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Andrzej ZUCHOWSKI

ANALYSIS OF THE INFLUENCE OF THE IMPACT SPEED ON THE RISK OF
INJURY OF THE DRIVER AND FRONT PASSENGER OF A PASSENGER CAR

OCENA WPLYWU PREDKOSCI ZDERZENIA NA RYZYKO OBRAZEN KIEROWCY

| PASAZERA SAMOCHODU OSOBOWEGO*

The subject of the analysis was the influence of the speed, at which a personal car hit an obstacle, on the risk of injury of the
driver and the passenger sitting in the front seat. With this goal in mind, several hundred of crash tests were analysed, published
on the Internet by National Highway Traffic Safety Administration (USA). The analysis focuses on the cases involving a frontal
impact of the car on a rigid barrier. For the purpose of assessing the forces acting on a dummy, Head Injury Criterion (HIC34)
and Chest Acceleration (C4..), were applied, calculated on the basis of the resulting acceleration of head and chest of the dummy.
Separate analyses were performed for the forces acting on the dummy representing 50-centile man (M50) and 5-centile woman
(F5). A statistical analysis of the results of the crash tests was performed in order to determine the typical values of HIC;5 and
Cyee factors, as well as the risk of severe injury of the driver and the passenger at a given collision speed. The risk of injury was
calculated on the basis of provided in the research literature so-called injury risk curves. It was determined that increasing the
speed at which a car hits an obstacle from 25 km/h up to 56 km/h results in the increase in the risk of severe injury (41S4) of the
driver and the passenger from 2 to 10%. Some functions were proposed, describing the relation between the risk of injury and the
velocity of collision.

Keywords: road accidents, crash tests, impact speed, risk of injury.

Rozwazono wplyw predkosci uderzenia samochodu osobowego w przeszkode na ryzyko obrazen kierowcy oraz pasazera na przed-
nim fotelu. W tym celu wykorzystano wyniki kilkuset testow zderzeniowych, udostgpnionych w Internecie przez National Highway
Traffic Safety Administration (USA). Uwage skupiono na czolowe uderzenie samochodu w sztywng bariere. Podczas oceny obcig-
zen manekinow wykorzystano wskazniki obrazen glowy HIC; oraz torsu C ., ktore oblicza sig¢ na podstawie wypadkowego przy-
spieszenia dziatajgcego na glowe i tors manekina. Oddzielnie rozwazono obcigzenia manekina reprezentujqcego 50-centylowego
mezczyzne (M50) oraz 5-centylowq kobiete (F5). Przeprowadzono statystyczng oceng wynikow testow zderzeniowych, ktorej celem
bylo okreslenie dominujgcych wartosci wskaznikow HICss i C .. oraz ryzyka ciezkich obrazen kierowcy i pasazera przy danej
predkosci zderzenia. Ryzyko obrazen obliczono na podstawie dostgpnych w literaturze tzw. funkcji ryzyka obrazen. Ustalono, Ze
zwigkszenie predkosci uderzenia samochodu w przeszkode z 25 km/h do 56 km/h zwigksza ryzyko ciezkich obrazen (A1S4) kierowcy

i pasazera z 2 do 10%. Zaproponowano funkcje wigzqce ryzyko obrazen i predkosc zderzenia.

Stowa kluczowe: wypadki drogowe, testy zderzeniowe, predkos¢ zderzenia, ryzyko obrazen.

1. Introduction

Speed is a basic operating parameter of a car, taken into account
while designing roads and streets, determining the total time of the
journey but also the risk of a traffic accident and the severity of its
possible results. Legal provisions setting limits to the speed are a com-
mon solution to the problem of the abovementioned danger. However,
this solution is often inefficient because many drivers violates the lim-
its. In the European Union, 40-50% of the drivers exceed the speed
limit on a given stretch of the road, with 10-20% of drivers driving at
10 km/h or more above the limit [22]. As the research conducted in
Poland in 2013-2014 indicate, about 30% of the drivers drive at more
than 10 km/h above the speed limit [2]. Improving the measures of
supervision results in the decreasing share of the accidents caused by
the excessive speed is in the last couple of years, from 31% in 2007
to 26% in 2014. With regard to the number of fatalities it is a change
from 47% to 39%.

When setting the speed limit and deciding on the measures of
supervision to be applied, many factors are taken into account, con-
nected with the road geometry and its visibility, the condition of the
surface, intensity and structure of the traffic among others. Another
important issue is the influence of the speed on the results of the acci-

dents [5, 21]. Event data recorders (EDR), which are gaining popular-
ity among car users, make it easier to examine the relations between
the velocity of the collision and the injury to the occupants of the
vehicle [3, 4, 8, 9]. However, determining the possible injuries on the
basis of the measured forces acting on a dummy during a crash test is
still a difficult task.

Normative requirements regarding crash tests of the cars usually
specify one value of test speed (e.g. ECE UN Regulations No 44, 80,
94 and 95). The results of laboratory tests, assessing the influence of
the collision speed on the forces acting on the occupants of the vehi-
cle are rarely published, the apparent reason being the costs of this
kind of research. On order to limit the costs, the tests are sometimes
conducted with one and the same car hitting the obstacle at several
different values of speed. For example, paper [14] presents the results
of the research on the forces acting on the driver of a SUV car at the
velocity 4, 10 and 43 km/h, and in paper [20] the results are described
of'a bus at 4, 7 and 30 km/h. The results of model tests are published
more often. Papers [10, 12] describe analyses of the forces acting on
the model dummies at 70-90 km/h, which is much more than in the
case of typical crash tests (30-64 km/h). The results of the research on
the influence of the car collision speed on the other variables are used

(*) Tekst artykutu w polskiej wersji jezykowej dostepny w elektronicznym wydaniu kwartalnika na stronie www.ein.org.pl

436

ExspLOATACIA | NIEZAWODNOSC — MAINTENANCE AND REeLIABILITY VOL.18, No. 3, 2016




SCIENCE AND TECHNOLOGY

to assess to test the effectiveness of passive Table 1. Data on the accidents involved in the assessment of injury risk presented in Figure 1
safety devices, but also to model the injuries
of the driver for the purpose of activating Number of Degree . Impact
eCall system (automatic notification of the Ilr?e of injury Number of the injured type Country Source
accident) [12] or to assess the costs of traffic onFig. 1
accidents [10]. 1 11 (D+FP)* CT Sweden

The purpose ofthe paper is to discuss the 5 55 (D+FP) Sweden (18l
assessment of the influence of the car colli-
sion speed on the dynamic load on the driver 3 MAIS2+ | 30 men and 12 women (D) C-C Australia [9]
and the passenger sitting in the front seat, in 4 64 (D+FP) Sweden [8]
the case of a car hitting a rigid barrier. This 5 .
kind of tests is used to assess the risk of injury 145 (D+FP) C-C (88%), USA [4]
of the occupants of the vehicle. The risk was 6 C-0(12%)

. s . MAIS3+

calculated on the basis of so-called injury risk 7 15 (D+FP) Sweden [8]
curves presented in the research literature, CC -
functions which take into account the forces 8 AlS6 64 (D) Great Britain [16]
acting on the head and the chest of the dum- 9 no data C-C Sweden [23]

mies. The analysis involves the results of the
crash tests published on the Internet by Na-
tional Highway Traffic Safety Administration
[24]. The results of the assessment of the risk of injury, performed
on the basis of the laboratory tests, are applied to the data on the car
accidents. The work was aimed at identifying the vehicle design and
operation factors that are decisive for the loads on vehicle passengers
during a road accident and for the necessity of reducing the loads to
a minimum.

2. Collision speed and the results of the car accident

The results of a traffic accident depend on a variety of factors
connected with the variables of movement and the kind of the vehicle,
properties of the road and its surroundings (type of the obstacle) and
the human factors (anthropometric features, age, health). The main
parameters taken into account are the speed at which the vehicle hits
the obstacle (or another car), the direction of impact (frontal, side) or
the type of the protective devices used in the car. Another important
features include the weight and height of the occupant of the car, his
or her place in the car, and position on the seat [15, 25, 28]. A number
of tests indicate that the effectiveness of the protective devices de-
pends on the manner of use (e.g. proper positioning and tension of the
seat belt, proper infant restraint) [29]. This is why the assessment of
the influence of the impact speed (which is one of the many operating
factors) on the results of the collision requires that the other factors
are constant throughout the tests.

In the assessment of the injuries during the traffic acci-
dents, a six-degree scale called AIS (d4bbreviated Injury Scale)
is often used, where specific kinds of injuries were assigned
a certain level, expressed as a number. The higher the number, the
greater the threat to life. For example, AIS3+ denotes injuries of AIS3
degree or higher. Maximum AIS Scale (MAIS) is used to describe the
condition of the injured with multiple injuries [17].

00
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3 60 . MAIS2+
£ o . MAIS2+
:‘Z . MAIS3+
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. AIS6

0- . AIS6
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Delta_V [km/h]

Fig. 1. Risk of injury of the driver and the passenger on the front seat during
a frontal impact (the lines are described in Table 1)

*) D - driver, FP - passenger on the front seat

On the basis of the analysis of the data on the traffic accidents, sta-
tistical models are developed, making it possible to assess the influ-
ence of the impact speed on the risk of injury of the occupants of the
vehicle. On the basis of several research papers from 2003-2012 [4,
8,9, 16, 18, 23], injury risk curves were calculated for the occupants
of the vehicle (logistic regression), presented in Figure 1, regarding
the cases of frontal impact (overlap above 25%, impact angle within
+30°). The lines on the chart denote the risk of MAIS2+, MAIS3+ and
AIS6 injury, the last one being a fatal injury. The injuries are classified
as MAIS?2 in case of e.g. concussion with a loss of consciousness, jaw
or basal skull fracture, lung or heart contusion, fracture of 4 and more
ribs at one side [12, 17, 21]. Some data on the accidents involved
in the analysis presented in Figure 1 are presented in Table 1. The
data consider the driver and the passenger on the front seat (men and
women in various age), with their seatbelts fastened, during a fron-
tal impact of a passenger car, respectively: with another personal car
(C-C) with a truck (C-T), or with an obstacle (C-O).

The change in vehicle velocity over the duration of the crash event
Delta_V was determined on the basis of the data from the devices re-
cording the variables of the movement of the cars (CPR — Crash Pulse
Recorder, EDR — Event Data Recorder), mounted in some cars even
since 1992 [9]. During a frontal crash impact involving two cars, A
and B, moving at V, and Vj speed, respectively, the change in vehicle
velocity depends on their mass, m, and mg, respectively, according to
the principle of the conservation of linear momentum [21].

Delta_Vy =WV, +Vg)-mp/(my+mp)
Delta Vg =WV, 4+Vg)-my/(my+mpg)

()

Assuming that the duration of the impact phase is the same for
both of the vehicles (about 0.1-0.2 s), Delta V determines the decel-
eration of a car, which in turn determines the value of inertial forces
acting on the car and its occupants, therefore determining the severity
of the crash. As we can infer from (1), the deceleration is higher in the
case of lighter cars. If the weight of the cars is equal,
Delta V,=Delta_Vy=0,5-(V,+Vp). If a car hits a stationary,

non-deformable obstacle, at speed V, Delta V=V .

The results presented in Figure 1 confirm that there is a strong
dependency between the risk of injuries and Delta_V. As for MAIS2+
injuries, it was proved that a frontal impact involving a passenger car
and a lorry is more dangerous, than in case of the same type of impact
involving two passenger cars (lines no 1 and 2). Important observa-
tions include:
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— quite a high difference between the shape of the lines
referring to a given degree of injuries (with the excep-
tion of lines 4 and 5, where the functions of MAIS2+
risk, determined on the basis of research on the acci-
dents in Sweden and USA, are similar);

— risk lines 6 and 7 (MAIS3+) are quite close to lines 8
and 9 (AIS6), that is in the place where the lines are
expected regarding AIS4 and AISS injuries;

— similarities between lines 7 and 8 when Delta V>70
km/h, despite the fact that the lines refer to different de-
grees of injury (MAIS3+ and AIS6).

These results show that it is difficult to develop a function
(model) that would describe the dependence of the risk of injuries
on the speed of collision, and the small number of accidents (Table 1)
results in a low statistical representativeness of those functions. The
confidence intervals for some of the abovementioned risk functions
are presented in [4, 16].

The differences in the risk lines presented in Figure 1, referring
to the same degree of injury, may result from the factors other than
the abovementioned criteria of similarity of accidents. For example,
the accidents analysed include cars manufactured in different years,
and therefore with different passive safety systems. We know that
all the people injured had their seatbelts fastened but there is no in-
formation on the construction of those belts (lock tensioners, force
limiters), which has a very significant effect on the forces acting on
the person protected and therefore on the injuries [27]. The age and
the anthropometric features of the driver and of the passenger are also
important [3, 13].

3. Indicators of the risk of injury

CAcu: 1

3 ms
— ] e

0 - u

80 t [ms] 0 20 40 60 80 t[ms]

Fig. 2. Resultant acceleration of the head and chest of the dummy (example)

the time span where the indicators are calculated. The hatched area
under ay(?) line denotes the integral of the expression (2).

The values of HIC;4 and Cy,. indicators are used to calculate the
risk (probability) of injuries of the head and chest. Injury risk curves
for severe injuries (AIS4+) of the head and chest [1, 11, 25] were
applied:

Pyoua (AIS4+) = {1+ exp[5,02 - 0,00351- HIC;]} " ©)

Pjoss (AIS4+) = {1 + exp[5,55 - 0,0693- C ;.. 1} ! “

Risk curves are presented in Figure 3, denoting the risk in per-
centage. The limit values for M50 and F5 dummies are, respectively,
HIC35 =1000 i C4,.=60 g [1, 21]. The risk of severe injury AIS4+

b)

The injuries of the driver and the passen-
gers during a traffic accident are caused by dy-

100%

Pread (AlS4+)

namic loads, resulting by stopping the car sud- 0%
denly. The loads are measured in the crash tests g%, e /U -
usually as accelerations and forces acting on the o

1000

various parts of the dummy. Further analysis fo- 0
cuses on the acceleration of the head and the
chest (torso) of the dummies, representing a 50-
centile man (M50) and a 5-centile woman (F5).
Two indicators were applied:
— HICj4, Head Injury Criterion, calculated
for a time interval of up to 15 ms;
— Cye» maximum resultant torso acceleration [g], acting for a pe-
riod of at least 3 ms.

HIC ;4 indicator is calculated on the basis of the acceleration of the
head and time of the acceleration [1, 21]:

2,5

(ty—17)

5]
[ay @0at

HIC36 =max
(t=4),

@)

where:

ay(t) — resultant acceleration of the centre of the head [g]
(CFC100 filtration), calculated on the basis of the component accel-
erations, measured in three mutually perpendicular directions;

At =1, —1,<0.036 s — length of time [s] with the highest values of

ay(1).

C .. Indicator is calculated from the resultant chest acceleration
ac(t), while its components, measured in three mutually perpendicular
directions, were filtered with CFC180 [1]. Figure 2 presents an exem-
plary resultant acceleration of head and chest. The blue lines denote

50

0 30 60 90 Cpeldl 20 30 Cace [9]

Fig. 3. Risk of severe injury (AIS4+) of head and chest of M50 and F5 dummies (a and b) and the risk
curves P, (c)

of head and chest does not exceed 20% in this case, but it increases
rapidly when the limit values are exceeded (Figure 3 a, b). The same
functions hold for M50 and F5 dummies.

The loads at head and chest usually do not change to such a degree
when the conditions of the crash test are changed, e.g. when the speed
of the collision is changed. This is why combined injury probability
criterion P,,,,, was used to assess the loads on the dummies [1, 11]:

Pcamb =1- (1 - Phead) : (1 - Pchest) = Phead + Fz‘hest - Phead ' Pchest (5)

In the further part of the analysis, H/C;,=f(C,..) chart was ap-
plied, presented in Figure 3c, where the lines indicate the values of
HIC;4and C ., at which the values of P.,,,,(41S4+) indicator (risk of
severe injury) are 5, 10, 20, 30 and 40%, respectively.

4. Selection of the crash tests for the analysis

For the purpose of the analysis of the influence of the impact
speed on the dynamic load on the driver and on the passenger, the
results of crash tests published in the Internet by National Highway
Traffic Safety Administration were applied [24]. NHTSA database in-
cludes the results of over 7000 crash tests of the cars from 1965-2016,
conducted under various conditions (different types of impact, barrier
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Fig. 4. Frontal impact of a car with a rigid barrier [24]

types, velocity of collision etc.), with the special focus on the frontal
impact of a car on a rigid, plain barrier, placed perpendicularly to the
direction of the drive (Figure 4).

Crash tests of the cars produced in 1990-2010 were chosen for the
analysis, where the dummies placed on the front seats had their seat-
belts fastened, and were protected with a front airbag (Figure 4). The
cars manufactured more recently were omitted because, for the records
from2011 on, NHTSA database includes the values HIC5( At <15 ms ),

which replaced HIC;5 (At <36 ms).

The speed with which the car hits the barrier is only one of
many factors influencing the load on the dummies. This is why for
the purpose of further analysis the results of the crash tests were
divided into several groups in such a manner as to limit the influ-
ence of the other factors on the result of the assessment performed
for the purpose of the analysis described in the paper. The first two
groups of results (data) were obtained with grouping the crash tests
according to the car’s manufacturing year (standard of the used
passive safety systems):

— the models manufactured in 1990-1999;

— the models manufactured in 2000-2010.

The indicators connected with the driver and the passenger
were analysed separately due to the fact that the loads on the same

The passenger cars have dif-
ferent construction of the frontal
crumple zone, which significantly
influences the process of deforma-
tion of the zone upon hitting the
obstacle, and therefore also the de-
celeration of the car [26]. This is
why the further division of the crash
tests into the categories was based
on the type of the car. The greatest
number was that of ,,classic” cars
(61% of the tests, weight of the car
during the crash test: 932-2562 kg)
— a category including hatchback, sedan, coupe, kombi and convert-
ible cars. Vehicles of that category have similar construction of the
integral body. Moreover, the following types of cars are included:

— utility vehicles, with a reinforced chassis, drive usually 4x4

(20% of the tests, weight 1298-2917 kg);
— pickups, with a frame chassis (11% of the tests, weight 1447-
3054 kg);

— vans (8% of the tests, weight 1661-2721 kg, including mini-

vans).

3200

2800

2400

2000

m [kg]

1600

1200

800 . :
3300 3700 4100 4500 4900 5300 5700 L [mm]

dummies may differ significantly if placed on different seats inthe  Fig. 6. Comparisonofmass (m)andlength (L) of the passenger cars (accordingto [24]):

car [25, 28]. For example, the values of HIC;4 and C .. indicators
in Figure 5, regarding M50 dummy placed on the driver and pas-
senger seat were compared (422 tests, cars from 2000-2010, speed
56 km/h). The differences in H/C;4 for the driver and the passenger
were as following:

— not more than +10% in 111 tests (26% of the results are between

the red lines):
— more than 20% in 211 tests (50% of the tests).

The differences in Cy,. for the driver and the passenger were as
following:
— not more than £10% in 274 tests (65% of the results are be-
tween the red lines):
— more than 20% in 31 tests (7% of the tests).

K — classic, U— utility vehicles; P — pickups; V - vans

In order to present the differences between the four types of cars,
their weights and length were compared in Figure 6.

Further analysis includes:

— 788 tests with Hybrid III M50 dummies on the front seats (in
55 tests from 1990-1995, there were Hybrid II dummies on the
passenger seat);

— 125 tests with Hybrid III F5 dummies on the front seats.

Table 2 provides information on the number of tests at a given
collision speed, with regard to the manufacturing year and type of the
car (acc. to NHTSA classification), as well as the kind of a dummy.
The greatest number of tests were performed at nominal speed with

which the car hit the obstacle: 40, 48 and 56 km/h (25, 30 and

1200 T 70 35 miles per hour, respectively), where the usual speed in the
% 5 // case of M50 dummy was usually 56 km/h, whereas in the case
900 A /4 & = 01 of F5 it was usually 48 km/h. The real value of the speed at
[y = ’.' 3 = which the car hit the obstacle was usually within the range of

(.“-;s 600 -, a2 o ’ & 5 +1 km/h from the nominal value.

T . 5 g
400 os © 4 5.Preliminary assessment of the influence of the
%, o impact speed on the loads of a dummies
0 } 0 ; ;

0 300 600 900 HC,q(D) 30 40 50  Cpcel(D) [a] At this stage of the analysis, all types of cars were taken

into account (Figure 6). In Figure 7, the values of HIC;4 and

Fig. 5. Comparison of HIC35 and C ., indicators, calculated for M50 dummy placed on  C .. were presented with regard to the speed at which the car
the driver's seat (D) and on the passengers seat (P); cars from 2000-2010 (56 it the barrier. The values refer to M50 and F5 dummies placed

km/h)

EkspLoATACIA | NiEZAWODNOSC — MAINTENANCE AND ReLIABILITY VOL.18, No. 3, 2016 439




SCIENCE AND TECHNOLOGY

Table 2. Number of the crash tests included in the analysis (K - classic, U - utility vehicles, P - pickups,
V - vans and minivans)

M50 dummy load that in the case of F5. The val-
ues of HIC;4 and Cy,.. for F5 dummy are within a

Manuf ] K U p Y Total similar range at 48 and 56 km/h (cars from 2000-
Impact speed a:aur Z?t;lgg 2010). As for M50 dummy, the maximum values
Y M50 | F5 | Mso ‘ F5 | M50 ‘ F5 | M50 ‘ F5 | M50 | F5 of HIC;4 at 56 km/h are about two times higher
<40 km/h 2000-2010 2 3 2 3 than at 48 km/h. The maximum values of C . for
o L
1990-1999 0 1 0 1 M50 dummy at 56 km/h are about 30% higher
40 km/h than at 48 km/h.
2000-2010 0 7 0 0 0 1 0 2 0 10 In further analysis of the influence of the im-
1990-1999 28 30| 9 1 3 4 6 3 46 38 pact speed on the injuries of the occupants of the
48 km/h 50002010 0137 2 131 3 | 5| 2 4 | 4 | 20 vehicle, the results of 24 tests were omitted where
the values of HIC;4 and C 4, indicators at a given
56 km/h 1990-1999 71 2 41 |0 ) 29 | 0| 30 | 0 271 | 2 collision speed were significantly higher than in
m 2000-2010 218 116127 10| 50 | 2] 27 | 4 | a22 | 22 the other cases (cf. Fig. 7). Table 3 presents the
ranges of HIC;4 and C,. indicators and the risk
Total 459 |96 | 179 | 4 85 | 12| 65 13 | 788 | 125
. .. . . 40% 40%
on the driver’s seat. What is interesting, there was a huge disper- [y 19s0-1889 %=IW 2000-2010
sion of the values of the indicators at a given speed, irrespectively nao% : n”%
of the cars’ year of production and the type of the dummy. For § 20% gt Wi § 204 :
example, the values of HIC;5when the car hit the barrier 56 km/h ~ ® i A8 0L : = s | ¢ 2
speed for M50 dummy were within the range of 176-1079 (cars p® lrs' anu’ o e F5| s Jﬁd .t L
from 2000-2010). This result shows that the effectiveness of PR BT T R i B
mih 56 km/h

protective devices used in cars varies greatly. The effect of the

speed at which the car hits the barrier is more visible in case of ~ Fig. 8. Influence of the impact speed on the value of risk Py, (AIS4+); (solid lines —
driver; dashed lines — passenger)

60 B0
: : 4 A R AR DAt D s
g 40 g B e e R L L s
Sl H [amso, 20002010, n=471 || 5 | [ M50, 2000-2010, n=471
i i 4 M50, 1990-1999, n=317 + M50, 1990-1999, n=317
20 - + ; - . 20 o t +
[} 200 400 600 800 1000 HICsg 20 30 40 50 60 Cp..lal
60 60 -
® L] i L]
=51 e = o éwe
5 40 i Ew -8 008 g B
e ® F5, 2000-2010, n=34 >~ ® [ '@ Fs, 2000.2010, n=84
° ‘ « F5, 1990-1999, n=41 ° H * F5, 1990-1999, n=41
20 - ; 7 20 ; : :
0 200 400 600 800 1000 HIC 20 30 40 50 80 Cpce[g]

Fig. 7. Influence of the impact speed on the values of HIC ;5 and C .. for M50 and F5 dummies placed on
the driver s seat

Table 3. Ranges of HIC35 and Cy., as well as Ppegq, Penest: Peom isk factors

of severe injury (AIS4+) Ppoua> Penesis Peomp OF
the driver and the passenger calculated on the
basis of (3)-(5).

The number of the tests with a passenger
(n*) is smaller than the number of the tests with
the driver (n) because the results were omitted
that do not meet the abovementioned similar-
ity criteria of the conditions of tests, e.g. there
was no air cushion for the passenger in some
of the older car models, or there was a different
dummy on the passenger seat.

There was a significant range, that is the
difference between the minimum and maximum
value, for HIC;4 and C),., at a given collision
speed, which makes it more difficult to analyse
the impact of the speed on head and chest inju-

Dummy M50 F5
My 1990-1999 2000- 2010 1990-1999 2000-2010
V [km/h] 48 56 48 56 40 48 56 40 48 56
n 44 265 48 417 1 36 2 10 46 20
Ranges of the indicators calculated for the dummy on the driver seat
HIC34 90-518 238-1088 144-532 169-894 90 96-636 174-234 51-396 75-628 126-686
Cacc [0l 27-55 32-71 32-53 28-61 27 33-65 54-55 29-47 28-56 38-55
Phead %] 1-4 1-23 1-4 1-13 1 1-6 1 1-3 1-6 1-7
Pepest [%] 2-15 3-35 3-13 3-21 2 4-26 14-15 39 3-16 5-15
Peomp [%] 3-16 5-38 5-15 5-27 3 5-28 15-16 411 5-23 7-19
Ranges of the indicators calculated for the dummy on the passenger seat (next to the driver)
n* 38 192 43 417 0 34 2 10 45 18
HIC;36 80-573 181-1163 101-536 214-902 - 69-723 174-261 93-298 91-678 196-712
Cpec la] 26-53 35-64 28-50 29-59 - 32-67 43-47 31-44 30-49 30-52
Pheaq [%] 1-5 1-28 1-4 1-14 - 1-8 1-2 1-2 1-7 1-7
P prest [%] 2-13 4-24 3-11 3-19 - 3-29 7-9 3-7 3-11 3-13
Peomp [%] 4-15 6-37 4-14 5-25 - 5-31 9-10 5-9 5-13 5-18
440 ExspLOATACIA | NIEZAWODNOSC — MAINTENANCE AND REeLIABILITY VOL.18, No. 3, 2016
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ries. Minimum values of head injury indicator are usually HIC;5<900
and C <60 g for the chest. The risk of severe injury (AIS4+) in these
cases is not higher than 14% (head) and 20% (chest). The load on
the chest determines the total risk of injury P, irrespective of the
speed of the car.

In Figure 8, collision speed and the risk of severe injury P, are
juxtaposed. Taking into account the results for the two dummies (M50
and F5) placed on the driver’s seat and on the passenger’s seat, the
following ranges of the risk of injury were determined:

- cars manufactured in 1990-1999 - cars manufactured in 2000-2010
Peomb =4+31% at 48 km/h; Peomp =4+11% at 40 km/h (F5 only);
Peomp =5+38% at 56 km/h; Peomp =4+23% at 48 km/h;

Peomb =5+27% at 56 km/h.

6. Statistical analysis of the influence of the impact
speed on the loads on the dummies

6.1. The scope of the analysis

A more detailed analysis of the influence of the speed at which the
car hit the obstacle on the loads and injury risk of the occupants of the
car was performed on the basis of the statistical analysis of the values
of HIC;4 and C,. indicators and values of risk factors Py, Pepess
P, applied as random variables. In order to analyse the properties
of the probability distribution, histograms were prepared. On the basis
of the number of crash tests » and the range R of a given indicator, the
values x;, x»,..., x,, were grouped into k intervals (bins) with the length
of & (bin interval), taking into account [6, 7]:

where: X — arithmetic mean, Me — median, s — standard deviation,

1y — fourth moment about the mean.

The asymmetry coefficient 4s=0 for symmetric distribution
(X =Me=Mo ), As<0 for left-skewed distribution (Mo > Me>Xx )

and As>0 for right-skewed distribution (Mo < Me < x ). The higher

the absolute value of the asymmetry coefficient, the stronger the
asymmetry of distribution. Kurtosis Ku>3 and Ku<3 characterises dis-
tribution patterns with more, or less concentration than in the case of
normal distribution, for which Ku=3 [6].

6.2. Effect of the year of production, type and weight of the
car on the HICzg and Cp

In point 5, the influence of the impact speed on the values of HI/C;,4
and C,,. indicators was analysed, separately for the cars from 1990-
1999 and from 2000-2010. At this stage, it was analysed whether there
may be a relation between the type and the weight of the car and the
high dispersion of the values of H/C;4 and C .. indicators at a given
speed of collision.

Figure 9a presents the values of HIC;4; and Cy,. indicators for
M50 dummy (a driver) in classic cars. The values of HIC;4 and Cy,..
indicators were juxtaposed with the injury risk curves (cf. Fig. 3¢). A
clear difference between the loads on the dummies in case of older
and newer cars is confirmed by the distribution functions of the risk
of injury Py

In Figure 9b, the values of HI/C;4 and C . are presented for M50
dummy (the driver) in the following types of cars: classic (K), util-
ity vehicle (U), pick-ups (P) and vans (V) from 2000-2010. Classic
cars, which are the most numerous, are additionally divided into four
groups, each of different weight (Fig. 9¢). Risk distribution P, ex-

R o : o comb>
k~+In; k<Slog(n); h~ . (6) pressed as a distribution function F(P,,,,), are similar both for differ-
. e . 10
In this manner, every /" bin was assigned »; 0%
number of indicators (number of the elements 08 1
in a given bin) and the relative number of ele- el
ments p; (frequency), cumulated number of ele- E Eoo
ments ¢;, and the distribution function F in the ‘- . 04 1 . . 50, 56 ki,
upper limits of x; bins: -‘ 4 M50, 56 kmih, 2000-2010 e Il L ) _;D::§1:m,h
{_a ms0,56 Icn:Ih, 1950-15?9 i b
. ¥ 0.0 ¥ T T T
. ; . 50 55 60 Cp.[g] 0% 5% 10% 15% 20% Peoms
pi=—ti¢= an, i=1,2, ..,k F(x) ==L (7)
n = n

On the basis of the histograms, mode was
calculated [6]:

- Ty = Wy
Mo=x, +h- m__Tml

®)

Ay =M1 = Mgl

5% 10% 15% 20% P comb

where: m — number of the bin with the greatest
number of elements; x; , n,, — lower limit and

number of elements of the bin where the mode
is located.

The coefficient of skewness 4s and kurtosis
Ku was used to assess asymmetry and flatten-
ing (concentration) of the analysed patterns of
distribution [6]:

As = ; Ku=— ©)

+ 1401-1700 kg
800 1-| & 17011900 kg

* 1000-1400 kg

T a19012200kg |i | & o

| =—1000-1400 kg |..
: : =—1400-1700 kg
Jod 4] —1700-1900 kg |-
: { | —1900-2200 kg

5 s 55 80 ¢, [q] 0% 5% 10% 15% 20% Peomp

Fig. 9. HIC;5 and C . indicators and the distribution functions of the injury risk P, (AIS4+) (M50, 56
km/h); a) cars from 1990-1999 and 2000-2010; b) various types of cars from 2002-2010; c) differ-
ent values of weight of classic cars (C) from 2000-2010.
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the cars from 1990-1999 and F5 dummy, at 40

Fig. 10. Histograms of the frequency of HIC;5 and C .. indicators for the dummies on the drivers seat;

M50 (48 and 56 km/h) and F5 (40, 48 and 56 km/h)

06

:j EEZEE EEE and 56 km/h, they were omitted in the further

03 analysis.

0.2 -1 [+

01 _L 6.3. Effect of the impact speed on the

¥ 8§ 58 8 8 Hee ModesofHIC;sand Cy . indicators

:: MY 2000-2010 | BFS 40 it The histograms of HIC;4 and C,,. indica-

i mrs 56 kmih || tors regarding the loads on the dummies on the

i b [k [ driver’s seat are presented in Figure 10 (similar

i i ny] distributions were prepared for the passenger).
el g s G [ fn L On the abscissa axis, there are values of the up-

BRABYSBIBOER Cpelg) BBIBISSIBYER Cpelg] 8888983y perlimits of x; bins. The frequency p; is lo-

cated on the axis of ordinates (7). The number
of elements in the tests was presented above in
Table 3. On the basis of (6), bin intervals were
applied /=70 and hcy.~4 g for the indica-

tors regarding M50 dummy, as well as ;=120 and /.. =5 g for
the indicators regarding F5 dummy.

On the basis of the analysis of the measures of location, shape
and dispersion of the distribution patterns analysed, described in
point 6.1, it was determined that the distribution of HIC;4 and C .
indicators has a very weak (]4s|<0,2) right-side skewness (4s>0, that

700 700

o0 48 kv so0 |[D40Kmh

b | 56 kmh D48 kmih 308
i O 394 wr | . :::_li‘l(mm S
% 206 245 % app | 270 276

200 200 .

i MY 2000-2010 g MY 20002010

0 - 0 :
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50 01 0329 Lt
5 5 4
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10 1011 My 2000-2010

: i

D_M50  P_M50 D_M50  P_M50
Fig. 11. Mode values of HIC;5 and C 4. indicators (M50 and F5) for the driver
(D) and for the passenger (P) in case of a car hitting the obstacle at

40, 48 and 56 km/h

ent types of cars and for different weight of classic cars. Therefore, no
significant relation was discovered between the type or weight of the
car and the distribution of HIC;4 and C ... indicators.

On the basis of the above findings, the crash tests were divided
into 14 groups (7 with the driver and 7 with the passenger), listed
above in Table 3 (8 groups of the tests with M50 dummy and 6 groups
of the tests with F5 dummy). Due to a small number of tests involving

Table 4. Values of the parameters describing the properties of risk P, distribution

is X > Mo), and concentration lower than in the case of normal dis-

tribution (usually Ku € (1,7; 2,9), and only for 2 groups Ku>3). Due
to the asymmetry of the distribution of the H/C34 and C ... indicators,
mode values Mo were applied to describe the maximum of their den-
sity functions (Fig. 11).

Increase in the impact speed of the car from 48 to 56 km/h has
a greater influence on the increase in the mode value of H/Cj4 than
C .- On the basis of dependencies (3) and (4), it was determined that
such an increase in speed results in the increase in mode value of the
risk of severe injury of head (from 2 to 4%) and chest (from 5-6% to
7-11%).

It was proved that the increase in the impact speed has a greater
influence on the loads on M50 dummy in case of older cars (cf. 9a and
11). Moreover, the mode values of H/C;4 and C ... indicators for M50
dummies on the driver’s and passenger’s seat are similar at a given
speed. However, at 56 km/h, the mode values of HIC;, indicator are

Dummy M50 F5
Place Driver Passenger Driver Passenger
MY 1990-1999 2000-2010 1990-1999 2000-2010 2000-2010
V [km/h] 48 56 48 56 48 56 48 56 40 48 56 40 48 56
Group | Il Il \% \Y VI VI Vil IX X Xl Xl Xl XIv
n 44 265 48 417 38 192 43 417 10 46 20 10 45 18
R [%] 129 32.2 10.3 225 1.5 313 9.4 19.4 6.8 18.2 11.8 43 7.9 12.5
h [%] 1.8 2.5 1.8 1.5 1.8 25 1.8 15 3.0 3.0 3.0 3.0 3.0 3.0
X [%] 9.3 17.2 8.6 1.2 7.9 16.9 7.8 1.2 6.3 104 1.4 6.3 7.9 11.1
Me [%] 9.3 15.8 8.1 10.0 7.4 15.8 7.3 103 5.2 9.1 10.9 5.9 7.6 11.0
Mo* [%] 8.6 13.8 7.7 8.7 7.6 14.0 6.6 8.6 5.0 7.8 9.8 5.5 7.3 10.7
s [%] 3.1 6.8 2.6 44 3.0 6.5 24 3.9 2.1 4.6 34 1.5 23 33
Go,25 [%] 7.2 12.2 6.7 8.2 5.4 11.9 6.0 8.3 4.5 7.0 8.5 5.1 5.9 8.8
Go,75 [%] 11.6 20.7 104 13.1 9.1 20.4 9.2 134 7.5 12.2 129 6.9 9.9 129
As 0.01 0.20 0.18 0.26 0.15 0.17 0.22 0.25 0.49 0.28 0.17 0.26 0.14 0.03
Ku 2.36 3.23 2.61 4.64 2.84 3.36 2.82 3.71 2.21 311 2.65 1.97 1.90 2.21

*) Mode values of P, indicator calculated in accordance with (8). The differences between mode values of P, indicator calculated on the basis of mode HIC3g
and Cy indicators (from Fig. 11) and acc. to (8) for 9 groups are not higher than 5% for the rest of the groups (1, Il, IV, IX and XI), the differences remaining at the

level of 8-12%.
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Fig. 12. Distribution functions of the injury risk P, (AIS4+) of the dummies on the
driver s seat (continuous lines) and on the passenger s seat (dashed lines) at the

speed with which the car hits the obstacle 40, 48 and 56 km/h

in the case of a 5-centile woman from 5 to 10% in the cars from
2000-2010.

Generalized results of the analysis of the influence of the
speed in case of a frontal impact on the risk of injury for the
driver and for the passengers on the front seat are presented in

Figure 14. The points on the charts at the speed of 40, 48 and
56 km/h denote mode values from Figure 13, while points at

Pcomb [%)]

MY 2000-2010

D_M50 P_M50 D_M50 P_M50 D_F5

Fig. 13. Mode values of the injury risk P, (A1S4+) for the driver (D) and for the pas-
senger (P) in the case of a car hitting the obstacle at 40, 48 and 56 km/h (M50

and F5 dummies)

MY 2000-2010

P_F5

Delta_ V<40 km/h represent the values of the risk of injury P,,,,;
for the driver and for the passenger, calculated on the basis of
the results of two tests with M50 dummy and three tests with F5
dummy (cf. Fig. 7 and tab. 2).

The points on the charts and the behaviour of AIS3 and AIS6
risk functions (lines 6 and 9 in Fig. 1) were used to approximate
the results with the following function (“AIS4” line in Fig. 14):

Py (AIS4+) = {1 + exp[3,9 - 4,1- (Delta_V /80)>137! (10)

g

185
E;‘

=

r & T

@
=1

4

< MY 2000-2010 /

|| < MY 1990-1999 A7

where Delta V [km/h] is the change in vehicle velocity over

.
=]

the duration of the crash.
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Fig. 14. Risk of injury of the driver and of the passenger on the front seat during a frontal

| The injury risk of the occupants on the front seats of the cars
| from 2000-2010 during a frontal impact at Delta V<60 km/h

20 30 40 50 60 70O 80 90 100 110

can be described with the following approximating function
(dashed line in Fig. 14):

Py (AIS4+) = 0,017 - Delta V" (11)

impact as a function of Delta_V (on the left, there is a fragment of the chart from

the right); “AIS3” line acc. to [4], “AIS6” line acc. to [23]

significantly higher for F5 dummies on the place of the passengers
than on the place of the driver.

6.4. Effect of the impact speed on the modes of injury
risk Peomp

Distribution of the risk of injury P,,,, was assessed also on the
basis of histograms. In Table 4, values are presented of the parameters
describing the properties of risk P,,,,, distribution in 14 data groups
(I-XIV). On the basis of (6), bin intervals h were applied of 1.5, 1.8
and 2.5% for M50 dummy, and h=3% for F5 dummy.

Distribution in every group is characterised by right-side
asymmetry (4s>0), with very weak (|4s/<0,2) or low inten-
sity of the asymmetry (]4s[<0,4). The arithmetical mean is
8-33% higher than Mo, and standard deviation s€(1.5%; 6.8%). In
case of 5 groups (II, IV, VI, VIII, X) the concentration is higher than
in the case of normal distribution (Ku>3), and in the rest of the groups
Ku€(1.97;2.84).

In Figure 12, distribution functions of risk P, are presented,
regarding dummies on the seat of the driver and the passenger. The
points indicate mode values of injury risk P,,,,;. The modes are lo-
cated between the quartile g, 5 and the median Me. What is important
is that there are differences of the distribution regarding the driver and
the passenger at 48 km/h speed.

The mode values of injury risk P,,,,;, (AIS4+) of the driver and the
passenger from Table 4 are presented in Figure 13, where the ranges
of the variable are marked (Mo-q, ,5; q4 75-Mo), with 50% of the re-
sults in every 14 groups.

with a high value of the coefficient of determination R*=0,920.

7. Summary

The analysis of the results of several hundred of crash tests made
it possible to assess the influence of the impact speed on the injury
risk for the driver and for the passenger on the front seat, with their
seatbelts fastened and protected with an airbag. The speed of collision
is but one of many factors with an influence on the risk of injuries for
the occupants of the car. Due to the above, the analysis was conducted
in older and newer cars, separately for F5 and M50 dummies and for
two different places in the car (on the driver’s seat and on the pas-
senger’s seat).

The analysis of the injury risk includes the loads on head and
chest (HIC;4 1 C 4, indicators). Significant dispersion of these indica-
tors made the analysis harder (pt. 5). This is why the values of HIC;,4
and Cy,.. were determined statistically, by specifying their parameters
of distribution. On the basis of the mode values of the risk of injury
P .omp» it was determined that the increase in the speed at which the
car hits the obstacle from 40 to 56 km/h increases the risk of severe
injury (AIS4+) in the case of a 5-centile woman from 5 to 10%. The
risk of injury in the case of a 50-centile man was assessed at the col-
lision speed of 48 and 56 km/h. The increase in speed in such a case
increases the risk of severe injury from 8 to 14% in the cars from
1990-1999 and from 7 to 9% in the cars from 2000-2010.

To sum up the results — it was determined that the increase in the
speed at which the car hits the obstacle from 25 to 56 km/h increases
the risk of severe injury (AIS4+) for the driver and for the passenger
from 2 to 10%. The value of the risk of injury P, is determined
by the loads on the chest, irrespective of the speed at which the car
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hits the obstacle. The results of the analysis were used to describe the dependency of the risk of severe injury (AIS4+) for the driver and for

the passenger from Delta_V parameters with functions (10) and (11).
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Ocena wptywu pr edko sci zderzenia na ryzyko obra zen

kierowcy i pasa zera samochodu osobowego

Stowa kluczowe: wypadki drogowe, testy zderzeniowe, predkos¢ zderzenia, ryzyko obrazen

Streszczenie: Rozwaono wptyw prdkosci uderzenia samochodu osobowego w przeszkodal
ryzyko obraen kierowcy oraz pasara na przednim fotelu. W tym celu wykorzystano ikiykilkuset
testow zderzeniowych, udephionych w Internecie przedNational Highway Traffic Safety
Administration (USA). Uwag; skupiono na czotowe uderzenie samochodu w sziysanier. Podczas
oceny obcizen manekindw wykorzystano wskaiki obrazen gtowy HICzs oraz torsuCay, ktére
oblicza s¢ na podstawie wypadkowego przyspieszenia dzizégjo na gtow i tors manekina.
Oddzielnie rozw2ono obcazenia manekina reprezerdaggo 50-centylowego gaczyzrg (M50) oraz
5-centylows kobiet (F5). Przeprowadzono statystygamcerg wynikow testow zderzeniowych, ktorej
celem byto okrélenie dominujcych wartdci wskaznikdw HICsg i Cac Oraz ryzyka aizkich obraen
kierowcy i pasazera przy danej pdkosci zderzenia. Ryzyko obken obliczono na podstawie
dostpnych w literaturze tzwiunkcji ryzyka obrazern. Ustalono,ze zwikszenie pgdkosci uderzenia
samochodu w przeszkea 25 km/h do 56 km/h zwksza ryzyko cizkich obraen (AlS4) kierowcy

i pasaera z 2 do 10%. Zaproponowano funkcjaiwce ryzyko obraen i predkos¢ zderzenia

1. Wprowadzenie

Predkos¢ jazdy jest podstawowym parametrem eksploatacyjngamochodu.
Uwzgledniana jest podczas projektowania drog i ulic, degy o czasie pod#§, ale
jednoczénie wptywa na ryzyko wypadku drogowego i jego skuBlowszechnie stosowanym
srodkiem poprawy bezpiecastwa na drogachasprzepisy ograniczage prdkosé jazdy.
Jednak cgsto jest tosrodek nieskuteczny, bowiem wielu kierowcow nie akoge tych
ograniczé i nie stosuje si do nich. W Unii Europejskiej 40+50% kierowcéw pkeacza
predkos¢ dopuszczalp na danym odcinku drogi, przy czym 10+20% kierowodw0 km/h
I wigcej [22]. Z bada prowadzonych w Polsce w latach 2013-2014 wyni#eapkoto 30%
kierowcow przekracza dopuszczalpredkosé o wigccej niz 10 km/h [2]. Rozwadj srodkow
nadzoru powodujeze udziat wypadkdéw spowodowanych nadmiepmedkoscia w ostatnich
latach maleje, od 31% w 2007 r. do 26% w 2014 rodiiesieniu do liczby zabitych jest to
zmiana od 47% do 39%.

Na etapie doboru pdkosci dopuszczalnej oraz sposobu jej nadzorowania Legng
sie wiele czynnikdéw zwqizanych m.in. z geomeiri widoczndcia drogi, stanem nawierzchni,
natzeniem ruchu i jego struktr Wazny jest take wpltyw pedkosci jazdy na skutki
wypadku [5, 21]. Coraz e%ciej stosowane w samochodachagizenia rejestrace parametry
ruchu Event Data Recorder) utatwiap ocerg relacji pomegdzy prdkoscia zderzenia
a obraeniami o0sOb jagtych [3, 4, 8,9]. Natomiast nadal trudnym zadanigest
prognozowanie obr@n cztowieka na podstawie pomierzonych abeh, jakie dziateg na
manekiny pomiarowe podczas testow zderzeniowycloshauow.



Wymagania normatywne dotygze testow zderzeniowych samochodéw élaje
zwykle jedry wartg¢ predkosci testowej (np. Regulaminy ECE ONZ nr 44, 80, 98).
Wyniki bada laboratoryjnych, w ktérych oceniano wptywepkaosci zderzenia na obgienia
0s6b jadcych g rzadko publikowane. Wynika to zapewne z kosztokictabada. W celu
ich ograniczenia niekiedy ten sam egzemplarz saothcluderza w przeszkegrzy kilku
wartasciach pedkosci. Przyktadowo w pracy [14] opisano wyniki b&dabchzen kierowcy
samochodu osobowo-terenowego przydgosci zderzenia 4, 10 i 43 km, a w pracy [20]
autobusu przy pdkosci okoto 4, 7 i 30 km/h. GgZcie] prezentowaneaswyniki bada
modelowych. W pracach [10, 12] analizowano aebenia modeli manekindw przy ¢akaosci
zderzenia 70+90 km/h, czyli znaczniec¢hszej ni w typowych testach zderzeniowych
(30+64 km/h). Wyniki bada wptywu prdkosci zderzenia samochodéw gfudo oceny
skutecznéci urzadzen bezpieczéstwa biernego, ale tak do prognozowania obmn
kierowcy na potrzeby aktywowania systemu e-Calsi@yu automatycznego powiadamiania
o wypadku) [12] lub szacowania kosztéw wypadkowgdneych [10].

Celem pracy jest ocena wptywu edkosci uderzenia samochodu w sztywn
przeszkod na obcizenia dynamiczne kierowcy i pasma na przednim fotelu. Staneawane
podstaw do oceny ryzyka obgan oséb jadcych. Obliczono je na podstawie dgstych
w literaturze tzw.funkcji ryzyka obrazen, uwzgkdniajacych obcazenia gtowy i klatki
piersiowe] (torsu) manekinbw. W pracy wykorzystamgniki testow zderzeniowych,
udostpnionych w Internecie przeklational Highway Traffic Safety Administration [24].
Wyniki oceny ryzyka obrgen, prowadzonej na podstawie wynikow badaboratoryjnych,
odniesiono do danych z wypadkéw drogowych. Cel yrgest ukierunkowany na
identyfikacg czynnikow konstrukcyjnych i eksploatacyjnych, dewgycych o obcizeniach
pasaeréw podczas wypadku drogowego oraz koniegzinoinimalizacji tych obcjzen.

2. Predkos¢ zderzenia a skutki wypadku drogowego

Skutki wypadku drogowego zake od wielu czynnikbéw, zwizanych z parametrami
ruchu i rodzajem pojazdu, wggwosciami drogi i jej otoczenia (rodzaj przeszkody) ora
cztowiekiem (cechy antropometryczne, wiek, stanowdi). S to gtdwnie pedkos¢
uderzenia w przeszkedlub inny samochaod), kierunek uderzenia (czotobagzne), rodzaj
urzadzen ochronnych zastosowanych w samochodziezWas, takze masa | wzrost osoby
jadacej, jej miejsce w samochodzie oraz pozycja naldofé5, 25, 28]. Liczne badania
pokazuj, ze skuteczn@&@ urzadzen ochronnych zaley od staranngi ich stosowania (np.
odpowiednie utéenie i napicie t&my pasa bezpiecastwa, odpowiedni fotelik dla dziecka)
[29]. Dlatego ocena wptywu gdkosci zderzenia (jednego z wielu czynnikdéw) na skutki
zderzenia wymaga zachowania podczas bagkzmiennych innych czynnikow.

W ocenie obrzen poszkodowanych w wypadkach drogowychksta stosowana jest
sze&ciostopniowa skalalS (Abbreviated Injury Scale), w ktérej okrélonym obraeniom
przypisano wyraony cyfra stopieh. Wyzszy stopié@ oznacza wiksze zagrgenie dlazycia.
Rozwaajac obraenia obejmujce co najmniej dany stogienp. AIS3 i wysze, stosuje si
zapis AIS3+. W opisie poszkodowanych z licznymiaabniami stosowana jest skala MAIS
(Maximum ALS) [17].

Na podstawie analizy danych z wypadkow drogowychaopyywane s modele
statystyczne, ktore unabiwiaja ocer wptywu prdkosci zderzenia na ryzyko obren 0sdéb
jadacych. Na podstawie kilku prac z lat 2003-2012 [4,98 16, 18, 23] na rysunku 1
zestawiono funkcje ryzyka obm o0soOb jadcych (wyniki regresji logistycznej), ktore
dotycz zderzenia czotowego (obszar zderzenia taverlap powyzej 25% i kit uderzenia
w zakresie +3f). Poszczegdlne linie na wykresie opistjzyko obraen MAIS2+, MAIS3+
oraz AIS6 f¢miertelne). Obrzenia klasyfikowane s jako MAIS2, gdy wysipi np.



wstrzasnienie mozgu, ¢kniecie zuchwy, mgkniccie sklepienia czaszki, ztamanie 2-8ber,
ztamanie mostka. Obrania MAIS3 to np. wstegnienie mozgu z utrat przytomndci,
ztamanie szaxki lub podstawy czaszki, sttuczenie ptuc lub semtamanie 4 i wicej zeber
po jednej stronie [12, 17, 21]. Niektére dane oghdnionych na rysunku 1 wypadkach
zestawiono w tabeli 1. Dotygzone kierowcy oraz pasera na przednim fotelu @aczyzni

i kobiety w r&nym wieku), zapitych pasem bezpiecazstwa, podczas zderzenia czotowego
samochodu osobowego: z innym samochodem osobowa®), (Esamochodem ggiarowym
(S-C) lub z przeszkad(S-P).
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Rys.1. Ryzyko obregen kierowcy i paszera na przednim fotelu podczas zderzenia czotowego
(opis linii podano w tabeli 1)

Tabela 1. Dane o wypadkach uwadpionych w ocenie ryzyka obten na rysunku 1

Nr linii Stopier Liczba Rodzaj , .
., : Kraj Zrodio
narys.l | obraen poszkodowanych zderzenia
1 11 (D+FP)* S-C Szwecja [18]
2 55 (D+FP) Szwecja
3 MAIS2+ | 30 ngzczyzn i 12 kobiet (D S-S Australia [9]
4 64 (D+FP) Szwecja [8]
- 0,
5 145 (D+FP) S-S (88%), USA [4]
6 MAIS3+ S-P (12%)
7 15 (D+FP) S-S Szwecja [8]
8 AIS6 64 (D) Wielka Brytania| [16]
9 brak danych S-S Szwecja [23

*) D — kierowca, FP — pagar na przednim fotelu

Zmiarg predkosci samochodu podczas zderzerda&lta V ustalano na podstawie
danych z urzdzear rejestrujcych parametry ruchu samochodéw (CPRCrash Pulse
Recorder, EDR - Event Data Recorder), montowanych w niektorych samochodach pd
1992 roku [9]. Podczas zderzenia czotowego dwdécmoshodow A i B, jadcych
z predkosciami Va 1 Vg, zmiana pgdkosci samochodow zaky od ich masyma i mg, co
wynika z zasady zachowaniadu [21]:

Delta_V,, = (V, +Vg) I, /(m, +m) 1

Delta_V = (V, +V,) [, [(m, +m,) @
Zaktadajc, ze czas trwania fazy zderzenia jest taki sam dlapmjazdow (okoto 0,1+0,2 s),
to Delta V stanowi 0 opgnieniu samochodu a tym samym o wéctosit bezwitadnéci,
dziatapcych na samochdéd i osoby jme, czyli okréla intensywné¢ zderzenia. Z zaimosci
(1) wynika,ze wicksze opanienie dziata na samochdd o mniejszej makeeeli samochody
majp jednakow masg, to Delta_V, =Ddta_V, =050V, +V,). W przypadku uderzenia
samochodu z pdkascia V w nieruchom i nieodksztatcalm przeszkod Delta_V =V .

Przedstawione na rysunku 1 wyniki potwierdzsilna zaleznos¢ ryzyka obraen od
Delta V. W zakresie obten MAIS2+ potwierdzono,ze czotowe zderzenie samochodu



osobowego z erarowym jest bardziej niebezpiecznez i samochodem osobowym (linie
nrli2). Uwag zwracaj:

—dos¢ znaczne rénice w przebiegach linii dotyazych danego stopnia oliesh
(wyjatkiem s tu linie 4 i 5, gdzie mamy podobne funkcje ryzyW&IS2+ z bada
wypadkéw w Szwecji i USA);

— linie ryzyka 6 i 7 (MAIS3+) g das¢ blisko linii 8 i 9 (AIS6), czyli w miejscu gdzie
spodziewanesslinie dotyczce obraen AlS4 i AIS5;

— podobne przebiegi linii 7 i 8, gdyelta_V>70 km/h, ché linie te dotycz réznych
stopni obraen (MAIS3+ oraz AlS6).

Takie rezultaty potwierdzajtrudnagci w opracowaniu funkcji (modeli), ktére opisywaiyb
zaleznosé ryzyka obraen od prdkosci zderzenia, a mata liczba uwgdhionych w analizie
wypadkow (tabela 1), niekorzystnie wptywa na reprgatywnaé¢ tych funkcji. Przedziaty
ufnosci dla niektorych z podanych tu funkcji ryzyka padaw [4, 16].

Widoczne na rysunku 1 zbice w przebiegach linii ryzyka, dotygzych tego samego
stopnia obraen, mogi wynika¢c z innych czynnikbw i wymienione wyej Kryteria
podobigéstwa wypadkéw. Przyktadowo w analizowanych wypatikabraty udziat
samochody produkowane w zrfych latach, czyli réniace sé standardem uktadow
bezpieczéstwa biernego. Wszystkie poszkodowane osoby mighety pas bezpieczstwa,
jednak brak jest informacji o konstrukcji tych pas(napinacze, ograniczniki nggia), ktéra
ma bardzo diy wpltyw na obcizenia, a tym samym na oliemnia osoby chronionej [27].
Wazny jest take wiek i cechy antropometryczne kierowcy i pasa [3, 13].

3. Wskazniki do oceny ryzyka obrazen

Obrazenia kierowcy i pasaerow podczas wypadku drogowegpskutkiem obcizen
dynamicznych, wynikagych =z gwaltownego zatrzymania samochodu. §Xecia te
mierzone s w testach zderzeniowych gtéwnie jako przyspieszensity, dziatajce na
elementy manekina. Dalej uwagkupiono na przyspieszeniu gtowy i klatki piersap\{torsu)
manekindéw, reprezentigych 50-centylowego eiczyzre (M50) oraz 5-centylow kobiet
(F5). Wykorzystano dwa wskaiki:

— HIC36, wskanik obrazenia gtowy Head Injury Criterion), obliczany w czasie do 36 ms;

— Cacc, maksymalne wypadkowe przyspieszenie torsu [g]taizize co najmniej 3 ms.
Wskaznik HICss obliczany jest na podstawie przyspieszenia gtowyasu jego dziatania
[1, 21]:

1, 25

HIC36=ma>{ | aH(t)dt} O, -t,) 2)
(t,-t) t

gdzie:

ay(t) - wypadkowe przyspieszenie [glodka masy gtowy manekina (filtraciaFC1000),

obliczane ze sktadowych pomierzonych w trzech, arpaje prostopadtych kierunkach,

At =t, -t, < 0,036s- przedziat czasu [s], w ktorym wygluja najwigksze wartéci an(t).

Wskaznik Cac Wyznaczany jest z realizacji wypadkowego przysmes torsuac(t), przy
czym jego skiadowe, pomierzone w trzech wzajemni@stppadtych kierunkach,
przefiltrowano filtremCFC180 [1]. Na rysunku 2 podano przykfad realizacji wykadego
przyspieszenia gtowy i torsu. Linie niebieskie glag przedziat czasu, w jakim obliczang s
wskazniki. Zakreskowane pole pod linay(t) oznacza wartg catki z wyraenia (2).
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Rys2. Wypadkowe przyspieszenie glowy i torsu manekprayktad)

Wartasci  wskanikbw HIC3 1 Cae Wwykorzystano do obliczenia ryzyka
(prawdopodobigstwa) obraen gtowy itorsu. W tym celu wykorzystano funkcje yya
(Injury Risk Curves) cigzkich obraen (AlS4+) gtowy i torsu [1, 11, 25]:

P (AIS4+) ={1+exp[502-0,00351HIC ]} * 3)
P (AIS4+) = {1+ exp[555- 0,0693C, ]} * (4)

Funkcje ryzyka obraen, wyrazonego w procentach, podano na rysunku 3. Wairtgraniczne
wskaznikéw dla manekinow M50 i F5asHIC3s =1000 iCac=60 g [1, 21]. Ryzyko eizkich

obrazen AlIS4+ gtowy i torsu nie przekracza wowczas 20%pmaast silnie narasta powsj

wartasci granicznych (rys& b). Te same funkcje dotygananekinbw M50 i F5.
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Rys.3. Ryzyko aizkich obraen (AlS4+) gtowy i torsu manekindw M50 i Fa { b)
oraz linie ryzykaPsomp (C)

Obcigzenia gtowy i torsu zwykle nie zmienigpic w podobnym stopniu po zmianie
warunkow testu zderzeniowego, np. po zmianiediwsci zderzenia. Dlatego do oceny
obciazen manekindw wykorzystano wskiaik catkowitego ryzyka obean Peomp, (combined
injury probability criterion) [1, 11]:

Pomb =17 (1= Pead) 1A= Pyest) = Pt * Pest ~ Prcad [Ponest )

comb
W dalszej czsci pracy wykorzystano podany na rysunku 3c wyK€3=(Cac), gdzie
poszczegolne linie okémja wartaci HICss i Cace, przy ktorych wartéci wskanika
Peomp(AlSA+), czyliryzyka ckzkich obraen ciata, 8 odpowiednio 5, 10, 20, 30 i 40%.

4. Wybér testow zderzeniowych do analizy

Podczas analizy wpltywu gakosci zderzenia na obgienia dynamiczne kierowcy
| pasaera wykorzystano wyniki testow zderzeniowych ugpsione w Internecie przez
National Highway Traffic Safety Administration (NHTSA) [24]. W bazie danych NHTSA
znajdup sie wyniki ponad 7000 testéw zderzeniowych samochoddvat 1965-2016,
prowadzonych w rinych warunkach bada (rodzaj zderzenia, typ bariery, gokos¢
zderzenia itp.). Uwagzwrocono na czotowe uderzenie samochodu w sztyptask bariek,
ustawior, prostopadle do kierunku jazdy (rys.4).
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Rys.4. Zderzenie czotowe samochodu zesz&ybmia [4]

Z bazy danych NHTSA wybrano testy zderzeniowe sdmodow produkowanych
w latach 1990-2010, w ktorych manekiny na przednicielach mialy zapie pasy
bezpieczéstwa i chronione byly przez czotawpoduszk gazowa (rys.4). Pominito
najnowsze samochody, bowiem od 2011 roku w bazigaddaNHTSA podawaneasvartcsci
wskaznikaHICys (At <15ms), ktérym zastpiono wskanik HICzs (At < 36ms).

Predko$¢ uderzania samochodu w badejest tylko jednym z wielu czynnikéw,
wpltywajacych na obcizenia manekindw. Dlatego do dalszej analizy wynikistow
zderzeniowych podzielono na kilka grup w taki spgmséby ograniczy wptyw innych
czynnikbw na rezultat oceny prowadzonej zgodnieelera pracy. Pierwsze dwie grupy
wynikow (danych) uzyskano grupigj testy zderzeniowe ze wzdu na rok produkcji
samochodu (standard zastosowanych uktadow bezpsterebiernego):

— modele produkowane w latach 1990-1999;

— modele produkowane w latach 2000-2010.
Oddzielnie rozwzono wskaniki dotyczce kierowcy i pasaera, poniewa obchzenia takich
samych manekindw naz@ych miejscach w samochodzie m@&k znacznie rénic¢ [25, 28].
Przyktadowo na rysunku 5 skojarzono wacio wskanikdw HICzs i Ca, dotyczce
manekina M50 na fotelach kierowcy ipase (422 testy, samochody zlat 2000-2010,
predkos¢ 56 km/h). Ranice w wartéciach wskanika HICzs dla kierowcy i paszera:
- nie przekraczaj+10% w 111 testach (26% wynikow jest pedzy liniami czerwonymi);
- sa wigksze nk £20% w 211 testach (50% testéw).
Rd&znice w wartdciach wskanika Cacc dla kierowcy i pasgera g nastpujace:
- nie przekraczaj+10% w 274 testach (65% wynikow jest peddy liniami czerwonymi);
- s3 wigksze nk +20% w 31 testach (7% testow).
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Rys.5. Skojarzenie wara wskanikow HICzs i Cae, Obliczonych dla manekina M50 na fotelu
kierowcy (D) i paszera (P); samochody z lat 2000-2010 (56 km/h)

Samochody osobowe #6ia sie konstrukcy czotowej strefy zgniotu, ktora istotnie
wptywa na proces jej deformacji po uderzeniu w prked, a tym samym na opaienie
samochodu [26]. Dlatego dalszy podziat testow zslEmvych na grupy uwzegtiniat typ
samochodu. Najwkszy liczbe stanowity samochody ,klasyczne" (61% testéw, masa
samochodu podczas testu zderzeniowego 932+-2562akgktérych zaliczono samochody
o nadwoziu typu hatchback, sedan, coupe, kombbii&kety. Samochody te mapodobrn
konstrukcg nadwozia samorgaego. Ponadto uwzglniono nasgpujace typy samochodéw:



- terenowo-rekreacyjne, o wzmocnionym ukfadzignym, napd zwykle 4x4 (20%
testow, masa 1298+2917 kg),
- pikapy, o ramowej konstrukcji dnej (11% testow, masa 1447+3054 kg),
- vany (8% testow, masa 1661+2721 kg, w tym miniyany
W celu zobrazowania #hic pomkdzy tymi czterema typami samochoddw, na rysunku 6

skojarzono ich mas diugasc.
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Rys.6. Skojarzenie masyn) i dlugdéci (L) samochodéw osobowych (na podstawie [24]);
K - klasyczne, U - terenowo-rekreacyjne, P - pikayy- vany

W prowadzonej dalej analizie uwzgdhiono:

— 788 testow z manekinami Hybrid 11l M50 na fotelgmzednich (w 55 testach z lat 1990-

1995 na miejscu pasgara byt manekin Hybrid II);

— 125 testow z manekinami Hybrid Il F5 na fotelachqunich.
W tabeli 2 podano informagp liczbie testow przy danejqatkosci zderzenia, z podziatem na
roczniki i typy samochodow (wg klasyfikacji NHTSA)az rodzaj manekina. Dominujesty
realizowane przy nominalnej qukosci uderzenia samochodu w przeszketD, 48 oraz 56
km/h (25, 30 i 35 mil/h), przy czym g@itkos¢ zderzenia samochodu z manekinem M50 byta
najczsciej 56 km/h a z manekinem F5 48 km/h. Rzeczywpstdkos¢ uderzenia samochodu
w przeszkod zwykle nie r@nita sk 0 wiccej niz £ 1 km/h od pgdkosci nominalnej.

Tabela 2. Liczba testow zderzeniowych uwggionych w analizie
(K - klasyczne, U - terenowo-rekreacyjne, P - pikayp — vany i minivany)

Predkos¢ Roczniki K U P \% Razem
zderzenia | samochod6WM50 | F5| M50 | F5| M50 | F5| M50 | F5| M50 | F5
<40 km/h | 2000-2010f 2| 3 0 2 | 3
1990-1999| 0| 1 0 0|1
A0kmh - o0002010] 0 7 o] 4 o 1 o 2o |10
1990-1999| 28| 30 9 | 1| 3 | 4| 6| 3| 46 | 38

48 km/h
2000-2010| 40| 37 2 | 3| 3 | 5| 2| 4| 47 [ 49
£gkmyh | 19901999 171 2 41 6 29 0 30 [®@71] 2
2000-2010 | 218 16127| 0| 50| 2| 27| 4 422| 22
Razem 459 96 179| 4| 85| 12 65 | 13| 788 | 125

5. Wstgpna ocena wptywu pedkosci zderzenia na obcizenia manekinbw

Na tym etapie analizy uwzglniono wszystkie typy samochodow (rys. 6). Na rgsun
7 zestawiono wartmi wskanikdw HICss i Cae W zalenosci od pedkosci uderzenia
samochodu w barier Dotycz one manekindw M50 i F5 na fotelu kierowcy. Uwaryvraca
bardzo duy rozrzut wartéci wskanikow przy danej pdkosci uderzenia samochodu
w bariek, niezalenie od lat produkcji samochodow oraz rodzaju mamekiPrzyktadowo
wartasci wskanika HICss dla manekina M50, przy gadkosci uderzenia samochodu w bagier
56 km/h, zawieraj sic w przedziale 176+1079 (samochody z lat 2000-20T8ki rezultat



wskazuje na bardzo #0a skuteczné¢ urzadzen ochronnych w samochodach. Wptyw
predkosci uderzenia samochodu w baeigest bardziej widoczny w obgieniach manekina
M50 niz F5. Wartdci wskanikow HICgs i Cac dla manekina F5 wygbuja w podobnym
przedziale przy mdkosci 48 i 56 km/h (samochody z lat 2000-2010). W pemku manekina
M50 wartgci maksymalne wskaika HICgs sa okoto dwukrotnie wgksze przy pedkosci
56 km/h ni przy 48 km/h. Warteci maksymalne wskKaika Cac sa dla manekina M50
0 okoto 30% wiksze przy pgdkasci 56 km/h nk przy 48 km/h.
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Rys.7. Wplyw pedkosci zderzenia na waroi wskanikow HICss | Cace
manekinow M50 i F5 na fotelu kierowcy

W prowadzonej dalej ocenie wptywuegdkosci uderzenia samochodu w przeszkod
na obcizenia 0sob jagtych pomingto wyniki 24 testéw zderzeniowych, w ktérych wdrdio
wskaznikow HICss | Cacc przy danej pydkosci zderzenia byty wyranie wigksze od innych
(por. rys.7). W tabeli 3 podano przedziaty wéetowskanikdw HICz i Cae Oraz
obliczonych na podstawie (3)+(5) wadtd ryzyka cizkich obraen (AlS4+) kierowcy
i pasaeraPhead, Pchest: Peomp. Liczba testéw z pagarem (*) jest mniejsza uiliczba testow
z kierowa (n), poniewa pominigto wyniki, ktore nie spetniaty opisanych weénee]
kryteriow podobiéstwa warunkéw bada np. w niektorych ze starszych modeli samochodow
nie byto poduszki gazowej dla pasaa lub na fotelu pasara byt inny manekin.

Tabela 3. Przedzialy wado wskanikow HICgg | Cagc 0raz ryzykePhead, Pehests Peomb

Manekin M50 F5
Rok prod. 1990-1999 2000- 2010 1990-1999 2000-2010
V [km/h] 48 56 48 56 40 48 56 40 48 56
n 44 265 48 417 1 36 2 10 46 20
Przedziaty wartéci wskaznikow obliczonych dla manekina na fotelu kierowcy
HICs | 90-518| 238-108§ 144-532 169-894 DO 96-636 17423%-3% | 75-628 126-686
Chacc [0] 27-55 32-71 32-53 28-61] 27 33-65 54-55 29478-58 | 38-55
Phead [%0] 1-4 1-23 1-4 1-13 1 1-6 1 1-3 1-6 1-7
Pohes [%0] | 2-15 3-35 3-13 3-21 2 4-26 14-14 3-9 3-16 5-15
Peomb [%0] | 3-16 5-38 5-15 5-27 3 5-28 15-14 4-11 5-23 97-1
Przedziaty wartéci wskanikéw obliczonych dla manekina na fotelu pgega (obok kierowcy)
n* 38 192 43 417 0 34 2 10 45 18
HICs | 80-573| 181-1163 101-536 214-902 |- 69-723 174-p61-2%B| 91-678] 196-712
Cacc [d] 26-53 35-64 28-50 29-59 32-6f 43-4¢f  31-44 30449 0-53
Phead [%0] 1-5 1-28 1-4 1-14 - 1-8 1-2 1-2 1-7 1-7
Pehes [%0] | 2-13 4-24 3-11 3-19 | - - 3-29 7-9 3-7 3-11 3-13
Peomb [%0] | 4-15 6-37 4-14 5-25 | - - 5-31 9-10 5-9 5-13 5-18




Rozstp, czyli r&znica pom¢dzy wartgciami maksymala i minimalm, wskanikow
HICss | Cacc przy danej pgdkosci zderzenigest znaczny, co utrudnia ogewptywu predkaosci
zderzenia na ryzyko obten gtowy i torsu. Maksymalne warto wskanika obraen gtowy
sa zwykle HIC3<900 a torsiCax<60 g. Odpowiadage im ryzyko c¢zkich obraen (AlS4+)
nie przekracza 14% (gtowa) i 20% (tors). O wsatocatkowitego ryzyka obean Peomp
decyduj obchzenia torsu, niezalmie od pedkosci samochodu.

40% 40%
| MY 1990-1999 | MY 2000-2010
30% A \ 0% +———g - —————
_g N Kol 1
§20% - e I S § 20% - .
o 1 ' o 1 1
10% ' I 10% | ' ' ' '
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40kmh ' 48km/h 56 km/h 40kmh ' 48kmhh 56 km/h

Rys.8. Wptyw pedkosci zderzenia na waroi ryzykaPcomp (AIS4+);
(linie ciagte - kierowca, linie przerywane - pasa)

Na rysunku 8 skojarzono gutkos¢ zderzenia i ryzyko eizkich obraen Pgomp. Uwzgkdniajac
wyniki uzyskane dla obu manekinow (M50 i F5), najstach kierowcy i pagara, ustalono
nastpuje przedziaty ryzyka obzaen:

— samochody z lat 1990-1999 — samochody z lat 2000-2010
Peomb =4+31%, przy 48 km/h; Peomb =4+11%, przy 40 km/h (tylko F5);
Pcomb =5+38%, przy 56 km/h; Peomb =4+23%, przy 48 km/h;

Pcomb =5+27%, przy 56 km/h.
6. Ocena statystyczna wptywu pgdkosci zderzenia na obcizenia manekinéw

6.1. Zakres analizy statystycznej

Bardziej szczegotowocere wptywu prdkosci uderzenia samochodu w przesz&od
obciazenia i ryzyko obrzen os6b jadcych przeprowadzono na podstawie analizy
statystycznej wartai wskanikOw HICsg i Cacc 0raz wartéci ryzykaPread, Pehest, Pormb » KtOre
przyjeto jako zmienne losowe. Do oceny wiastioich rozktadéw prawdopodohistwa
opracowano histogramy. Na podstawie liczby testd@erzeniowychn oraz rozsipu R
danego wskanika, pogrupowano ich wagoi xq, Xa,..., Xo W Kk przedziatéw (klas) o diugoi h
(interwat klasowy), uwzgldniajac [6, 7]:

kzx/ﬁ;kSSIog(n);h:E (6)

W ten sposob kaleji-tej klasie przyporgdkowanon; wartagci wskanikow (licznas¢ danej
klasy) oraz obliczono liczréé wzgledm p; (czestasc), licznas¢ skumulowan ¢; oraz wartéci
dystrybuantyF w gérnych granicach klag':

p=": ¢=Yn,i=12..k F(X)=" @)
n = n
Na podstawie histograméw wyznaczono wartmodalr, (dominant) [6]:
n,—n

Mo=x_+hl} -l 8
o 20, =Ny =Ny ©
gdzie:m— numer przedziatu histogramu o najkszej liczndci; X , N, — dolna granica
i licznos¢ przedziatu zawieragego modala
Do oceny asymetrii i sptaszczenia (koncentracji)alizowanych rozkladow
wykorzystano wspotczynnik asymetés oraz kurtoz Ku [6]:



As=X~Me. Ku:’u—;1 9)
s S
gdzie: x - srednia arytmetycznayle - medianas - odchylenie standardowgy, - moment
centralny rzdu czwartego.

Wspoétczynnik asymetrins=0 dla rozktadu symetrycznegx € Me= Mo), As<O dla
rozkltadow o asymetrii lewostronnejMo >Me>x) i As>0 dla rozkladéw o asymetrii
prawostronnej Mo<Me<x). Im wigksza jest wartd bezwzgtdna wspoétczynnika
asymetrii, tym silniejsza jest asymetria rozktad{urtoza Ku>3 iKu<3 charakteryzuje
rozktady bardziej i mniej skoncentrowane nbzktad normalny, dla ktoregéu=3 [6].

6.2. Wplyw lat produkcji, typu i masy samochodu navartosci wskaznikdw HICgg i Cacc
W punkcie 5 oceniono wptyw gakosci zderzenia na wargoi wskanikoéw HICgzs

I Cacc 0ddzielnie dla samochodow z lat 1990-1999 oraZ0ZWL0. Na tym etapie oceniono,
czy typ oraz masa samochodu magptywat na znaczny rozgp wska&nikow HICzs i Cacc
przy danej pgdkosci zderzenia.

Na rysunku 9a zestawiono waftdwskanikow HICgzs i Cac, dotyczce manekina M50

(kierowca) w samochodach klasycznych. Wanitavskanikow HICgg | Cacc Skojarzono
z liniami ryzyka obraen (por. rys.3c). Wyrzna roznice pomigdzy obcazeniami manekinéw
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Rys.9. Wskaniki HICzs i Cacc 1 dystrybuanty ryzyka obé@n Peom, (AIS4+) (M50, 56 km/h);
a) samochody z lat 1990-1999 oraz 2000-2010; #erdypy samochodow z lat 2000-2010;
¢) rézna masa samochodow klasycznych (K) z lat 2000-2010
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w samochodach starszych i nowszych potwieedzhjstrybuanty ryzyka obfan Pcomp.
Na rysunku 9b zestawiono wastd wskanikdw HICss i Cae, dotyczace manekina M50
(kierowca) w samochodach typu: klasyczne (K), tevemrekreacyjne (U), pikapy (P) i vany
(V), z lat 2000-2010. Samochody klasyczne, ktongsh tu najwgcej, podzielono dodatkowo
na cztery grupy, miace s¢ mag (rys. 9c). Rozklady ryzyk&®..np,, Wyrazone za pomag
dystrybuantyF(Peoms), Sa podobne zaréwno dla mdych typéw samochodow jak i zmdych
wartasci masy samochodéw klasycznych. Tym samym nie stiwano, aby typ lub masa
samochodu istotnie wptywaty na rogstwskanikdw HICzs i Cace.

Na podstawie powypzych ustale podzielono testy zderzeniowe na 14 grup
(7 z kierowq i 7 z pasaerem), wyszczegoélnionych wcaeej w tabeli3 (8 grup testow
z manekinem M50 i 6 grup testow z manekinem F5).wzZgledu na mat liczbe testow
samochodéw z lat 1990-1999 z manekinem F5, przgkoéci 40 i 56 km/h, pomirito je
w prowadzonej dalej analizie.

6.3. Wptyw predkosci zderzenia na dominanty wskanikow HICgs i Cacc

Histogramy wskanikow HICss | Cae, dotyczce obciazenia manekinbw na fotelu
kierowcy, podano na rysunku 10 (dla pssa opracowano podobne rozkiady). Na osi
odcigtych s wartdsci gérnych granic klass". Na osi rednych jest cestas¢ p; (7). Liczngé
testbw podano wczniej w tabeli 3. Na podstawie (6) prztg interwaty klasowehyc =70
i hcacc=4 g dla wskanikow dotycacych manekina M50 orabyc =120 ilacc=5g dla
wskaznikdéw dotyczcych manekina F5.
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Rys.10. Histogramy estasci wskaznikow HICss i Cae dla manekindéw na fotelu kierowcy;
M50 (48156 km/h) i F5 (40, 48 i 56 km/h);
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Uwzgledniagc opisane w punkcie 6.1 miary péémia, zmienngci, asymetrii
i koncentracji analizowanych rozkiadéw ustalorie, rozktady wskanikdw HICgs i Cacc
w wickszasci z 14 grup maj bardzo stalp (JAs|<0,2) asymete prawostrona (As>0, czyli
X > Mo) i koncentragj mniejsz niz rozktad normalny (na ogdtul1(1,7; 2,9), a tylko dla 2
grup Ku>3). Ze wzgldu na niesymetryczié rozktadéwwskaznikéw HICss i Caxe, dO OpiSU
maksimum ich funkcji gstasci przyjeto wartgci modalneMo (rys.11).

Zwickszenie pgdkosci uderzenia samochodu z 48 do 56 km/h mgksay wplyw na
zwickszenie wartéci modalnej wskanika HICs niz Cae. Na podstawie zatmosci (3) i (4)
oceniono,ze takie zwgkszenie pgdkosci powoduje zwikszenie wartéci modalnej ryzyka
cigzkich obraen gtowy z 2 do 4% a torsu z 5+6 do 7+11%.
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Rys.11. Wartéci modalne wskanikdw HICgs i Caec (M50 i F5) dla kierowcy (D) i pagara (P)
przy predkaosci uderzenia samochodu w przeszkd@, 48 i 56 km/h

Potwierdzonoze zwkkszenie pgdkosci zderzenia wptywa w wkszym stopniu na
obciazenia manekina M50 w starszychzniv nowszych samochodach (por. rys.9a i 11).
Ponadto wartéci modalne wskanikdéw HICgs i Ca dla manekindw M50 na fotelach kierowcy
| pasaera & podobne przy danej gtkosci zderzenia. Natomiast przy goikosci 56 km/h
wartasci modalne wskanika HICy; sa wyrazne wigksze dla manekinbw F5 na miejscu
pasaera ni kierowcy.

6.4. Wptyw predkosci zderzenia na dominanty ryzyka obraen Pcomp
Rozktady ryzyka obreen Pgn, opracowano réwnie na podstawie histogramow.
W tabeli 4 zestawiono warlo parametréw, opisagych wiasnéci rozktadow ryzykaPcom,
w 14 grupach danych (I+-XIV). Na podstawie (6) petgjinterwaty klasowén réwne 1,5, 1,8
oraz 2,5% dla manekina M50 oraz h=3% dla manekia F

Tabela 4. Wartézi parametréw opisagych witasnéci rozktadow ryzykePeomn

Manekin M50 F5
Miejsce Kierowca Pager Kierowca | Pager
Rok prod. | 1990-1999 2000-2010 1990-1999  2000-2010 00022010
VIkmh] | 48 | 56 | 48| 56| 48] 56| 48] 56 40 48 56 40 48 %6
Grupa I Il 11 v \% VI | VIE VL | IX X XI X X XV
n 44 | 265 | 48 | 417 | 38 | 192 | 43 | 417 | 10 | 46 | 20 | 10 | 45 18
R[%]| 12,9| 32,2| 10,3 22,% 11pb 31|13 94 194 68 18281143 | 7,9| 12,5
h[%]| 1,8 | 25| 18| 15| 1,8 275 18 165 30 30 3,0 3,0 [3,8,0
X [%]| 93| 17,2| 86| 112 79 169 78 112 4§63 104 1143 (67,9 | 11,1
Me[%]| 9,3 | 158 8,1 100 74 158 78 10,3 52 91 10,99 |57,6 | 11,0
Mo* [%] | 86 | 138| 7,7 87 7.6 140 66 86 50 718 98 bp53 [710,7
s[%]| 3,1 | 68| 26| 4,4 3,0 61 24 3P 21 46 34 15 P33
Qoos[%]| 7,2 | 12,2| 6,7 82 54 119 60 83 45 70 85 519 588
Qors[%] ] 11,6| 20,7 10,4 131 91 204 92 134 715 122 12809 | 99| 129
As 0,01|020|0,18| 026 | 015 | 0,17 | 0,22 | 0,25 | 0,49 | 0,28 | 0,147 | 0,26 | 0,14 | 0,03
Ku 2,36 | 323|261 |464|284|336|282|371|221|311|265|197 |19 |221
*) Wartosci modalne wskanika Pqy, Obliczono wg (8). Wartei modalne wskanika P.,, oObliczone na

podstawie wartéci modalnych wskanikéw HICgg i Cace (z rys. 11) oraz wg (8) dla 9 grup nieznd sie wigcej
niz 0 5% a dla pozostatych grup (I, II, IV, IX i XI§inice te § 8+12%.

Rozktady w kadej grupie maj asymetrg prawostrona (As>0), przy czym sita
asymetrii jest bardzo stabaAg¢|<0,2) lub staba As|<0,4). Srednia arytmetycznax jest
0 8+33% weksza nk Mo, odchylenie standardowsgl(1,5%; 6,8%). W 5 grupach (Il, 1V, VI,
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VIII, X) koncentracja jest wiksza ni w rozkladzie normalnymKu>3), w pozostatych
grupachkull(1,97; 2,84).

Na rysunku 12 podano dystrybuanty ryzyRa., dotycace manekindw na fotelach
kierowcy i pasaera. Punktami zaznaczono wado modalne ryzyka obe@n P
Wystgpuja one pomidzy kwartylemqo s a mediaa Me. Uwag; zwracag réznice rozktadow
dotyczcych kierowcy i paseera, przy pgdkosci 48 km/h.
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Rys.12. Dystrybuanty ryzyka olien P, (AlS4+) manekindw na fotelu kierowcy (linieagte)
i pasaera (linie przerywane) przy gitkosci uderzenia samochodu w przeszkd@, 48 i 56 km/h

Wartasci modalne ryzyka obf@n P.m (AlS4+) kierowcy i paszera z tabeli 4
zestawiono na rysunku 13, gdzie zaznaczono przgdzraienndgci (Mo-ozs; Jo75-MO),
zawierajce 50% wynikéw w kadej z 14 grup.

20% -

20% 0 48 km/h 20% | 040 km/h
— B 56 km/h 048 km/h
1% | < 15% T 15% - B 56 km/h
£ 10% € 10% € 10%
& & &
5% A 5% - 5% A =
0% - N 0% - e 0% ‘
D_M50 P_M50 D_M50 P_M50 D_F5 P F5

Rys.13. Wartéci modalne (dominanty) ryzyka olieh Peom, (AlS4+) kierowcey (D) i pasgera (P)
przy prdkaosci uderzenia samochodu w przeszkd@, 48 i 56 km/h (manekiny M50 i F5)

Na podstawie wartei modalnych ryzyka obt@n P, ustalono,ze zwikszenie
predkosci uderzenia samochodu w przeszkod
— z 48 do 56 km/h zwksza ryzyko obrzen (AlS4+) 50-centylowego giczyzny z 8 do
14% w samochodach z lat 1990-1999 oraz z 7 do ¥amochodach z lat 2000-2010;

— z 40 do 56 km/h zwksza ryzyko obrzen (AlS4+) 5-centylowe] kobiety z 5 do 10%
w samochodach z lat 2000-2010.

Uogolnione wyniki oceny wptywu pdkosci zderzenia czotowego na ryzyko obea
kierowcy i pasaera na przednim fotelu podano na rysunku 14. Pumkta wykresach, przy
predkosci 40, 48 i1 56 km/h, oznaczono waito modalne z rysunku 13. Natomiast punkty
przy Delta V<40 km/h, to wartéci ryzyka obraen Pqomp Kierowcy i paszera, obliczone na
podstawie wynikow z dwdch testow z manekinem M&@ech testébw z manekinem F5 (por.
rys.7 i tab.2).
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Rys.14. Ryzyko obteen kierowcy i paszera na przednim fotelu podczas zderzenia czotowego

w funkcji Delta_V (po lewej stronie jest fragment wykresu z prawej);
linia ,AIS3” wg [4], linia ,AIS6” wg [23]

20 30 40

Punkty na wykresach oraz przebiegi funkcji ryzykisd\i AlS6 (linie 6 1 9 z rys.1)
wykorzystano do aproksymowania uzyskanych wynik@stpujaca funkcja (linia ,AlS4”
narys.14):

P (AIS4+) ={1+exp[39 - 41[{Delta_V /80)>*]} ™ (10)

gdzieDelta V [km/h] jest zmian predkosci samochodu podczas zderzenia.

Ryzyko obraen oséb na przednich fotelach samochodéw z lat 2@I®2podczas
zderzenia czotowego prfyelta V <60 km/h, mae by opisane funkej aproksymujca (linia
przerywana na rys.14):

P, (AlS4+) =0,017[Delta_V™° (11)
ktora wykazuje wysakwarta¢ wspoétczynnika determinacji R2 = 0,920.

7. Podsumowanie

Analiza wynikow kilkuset testéw zderzeniowych uthiwita ocere wptywu predkosci
zderzenia na ryzyko obien kierowcy i paszera na przednim fotelu, zapych pasami
bezpieczéstwa i chronionych poduszkgazow. Prdkos¢ zderzenia jest tylko jednym
z wielu czynnikow, wptywajcych na ryzyko obreen oséb jadcych, dlatego ocen
prowadzono w dwoch grupach wiekowych samochodéwziethie dla manekinéw F5 i M50
oraz miejsc w samochodzie (na fotelach kierowcgsaera).

W ocenie ryzyka obran uwzgkdniono obcizenia gtowy i torsu (wskaniki HICss
I Cacc). Znaczny rozsgp tych wskanikow utrudniat prowadzan ocere (pkt.5). Dlatego
wartasci wskanikow HICgzs i Cae OcCeniono statystycznie, oktejac parametry ich
rozktadow. Na podstawie wakit modalnych ryzyka obe@n Pgomp UStalonoze zwikszenie
predkosci uderzenia samochodu w przeszkad40 do 56 km/h zwksza ryzyko cjzkich
obrazen (AIS4+) 5-centylowej kobiety z5do 10%. Ryzyko rafen 50-centylowego
mezczyzny oceniono przy pdkosci zderzenia 48 i 56 km/h. Zgkszenie pgdkosci w tym
zakresie zwgksza ryzyko cizkich obraen z 8 do 14% w samochodach z lat 1990-1999 oraz
z 7 do 9% w samochodach z lat 2000-2010.

Uogdlniapc uzyskane wyniki ustalonoze zwkkszenie pgdkosci uderzenia
samochodu w przeszkedz 25 do 56 km/h zwksza ryzyko cizkich obraen (AlS4+)
kierowcy i pasazera z 2 do 10%. O walda ryzyka obraen P.om decydua obcihzenia torsu,
niezalenie od pedkosci uderzenia samochodu w przesz&kod/yniki analizy wykorzystano
do opisu zalenosci ryzyka ckzkich obraen (AIS4+) kierowcy i paszera od parametru
Delta_V funkcjami (10) i (11).
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