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Executive summary 

Objective and methodology  

ESRA (E-Survey of Road usersô Attitudes) is a joint initiative of road safety institutes, research centres, 

public services, and private sponsors from all over the world. The aim is to collect and analyse 
comparable data on road safety performance and road safety culture. The ESRA data are used as a 

basis for a large set of road safety indicators. These provide scientific evidence for policy making at 

national and international levels. 

Vias institute in Brussels (Belgium) initiated and coordinates ESRA, in cooperation with ten steering 

group partners (BASt (Germany), DTU (Denmark), IATSS (Japan), ITS (Poland), KFV (Austria), NTUA 
(Greece), PRP (Portugal), SWOV (the Netherlands), TIRF (Canada), University Gustave Eiffel (France)). 

At the heart of ESRA is a jointly developed questionnaire survey, which is translated into national 

language versions. The themes covered include self-declared behaviour, attitudes and opinions on 
unsafe traffic behaviour, enforcement experiences and support for policy measures. The survey 

addresses different road safety topics (e.g., driving under the influence of alcohol, drugs and medicines, 
speeding, distraction) and targets car occupants, moped riders and motorcyclists, cyclists, pedestrians, 

and riders of e-scooters. In ESRA3 the questions related to vulnerable road uses (moped riders and 
motorcyclists, cyclists, pedestrians, and riders of e-scooters) have been expanded and questions on e-

scooters and infrastructure have been added.  

The present report is based on the third edition of this global survey, which was conducted 

simultaneously in 39 countries in 2023. In total this survey collected data from more than 37 ,000 road 
users in 39 countries across five continents. An overview of the ESRA initiative and the project results 

is available on: www.esranet.eu. 

This thematic ESRA report on infrastructure describes the attitudes and opinions about the safety 
perception of different types of infrastructure of road users in 39 countries. It includes comparisons 

amongst the participating countries as well as results in relation to age and gender. The infrastructure 
aspects analysed in this thematic report cover: the frequency of use of different types of roads and the 

perceived safety regarding these types of roads by car drivers and vulnerable road users, including 

moped riders and motorcyclists, cyclists and pedestrians. 

Major findings  

Which type of infrastructure do car drivers regularly use? 

¶ The use of inter-city motorways varies from 50% in Asia -Oceania to 62.9% in Europe. The rate 

for America is 59.3%.  

¶ Regarding the use of thoroughfares and high-speed roads within cities, the respective rates 

vary from 52.8% in Asia -Oceania to 69.8% in America. The rate for Europe is 66.5%.  

¶ The percentages of the use of rural roads and roads connecting towns and villages vary from 

55.7% in America to 75.2% in Europe. The rate for Asia -Oceania is 62.4%. 

¶ The use of other streets and roads in urban areas varies from 61.4% in America to 68.1% in 

Asia-Oceania. The rate for Europe is 64.6%. 

 

Which type of infrastructure do mopeds and motorcyclists regularly use? 

¶ The use of thoroughfares and high-speed roads within cities varies from 36.4% in Asia-Oceania 

to 64.3% in America, while the rate in Europe is 50.6%.  

¶ Regarding the use of rural roads and roads connecting towns and villages, the respective rates 

vary from 46.9% in America to 54.7% in Europe, while the rate for  Asia-Oceania is 52.3%.  

http://www.esranet.eu/
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¶ The percentages of the use of other streets and roads in urban areas vary from 51.8% in Europe 

to 59.8% in Asia-Oceania. The rate for America is 54.5%. 

 

Which type of infrastructure do cyclists regularly use? 

¶ The use of rural roads and roads connecting towns and villages with cycle lanes varies from 

36.5% in America to 44.5% in Europe. The rate for Asia -Oceania is 43.5%. 

¶ The percentages of the use of rural roads and roads connecting towns and villages without 

cycle lanes vary from 25.4% in America to 36.4% in Asia -Oceania. The rate for Europe is 33.5%. 

¶ The use of streets and roads in urban areas with cycle lanes varies from 56.2% in Asia-Oceania 

to 71.6% in Europe. The rate for America is 70.3%.  

¶ Regarding the use of streets and roads in urban areas without cycle lanes, the respective rates 

vary from 36.5% in America to 47.2% in Europe. The rate for Asia -Oceania is 40.1%. 

 

Which type of infrastructure do pedestrians regularly use? 

¶ The use of rural roads and roads connecting towns and villages with sidewalks varies from 

34.2% in America to 47.2% in Asia -Oceania. The rate for Europe is 37.7%. 

¶ Regarding the use of rural roads and roads connecting towns and villages without sidewalks, 

the rates vary from 22.1% in America to 32.1% in Asia -Oceania. The rate for Europe is 22.8%. 

¶ The results of pedestrians using streets and roads in urban areas with sidewalks vary from 

75.8% in Asia-Oceania to 88.9% in Europe. The rate for America is 84.3%.  

¶ The percentages of the use of streets and roads in urban areas without sidewalks vary from 

34.7% in America to 36.5% in Europe. The rate for Asia -Oceania is 36.1%. 

 

What is the safety perception for car drivers using infrastructure?  

¶ The results of safety perception using inter -city motorways vary from 57.4% in America to 

66.1% in Europe. The rate for Asia-Oceania is 64.3%. 

¶ The safety perception of thoroughfares and high -speed roads within cities varies from 53.0% 

in Asia-Oceania to 59.8% in Europe and America.  

¶ The perceived safety of using rural roads and roads connecting towns and villages varies from 

49.6% in Asia-Oceania to 55.8% in America. The rate for Europe is 50.8%.  

¶ Regarding the safety perception for using other streets and roads in urban areas, the 
percentages vary from 47.5% in Asia-Oceania to 55.3% in America. The rate for Europe is 

51.4%.  

 

What is the safety perception for moped riders and motorcyclists using infrastructure?  

¶ The results of moped riders and motorcyclists considering it safe to use thoroughfares and high -

speed roads within cities vary from 52.1% in Asia -Oceania to 68.0% in America. The rate for 

Europe is 61.1%. 

¶ The perceived safety regarding rural roads and roads connecting towns and villages varies from 

47.9% in Europe to 60.1% in America. The rate for Asia -Oceania is 58.7%. 

¶ The safety perception of other streets and roads in urban areas varies from 45.5% in Europe 

to 58.8% in America. The rate for Asia -Oceania is 50.5%. 
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What is the safety perception for cyclists using infrastructure? 

¶ The perceived safety regarding rural roads and roads connecting towns and villages with cycle 

lanes varies from 54.7% in Asia-Oceania to 62.7% in America. The rate for Europe is 62.6%.  

¶ Regarding the safety perception of rural roads and roads connecting towns and villages without 

cycle lanes, the respective percentages vary from 27.7% in Europe to 45.8% in America. The 

rate for Asia-Oceania is 28.9%. 

¶ The safety perception of streets and roads in urban areas with cycle lanes varies from 55.6% 

in Asia-Oceania to 64.5% in Europe. The rate for America is 61%.  

¶ The percentages of safety feeling regarding streets and roads in urban areas without cycle 

lanes vary from 19.8% in Asia-Oceania to 32.9% in America. The rate for Europe is 25.3%.  

 

What is the safety perception for pedestrians using infrastructure? 

¶ The perceived safety regarding rural roads and roads connecting towns and villages with 

sidewalks varies from 53.6% in Asia-Oceania to 64.7% in Europe. The rate for America is 

60.8%. 

¶ Regarding the safety perception of rural roads and roads connecting towns and villages without 
sidewalks, the respective percentages vary from 28.7% in Europe to 47.9% in America. The 

rate for Asia-Oceania is 30.3%. 

¶ The safety perception of streets and roads in urban areas with sidewalks varies from 60.4% in 

Asia-Oceania to 71.9% in Europe. The rate for America is 60.6%.  

¶ The percentages of safety feeling regarding streets and roads in urban areas without sidewalks 

vary from 25.6% in Asia -Oceania to 32.6% in America. The rate for Europe is 29.4%.  

 

What is the correlation between road fatalities and perceived safety for using infrastructure?  

¶ The safety feeling of respondents is reflected in countries' road crash statistics. 

¶ As the road fatality rate per transport mode and road type increases, the safety perception of 

using the respective road type is reduced. 

¶ For car drivers, the highest coefficient of determination (R²) is recorded for the dependent 

variable of the perceived safety of other streets and roads in urban areas (R²=0. 34), while the 

lowest for the safety perception of intercity motorways (R²= 0.24).  

¶ The highest coefficient of determination (R²) for mopeds and motorcyclists is recorded for the 
dependent variable of the perceived safety of other streets and roads in urban areas (R²=0.53), 

while the lowest for the safety perception of thoroughfares and h igh-speed roads within cities 

(R²= 0.17).  

¶ Regarding the coefficient of determination (R²) for pedestrians, the highest value is recorded 

for the dependent variable of the perceived safety of streets and roads in urban areas without 
sidewalks (R²=0.46), while the lowest for the safety perception of rural roads and roads 

connecting towns and villages with sidewalks (R²= 0.28).  

 

What is the correlation between Gross Domestic Product (GDP) per capita and perceived safety for using 
infrastructure? 

¶ There is a positive linear relationship between countriesô GDP per capita and car driversô 

perceived safety responses. 
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¶ The highest coefficient of determination (R²) is recorded for the dependent variable of the 
perceived safety of thoroughfares and high-speed roads within cities (R²=0.35), while the 

lowest for the safety perception of intercity motorways (R²= 0.24).  

  

Key recommendations  

Inter -city Motorways: 

¶ Ensure regular maintenance and upkeep of inter-city motorways to reduce road crashes caused 

by poor road conditions. 

¶ Implement advanced warning systems for hazards, weather conditions, and traffic congestion 

to improve driver awareness and response. 

Thoroughfares and High-Speed Roads within Cities: 

¶ Install speed cameras, enforce speed limits, and design road layouts that discourage speeding. 

¶ Improve street lighting and signage to increase visibility, especially at night or in adverse 

weather conditions. 

Rural Roads and Roads Connecting Towns and Villages: 

¶ Develop and upgrade roads to accommodate safer speeds and separate vulnerable road users 

from motorized traffic where feasible.  

¶ Increase awareness campaigns on rural road safety and encourage defensive driving 

techniques. 

Other Streets and Roads in Urban Areas: 

¶ Designate lanes for cyclists to reduce conflicts with motor vehicles and improve overall safety 

perceptions. 

¶ Build and maintain sidewalks with adequate space and accessibility features to ensure 

pedestrian safety. 

Additional Recommendations: 

¶ Foster collaboration between transportation authorities, urban planners, and safety agencies to 

implement comprehensive safety measures. 

¶ Utilize data analytics and crash statistics to identify high-risk areas and prioritize safety 

interventions accordingly. 

¶ Regularly evaluate the effectiveness of implemented safety measures and adjust strategies as 

necessary based on evolving road usage patterns and safety perceptions. 

¶ Integrate technologies like adaptive traffic signals, surveillance cameras, and mobile apps to 
provide real-time traffic updates and safety alerts. These advancements enhance situational 

awareness, optimize traffic flow, and improve overall road safety for  all users. 

 

The ESRA initiative has demonstrated the feasibility and the added value of joint data collection on road 

safety performance by partner organizations all over the world. The intention is to repeat this survey 
every three to four years , retaining a core set of questions in every  edition. In this way, ESRA produces 

consistent and comparable road safety performance indicators that can serve as an input for national 

road safety policies and for international monitoring systems on road safety performance.  
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1 Introduction  

 

Road traffic safety depends on numerous factors (Martins & Garcez, 2021; Benlagha & Charfeddine, 

2020; Fillina-Dawidowicz et al, 2020). It can be assumed that most road crashes occur due to human 
errors (Adanu et al, 2017). Therefore, the aspect of the human factor as an element determining the 

level of road safety is a frequent object of research in the subject literature. However, other factors that 

should not be ignored are environmental issues (e.g., weather) (Theofilatos, 2017) and the technical 
environment such as materials and road infrastructure (Papadimitriou et al., 2019). The technical 

environment affecting the road safety level includes the reliability of means of transport, the location of 

vehicle diagnostics and repair sites, emergency services, and the condition of the road infrastructure.  

Road crashes can occur due to insufficient road infrastructure. Intersection design, road surface 

condition, lack of guardrails or barriers, inadequate lighting , and absence of traffic signals or signs can 
cause a road crash. Road infrastructure should be designed and operated to eliminate or reduce risks 

for all road users (WHO, 2023). In addition to improving safety, road infrastructure can enhance 

accessibility, including for persons with disabilities, and facilitate transfers from one transport mode to 

another. 

Ensuring maximum safety in infrastructure applies not only to the construction of new roads but also to 

the upkeep of existing ones. However, most roads continue to be built for the growing motor vehicle 
fleet. Many new roads being built in low - and middle-income countries fail to meet recognized safety 

standards (WHO, 2023). Worldwide, reporting countries collectively account for nearly 68 million km of 
roads, of which 4.5 million km are paved expressway, 47 million km are paved interurban roads and 10 

million km are unpaved inter -urban roads. Only 35 countries report on the availability of cycle lanes, 

which account for a total length of 140 ,000 km, or roughly 0.2% of the total length of roads reported.  

In Europe, over 10,600 people were killed on EU rural roads in 2022, with the highest share of fatalities 
occurring on rural roads (52%) and the lowest share on motorways (9%). The respective percentage 

for urban roads is 39% ( ETSC, 2024). Remarkable is that 76% of road deaths on rural roads are car 
passengers or drivers and motorcycle riders and about 50% of all people killed on a rural road were 

vulnerable road users. Due to the relatively low level of infrastructure safety, high speeds  and 

composition of road users, rural roads are considered to be the most dangerous roads in terms of design 

compared to urban roads. 

The modernization of the road infrastructure both in rural and in urban areas is carried out for several 

reasons. In addition to individual causes depending on a given section subjected to changes, there are 
three crucial and recurring factors: improving r oad safety, increasing the comfort of travellers, and 

reducing the travel time between the endpoints of the section (Trojanowski et al., 2022).  

The implementation of road projects in rural municipal areas has both positive and negative impacts on 
the environment, society, and the economy (Bryzhko et al., 2019). Environmentally, road expansion is 

detrimental, while socially, it brings significant b enefits. Economically, the effects are mixed, with 
increased cargo traffic boosting local business opportunities and improving living conditions. However, 

these benefits come with drawbacks, such as deteriorating agricultural conditions, pollution, and 

disruptions to local lifestyles (Bryzhko et al., 2019).  

Transportation systems are crucial for urban economic growth and social development (Lee & Yoon, 
2021). However, urban areas often face challenges like traffic congestion, emissions, and safety issues 

(Figueiredo et al., 2001). The evolution of car traffic went along with the development of road 
infrastructure (Taillanter & Barthelemy, 2023). The quality of road infrastructure significantly impacts 

urban residents' quality of life, including health, safety, and economic opportunities (Hanák et al., 2014). 
City governments face challenges in planning and prioritizing projects due to budget constraints and 

the need to satisfy all stakeholders (Maroviĺ et al., 2018). 

Many nations aim to promote economic growth and improve road infrastructure in disadvantaged 

regions, recognizing the role of roads in enabling efficient transportation and access to commercial and 
social activities. Economic growth is higher at lower urbanization levels but declines as urbanization 
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increases. Additionally, expanding road networks can facilitate export growth, with the greatest impact 

seen in economically integrated and intermediate rural areas (Ng et al., 2019; Asher & Novosad, 2020) .  

Given this context, the objective of this Thematic Report is to examine the attitudes and opinions of 

road users in 39 countries concerning their perceptions of safety regarding various types of 
infrastructure. The infrastructure aspects analyzed cover the frequency of use of different road types 

and the perceived safety of these roads by car drivers and vulnerable road users, including moped 
riders, motorcyclists, cyclists, and pedestrians. It is noted that the concept of perceived (or subjective) 

safety in traffic refers to feeling safe or unsafe or the anticipation thereof. Many internal and external 
factors can contribute to the individual perception of safety, such as prior experience, observations and 

interpretation of traffic situations, social norms,  traits as well as the built environment including road 

infrastructure (Furian et al., 2024).  To achieve the outlined objective, the ESRA3 findings are exploited 

to answer the following research questions:  

¶ Which type of infrastructure do car drivers regularly use?  

¶ Which type of infrastructure do mopeds and motorcyclists regularly use? 

¶ Which type of infrastructure do cyclists regularly use? 

¶ Which type of infrastructure do pedestrians regularly use? 

¶ What is the safety perception for car drivers using infrastructure?  

¶ What is the safety perception for moped riders and motorcyclists using infrastructure?  

¶ What is the safety perception for cyclists using infrastructure?  

¶ What is the safety perception for pedestrians using infrastructure?  

¶ What is the correlation between road fatalities and perceived safety for using infrastructure?  

¶ What is the correlation between Gross Domestic Product (GDP) and perceived safety for using 

infrastructure? 
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2 Methodology 

 

ESRA (E-Survey of Road usersô Attitudes) is a joint initiative of road safety institutes, research centres, 

public services, and private sponsors from all over the world. The aim is to collect and analyse 
comparable data on road safety performance, in part icular road safety culture and behaviour of road 

users. The ESRA data are used as a basis for a large set of road safety indicators. These provide scientific 

evidence for policy making at national and international levels.  

ESRA data are collected through online panel surveys, using a representative sample of the national 
adult populations in each participating country (aiming at n=1000 per country). A few exceptions exist. 

In four countries (Armenia, Kyrgyzstan, Luxembourg, and Uzbekistan) the targeted sample size was 
reduced to 500 respondents, as sample sizes of 1000 respondents were not feasible due to limitations 

of the national panel or too high costs.  

At the heart of this survey is a jointly developed questionnaire, which was translated into 49 national 
language versions in ESRA3. The themes covered include self-declared behaviour, attitudes and opinions 

on unsafe traffic behaviour, enforcement experiences and support for policy measures. The survey 

addresses different road safety topics (e.g., driving under the influence of alcohol, drugs and medicines, 
speeding, distraction) and targets car occupants, moped riders and motorcyclists, cyclists, pedestrians, 

and riders of e-scooters. In ESRA3 the questions related to vulnerable road users (moped riders and 
motorcyclists, cyclists, pedestrians, and riders of e-scooters) have been expanded and questions on e-

scooters and infrastructure have been added. The present report is based on the third edition of this 
global survey, which was conducted simultaneously in 39 countries in 2023. In total this survey collected 

data from more than 37 ,000 road users in 39 countries, across five continents. 

The participating countries in ESRA3 were:  

¶ Europe: Austria, Belgium, Bosnia and Herzegovina, Czech Republic, Denmark, Finland, 

France, Germany, Greece, Ireland, Italy, Latvia, Luxembourg, Netherlands, Poland, 

Portugal, Republic of Serbia, Slovenia, Spain, Sweden, Switzerland, United Kingdom; 

¶ America: Brazil, Canada, Chile, Colombia, Mexico, Panama, Peru, USA;  

¶ Asia and Oceania: Armenia, Australia, Israel, Japan, Kazakhstan, Kyrgyzstan, Thailand, 

Türkiye, Uzbekistan. 

Vias institute in Brussels (Belgium) initiated and coordinates ESRA, in cooperation with ten steering 

group partners (BASt (Germany), DTU (Denmark), IATSS (Japan), ITS (Poland), KFV (Austria), NTUA 
(Greece), PRP (Portugal), SWOV (the Netherlands), TIRF (Canada), and University Gustave Eiffel 

(France)). The common results of the ESRA3 survey are published in a Main Report, a Methodology 

Report and 13 Thematic Reports (Table 1). Furthermore, 39 country fact sheets, including different 
language versions, have been produced in which national key results are compared to a regional mean 

(benchmark). Scientific articles, national reports and many conference presentations are current ly in 
progress. All common ESRA3 reports have been peer-reviewed within the consortium, following a pre -

defined quality control procedure. An overview of the results and news on the ESRA initiative is available 

on: www.esranet.eu. On this website one can also subscribe to the ESRA newsletter.  

  

http://www.esranet.eu/
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Table 1: ESRA3 Thematic Reports 

Driving under influence 
of alcohol, drugs and 
medication 

Support for policy 
measures and 
enforcement  

Pedestrians Young and aging road 
users 

Speeding Unsafety feeling and risk 
perception 

Cyclists Male and female road 
users 

Distraction (mobile phone 
use) and fatigue 

Infrastructure  Riders of e-scooters  

Seat belt & child restraint 
systems  

 Moped drivers and 
motorcyclists  

 

 

The present report summarizes the ESRA3 results with respect to infrastructure. A more detailed 
overview of the data collection method and the sample per country can be found in  the ESRA3 

methodology report  (Meesmann & Wardenier, 2024).  

Note that a weighting of the data was applied in the descriptive analyses. This weighting took into 
account small corrections with respect to national representativeness of the sample based on gender 

and six age groups: 18-24y, 25-34y, 35-44y, 45-54y, 55-64y, 65-74y (United Nations Statistics Division, 

2023). For the regional means, the weighting also took into account the relative size of the population 
of each country within the total set of countries from this region.  SPSS 26.0 and R 4.3.1 were used for 

all analyses. 
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3 Results 

3.1   Descriptive analysis   

This section presents the results of ESRA3 questions on road infrastructure . These questions cover the 

following topics:  

¶ Use of infrastructure (Section 3.1.1) . It is noted that the questions  concerning the use of 

infrastructure were answered by respondents who use the examined transport modes at least 
a few days a year, and the responses are binary (yes or no) to indicate regular use of the 

respective type of infrastructure.  

¶ Perceived safety regarding the use of infrastructure (Section 3.1.2) . It is noted that the  

questions concerning perceived safety were answered by respondents who use the examined 
transport modes at least a few days a year and regularly use the associated infrastructure. 

Responses were given on a scale from 1 to 7, where 1 is óvery unsafeô and 7 is óvery safe.ô The 

responses were then dichotomized into: 0 - unsafe/neutral (1 -4) and 1 - safe (5-7). 

 

3.1.1 Use of Infrastructure  

 

Figure 1 demonstrates that the results of car drivers using 

inter-city motorways regularly, vary from 50% in Asia-

Oceania to 62.9% in Europe. The rate for America is 

59.3%. 

In Europe, the highest rates of using inter-city motorways 
are recorded in Netherlands and Luxembourg (85.9% and 

84.4% respectively). On the other hand, Bosnia and 

Herzegovina (38.5%) report s the lowest rates. 

Among the eight participating countries of America, the 

highest rates are found in Brazil (68.9%), while the lowest 

are recorded in Mexico (42.4%). 

Regarding the rates of Asian-Oceanian car drivers, the 
highest rates are found in Israel and Türkiye (77.8% and 

77.4% respectively), while the lowest rates are recorded 

in Kyrgyzstan (12.1%).  

 

 

 

 

 

 

 

 

 

 

Figure 1: Use of inter-city motorways per region and 
country (% of car drivers that used this infrastructure 

regularly in the past year ).  
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The results are further split out by region and gender in 

Figure 2. As can be seen in this figure, the usage of inter-

city motorways by car drivers in all examined regions is 

higher for males.  

 

 

 

 
 

 

 
Figure 2: Use of inter-city motorways per region and 

gender (% of car drivers that used this infrastructure 
regularly in the past year ).  
 

 

 

Figure 3 presents the results on self-declared use of inter-

city motorways by car drivers by region and age group.  

As can be seen in Figure 3, the percentage of car drivers 

using inter-city motorways varies among the three 

regions. 

In Europe, the percentages are similar for all age groups. 

On the contrary, in America and Asia-Oceania, the 
distribution of the self -declared use of inter-city 

motorways is different among the age groups, with the 

highest share in America being recorded for car drivers 
aged 65-74 years old, while in Asia-Oceania people aged 

25-34 years old use more frequently this type of roads . 

  

 
 

 
 

 

 
 

 
Figure 3:  Use of inter-city motorways per region and age 

group (% of car drivers that used this infrastructure 

regularly in the past year ).  
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Figure 4 shows that the results of car drivers using 

thoroughfares and high-speed roads within cities vary from 

52.8% in Asia-Oceania to 69.8% in America. The rate for 

Europe is 66.5%.  

In Europe, the highest rates of use of thoroughfares and 

high-speed roads within cities are recorded in Germany 
and Slovenia (86.9% and 84.7% respectively). On the 

other hand, car drivers in Bosnia and Herzegovina (42.3%)  

report the lowest rates.  

In America, over half of car drivers use thoroughfares and 

high-speed roads within cities. The highest rates are found 
in the United States (72.5%), while the lowest rates are in 

Chile (63.0%).  

In Asia-Oceania, significant differences are observed 

between the countries. The highest rates are found in 

Türkiye (78.9%), while the lowest rates  are in Uzbekistan 

(25.5%).  

 

 

 

 

 

 

 
 

 
Figure 4:  Use of thoroughfares and high-speed roads 

within cities per region and country (% of car drivers that 
used this infrastructure regularly in the past year ). 
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In Figure 5, the results of self -declared use of thoroughfares 

and high-speed roads within cities by region and gender are 

presented. As can be seen in this figure, the usage of 
thoroughfares and high-speed roads within cities by car 

drivers in all examined regions is higher for males. 

 

 

 

 

 

 

 
Figure 5:  Use of thoroughfares and high-speed roads within 

cities per region and gender (% of car drivers that used this 
infrastructure regularly in the past year ).  

 

 

The results are further split out by region and age group in 
Figure 6. As can be seen in this Figure, the use of high-

speed roads within cities is higher for people aged 25 to 34 

years old in all examined regions. 

In Europe, car drivers aged 18 to 24 years old record the 

lowest percentage of using these types of roads.   

In America, the distribution towards age groups is similar 
to that in Europe, with the highest shares of use of this type 

of road recorded for car drivers aged 25 to 44 years old and 

the lowest for the age group 65-74. 

In Asia-Oceania, the lowest rates are recorded for drivers  

aged 55 to 74 years old (45.1%). 

 

 

 

 

Figure 6:  Use of thoroughfares and high-speed roads 
within cities per region and age group (% of car drivers 

that used this infrastructure regularly in the past year ).   
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Figure 7 demonstrates that the results of car drivers using 

rural roads and roads connecting towns and villages vary from 

55.7% in America to 75.2% in Europe. The rate for Asia-

Oceania is 62.4%.  

In Europe, the highest rates are recorded in Luxembourg 

(92.5%) and Slovenia (91.5%), while the lowest are recorded 

in Bosnia and Herzegovina (50.7%) . 

Among the countries of America, over half of car drivers use 

rural roads and roads connecting towns and villages except 

for the United States (49.2%).  

In Asia-Oceania, the highest rates are found in Japan 

(83.1%) , while the lowest rates are recorded in Kyrgyzstan 

(15.9%).  

 

 

 

 

 

 

 

 

 

Figure 7:  Use of rural roads and roads connecting towns and 

villages per region and country (% of car drivers that used 

this infrastructure regularly in the past year ).  
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In Figure 8, the results of self -declared use of rural roads 

and roads connecting towns and villages by region and 

gender are presented. The percentages of male car drivers 
using such type of road are slightly higher than the 

respective rates of female riders in America and Asia-
Oceania, while the opposite is the case for Europe. 

 

 

 

 

Figure 8:  Use of rural roads and roads connecting towns 

and villages per region and gender (% of car drivers that 

used this infrastructure regularly in the past year ).  

 

 

Figure 9 presents the results on self-declared use of rural 

roads and roads connecting towns and villages by car 

driversô age group and region.  

In Europe, people aged 65 to 74 years old ( 85.9%) use more 

frequently this type of infrastructure than younger car 

drivers. 

In America, car drivers aged 35 to 44 years old use less rural 

roads and roads connecting towns and villages (45.1%).  

Regarding Asia-Oceania, as in Europe, the highest 
percentage of using this type of roads is recorded for car 

drivers aged 65 to 74 years old (74.6%) , while the lowest 

rate is recorded for people aged 25 to 34 years old (55%) . 

 

 

 

 

Figure 9:  Use of rural roads and roads connecting towns 

and villages per region and age group (% of car drivers that 

used this infrastructure regularly in the past year ).  
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Figure 10 demonstrates that the results of car drivers using 

other streets and roads in urban areas vary from 61.4% in 

America to 68.1% in Asia-Oceania. The rate for Europe is 

64.6%.  

In Europe, the highest rates are recorded in Denmark 

(84.7%) , Slovenia (81.9%)  and Sweden (80.4%),  while the 
lowest are recorded in Germany (40.3%) and Bosnia and 

Herzegovina (45.6%).  

Among the countries of America, over half of car drivers use 
other streets and roads in urban areas in all participating 

countries. The highest rates correspond to Mexico (77.1%), 

whereas the lowest rates are recorded in the United States 

(55.5%)  

In Asia-Oceania, the highest rates are found in Türkiye 
(81.7%) and Kazakhstan (71.9%), while the lowest rates are 

recorded in Uzbekistan (53.1%).  

 

 

 

 

 

 

 

 

Figure 10:  Use of other streets and roads in urban areas per 

region and country (% of car drivers that used this 

infrastructure regularly in the past year ).  
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In Figure 11, the results of self -declared use of other 

streets and roads in urban areas by region and gender are 

presented. The percentages of male car drivers using such 
types of roads are slightly lower than the respective rates 
of female riders in all examined regions. 

 

 

 

 

Figure 11:  Use of other streets and roads in urban areas 
per region and gender (% of car drivers that used this 

infrastructure regularly in the past year ).  

 

 

 

Figure 12 presents the results on self-declared use of other 
streets and roads in urban areas by car driversô age group 

and region. The distribution is similar in all examined 
regions, with a higher share of older car drivers and a lower 

share of younger people. 

In Europe, people aged 65 to 74 years old ( 74%) use more 
frequently this type of infrastructure than younger car 

drivers. 

In America, as in Europe, car drivers aged 65 to 74 years 
old use mostly other streets and roads in urban areas 

(72.6%).  

Contrary to the other regions, in  Asia-Oceania the highest 

percentage of using this type of roads is recorded for car 

drivers aged 55 to 64 years old (76.3%).  

 

 

 

 

Figure 12:  Use of other streets and roads in urban areas 
per region and age group (% of car drivers that used this 

infrastructure regularly in the past year ).  
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Figure 13 demonstrates that the results of moped 

riders and motorcyclists using thoroughfares and 

high-speed roads within cities regularly vary from 
36.4% in Asia-Oceania to 64.3% in America. The 

rate for Europe is 50.6%. 

In Europe, the highest rates of using thoroughfares 

and high-speed roads within cities are recorded in 
Germany and Switzerland (72.5% and 67.2% 

respectively). On the other hand, moped riders and 

motorcyclists in Poland (26.9%), Serbia (20 .1%) 
and Bosnia and Herzegovina (17.9%) report the 

lowest rates. 

Among the eight participating countries of America, 

the highest rates are found in the United States 

(73.0%), while the lowest are recorded in Mexico 

and Canada (45.3% and 40.5% respectively).  

Regarding the rates of Asia-Oceanian moped riders 
and motorcyclists, the highest rates are found in 

Australia (67.5%), while the lowest rates are 

recorded in Kyrgyzstan (15.0%).  

 

 

 

 

 

 

 
Figure 13: Use of thoroughfares and high-speed 

roads within cities per region and country (% of 

moped riders and motorcyclists that used this 
infrastructure regularly in the past year ).  
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The results are further split out by region and gender in 

Figure 14. As can be seen in this figure, the usage of 

thoroughfares and high-speed roads within cities by 
moped riders and motorcyclists in all examined regions is 

similar for females and males.  

 

 

 

 

 

 
 

Figure 14: Use of thoroughfares and high-speed roads 
within cities per region and gender (% of moped riders 

and motorcyclists that used this infrastructure regularly in 

the past year).  
 

 

Figure 15 presents the results on the self-declared use of 

thoroughfares and high-speed roads within cities by 

moped riders and motorcyclists by region and age group.  

As can be seen in Figure 15, the percentage of moped 

riders and motorcyclists using thoroughfares and high-
speed roads within cities is higher in all regions for people 

aged 25 to 44 years old. 

In Europe and America, the lowest rates are found among 
the age group 65-74 (32.9% and 43.9% respectively). On 

the contrary, in Asia-Oceania moped riders and 
motorcyclists aged 65-74 use more thoroughfares and 

high-speed roads within cities than people aged 45 to 64 

years old. 

  

 
 

 
 

 
Figure 15: Use of thoroughfares and high-speed roads 

within cities per region and age group (% of moped riders 

and motorcyclists that used this infrastructure regularly in 
the past year).  
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Figure 16 shows that the results of moped riders and 

motorcyclists using rural roads and roads connecting towns 

and villages vary from 46.9% in America to 5 4.7% in 

Europe. The rate for Asia-Oceania is 52.3%.  

In Europe, the highest rates of using rural roads and roads 

connecting towns and villages are recorded in Luxembourg 
and Austria (82.7% and 79.8% respectively). On the other 

hand, moped riders and motorcyclists in Greece (40.8%), 
Serbia (39.8%) and Bosnia and Herzegovina (36.0%) 

report the lowest rates.  

In America, over half of moped riders and motorcyclists 
use rural roads and roads connecting towns and villages 

except for the United States (40.4%).  

In Asia-Oceania, significant differences are observed 

between the countries. The highest rates are found in 

Japan (79.3%), while the lowest rates are in Armenia 

(23.7%).  

 

 

 

  

 

 

 
 

Figure 16:  Use of rural roads and roads connecting towns 

and villages per region and country (% of moped riders 
and motorcyclists that used this infrastructure regularly in 

the past year).   
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In Figure 17, the results of self -declared use of rural 

roads and roads connecting towns and villages by region 

and gender are presented. The percentages for females 
and males are similar except for America, where the 

percentage of female moped riders and motorcyclists is 

quite lower than the respective percentage of males. 

 

 

 

 

 
Figure 17:  Use of rural roads and roads connecting towns 

and villages per region and gender (% of moped riders 
and motorcyclists that used this infrastructure regularly 

in the past year).   

 

 

The results are further split out by region and age group 

in Figure 18. As can be seen in this Figure, the use of 

rural roads and roads connecting towns and villages is 
higher for people aged 65 to 74 years old in America and 

Asia-Oceania. 

In Europe, moped riders and motorcyclists aged 25 to 34 
years old record the lowest percentage of using these 

types of roads, while the highest use is for the age group 

55-64.   

In America, the distribution towards age groups is 

different than in Europe, with the highest share of use of 
this type of roads recorded for moped riders and 

motorcyclists aged 65 to 74 years old and the lowest for 

the age group 35-44. 

Asia-Oceania records higher use of this type of 
infrastructure for people aged 65 to 74 years old and the 

lowest use for age group 25-34. 

 

 

Figure 18:  Use of rural roads and roads connecting towns 
and villages per region and age group (% of moped riders 

and motorcyclists that used this infrastructure regularly in 
the past year).   
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Figure 19 demonstrates that the results of moped riders and 

motorcyclists using other streets and roads in urban areas 

vary from 51.8% in Europe to 59.8% in Asia-Oceania. The 

rate for America is 54.5%. 

In Europe, the highest rates are recorded in Serbia (78.0%) 

and Greece (73.3%), while the lowest are recorded in Ireland 

(33.0%) and Germany (22.8%).  

Among the countries of America, over half of moped riders 

and motorcyclists use other streets and roads in urban areas 

except for the United States (46.6%).  

In Asia-Oceania, the highest rates are found in Türkiye 

(76.5%) and Armenia (7 0.7%), while the lowest rates are 

recorded in Israel (39.7%).  

 

 

 

 

 

 

 

 

 

Figure 19:  Use of other streets and roads in urban areas per 

region and country (% of moped riders and motorcyclists that 

used this infrastructure regularly in the past year ).  
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In Figure 20, the results of self -declared use of other 

streets and roads in urban areas by region and gender are 

presented. The percentages of male moped riders and 
motorcyclists using such types of roads are slightly higher 

than the respective rates of female riders in Europe and 
Asia-Oceania, while the opposite is the case for America. 

 

 

 

 

Figure 20:  Use of other streets and roads in urban areas 

per region and gender (% of moped riders and 
motorcyclists that used this infrastructure regularly in the 

past year).  

 

 

Figure 21 presents the results on self-declared use of other 
streets and roads in urban areas by moped riders and 

motorcyclistsô age group and region.  

In Europe, people aged 65 to 74 years old (79 .3%) use 
more frequently this type of infrastructure than younger 

moped riders and motorcyclists. 

In America, moped riders and motorcyclists aged 55 to 64 

years old use mostly other streets and roads in urban areas 

(76.8%).  

Regarding Asia-Oceania, the highest percentage of using 

this type of roads is recorded for moped riders and 

motorcyclists aged 55 to 64 years old (76.6%).  

 

 

 

 

Figure 21:  Use of other streets and roads in urban areas 
per region and age group (% of moped riders and 

motorcyclists that used this infrastructure regularly in the 

past year).  
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Figure 22 demonstrates that the results of cyclists 

using rural roads and roads connecting towns and 
villages with cycle lanes regularly, vary from 36.5% 

in America to 44.5% in Europe. The rate for Asia-

Oceania is 43.5%. 

In Europe, the highest rates of using rural roads and 

roads connecting towns and villages with cycle lanes 
are recorded in Belgium and Switzerland (64.4% 

and 61.1% respectively). On the other hand, cyclists 

in Greece (13.1%), Serbia ( 18.6%) , and Bosnia and 

Herzegovina (20.4%) report the lowest rates.  

Among the eight participating countries of America, 
the highest rates are found in the United States 

(45.5%), while the lowest  rates are recorded in 

Brazil and Mexico (28.4% and 29.4% respectively).  

Regarding the rates of Asia-Oceanian cyclists, the 

highest rates are found in Japan (49.5%), while the 

lowest rates are recorded in Armenia (1.8%).  

 

 

 

 

 

 

 
Figure 22: Use of rural roads and roads connecting 

towns and villages with cycle lanes per region and 
country (% of cyclists that used this infrastructure 

regularly in the past year ).  
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The results are further split out by region and gender in 

Figure 23. As can be seen in this figure, the usage of rural 

roads and roads connecting towns and villages with cycle 
lanes by cyclists in all examined regions is slightly higher 

for males.  

 

 

 

 

 

 
 

Figure 23: Use of rural roads and roads connecting towns 
and villages with cycle lanes per region and gender (% 

of cyclists that used this infrastructure regularly in the 

past year).  
 

 

Figure 24 presents the results on the self-declared use of 

rural roads and roads connecting towns and villages with 

cycle lanes by cyclists by region and age group.  

As can be seen in Figure 24, the percentage of cyclists 

using rural roads and roads connecting towns and 
villages with cycle lanes is higher for people aged 65 to 

74 years old, except for America, where the highest rates 

are recorded for younger people. 

In America and Asia-Oceania, the lowest rates are found 

among the age group 55-64 (27% and 41.2% 
respectively). On the contrary, European cyclists aged 

18-24 use rural roads and roads connecting towns and 

villages with cycle lanes less than older people. 

  

 
 

 
 

 
Figure 24:  Use of rural roads and roads connecting 

towns and villages with cycle lanes per region and age 

group (% of cyclists that used this infrastructure 
regularly in the past year ).  
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Figure 25 shows that the results of cyclists using rural 

roads and roads connecting towns and villages without 

cycle lanes vary from 25.4% in America to 36.4% in Asia-

Oceania. The rate for Europe is 33.5%.  

In Europe, the highest rates of using rural roads and roads 

connecting towns and villages without cycle lanes are 
recorded in the Czech Republic and Belgium (51.4% and 

48.9% respectively). On the other hand, cyclists in Bosnia 
and Herzegovina (15.8%), Greece (18.0%) , and Serbia 

(22.3%) report the lowest rates.  

In America, the highest rates are recorded in Canada 

(30.9%) , while the lowest rates are in Chile (19.8%) .  

In Asia-Oceania, significant differences are observed 
between the countries. The highest rates are found in 

Japan (51.7%), while the lowest rates are in Armenia 

(6.7%)  and Uzbekistan (6.8%). 

 

 

 

  

 

 

 

 
 

Figure 25:  Use of rural roads and roads connecting towns 

and villages without cycle lanes per region and country (% 
of cyclists that used this infrastructure regularly in the past 

year).   
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In Figure 26, the results of self -declared use of rural roads 

and roads connecting towns and villages without cycle 

lanes by region and gender are presented. The percentages 
for females and males are quite similar in Asia-Oceania. In 

Europe and America, the percentages of male cyclists are 

higher than the respective rates of females.  

 

 

 

 

 
Figure 26:  Use of rural roads and roads connecting towns 

and villages without cycle lanes per region and gender (% 
of cyclists that used this infrastructure regularly in the past 

year).   

 

 

The results are further split out by region and age group in 

Figure 27. As can be seen in this Figure, the use of rural 

roads and roads connecting towns and villages without 
cycle lanes is higher for people aged 65 to 74 years old in 

Europe and Asia-Oceania. 

In Europe, cyclists aged 25 to 34 years old record the 

lowest percentage of using these types of roads (28.6%) .   

In America, the distribution towards age groups is quite 

different, with the highest share of use of this type of roads 
recorded for cyclists aged 25 to 34 years old (29.5%)  and 

the lowest for the age group 35 -44 (22%) . 

 

 

 

 

 

Figure 27:  Use of rural roads and roads connecting towns 

and villages without cycle lanes per region and age group 

(% of cyclists that used this infrastructure regularly in the 
past year).   
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Figure 28 demonstrates that the results of cyclists using 

streets and roads in urban areas with cycle lanes vary from 

56.2% in Asia-Oceania to 71.6% in Europe. The rate for 

America is 70.3%.  

In Europe, the highest rates are recorded in the Netherlands 

(83.1%) and Finland (81.4%), while the lowest  rates are 

recorded in Bosnia and Herzegovina (43.2%) . 

Among the countries of America, over half of cyclists use 

streets and roads in urban areas with cycle lanes.  

In Asia-Oceania, the highest rates are found in Türkiye 

(73.2%) and Kyrgyzstan (73.0%), while the lowest rates are 

recorded in Armenia (28.0%).  

 

 

 

 

 

 

 

 

 

Figure 28:  Use of streets and roads in urban areas with cycle 
lanes per region and country (% of cyclists that used this 

infrastructure regularly in the past year ).  
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In Figure 29, the results of self -declared use of streets and 

roads in urban areas with cycle lanes by region and gender 

are presented. The percentages of male cyclists using such 
types of roads are slightly lower than the respective rates of 

female riders in Europe and America, while the opposite is 
the case for Asia-Oceania. 

 

 

 

 

Figure 29:  Use of streets and roads in urban areas with 

cycle lanes per region and gender (% of cyclists that used 

this infrastructure regularly in the past year ).  

 

 

Figure 30 presents the results on the self-declared use of 

streets and roads in urban areas with cycle lanes by cyclistsô 

age group and region.  

In Europe, people aged 45 to 54 years old (73.9%) use 

more frequently this type of infrastructure than younger 

cyclists. 

In America, the highest use rates correspond to cyclists 

aged 35 to 44 years old (74.3%).   

Regarding Asia-Oceania, the distribution is similar across all 
age groups, with the highest percentage of using this type 

of roads recorded for cyclists aged 55 to 64 years old 

(57.9%).  

 

 

 

 

Figure 30:  Use of streets and roads in urban areas per 

region and age group (% of cyclists that used this 

infrastructure regularly in the past year ).  
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Figure 31 demonstrates that the results of cyclists using 

streets and roads in urban areas without cycle lanes vary from 

36.5% in America to 47.2% in Europe. The rate for Asia-

Oceania is 40.1%.  

In Europe, the highest rates are recorded in Serbia ( 69.1%) , 

while the lowest rates are recorded in the United Kingdom 

(35.1%).  

Among the countries of America, below half of cyclists use 

streets and roads in urban areas without cycle lanes. The 
highest rates are observed in Brazil (47.8%), while the lowest 

rates are in the United States (32.1%).  

In Asia-Oceania, the highest rates are found in Armenia 
(70.1%) , while the lowest rates are recorded in Thailand 

(21.5%).  

 

 

 

 

 

 

 

 

Figure 31:  Use of streets and roads in urban areas without 

cycle lanes per region and country (% of cyclists that used 

this infrastructure regularly in the past year ).  
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In Figure 32, the results of self -declared use of streets and 

roads in urban areas without cycle lanes by region and 

gender are presented. The percentages of male cyclists 
using such types of roads are higher than the respective 

rates of female riders in Europe and Asia-Oceania, while 
the opposite is the case for America where the female 
rates are slightly higher than the male rates . 

 

 

 

 

Figure 32:  Use of streets and roads in urban areas without 
cycle lanes per region and gender (% of cyclists that used 

this infrastructure regularly in the past year ).  

 

Figure 33 presents the results on self-declared use of 
streets and roads in urban areas without cycle lanes by 

cyclistsô age group and region.  

In Europe and America, people aged 55-64 years old use 

this type of infrastructure  more frequently than younger 

cyclists (56.9% and 45.4% respectively) . 

Regarding Asia-Oceania, the highest percentage of using 

this type of roads is recorded for cyclists aged 65 to 74 

years old (49.9%).  

 

 

 

 

 

 

Figure 33:  Use of streets and roads in urban areas without 
cycle lanes per region and age group (% of cyclists that 

used this infrastructure regularly in the past year ).  
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Figure 34 demonstrates that the results of 

pedestrians using rural roads and roads connecting 

towns and villages with sidewalks regularly, vary 
from 34.2% in America to 47.2% in Asia-Oceania. 

The rate for Europe is 37.7%. 

In Europe, the highest rates of using rural roads and 
roads connecting towns and villages with sidewalks 

are recorded in Slovenia and Switzerland (57.0% 
and 56.9% respectively). On the other hand, 

pedestrians in Serbia (16.3%), Greece (18.0%) and 

Bosnia and Herzegovina (19.5%) report the lowest 

rates. 

Among the eight participating countries of America, 
the highest rates are found in Panama (48.5%), 

while the lowest  rates are recorded in Brazil 

(28.3%). 

Regarding the rates of Asia-Oceanian pedestrians, 

the highest rates are found in Japan (64.7%), while 

the lowest rates are recorded in Kyrgyzstan (2.5%).  

 

 

 

 

 

 

 
 

Figure 34: Use of rural roads and roads connecting 
towns and villages with sidewalks per region and 

country (% of pedestrians that used this 

infrastructure regularly in the past year ).  
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The results are further split out by region and gender in 

Figure 35. As can be seen in this figure, the usage of rural 

roads and roads connecting towns and villages with 
sidewalks by pedestrians in all examined regions is similar 

for females and males, with a slightly higher share for 

females except for Asia-Oceania.  

 

 

 

 

 
 

Figure 35: Use of rural roads and roads connecting towns 
and villages with sidewalks per region and gender (% of 

pedestrians that used this infrastructure regularly in the 

past year).  
 

 

Figure 36 presents the results on self-declared use of rural 

roads and roads connecting towns and villages with 

sidewalks by pedestrians by region and age group.  

As can be seen in Figure 36, the percentage of pedestrians 

using rural roads and roads connecting towns and villages 
with sidewalks is higher in Europe and America for 

younger people, while in Asia-Oceania the highest rate is 
recorded for pedestrians aged 65 to 74 years old. In 

Europe, the lowest rates are found among the age group 

55-64 (31.9%) , while in America for pedestrians aged 65 

to 74 years old (26.3%) .  

  

 

 

 

 

 
 

Figure 36:  Use of rural roads and roads connecting towns 
and villages with sidewalks per region and age group (% 

of pedestrians that used this infrastructure regularly in the 

past year).  
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Figure 37 shows that the results of pedestrians using rural 

roads and roads connecting towns and villages without 

sidewalks vary from 22.1% in America to 32.1% in Asia-

Oceania. The rate for Europe is 22.8%.  

In Europe, the highest rates of using rural roads and roads 

connecting towns and villages without sidewalks are 
recorded in Belgium (40.9%). On the other hand, 

pedestrians in Bosnia and Herzegovina (13.5%), Greece 

(13.9%) , and Serbia (15.1%) report the lowest rates.  

In America, the distribution is similar among countries, 

with the highest rates recorded in Panama (27.7%) and 

the lowest in Brazil (17.9%) .  

In Asia-Oceania, significant differences are observed 
between the countries. The highest rates are found in 

Japan (45.3%), while the lowest rates are in Uzbekistan 

(6.2%).  

 

 

 

  

 

 

 

 
 

Figure 37:  Use of rural roads and roads connecting towns 

and villages without sidewalks per region and country (% 
of pedestrians that used this infrastructure regularly in the 

past year).   
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In Figure 38, the results of self -declared use of rural 

roads and roads connecting towns and villages without 

sidewalks by region and gender are presented. The 
percentages for females and males are similar in all 

examined regions, with a slightly higher share of males. 

 

 

 

 

 

 

Figure 38:  Use of rural roads and roads connecting 
towns and villages without sidewalks per region and 

gender (% of pedestrians that used this infrastructure 
regularly in the past year ).   

 

 

The results are further split out by region and age group 
in Figure 39. As can be seen in this Figure, the 

distribution of the use of rural roads and roads 
connecting towns and villages without sidewalks among 

age groups is different for all examined regions.  

In Europe, pedestrians aged 18 to 24 years old record 

the highest percentage of using these types of roads, 

while the lowest use is for the age group 55-64.   

In America, the distribution towards age groups is 

different than in Europe, with the highest share of use of 
this type of roads recorded for pedestrians aged 25 to 34 

years old and the lowest for the age group 35 -44. 

Asia-Oceania records higher use of this type of 
infrastructure for people aged 65 to 74 years old and the 

lowest use for the age group 18-24. 

 

 

Figure 39:  Use of rural roads and roads connecting 
towns and villages without sidewalks per region and age 

group (% of pedestrians that used this infrastructure 
regularly in the past year ).   
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Figure 40 demonstrates that the results of pedestrians using 

streets and roads in urban areas with sidewalks vary from 

75.8% in Asia-Oceania to 88.9% in Europe. The rate for 

America is 84.3%.  

In Europe, the highest rates are recorded in Serbia ( 96.1%), 

while the lowest rates are recorded in Belgium (77.2%) . 

Among the countries of America, the highest rate is recorded 
in Colombia (92.8%) and the lowest in the United States 

(80.3%).   

In Asia-Oceania, the highest rates are found in Armenia 

(93.3%) and Israel (92.9%), while the lowest rates are 

recorded in Thailand (67.8%)  and Japan (68.1%). 

 

 

 

 

 

 

 

 

 

Figure 40:  Use of streets and roads in urban areas with 
sidewalks per region and country (% of pedestrians that used 

this infrastructure regularly in the past year ).  
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In Figure 41, the results of self -declared use of streets 

and roads in urban areas with sidewalks by region and 

gender are presented. The percentages of male 
pedestrians using such types of roads are slightly lower 

than the respective rates of female riders in Europe and 
America, while the opposite is the case for Asia-Oceania. 

 

 

 

 

Figure 41:  Use of streets and roads in urban areas with 

sidewalks per region and gender (% of pedestrians that 

used this infrastructure regularly in the past year).  

 

 

Figure 42 presents the results on self-declared use of 

streets and roads in urban areas by pedestriansô age 

group and region.  

In Europe, people aged 65 to 74 years old ( 93.5%) use 

more frequently this type of infrastructure than younger 

pedestrians. 

In America, the highest rates correspond to pedestrians 

aged 45 to 54 years old (86.6%).  

Regarding Asia-Oceania, the highest percentage of using 
this type of roads is recorded for pedestrians aged 55 to 

64 years old (80.7%).  

 

 

 

 

 

Figure 42:  Use of streets and roads in urban areas with 
sidewalks per region and age group (% of pedestrians 

that used this infrastructure regularly in the past year ).  
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Figure 43 demonstrates that the results of pedestrians using 

streets and roads in urban areas without sidewalks vary from 

34.7% in America to 36.5% in Europe. The rate for Asia-

Oceania is 36.1%.  

In Europe, the highest rates are recorded in Slovenia (58.6%), 

while the lowest rates are recorded in Germany (23.0%).  

Among the countries of America, below half of pedestrians use 

streets and roads in urban areas without sidewalks.  

In Asia-Oceania, the highest rates are found in Türkiye 
(49.3%) , while the lowest rates are recorded in Thailand 

(18.3%).  

 

 

 

 

 

 

 

 

 

 

Figure 43:  Use of streets and roads in urban areas without 

sidewalks per region and country (% of pedestrians that used 

this infrastructure regularly in the past year).  
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In Figure 44, the results of self -declared use of streets 

and roads in urban areas without sidewalks by region and 

gender are presented. The percentages of male 
pedestrians using such types of roads are slightly higher 

than the respective rates of female riders in all examined 
regions. 

 

 

 

 

Figure 44:  Use of streets and roads in urban areas 

without sidewalks per region and gender (% of 
pedestrians that used this infrastructure regularly in the 

past year).  

 

 

Figure 45 presents the results on self-declared use of 
streets and roads in urban areas without sidewalks by 

pedestriansô age group and region.  

In Europe, people aged 45 to 54 years old (39.1%) use 
more frequently this type of infrastructure than the other 

age groups. 

In America, the highest rates are recorded for pedestrians 

aged 55 to 64 years old (38.6%).  

Regarding Asia-Oceania, the highest percentage of using 

this type of roads is recorded for pedestrians aged 45 to 

54 years old (41.6%).  

 

 

 

 

 

Figure 45:  Use of streets and roads in urban areas per 

region and age group (% of pedestrians that used this 

infrastructure regularly in the past year ).  
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3.1.2 Perceived Safety of Infrastructure  

 

 

Figure 46 demonstrates that the results of car drivers' 
safety perception using inter-city motorways, vary from 

57.4% in America to 66.1% in Europe. The rate for Asia-

Oceania is 64.3%. 

In Europe, the highest rates of safety perception using 

inter-city motorways are recorded in Finland and the 
Netherlands (84.1% and 83.7% respectively). On the 

other hand, car drivers in Bosnia and Herzegovina 

(24.3%)  report the lowest rates.  

Among the eight participating countries of America, the 

highest rates are found in the United States (72.8%), 

while the lowest rates are recorded in Peru (27.6%). 

Regarding the rates of Asia-Oceanian car drivers, the 
highest rates are found in Australia ( 76.2%), while the 

lowest rates are recorded in Armenia (31.8%).  

 

 

 

 

 

 

 

 

 
 

 
Figure 46: Perceived safety of inter-city motorways per 

region and country (% of car drivers considering them 

safe).  
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The results are further split out by region and gender in 

Figure 47. As can be seen in this figure, the perceived 

safety of inter -city motorways by car drivers in all 

examined regions is higher for males than females.  

 

 

 

 
 

 

 
Figure 47: Perceived safety of inter-city motorways per 

region and gender (% of car drivers considering them 
safe).  
 

 

 

Figure 48 presents the results on safety perception of 
inter-city motorways by car drivers by region and age 

group.  

As can be seen in Figure 48, the percentage of car 
drivers' perceived safety of inter-city motorways is 

higher in Europe and America for people aged 65 to 74 

years old, while the highest rate in Asia -Oceania is for 

car drivers aged 35-44. 

In America and Asia-Oceania, the lowest rates are found 

among the age group 18-24 (42.9% and 54.3% 
respectively). On the contrary, in Europe, car drivers 

aged 45-54 consider inter-city motorways less safe 

when compared to other age groups. 

  

 

 
 

 

 
Figure 48:  Perceived safety of inter -city motorways per 

region and age group (% of car drivers considering them 
safe).  
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Figure 49 shows that the results of car drivers' safety 

perception of thoroughfares and high -speed roads within 

cities vary from 53.0% in Asia-Oceania to 59.8% in Europe 

and America.  

In Europe, the highest rates of perceived safety of 

thoroughfares and high-speed roads within cities are 
recorded in Denmark (77.6%). On the other hand, car 

drivers in Bosnia and Herzegovina (27.8%) report the 

lowest rates. 

In America, the highest rates of car drivers considering 

safe thoroughfares and high-speed roads within cities are 
recorded in the United States (75%) , while the lowest  are 

recorded in Peru (38.4%) .  

In Asia-Oceania, as in the other regions,  significant 

differences are observed between the countries. The 
highest rates are found in Australia (74.4%), while the 

lowest rates in Armenia (38.3%).  

 

 

 

  

 

 

 
 

Figure 49:  Perceived safety of thoroughfares and high-

speed roads within cities per region and country (% of car 
drivers considering them safe).   
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In Figure 50, the results of self -declared safety perception 

of thoroughfares and high -speed roads within cities by 

region and gender are presented. In all examined regions, 

male car drivers present higher rates than females. 

 

 

 

 

 

 
Figure 50:  Perceived safety of thoroughfares and high -

speed roads within cities per region and gender (% of car 
drivers considering them safe).   

 

 

 

The results are further split out by region and age group 
in Figure 51. As can be seen in this Figure, the safety 

perception rates of thoroughfares and high-speed roads 

within cities are higher for people aged 25 to 34 years old 

in Europe and America (66.5% and 70.8% respectively) . 

In Europe, car drivers aged 55 to 64 years old record the 

lowest safety rates (54.2%) .   

In America, the lowest  rate of perceived safety of the use 
of this type of infrastructure is  for the age group 18-24 

(47.2%) . 

Asia-Oceania records the highest perceived safety of the 
use of this type of infrastructure for people aged 35 to 44 

years old (58.3%)  and the lowest rate for the youngest 

age group (43.1%) . 

 

 

 

Figure 51:  Perceived safety of thoroughfares and high -

speed roads within cities per region and age group (% of 
car drivers considering them safe).   
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Figure 52 demonstrates that the results of car drivers' 

perceived safety of using rural roads and roads connecting 

towns and villages vary from 49.6% in Asia-Oceania to 55.8% 

in America. The rate for Europe is 50.8%.  

In Europe, the highest rates are recorded in Finland (78.6%) 

and Switzerland (74.7%), while the lowest are recorded in 

Greece (17.9%) and Bosnia and Herzegovina (18.4%).  

Among the countries of America, the highest rates for the 

perceived safety of the use of rural roads and roads 
connecting towns and villages are recorded in the United 

States (71.8%) , while in Panama the lowest rates are 

recorded (36.5%) .  

In Asia-Oceania, the highest rates are found in Thailand 

(62.4%) and Australia (55.8%), while the lowest rates are 

recorded in Kyrgyzstan (24.9%).  

 

 

 

 

 

 

 

 

Figure 52:  Perceived safety of rural roads and roads 
connecting towns and villages per region and country (% of 

car drivers considering them safe).  
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In Figure 53, the results of the perceived safety of the 

use of rural roads and roads connecting towns and 

villages by region and gender are presented. The 
percentages of male car drivers rating as safe such types 

of roads are slightly higher than the respective rates of 
female riders in Europe and Asia-Oceania, while the 
opposite is the case for America. 

 

 

 

 

Figure 53:  Perceived safety of rural roads and roads 
connecting towns and villages per region and gender (% 

of car drivers considering them safe).  

 

 

Figure 54 presents the results of self-declared safety 
perception of the use of rural roads and roads connecting 

towns and villages by car driversô age group and region.  

In Europe, people aged 18 to 24 years old (53.9%) 
consider safer this type of infrastructure than older car 

drivers. 

Contrary to Europe, in America car drivers aged 65 to 74 

years old consider the use of rural roads and roads 
connecting towns and villages safer than the remaining 

age groups (61.8%).  

Regarding Asia-Oceania, the highest percentage of safety 
perception for this type of roads corresponds to car 

drivers aged 25 to 34 years old (55.4%).  

 

 

 

 

Figure 54:  Perceived safety of rural roads and roads 

connecting towns and villages per region and age group 

(% of car drivers considering them safe).  

  






































































































