging from passion to practicality.
One of the most distinct things about riding is that nothing feels quite like a motorcycle; the thrill of being at one with
a two-wheeled machine that weighs only a few hundred pounds is one of the purest ways to get from point A to B,
and the risks involve sometimes even heighten that enjoyment. Perhaps Robert Pirsig said it best in Zen and the Art
of Motorcycle Maintenance: "You’re completely in contact with it all. You’re in the scene, not just watching it
anymore, and the sense of presence is overwhelming.”
Saving at the pump
It may have taken record fuel prices to put motorcycles into the mainstream consciousness, but the fact that bikes
can get more than double the fuel economy of cars makes them serious money savers, whether or not prices stay
high.
With some many bikes achieving 60-70 miles per gallon and some scooters pushing 100+ mpg, it's no wonder so
many commuters choose to get to work on two wheels.
Easy parking
Laugh in the face of bulky SUVs/4x4s forced to squeeze into tiny parking spots! Because most places of business
have designated motorcycle parking, running errands on a bike is eminently easier than driving— and many parking
lots allow bikes in for free.
Camaraderie
If you're a rider you know all about "the wave," the pointed finger or wave of the hand or helmet nod that
acknowledges another rider as he or she passes. Motorcyclists often feel like they belong to a big community, and
that sensation gives us something in common; we share a bond that sets us apart from the rest of the motoring
world.
Social Opportunities
For most riders, riding a motorcycle opens a doorway to many social opportunities, be them joining a group, club or
just finding places where other riders meet. There are many individual types of clubs or groups that share a passion
for a particular motorcycle manufacturer e.g. Honda Owners Club, Harley Owners Group etc. There are countless
clubs that offer memberships to them, some are local & individual and some are national or international with a huge
membership and profile. Many groups and clubs will have a social aspect to them and there are lots of parties or
gatherings (referred to as ‘Rallies’ or sometimes ‘Runs’). Whilst there may still linger the notion that motorcyclists are
the ‘no good‘ members of society, the overwhelming reality is that this could not be further from the truth and that
most are just normal everyday people who just enjoy riding motorcycles whilst having everyday positions in society.
Certainly within the last 25yrs or so, riding a motorcycle has become more open to different types of people, hence
there are huge differences in the types of people who ride motorcycles and the motorcycles they ride. It really is the
mode of transport that transcends social boundaries.

Individuality
In spite of the fact that motorcyclists are a part of a big group, we also tend to be more individualistic than the next
person. Whether that's expressed through our personal style or the way we trick out our bikes, motorcycling can be
an outlet through which we can reveal our personalities.
Low environmental impact
Whether or not you care about your carbon footprint, motorcycles are efficient forms of transportation that impact the
environmental minimally. And even if you ride just for the thrill of it, there's nothing wrong with being a little kind to
Mother Nature every once in a while.
Ease of commuting
Not only are motorcycles allowed in most High Occupancy Vehicle lanes, in Texas and California they’re allowed to
ride between lanes. Chances are that a bike will get you to work sooner, and you’ll also arrive more exhilarated than
you would have in a car.
In the UK, there is a growing trend, although in its infancy, to allow motorcycles to use Bus Lanes and in many
countries including the UK, Filtering at slow speed is still allowed and is a great way to beat the traffic jams.
Mind boggling performance for less than fifteen grand
This point is bittersweet; though it's equalizing that a person riding a $13,000 Hayabusa can keep pace with a million
dollar Ferrari, it can also be enormously dangerous. So while motorcycles are performance bargains that offer more
performance per dollar than virtually any other vehicle, it's best to explore these limits on a track.
Let's face it, bikes are cool
There's something about motorcyclists, isn't there? When a guy or a gal walks into a restaurant with a helmet under
arm, they invariably exude a swagger and a sense of cool that just isn't the same as rolling up in a car. Whether or
not you're looking for the Peter Fonda or Brad Pitt effect, motorcycles take you one step closer to cool.
Escape and Adventure
What better way to escape than on a motorcycle? The sense of freedom feels more complete on two wheels, and
riding doesn't transport you to a destination; it is the destination.
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Why is a motorcycle accident…bad news?!

!

!

Whenever I attend a motorcycle accident, I initially focus on the immediate treatment that may be given to
injuries and the transport to hospital by various means, be that by air or by land ambulance.!

!

Occasionally, I’ll meet a patient some months down the line, after the event and I’m able to catch up on the
recovery process thus far. It is also a good opportunity for the patient to ask us some questions about what
we recalled from the accident scene also, and in many cases this helps the patient fill in some blanks in
their recollection of events and in many cases it can help friends and family members come to terms with
the accident also!!

!

What many do not realise is how much of our future lives can be affected by an accident and how much it
is affected either temporarily or permanently!!

!

There is the obvious level of injury severity and how long it might take to recover from. Many would think
that an injury may take a few weeks to recover from, but few realise that even relatively minor injuries can
take weeks or even months to recover from…sometimes years and sometimes never!!

!

I’m not talking about minor skin abrasions here, I’m talking about bone fractures, skin, tissue, ligament &
nerve damage that may require multiple treatment and therapy processes that may or may not have 100%
success rate!!

!

Then there is the psychological and emotional affects on both the patient, family & friends and primary
carers who will adopt the burden of care. Some patients may reasonably accept the circumstances of their
injuries and some may have great difficulty in acknowledging their plight! Some have temporary reactions
and some are long lasting and require years of therapy!!

!

Then there are behavioural and personality changes of a patient post accident! This of course is not
always the case, however this may be associated with a head injury during the accident. It becomes a
‘new life’ for the patient and it becomes a ‘new life’ for family members! This new personality is sometimes
a cause a major stress and emotional distress…especially for close family members and loved ones who
‘do not recognise’ the person they once knew!!

!

Then there are the legal ramifications, if any, of the accident and the knock on effect for the future. Every
accident is rarely an ‘accident’ because at some point during the incident an error was made…either by the
rider or the driver or external party.!
Law enforcement will investigate the probable cause of the accident and will apportion culpability where
appropriate which may lead to criminal and civil proceedings & prosecution. This may further attract civil
legal proceedings from other parties…especially if there has been an injury or fatality! !

!

The net result of this may be moderate to severe financial penalties, criminal records and custodial
sentences and a permanent affect for future financial and social relationships.!

!

Then there is the pure financial burden of the accident. The immediate cost of treatment & repairs or
replacement and the future cost of potential increased insurance premiums, because insurance companies
will keep a track of your history and will impose a risk loading for the subsequent years. Even if you have
appropriate insurance on your vehicle and to cover other road users, the protection cover may not be

enough to cover all of the costs of damage to yourself or your bike or other vehicles or property. This
shortfall will then become your personal financial burden!!

!

Then there is the future earnings impact and employment security! Depending on the nature of injuries,
may make it impossible to perform tasks that you previously were capable of doing. Jobs and employment
roles may be jeopardised because of this incapacity. No employment means no income, means no paying
bills, means a dramatic change in lifestyle for yourself and family.!

!

There are of course many job roles that do not require specific skills and capabilities, however the long
recovery process may make returning to that role problematic. Depending where you live in the world there
will be varying employment protection laws or none at all, which may mean that you employment will not
be protected by your employer!!

!

If you are self employed or run a business, then this may mean that you are no longer able to continue in
that role. The temporary recovery time, even a relatively short time, may be all that is required to have a
severe impact on the business and which may mean the business may no longer continue…which may
have an affect on yourself, your family and those employed within the business, if appropriate!!

!

When we have an accident, be that on a motorcycle or in a car, van or truck, we are in the process of
travelling from point A to B for either social or business reasons. If we do not arrive at our destination, then
that will have a financial knock on affect.!
We may be carrying a particular load or specific part that has to get to a customer at a specific time. If it
doesn't arrive or is damaged in transit, then there will be a finical cost to either the shipper or customer…or
both!!
We may cause damage to the road surface or to road furniture that has to be repaired, therefore the local
authorities will assume the cost of those repairs and that will be recouped in local taxation if possible.!

!

Accidents create the need for an emergency services response, which may be paid for through national &
local taxation or by private insurance funding.!

!

Whenever there is an accident, especially on busy roads, there will be the inevitable queues of traffic,
which further delays the rest of the local population in their daily lives…all of which has a knock on
financial burden to the ‘economy’.!

!

If we consider all aspects of financial costs to the economy related to road traffic accidents in general, then
the figures are astounding. In the UK alone, the estimated costs currently are anywhere from £15 billion to
£34 billion pounds and on a global scale the costs are in the region of many hundreds of billions of US$. In
2000 the global estimate was approx. US$518 billion, so up to 2014, we can assume a lot more and
possibly even double that figure.!

!

So on an individual basis, having an accident and especially a motorcycle accident is bad news because
of the higher probability of moderate to severe injury regardless of the type of protection worn, but
compounded when suitable protective equipment is not worn!!
It is bad news in terms of injury, emotional stress, personal current and future finances, business and the
economy as a whole…which we ultimately all need to do well.!

!

Whatever you can do to avoid an accident is surely the best course of action. By raising your hazard
awareness, by gaining as much knowledge and experience as possible, by modifying attitudes towards
unnecessary risk taking and by improving your riding and hazard avoidance skills will help you, your
friends and the next riding generation achieve this.!

!

By avoiding the bad news, we as riders get to enjoy the good news…which is the pure joy and thrill of
riding motorcycles. Just because we are taking precautions and managing risk, does not mean we can’t
have fun when riding either solo, with a pillion or in a group.!

!
Just taking a little extra care really does go a long way.!
!
Enjoy the ride & avoid a slide!!
!
!
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You don’t have to have an accident!!

!

!

Whilst working at the forefront of prehospital emergency medicine for many years on UK air ambulances, I
have responded to hundreds of motorcycle accidents dealing with the full spectrum of injuries, fatalities
and causes.!
A few realisations gained prominence quite early on in my career and those still remain to this day as I
continue to attend regular motorcycle incidents, along with the rest of the emergency services all over the
globe!!

!

1. !
!
2.!
!
3.!
!
!
4.!
!
!
5.!
!
!

The overwhelming majority of motorcycle collisions or losses of control would and should be !
completely avoidable!!
The causation factors and reasons for accidents and injuries repeat themselves and remain !
unaddressed!!
There is a black hole of untapped information that could be gained from accident scenes and there
continues to be an ineffective method of disseminating that information throughout the riding !
population!!
There is a systematic failure in how riders are trained & tested, how accidents are investigated, how
accident cause information is derived and how authorities & safety agencies develop strategies to
tackle accident & injury rates!!
There is a general notion, that somewhere & somehow we’ve got this wrong and we’re not really
addressing the real problems and whilst that continues then these accidents will continue regardless
of any past or current interventions!!

1.!
2.!
3.!
4.!
!
5.!
!

There was a lack of expectation and appreciation of a potential and developing hazard!!
There was a general overestimation of personal riding & driving capability.!
There was an under performance in evading the hazard or dealing with the emergency!!
There wasn’t an appreciation of a worst case scenario and there was a lack of preparation for that
eventuality.!
There was a misunderstanding or lack of knowledge concerning the limitations of human !!
performance!!

1.!
2.!
3.!
4.!
!
5.!
!
6.!
!
!

Why do these accidents happen and why do they repeat themselves all over the world?!
Why are we not addressing the real causes?!
Why are some strategies cumbersome and removed from real world scenarios?!
Why do we not have a theory to pin practical & cost efficient training, testing & investigative solutions
to?!
Why is there continued misunderstanding of root causes of accidents and a failure of safety !
strategies to address them?!
Why have we been so motorcycle egocentric when trying to find safety solutions, when other !
industries may have solutions and systems that are useable, applicable and adaptable to the !
motorcycle safety issue!!

!
At virtually every accident scene, regardless of the vehicle involved there are usually some truths: !
!

!
The questions we should be asking are…WHY?!
!

!

In consideration of riding motorcycles, there is a learnt set of skills and there is an applicable knowledge.
Certainly, riding is not to everyone’s taste or capability, however in itself it is not an unsafe act. Motorcycles
are ridden at all times in all places and the overwhelming majority of journeys are accident free, but that
does not mean they are free of incident or that there is not a potential for an incident or accident to occur.!

!

My personal impression of motorcycle accidents is that any of these could occur to any rider at anytime,
however the number of incidents can be dramatically reduced & accidents avoided by having a greater
awareness of hazard factors, human performance limitations and a greater focus on basic skill sets,
emergency reactions and importantly hazard avoidance. However, we also need good analysis of when
things go wrong, why they happened and what can we do to prevent this happening again…and how we
disseminate this information and educate the riding population.!

!

This model has been used in other industries for many years, such as within the aviation industry which I
have a background in. This is not to say that accidents and incidents never occur in aviation, however the
incidents are dramatically reduced because of the model of applying technical & human performance
knowledge to initial & recurrent training. By placing focus on initial & recurrent training & testing and
preparing & training for emergency situations within a workable framework, the number of incidents &
accidents are prevented. Where there are occasions where things go wrong, then this is investigated fully
and vitally the immediate cause is not only investigated, but also the lead up factors too. The error chain
can be quite long and can be traced back a few years and there concludes a chain of events or errors...a
domino (or sometimes referred to as a cascade) effect that ultimately led to the accident.!
However the other vital component here is the feedback into the aviation system that helps to develop
targeted countermeasures and prevent future and repeat causes. The information derived from accident
causes is then disseminated openly and thoroughly with the aviation community. But it doesn't stop there!
There is within 'the system' to allow for 'near miss' incidents to be reported and to learn lessons from them
too. So although there isn't a full proof system, there is the capability to address issues and train for the
future within a structure thus enabling an evolving system. !
When there is a deviation from the prescribed or best practice approach for a given situation, then this is
addressed with greater focus on information, training and attitudinal approach.!

!

You don’t have to have an accident…when you are prepared, recurrently trained, hazard expectant and
are fully aware of the physical and mental limitations that we are all prone to. We have an opportunity to
be wise beyond our years and we can be trained from an entrance level to avoid these types incidents and
situations.!

!

When we apply no surprise-no accident, we have a workable framework to illustrate & highlight supportive
research, we can use the theory to develop training & testing systems and we can also produce targeted
solutions to specific issues. The theory works and the practical application functions at all levels, in all
systems and will assist authorities & safety strategists to develop future models that are successful in
further disciplines.!

!

This is why I have confidence in developing & promoting the ‘No Surprise-No Accident campaign as it is
the best solution that addresses the real issues & factors that I have dealt with at the road side of
countless motorcycle accidents.!
!

!
!
!

