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EG. Absrasl

The Coordinated Federal Lands Highways Technology Improvement Program (CTIP) was developed with the
purpose of serving the immediate needs of those who design and construct Federal Lands Highways. A wide
assortment of guardrails, bridge rails, and transitions are being used on roads under the jurisdiction of the
MNational Park Service and other Federal agencies. These guardrails, bridge rails, and transitions are intended to
blend in with the roadside to preserve the visual integrity of the parks and parkways. However, many of them
have never been crash tested. A testing program was developed to ensure that the safety hardware used in these
areas is safe for the traveling public.

This report describes the safety evaluations which were included in the second Federal Highway Administration
(FHWA) testing program - Guardrail Testing Program II. Systems tested under this program include the Steel-
Backed Wood Rail to Bridge Rail Transition, the Foothills Parkway Memorial Bridge Rail, the Steel-Backed
Log Guardrail, the MNatchez Trace Parkway Bridge Rail, and the George Washington Memorial Parkway Bridge
Rail.
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1. INTRODUCTION
BACKGROUND

The Coordinated Federal Lands Highways Technology Improvement Program (CTIP)
was developed to serve the immediate needs of those who design and construct Federal Lands
Highways, including Indian Reservation roads, National Park roads and parkways, and forest
highways. A wide assortment of guardrails, bridge rails, and transitions are being used on
roads under the jurisdiction of the National Park Service and other Federal agencies. These
guardrails, bridge rails, and transitions are intended to blend in with the roadside to preserve
the visual integrity of the parks and parkways. However, many of them have never been crash
tested. " A testing program was developed to ensure that the safety hardware used in these
areas are safe for the traveling public. The research reported herein describes the performance
evaluations of the five systems tested under the second Federal Highway Administration
(FHWA) testing program -- Guardrail Testing Program II. Systems tested under this program
include the Steel-Backed Wood Rail to Bridge Rail Transition, the Foothills Parkway Bridee
Rail, the Steel-Backed Log Guardrail, the Natchez Trace Bridge Rail, and the George
Washington Memorial Parkway Steel Bridge Rail.

OBJECTIVE
The objective of this research project was (o evaluate the safety performance of the five

systems mentioned above, Any design modifications required throughout the course of these
evaluations were made by enginsers with FHWA s Eastern Federal Lands Highway Division.



2. TEST CONDITIONS
TEST FACILITY

The Midwest Roadside Safety Facility’s outdoor test site is located at the Lincoln Air-
Park on the northwest end of the Lincoln Municipal Airport. The test facility is approximately
5 mi (8 km) northwest of the University of Nebraska-Lincoln. The site is surrounded and
protected by an 8-ft (2.4 m) high chain-link security fence.

VEHICLE TOW AND GUIDANCE SYSTEM

A reverse cable tow system with a 1:2 mechanical advantage was used to propel the
test vehicle. The distance traveled and the speed of the tow vehicle are one-half that of the test
vehicle. The test vehicle was released from the tow cable before impact with the
appurtenance. A fifth wheel, built by Nucleus Corporation, was used in conjunction with a
digital speedometer to increase the accuracy of the test vehicle impact speed.

A vehicle guidance system developed by Hinch was used to steer the test vehicle.™
The guide-flag, atached to the front-left wheel and the guide cable, was sheared off before
impact. The 3%-in (95 mm) diameter guide cable was tensioned to approximately 3,000 Ibs
(13.3 kN), and supported laterally and vertically every 100 ft (30.5 m) by hinged stanchions,

TEST VEHICLE

All of the vehicles used in this testing program were aligned for camber, caster, and
toe-in values of zero so that the vehicle would track properly along the guidance cable. The
details of the vehicles used for each test are presented in the individual test descriptions and
appendix B.

Black and white checkered targets were placed on the test vehicle for use in the high-
speed film analysis. Two targets were located on the center of gravity, one on the top and one
on the driver's side of the test vehicle. Additional targets, visible from all external high speed
cameras, were located for reference. Two SB flash bulbs, fired by a pressure tape switch on
the front bumper, were mounted on the roof of each vehicle to establish the time of impact on
the high-speed film.

DATA ACQUISITION SYSTEMS
Accelerometers

For the earlier tests in this program, two triaxial piczoresistive accelerometer systems
with a range of +200 g's (Endeveo Model 7264) were used to measure vehicle accelerations.

The accelerometers were rigidly attached to an aluminum block mounted near the vehicle's

e
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center of gravity. Accelerometer signals were received and conditioned by an onboard Series
300 Multiplexed FM Data System built by Metraplex Corporation. The multiplexed signal
was then transmitted to a Honeywell 101 Analog Tape Recorder. Computer software EGAA
and DADISP were used to digitize, analyze, and plot the accelerometer data.

During this program, the Midwest Roadside Safety Facility (MwRSF) purchased a
second triaxial piezoresistive accelerometer system with a range of +200 g's to measure the
acceleration in the longitudinal, lateral, and vertical directions at a sample rate of 3,200 Hz.
The environmental shock and vibration sensor/recorder system, Model EDR-3, was configured
with 256 Kb of RAM and a 1,120 Hz filter, Computer software, DynaMax 1 (DM-1) and
DADISP were used to digitize, analyze, and plot the accelerometer data. This system was
used in conjunction with the prévious system for the majority of the tests in this program.

Rate Gyro

A Humphrey three-axis rate transducer with a range of 250 deg/sec in each of the three
directions (pitch, roll, and yaw) was used to measure the rotational rates of the test vehicle.

High Speed Photography

Four to six high-speed 16-mm cameras operating at 500 frames/sec were used to film
the crash tests. A Red Lake Locam with a 12.5-mm lens was placed above the test installation
to provide a field of view perpendicular to the ground. A Photec IV, with an 80-mm lens, was
placed downstream from the impact point and had a field of view parallel to the barrier. A
second Photec IV, with a 55-mm lens, was placed on the traffic side of the bridge rail and had
a field of view perpendicular to the barrier. A Hi-G Red Lake Locam with a 5.7-mm lens was
placed onboard the vehicle to record dummy motions during the test.  Additional high speed
cameras were placed behind the rail in some tests to aid in evaluation of the vehicle/rail
interaction. A white-colored 5-ft by 5-ft (1.52-m by 1.52-m) grid was painted on the concrete
in front of the rail and in the view of the overhead camera. This grid provided a visible
reference system to use in the analysis of the overhead high-speed film. The film was analyzed
using a Vanguard Motion Analyzer,

Speed Trap

Seven pressure tape switches, spaced at 5-ft (1.52-m) intervals, were used to determine
the speed of the vehicle before impact. Each tape switch fired a strobe light and sent an
electronic timing mark to the data acquisition system as the left front tire of the test vehicle
passed over it. Test vehicle speeds were determined from electronic timing mark data
recorded on EGAA software. Strobe lights and high-speed film analysis were used only as a
backup in the event that vehicle speeds could not be determined from the ¢lectronic data.



3. STEEL-BACKED WOOD RAIL TO BRIDGE RAIL TRANSITION
TEST INSTALLATION

Photographs of the Steel-Backed Wood Rail to Bridge Rail Transition are shown in
figure 1. Plan drawings of the original system, as well as the subsequently modified systems,
are presented in appendix A. The approach rail consists of 6-in by 10-in by 9-ft 11-in (152
mm by 254 mm by 3.04 m) timber, backed with 3&-in (10-mm) ASTM AS588 steel plate. This
plate is attached to the back of the timber rail with %&-in by 4-in (16-mm by 102-mm) ASTM
ASEE lag screws. The splice details vary as shown in the plan drawings. One of the major
design changes throughout the evolution of this system was the stiffening of the first splice
location. This splice originally consisted of one 3&-in (10-mm) plate fastening the rails
together and was eventually modified to include a 6-in by 4-in by Y2-in (152-mm by 102-mm
by 13-mm) structural tube.

The rail was blocked out and mounted on 10-in by 12-in by 7-ft (254-mm by 305-mm
by 2.13-m) timber posts for the first test, but the length of the first three posts were increased
o 8 ft (2.44 m) for the remaining tests. The rail was attached to the flared concrete abutment
with four 3% -in by 2-ft (19-mm by 610-mm) AS88 carriage bolts and a 3&-in (10-mm) bearing
plate.

TEST CRITERIA

The tests performed on this system were conducted, reported, and evaluated in
accordance with requirements for guardrail to bridge rail transitions specified in the National
Cooperative Highway Research Program (NCHRP) Report No. 230, Recommended
Procedures for the Safety Performance Evaluation of Highway Appurtenances " This criteria
requires that a 4,500-1b (2,043 kg) sedan impact the transition at 60 mi/h (96.6 km/h) and 25
degrees. Barrier VII computer simulation was used to determine the critical impact point
(CIP) which was midway between the third and fourth posts from the concrete bridge
abutment, or 17.5 ft (5.33 m) from the attachment point between the rail and the concrete
abutment.”™ The vehicle damage was assessed by the traffic accident scale (TAD) and the
vehicle damage index (VDI)."s"

TEST VEHICLES

The test vehicles used in the evaluation of this system are summarizéd in table 1. The
pretest vehicle dimension and photos can be seen in appendix B.



Table 1. Test Vehicle Summary, SBT Series.

Test No. Vehicle Test Inertial Weight
wy | 6o |
SBT-1 1985 Ford LTD 4,300 1,950
SBT-2 1984 Buick LeSabre 4,456 2,021
SBT-3 1985 Ford LTD 4 496 2,039
SBT-4 1985 Mercury Grand Marquis 4,668 2,117
SBT-5 1985 Ford LTD 4.500 2043

Figure 1. The Steel-Backed Wood Rail to Bridge Rail Transition.



Figure 1. The Steel-Backed Wood Rail to Bridge Rail Transition (continued).



TEST RESULTS
Test SBT-1

The 1985 Ford LTD impacted the Steel-Backed Wood Rail to Bridge Rail Transition at
61.7 mi/h (99.3 kmv/h) and an angle of 25.0 degrees. As shown in figure 2, the target impact
point was located 17.5 ft (5.33 m) upstream of the concrete barrier attachment and midway
between the third and fourth posts. A summary of the test results and sequential photographs
are shown in figure 3, and additional sequential photos are presented in figure 4.

Upon impact with the steel-backed wood rail, the right-front corner of the vehicle
began to crush inward. As the collision continued, the wood rail deflected considerably, with
the maximum dynamic deflection of 13 in (130 mm) occurring at post no, 1 at 130 ms. At
133 ms, the vehicle impacted the end of the concrete abutment resulting in major damage to
the vehicle. Approximately 167 ms after impact, the buckling of the vehicle roof became very
evident. At 204 ms after impact, the vehicle became parallel to the system, and at 439 ms it
exited the barrier at an angle of 17.5 degrees. The vehicle came to rest downstréam and
behind the rail as shown in figure 5.

Damage to the vehicle, which can be seen in figure 6, included major crushing and
deformation of the right front corner of the vehicle, as well as buckling of the vehicle roof.
The entire front half of the vehicle was bent slightly toward the driver's side. Interior
occupant compartment damage included buckling of the floorboard on the passenger’s side, as
well as buckling of the dash. The maximum crush deformation of 17 in (492 mm) is shown in
figure 7.

The damage (o the system, shown in figures 8 and 9 consisted of a maximum
permanent set deformation of 11.25 in (286 mm) at post no. 1. A flexural failure occurred in
the first timber rail section, approximately 4.5 ft (1.37 m) from the downstream end of the
rail. The 8-in (203-mm) inside diameter (I.D.) pipe located between the first rail and the
concrete abutment was completely flattened. There was evidence of vehicle snagging at the
splice between rail nos. 1 and 2, as sheet metal from the vehicle was embedded in the end of
rail no. 1. There were continuous scrape marks along the face of the rail from the point of
impact to exit, as well as impact markings on the concrete abutment.

The normalized longitudinal and lateral occupant impact velocities, as determined from
the accelerometer data, were 33.3 fi/s (10.1 m/s) and 20.4 ft/s (6.2 m/s), respectively. The
maximum occupant ridedown decelerations were 13.8 g's (longitudinal), and 16.2 g's (lateral),
The accelerometer data from this test is presented in appendix C, and the results of this
analysis are summarized in figure 3.

The impact with the end of the concrete abutment caused excessive occupant
compartment deformation, which resulted in the failure of this test. It was determined that the
stiffness of the steel-backed wood rail was inadequate as it deflected considerably, allowing the



vehicle to impact the end of the concrete abutment. The system was redesigned by Eastern
Federal Lands Highway Division engineers for the next test by increasing the length of posts
nos. 1, 2, and 3 from 7 fi (2.13 m) to 8 ft (2.44 m). The 8-in (203-mm) 1.D. pipe spacer
between the rail and concrete abutment was replaced with an angled block of wood to restrict
the deflection of the first rail. The splice between the first and second rails was stiffened by
adcing a second %s-mn (10-mm) backup plate. The bolts at this splice were moved closer to the
post and increased in nwnber from 8 w 12, The details of these design changes are presented
in the plan drawings in appendix A.



Figure 2. Impact Location, Test SBT-1.
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Figure 4. Downstream Sequential Photographs, Test SBT-1.
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Figure 5. Vehicle Trajectory, Test SBT-1.



Figure 6. Vehicle Damage, Test SBT-1.
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Figure 6. Vehicle Damage, Test SBT-1 (continued).
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Figure 7. Crush Depth Diagram, Test SBT-1.
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Figure 8. System Damage, Test SBT-1.
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Figure 8. System Damage, Test SBT-1 (continued).
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Figure 9. Damage at first splice, Test SBT-1.
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Test SBT-2

For this test, the system was modified as described in the previous section. These
medifications are shown in figure 10, and details can be found in the plan drawings in
appendix A. The 1984 Buick LeSabre impacted the system at 61.1 mi‘h (98.3 km/h) and 26.5
degrees. The impact point was located midway between the third and fourth posts from the
concrete bridge abutment, as shown in figure 11. A summary of the test results and sequential
photographs are shown in figure 12. Additional sequential photos are presented in figure 13,

Upon impact with the wood rail, the right front corner of the test vehicle began to
crush inward. Rail no. 2 began to deflect shortly after impact, but the wood spacer block
between the concrete and rail prevented rail no. 1 from deflecting. As a result of this
significant difference in stiffness, the splice between these two rails yielded, and 110 ms after
impact the first rail speared into the vehicle. The vehicle never became parallel to the rail,
and it exited at 450 ms as its center of mass was traveling at an angle of 17.3 degrees to the
barrier. The snagging at the first splice resulted in major vehicle and occupant compartment
deformation, and the sedan was brought to a complete stop shortly after it exited the rail, as
can be seen by its final resting position shown in figure 14.

The damage to the vehicle was substantial as shown in figure 15. The entire front-right
portion of the vehicle was crushed and pushed back toward the occupant compartment. The
firewall and floorboard were pushed backwards and up on the passenger’s side, and a section
of the wood rail penetrated the firewall on the extreme right hand side. The windshield was
broken and the roof of the vehicle was buckled considerably. The maximum vehicle crush of
31.5 in (800 mm) is shown schematically in figure 16.

Damage to the steel-backed wood rail was considerable as can be seen in figure 17.
The upstream end of rail no. 1 was damaged as the vehicle snagged on it, and the splice plates
between rails no. 1 and no. 2 were bent significantly. There were marks along the face of the
rail and concrete abutment throughout the length of contact.

The normalized longitudinal and lateral occupant impact velocities for this test, as
determined from accelerometer data analysis, were 35.1 fi/s (10.7 m/s) and 21.0 ft/s (6.4
mys), respectively. The maximum occupant ridedown decelerations were 18.1 g's
(longitudinal) and 22.1 g's (lateral). The accelerometer traces from this test are shown in
appendix C, and the results of this analysis are summarized in figure 12.

Two of the systems design flaws became apparent as a result of this test. The first was
that the wood blockout between the wood rail and concrete abutment made the first rail section
much too stiff, resulting in the snagging problem at splice no. 1. The second observation was
that the steel splice plates did not provide adequate strength for the splice between the first and
second rail. Thus, two design changes were incorporated by FHWA engineers into the next
design in an effort to alleviate these problems.

20



First, the angled wood blockout between the steel-backed rail and the concrete
abutment was replaced with a 6 in (152-mm) diameter pipe. Secondly, the two %&-in (10-mm)
splice plates at post no. 1 were replaced with a 3-ft (0.91-m) length of 6-in by 4-in by Y-in
(152-mm by 102-mm by 13-mm) structural steel tube. The details of these design changes can
be found in appendix A.
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Figure 10. Design Modifications, Test SBT-2.



Figure 11. Impact Location, Test SBT-2.
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Figure 13. Downstream Sequential Photographs, Test SBT-2,
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Figure 14. Vehicle Trajectory, Test SBT-2.
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Figure 15. Vehicle Damage, Test SBT-2.



Figure 15. Vehicle Damage, Test SBT-2 (continued).
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Figure 17, System Damage, Test SBT-2.



Figure 17. System Damage, Test SBT-2 (continued).
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Test SBT-3

The design changes discussed in the previous section are shown in figure 18, and were
implemented for this test. The design details for the system tested are shown in appendix A.
For this test, a 1985 Ford LTD impacted the system at 62.0 mi‘h (99.8 km/h) and the 25.8
degrees. The impact point was located midway between the third and fourth posts from the
concrete bridge abutment, as shown in figure 19. A summary of the test results and sequential
photographs are shown in figure 20. Additional sequential photos are presented in figure 21,

Upon impact with the wood rail, the right-front corner of the test vehicle was crushed
inward and the wheel was forced under the rail and back toward the post. This resulted in
considerable tire snagging on posts nos. 1 and 2, which pushed the wheel back against the
firewall and resulted in significant deformation of the occupant compartment. The vehicle
became parallel to the system at 212 ms, and exited at 343 ms and 5.8 degrees. The maximum
dynamic deflection of this system was limited to 6.4 in (163 mm) at post no. 3, and there was
no problem with the vehicle impacting the end of the concrete abutment. The final resting
position of the vehicle was downstream and behind the rail, as seen in figure 22.

The vehicle damage, shown in figure 23, consisted of the crushing of the front-right
corner of the vehicle, as well as scrapes and dents continuing down the side to the rear wheel
assembly. The tire was torn off the front-right wheel, and the rim was bent. Occupant
compartment damage included buckling of the floor on the passenger's side of the vehicle, as
well as buckling of the dashboard. The maximum crush deformation of 13.73 in (349 mun) is
shown schematically in figure 24.

Damage to the system, shown in figure 25, consisted of minor scrapes along the face of
the rail, and significant gouges in post nos. 1 and 2. There were only minor tire marks
evident on the concrete abutment, The maximum permanent set deflection of the rail was 2.5
in (64 mm), which occurred at post no. 2.

The normalized longitudinal and lateral occupant impact velocities, as determined from
high-speed film analysis, were 23.1 ft/s (7.0 m/s) and 25.2 ft/s (7.7 m/s), respectively., The
maximum occupant ridedown decelerations were 2.5 g's (longitudinal) and 15.0 g's (lateral).
The results of this analysis are summarized in figure 20,

The change in the splice detail appears to have improved the performance of the system
considerably, as the rail deflection was greatly reduced. This resolved the problem of
impacting the end of the concrete abutment, but produced a new problem where the front
wheel was now forced under the rail and snagged on post nos. 1 and 2. Tire marks on the
posts indicated that a maximum snag of 5.5 in (140 mm) occurred at post no. 2. To remedy
this problem, a 4-in (102 mm) deep blockout was added to post no. 1 and the 4-in (102 mm})
blockout at post nos. 2 and 3 were increased to a depth of 8 in (203 mm). The details of these
design changes can be seen in appendix A.

L]
[



Figure 18, Design Modifications, Test SBT-3.
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Figure 19. Impact Location, Test SBT-3.
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Figure 21. Downstream Sequential Photographs, Test SBT-3.
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Figure 22. Vehicle Trajectory, Test SBT-3.
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Figure 23. Vehicle Damage, Test SBT-3.
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Figure 25. System Damage, Test SBT-3,
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Figure 25. System Damage, Test SBT-3 (continued).
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Test SBT-4

The design changes discussed in the previous section were incorporated into the system
for this test. These changes can be seen in figure 26, and the design details are presented in
appendix A. A 1984 Mercury Grand Marquis impacted the system at 60.0 mi/h (96.5 km/h)
and 26.2 degrees, The impact point was located midway between the third and fourth posts
from the concrete bridge abutment as shown in figure 27, A summary of the test results and
sequential photographs are shown in figure 28, Additonal sequential photos are shown in
figure 29.

The results of this test were similar to Test SBT-3 in that as the right front corner of
the vehicle was crushed upon impact, the wheel was forced under the rail and contacted the
posts. This snagging resulted in considerable occupant compartment deformation even theugh
the first three posts had been offset an additional 4 in (102 mm) using blockouts. After this
snagging occurred, the vehicle became parallel to the system at 246 ms and then exited the
system at 357 ms and an angle of 4.0 degrees. The final resting position of the vehicle 15
shown in figure 30.

The damage to the vehicle, shown in figure 31, consisted of deformation of the front-
right corner of the vehicle, which continued down the passenger side of the vehicle as scrapes
and dents. The front-left tire was removed from the rim, and the front bumper was pushed
toward the left away from the longitudinal centerline of the vehicle. The entire front end of
the vehicle was pushed toward the left side, and the roof was buckled. Interior occupant
compartment damage consisted of buckling of the floorboard on the passenger side and the
front dashboard. The maximum crush deformation of 13.75 in (349 mm) is shown
schemarically in figure 32.

Damage to the system, shown in figure 33 consisted of scrapes and gouges along the
face of the rail from the impact point to the midspan of the first rail. The spacer pipe between
the rail and concrete abutment was deformed slightly, and the soil was gouged considerably in
front of post nos. 1, 2, and 3. Markings on the posts indicated that the vehicle snagged
approximately 1 in on posts no. 1 and 3 in on post no. 2.

The normalized longimdinal and lateral occupant impact velocities for this test, as
determined from accelerometer data analysis, were 18.8 ft/s (3.7 m/s) and 23.9 fi's (7.3 m/s),
respectively, The maximum occupant ridedown decelerations were 6.2 g's (longitudinal) and
16.7 g's (lateral). The accelerometer traces from this test are shown in appendix C, and the
results of this analysis are summarized in figure 28.

It was obvious from the results of this test that the additional 4 in (102 mm) of blockout
was not sufficient o eliminate the snagging or reduce it to a tolerable amount. It was deemed
impractical 1o extend the blockout beyond 8 in (203 mm), so it was decided to add a rub rail to
the system to reduce the snag potential. A 4-in by 6 in by 11-ft 6 in (102-mm by 152-mm by
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3.55-m) wood rub rail was attached to post nos. 1, 2, and 3 for the next test. The details of
this design change can be found in appendix A.



Figure 26. Design Modifications, Test SBT-4.
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Figure 27. Impact Location, Test SBT-4.
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Figure 28. Summary of Test SBT-4.
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Figure 29. Downstream Sequential Photographs, Test SBT-4.
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Figure 30. Vehicle Trajectory, Test SBT-4.
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Figure 31. Vehicle Damage, Test SBT-4.
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Figure 31. Vehicle Damage, Test SBT-4 (continued).
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Figure 33. System Damage, Test SBT4.



Figure 33. System Damage. Test SBT-4 (continued).
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Test SBT-5

To eliminate the wheel snagging observed in the previous test, a rub rail was added to
the system, as shown in figure 34 and appendix A. The 1984 Ford LTD impacted the system
at 38.6 mi'h (94.3 km/h) and 24.8 degrees. The impact point was located midway between
the third and fourth posts from the concrete bridge abutment as shown in figure 35. A
summary of the test results and sequential photographs are shown in figure 36. Additional
sequential photographs are shown in figure 37,

Upon impact with the wood rail, the front-right corner of the vehicle was ¢rushed
inward, and the front tire contacted the rub rail approximately 10,5 in (267 mm) downstream
of post No. 3. This contact continued 1o the end of the rub rail. The vehicle became parallel
to the rail 206 ms after impact, It was smoothly redirected and exited the system at 367 ms
and at an angle of 7.3 degrees. The vehicle came to rest downstream and behind the rail as
shown in figure 38.

Damage to the vehicle, shown in figure 39, included deformation of the front-right
corner, continuing along the length of the vehicle to the rear wheel assembly. There was no
evidence of snagging, and the occupant compartment remained intact with the exception of
minor deformation of the floorboard on the passenger’s side. The maximum crush
deformation of 19.4 in (492 mm) is shown schematically in figure 40.

As can be seen in figure 41, the wood rail sustained minor scraping and gouging along
its face, The rub rail showed signs of tire contact starting 10.5 in (267 mm) downstream of
post no. 3 and continuing 1o the end of the rail. A 4-in (102-mm) deep trench was dug by the
vehicle starting at post no. 3 and continuing to post no. 1. Full tire contact was evident on
the concrete abutment starting at its upstream end and continving until 3 in (76 mm) before the
end of the first rail. The spacer pipe between the wood rail and the concrete abutment was
slightly deformed.

The normalized longitudinal and lateral occupant impact velocities, as determined from
accelerometer data analysis, were 21.5 ft/s (6.6 m/s) and 24.8 /s (7.6 m/s), respectively.
The maximum occupant ridedown decelerations were 4.0 g's (longitudinal) and 17.8 g's
(lateral), The accelerometer traces from this test are shown in appendix C, and the results of
this analysis are summarized in figure 36.

Based on the results of this test, it was determined that the Steel-Backed Wood Rail to
Bridge Rail Transition passed the criteria set forth by NCHRP Report 230 for guardrail to
bridge rail transitions.™



Figure 34. Design Modifications, Test SBT-5.
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Figure 35. Impact Location, Test SBT-5.
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Figure 36. Summary of Test SBT-5.
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Figure 37. Downstream Sequential Photographs, Test SBT-5.
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Figure 38. Vehicle Trajectory, Test SBT-5.
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Figure 39.
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Figure 41. System Damage, Test SBT-5.



Figure 41. System Damage, Test SBT-5 (cortinued).
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EVALUATION SUMMARY

Five full-scale vehicle crash tests were performed on the Steel-Backed Wood Rail to
Bridge Rail Transition. These tests were evaluated, conducted, and reported in accordance
with the criteria and requirements for guardrail to bridge rail transitions stated in NCHRP
Report 230.% Table 2 summarizes the relevant evaluation criteria, as well as the findings
from the five tests reported. As shown in this table, the final design of the Steel-Backed Wood
Rail 1o Bridge Rail Transition successfully passed all of the requirements for guardrail to
bridge rail transitions.

Table 2. Summary of Safety Performance Results, SBT Series.

Evaluation
Factors

Structural
Adequacy

Evaluation Criteria

. The test article shall smoothly redirect the

vehicle; the vehicle shal’ not penetrate or go over
the installation although controlled [lateral
deflection of the test aricle is acceptable.

Test
SBET-1

Test
SBT-2

Test
SBT-3

Test
SBT4

Test
SBT-5

. Detached elements, fragments or other debris

from the test article shall not penetrate or show
potential  for penetrating  the  passenger
compartment or present undue hazard 0 other
traffic.

Checupant
Risk

. The vehicle shall remain upright during and after

collision although moderate roll, pitching and
yawing are acceptable. Integrity of the passenger
compartment must be maintained with essentially
no deformation or intrusion.

3]

WVehicle
Trajectory

. After collision, the wehicle trajectory and final

stopping position shall intrude a minimum
distance, if at all, into adjacent traffic lanes.

. In tests where the vehicle is judged to be

redirccted inte or stopped while in adjacent
traffic lanes, vehicle speed change during test
article collisicn should be less than 15 mi‘h and
the exit angle from the test article should be less
than 60 percent of test impact angle, both
measured at time of vehicle loss of contact with
test device.

18}

5 Satisfaciory
u Unsatisfaciory



4. GEORGE WASHINGTON MEMORIAL PARKWAY BRIDGE RAIL
TEST INSTALLATION

Photographs of the George Washington Memorial Parkway Bridge Rail are shown in
42, and design plans can be found in appendix A. This system consists of ASTM AS88 steel
posts mounted on an 8-in (20.3-cm) curb, supporting three ASTM A33, Grade B extra strong
steel pipe rails. Throughout the course of the safety evaluation of this system, the design was
modified once. The original design was evaluated during Test GWMP-1, where it was
determined that the system needed to be modified for Tests GWMP-2 and 3 by changing the
pipe rails from 4.5 in to 5.0 in (114-mm to 127-mm) outside diameter (0.D.), and placing
them further away from the post. The reasons for these design changes are presented in the
discussion of Test GWMP-1.

The 75-ft (22.9-m) long bridge rail was constructed with a simulated bridge deck to test
the adequacy of the post-to<deck connection in addition to testing the bridge rail itself. A
cross-section of the 80-ft (24.4-m) long simulated bridge deck is shown in figure 43. Grade
60 epoxy coated reinforcement was used in the deck.

TEST CRITERIA

This bridge rail system was evaluated according to the performance level 1 (PL-1)
criteria for bridge railings presented in the American Association of State Highway and
Transportation Officials’ (AASHTO) Guide Specifications for Bridge Railings.™ The vehicle
damage was assessed by the traffic accident scale (TAD) and the vehicle damage index
{(VDI).®™" The full-scale vehicle crash tests were conducted and reported in accordance with
requirements specified in NCHRP Report 230.%
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Figure 42. The George Washington Memorial Parkway Bridge Rail.
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Figure 42. The George Washington Memorial Parkway Bridge Rail (continued).
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TEST VEHICLES

The test vehicles used in the evaluation of this system are summarized in table 3. The
pretest vehicle dimensions and photos can be seen in appendix B,

Table 3. Test Vehicle Summary, GWMP Series,

Test No. Vehicle Test Inertial Weight
| (Ibs) (k)
GWMP-1 | 1984 Dodge Col-t 1,850 839
GWMP-2 | 1984 Dodge Colt 1,750 794
GWMP-3 | 1985 Chevrolet ¥ -ton pickup | 5,400 2,452

TEST RESULTS
Test GWMP-1

The 1984 Dodge Colt impacted the system at 54.4 mi/h (87.5 km/h) and 21.0 degrees.
As shown in figure 44, the impact point was located midway between the third and fourth
posts from the upstream end of the installation (3 ft - 103 in (1.2 m) downstream of post no.
3). A summary of the test results and sequential photographs are shown in figure 45.
Additional sequential photographs are shown in figure 46.

Upon impact with the ste¢] bridge rail, the right front quarter panel was crushed inward
and the bumper was pulled to the right and pushed back, causing the front end of the vehicle to
bend toward the right away from the longitudinal centerline of the vehicle, Approximately 42
ms after impact, the bumper began to contact post no. 4 and was crushed into the right-front
tire. With the bumper pushing the tire into the firewall, the vehicle began to buckle at the
door post, also causing the windshield frame and roof to buckle. At 116 ms, the car lost
contact with post no. 4 and continued down the rail with no additional snagging. There was
no rolling motion detected throughout the collision, and the vehicle was redirected, coming to
rest 170 ft (51.8 m) downstream and 90 ft (27.4 m) behind a linc parallel to the rail face, as
shown in figure 47,

The vehicle damage, shown in figure 48, included the crushing of the right-front corner
of the vehicle, twisting of the car to the right of its longitmudinal centerling, buckling of the
hood, roof, windshield frame, firewall, passenger compartment floor, and the passenger side
door. The right-front tire was deflated, and the rim was deformed. The maximum crush
deformation of 21 in (53.3 cm) is shown in figure 49.
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The damage to the bridge rail was minor, with superficial scrapes on the curb, rail, and
posts as shown in figure 50. There was no permanent set deflection in the bridge rail. The
contact marks on the curb started at impact, 4 ft - 5 in (1.35 m) before post no. 4, and
continued for 11 ft - 8 in (3.56 m). Contact with the lower rail began 4 ft - 0 in (1.2 m)
before post no. 4 and continued for 19 ft - 6 in (5.94 m). Contact with the middle rail began 3
ft - 8 in (1.12 m) before post no. 4 and continued for 17 ft - 0 in (5.18 m).

As a result of technical problems, the accelerometer data was not acquired for this test.
It was therefore necessary to analyze the high-speed film to determine the values of the
occupant risk criteria. The longimdinal and lateral occupant impact velocities, as determined
from this high-speed film analysis, were 24.6 and 8.2 ft/s (7.5 and 2.5 m/s), respectively. The
maximum occupant ridedown decelerations were 12,0 g's (longitudinal) and 22.4 ¢°s (lateral).
The results of this analysis are summarized in figure 45 and table 4.

As evident in the vehicle damage shown in figure 48, there was significant occupant
compartment damage to the test vehicle. This damage was caused by the snagging of the
vehicle on posts nos. 4 and 5. This occupant compartment deformation, accompanied by
excessive lateral ridedown decelerations, caused the system to fail this compliance test. To
alleviate this snagging problem, the rail size was increased from 4.5 in O.D. 0 3.0 in O.D.
(114 mm to 127 mm), and it was moved further out from the post, effectively moving the face
of the rail 1 in further from the post. The design details of this change can be seen in
appendix A.
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Figure 44. Impact Location, Test GWMP-1.
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Figure 46. Downstream Sequential Photographs, Test GWMP-1.
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Figure 47. Vehicle Trajectory, Test GWMP-1.
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Figure 48. Vehicle Damage, Test GWMP-1.
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Figure 48. Vehicle Damage, Test GWMP-1 icontinued).
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Figure 50. Bridge Rail Damage, Test GWMP-1.
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Test GWMP-2

The 1984 Dodge Colt impacted the George Washington Memorial Parkway Bridge Rail
at 52.6 mi‘h (84.65 km/h) and 22,6 degrees. The impact point was located midway between
the third and fourth posts from the upstream end of the installation as shown in figure 51. A
summary of the test results and sequential photographs are shown in figure 52.

Upon impact with the bridge rail system, the right-front corner of the car was crushed
inward. Approximately 68 ms after impact, the right-front corner of the hood contacted post
no. 4, causing the hood to rotate 90 degrees clockwise about its right front mount. The
vehicle continued down the rail without the tire mounting the curb. When the vehicle
approached post no. 5, 174 ms after impact, the lefi-front corner of the hood contacted post
no. 5, separating it from the vehicle. The hood remained at post no. 5 between the upper and
middle rails as the vehicle proceeded down the rail. The hood then made contact with right-
from windshield support and the lower right corner of the windshield and was forced up and
over the vehicle. The vehicle came to rest 120 ft (36.5 m) downstream of impact and 61 ft
{18.6 m) in front of a line parallel with the front face of the bridge rail, as seen in figure 53.

The vehicle damage, shown in figure 54, included crushing of the right-front corner of
the vehicle, minor scrapes and dents along the length of the passenger side, and separation of
the hood. The windshield was not penetrated but did sustain localized cracking in the lower
right corner. The right-front tire was blown out and the rim was bent outward at the top.
The occupant compartment floor sustained minor buckling in the front passenger side floor
area. The maximum crush deformation of 12 in (30.5 cm) is shown in figure 35.

As shown in figure 56, the bridge rail and curb sustained minor scrapes in the area
where the impact occurred. Contact with the middle and lower rail began at the midspan
between posts nos. 4 and 5, and continued to the midspan between posts nos. 3 and 4.

The longitudinal and lateral occupant impact velocities were 17.0 fu's and 25.7 fu's,
(5.2 m/s and 7.8 m/s) respectively. The maximum occupant ridedown decelerations were
5.2 g's (longitudinal) and 9.6 g's (lateral). The results of this analysis are summarized in
figure 52 and table 4. Accelerometer traces are presented in appendix C. Criteria H requires
that the railing side of the vehicle shall move no more than 20 ft from the line of the traffic
face of the railing within 100 ft plus the length of the test vehicle from the point of impact with
the railing. This criteria was not met as the vehicle was 39 ft from the face of the railing at a
distance of 115 ft downstream of impact. However, it was judged that failure of this criteria
alope did not warrant failure of the entire test,

IT was therefore determined that the overall performance of this test was acceptable
according to the AASHTO PL-1 guidelines.™
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Figure 51. Impact Location, Test GWMP-2.
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Figure 52. Summary of Test GWMP-2.



Figure 53. Vehicle Trajectory, Test GWMP-2,
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Figure 54. Vehicle Damage, Test GWMP-2.
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Figure 54. Vehicle Damage, Test GWMP-2 (continued).
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Figure 55. Crush Depth Diagram, Test GWMP-2.
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Figure 56. Bridge Rail Damage, Test GWMP-2.
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Test GWMP-3

The 1985 Chevrolet % -ton pickup truck impacted the system at 46.6 mi‘h (75.0 km/h)
and 22.7 degrees. The impact point was located 3 ft 3.5 in (1.0 m) upstream of the expansion
joint, or 1 ft 3.5 in upstream of post no. 6, as shown in figure 57. A summary of the test
results and sequential photographs are shown in figure 58.

The vehicle was smoothly redirected by the bridge railing, with a relatively small
amount of damage to the vehicle. At 140 ms, tail slap occurred between the passenger-side
rear quarter panel of the vehicle and the rail, causing cracking of the curb and deck at post no.
6. There was no snagging of the vehicle. There was a maximum permanent set deflection of
0.125 in (3 mm) in the bridge rail. The vehicle came to rest 135 ft (41.1 m) downstream and
110 ft (33.5 m) to the back side of a line parallel with the front face of the bridge rail, as can
be seen in figure 59,

The vehicle damage, shown in figure 60, included the crushing of the right-front corner
of the vehicle, and scrapes and dents along the length of the passenger side. The right-front
tire was blown out and the rim was deformed. The maximum crush deformation of 9.75 in
(24.8 cm) is shown in figure 61. All damage to the vehicle on the driver’s side of the
longitudinal centerline occurred after impact with the bridge rail. Near the end of the
vehicle's trajectory, the vehicle struck an obstacle on the testing grounds, resulting in damage
to the left-front corner of the vehicle,

The bridge rail sustained only minor cosmetic damage on ¢ach of the three rails as
shown in figure 62. Contact with each of the rails began 3 ft 5 in (1.04 m) upstream of the
expansion joint. The vehicle remained in contact with the rail for 8 ft (2.44 m) on the bottom
rail, 8 ft 6 in (2.59 m) on the middle rail, and 8 ft 2 in (2.49 m) on the wp rail.

Cracking occurred in the curb and bridge deck at post no. 6. On top of the curb, two
cracks propagated outward from each of the rear post bolts, as shown in figure 63. The length
of cracks upstream and downstream of post no. 6 were 10-in (25.4 ¢m) and 11 in (27.9 cm),
respectively.

The longitudinal and lateral occupant impact velocities, as determined from
accelerometer data analysis, were 9.6 ft/s (2.93 m/s) and 21.3 ft/s (6.49 m/s), respectively.
The maximum occupant ridedown decelerations were 2.0 g's (longitudinal) and 8.0 g's
(lateral). The results of this analysis are summarized in figure 58 and table 4. Accelerometer
traces are presented in appendix C.

It was determined that the performance of this test was acceptable according to the
AASHTO PL-1 guidelines.®
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Test GWMP-3.
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Figure 57. Impact Location,
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Figure 59. Vehicle Trajectory, Test GWMP-3.
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Figure 60. Vehicle Damzge, Test GWMP-3.
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Figure 61. Crush Depth Diagram, Test GWMP-3.
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Figure 62. Bridge Rail Damage, Test GWMP-3.
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Figure 63. Curb Damage, Test GWMP-3.
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EVALUATION SUMMARY

The performance of this system was evalvated according to criteria for PL-1 bridge rails
presented in the AASHTO Guide Specificarions for Bridge Railings.™ The tests were
conducted and reported in accordance with the requirements in NCHRP Report 230" Table
4 summarizes all of the relevant evaluation criteria from AASHTO, as well as the findings
from the three tests reported.™  As shown in this table, the George Washington Memorial
Parkway Bridge Rail successfully passed the PL-1 bridge rail criteria.



Table 4. Summary of Safety Performance Results, GWMP Series.

Evaluation Cniteria

. The test article shall contain the vehicle; neither the vehicle
nor its cargo stall penetrate or go over the installation.
Cenwolled lateral deflection of the test amicle is acceptable.

Results

GWMP-2

CGWMMP-3

3.b.

Detached elements, fragments, or other debris from the test
article shall no penetrate or show potental for penetratng
the passenger comparment or present undue hazard to other
traffic.

. Integrity of the passenger compartment must be mamtained

with no intrusion and essennally ne deformation.

|

. The vehicle shell remain upnight during and after collision.

3.e. The st article shall smoothly redirect the vehicle. A

redirection is dzemed smooth if the rear of the vehicle does
not vaw maore than 5 degrees away from the railing from
time of impact until the vehicle separates from the railing.

. The smoothness of the vehicle-railing interaction 15 further

assessed by the effective coefficient of friction g, where
e = (eosB - V Visind.

I Assessment
Ul -0 Leod
0.26 - 0.35 Fair

= .35 Marginal

{0.62)

(0,30}

{010}

3.8,

The impact velacity of a hypothetical fronc-seal passenger
dgainst the vehigle interior, calculated from vehicle
acceleratons and 2.0 ft longindinal and 1.0 f lateral
displacements, shall be less than:

Qcoypant Impact Velocity - fif's
Longiwdingl Lateral
30 25

and for the vehicle highest 10-ms average accelerations
subsequent o e insrant of hypothetical passenger impact
should be less than:

coupant ridedown ions - B's
Longinedinal Latzral
15 15

Occupant Impact Veloaty (ft's)

Long.

Lar.

Long. Lat,

Long.

{24.6)

8
(8.2)

5 5
(17.0) (23.7)

3

b
{5.6) (21.3)

Occupant Ridedown Accelerations (g's)

Long.

Lar.

Lang. Lat.

Long. La.

(12.0%

(224}

5 B
(5.2 (%61

5 5
2.0 {=.0)

Al

Vehicle exit angle from the barmer shall not be more than
12 degrees. Within 100 ft plus the length of the test vehicle
from the point of inital impact with the railing, the raiting
side of the vehcle shall move no more than 20 ft from the
line of the maffic face of the rziling.

(3.8)

s
(6.3 deg)

5
(5.0 deg)

5

(22 in @ 40 fi)

5 = Ratisfactory, M = Marginal, U = Unsatsfactory
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5. FOOTHILLS PARKWAY MEMORIAL BRIDGE RAIL
TEST INSTALLATION

Photographs of the Feothills Parkway Memorial Bridge Rail are shown in figure 64.
This system consists of cast aluminum posts mounted on a 6 in (15.2-cm) high curb,
supporting two aluminum rails. Throughout the course of the safety evaluation of this system,
the design was modified twice. The original design, shown in figure 65, was evaluated during
Test FPAR-1. The system was modified for Test FPAR-2 by adding longimdinal steel
reinforcement to the curb as shown in figure 66. The final design, evaluated in Test FPAR-3,
is shown in figure 67. The reasons for these design changes are discussed in the test resulis
sections, The design details for this system are presented in appendix A.

The 75-ft (22.9-m) long bridge rail was constructed with a simulated bridge deck to test
the adequacy of the post-to-deck connection in addition to testing the bridge rail itself, A
cross-section of the B0-ft (24.4-m) long simulated bridge deck is shown in figure 43, Grade
60 epoxy coated reinforcement was used in the deck.,

TEST CRITERIA
This bridge rail system was evaluated according PL-1 criteria for bridge railings
presented in AASHTO. " The full-scale vehicle crash tests were conducted and reported in

accordance with requirements specified in NCHRP Report 230. % The vehicle damage was
assessed by TAD and VDL."®7
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Figure 64. The Foothills Parkway Bridge Rail.
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Figure 64. The Foothills Parkway Bridge Rail (continued).
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Figure 65. Design Details of the Foothills Parkway Bridge Rail for Test FPAR-1.
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Figure 66. Design Details of the Foothills Parkway Bridge Rail for Test FPAR-2.

103



L B Dia mep rmae
i BESNAS rims

v R of i ToE
v ! Sa Dz i BogFiame

S S

Figure 67. Design Details of the Foothills Parkway Bridge Rail for Test FPAR-3.
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TEST VEHICLES

The test vehicles used in the evaluation of this svstem are summarized in table 5. The
pretest vehicle dimensions and photographs can be seen in appendix B,

Tahle 5. Test Vehicle Summary, FPAR Series.

Test No. Vehicle Test Inertial Weight
(Ibs) (kg)
FPAR-1 1984 Dodge Colt 1,904 [ 864
FPAR-2 1984 Chevrolet % -ton pickup | 5,300 | 2,300
FPAR-3 1985 Ford 3-ton pickup 3,400 | 2,452
TEST RESULTS
Test FPAR-1

The 1984 Dodge Colt impacted the Feothills Parkway Bridge Rail at 52.0 mi/h (83,7
km/h) and 22,0 degrees. As shown in figure 68, the impact point was located midspan
berween the third and fourth posts from the upstream end of the mnstallation (3 ft 11 in (1.2 m)
downstream of post no. 3). A summary of the test results and seguential photographs are
shown in figure 69. Additional sequential photographs are shown in figure 70,

Upon impact with the aluminum bridge rail, the right-front quarter panel of the vehicle
was crushed inward, and the bumper was pushed to the left. Shortly after impact, the right-
front tire blew out and the wheel was crushed inward. The vehicle slid along the rail and
became parallel to it at 19ms, and then exited at approximately 30 ms. There was no rolling
motion detected throughout the collision, and the vehicle was smoothly redirected coming 10
rest 130 ft (39.6 m) downstream and 64 ft (19.5 m) to the left of a line parallel to the rail face,
as shown in figure 71.

The vehicle damage, shown in figure 72, included the crushing of the right-front corner
of the vehicle. and minor scrapes and dents along the length of the passenger side, The right-
front tire was blown out, and the rim was bent. The maximum crush deformation of 11.23 in
(28.6 cm) is shown in figure 73.

The damage to the bridge rail was minor, with superficial scrapes on the curb and rail
as shown in figure 74. The maximum permanent set deflection of 1 in (2.54 ¢cm) occurred
approximately 2 ft (0.61 m) downstream from impact on the lower rail. There was evidence of
minor tire and hub contact between the curb and the lower rail on the first post downstream
from impact (post no. 4), There was also evidence of crushed vehicle body contact between
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the lower and upper rail at post no. 4. The contact marks on the railing started at impact and
continued for 8 ft 6 in (2.59 m) on the upper rail, and 8 ft 8 in (2.64 m) on the lower rail.

The longitudinal and lateral occupant impact velocities, as determined from high-speed
film analysis, were 9.6 ft/s (2.93 m/s) and 23.0 ft/s (7.01 m/s), respectively. The maximum
occupant ridedown decelerations were 5.7 g's (longitudinal) and 4.3 g's (lateral). The results
of this analysis are summarized in figure 69 and table 7.

The only notable damage to the curb was a set of microcracks which started at the 1-in
{2.54-cm) anchor bolts and extended to the back face of the curb at an angle of approximately
45 degrees. These cracks {(outlined for clarity) are shown in figure 75. This was interpreted as
being the beginning of a classic shear failure, and it was anticipated that the curb would
fracture during the next, more severe pickup truck crash test. Therefore, the reinforcement in
the curb was redesigned by FHWA engineers and replaced before Test FPAR-2.
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Figure 71. Vehicle Trajectory, Test FPAR-1.
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Figure 72. Vehicle Damage, Test FPAR-1.
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Figure 73. Crush Depth Diagram, Test FPAR-1.
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Figure 74. Bridge Rail Damage, Test FPAR-1.
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Figure 75. Cracking in Curb, Test FPAR-1 (outlined for clarity).

114



Test FPAR-2

The 1984 Chevy % ton pickup impacted the Foothills Parkway Bridge Rail at 46.6
mi‘h (75.0 km/h) and 20.7 degrees. The impact point was located midspan between the sixth
and seventh posts from the upstream end of the installation as shown in figure 76. A summary
of the test results and sequential photographs are shown in figure 77. Additional sequential
photographs are shown in figure 78.

Shortly after the impact with the bridge railing, both the top and bottom rail fractured
completely through at post no. 7. In addition, the post and anchor assembly was uprooted
from the concrete curb. After the vehicle had penetrated the bridge rail, it continued down the
length of the system, knocking posts over until it came to a stop when the rear axle snagged on
the last post.

The vehicle damage, shown in figure 79, included the crushing of the right-front corner
of the vehicle and minor scrapes and dents along the length of the passenger side. The right-
front tire was blown out, and the rim was bent. The maximum crush deformation of 26.5 in
(67.3 cm) 1s shown in figure 80).

The longitudinal and lateral occupant impact velocities were 10.4 ft/s (3.2 m/s) and
16.0 ft/s (4.9 m/s), respectively, The maximum occupant ridedown decelerations were 6.0 g's
{longitudinal) and 8.0 g's (lateral). The results of this analysis are summarized in figure 77
and table 7. Accelerometer traces are presented in appendix C.

As shown in figure 81, the bridge rail and curb were totally destroyed in the area
where the impact occurred. It was evident from this test that both the post-to-deck connection
and the aluminum rail itself needed to be redesigned. FHWA engineers remedied the first of
these problems, as shown in figure 67, by extending the anchor bolts through the entire deck
instead of simply casting them into the 6 (152 mm) in curb. The aluminum rail was then
redesigned by increasing the wall thickness from 7/32 in (5.6 mm) to 7/16 in (11.1mm). This
new design was evaluated in Test FPAR-3.
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Figure 76. Impact Location, Test FPAR-2.
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Figure 78. Downstream Sequential Photographs, Test FPAR-2.
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Figure 79. Vehicle Damage, Test FPAR-2.
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Figure 80. Crush Depth Diagram, Test FPAR-2.
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Figure 81. Bridge Rail Damage, Test FPAR-2.
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Test FPAR-3

The 1985 Ford % ton pickup impacted the Foothills Parkway Bridge Rail at 45.7 mi‘h
(73.5 km'h) and 22.7 degrees, The impact point was located midspan between the fifth and
sixth posts from the upstream end of the installation as shown in figure 82. A summary of the
test results and sequential photographs are shown in figure 83, Additional sequential
photographs are shown in figure 84.

The vehicle was smoothly redirected by the bridge railing, with a relatively small
amount of damage to the rail and vehicle. There was no snagging of the vehicle or any
evidence of cracking in the deck or curb. The maximum permanent set deflection of 1.9 in
(4.8 cm) occurred midspan of posts nos. 5 and 6. The damage to the bridge rail is shown in
figure 85, and the vehicle trajectory is shown in figure 86.

The vehicle damage, shown in figure 87, included the crushing of the right-front corner
of the vehicle and scrapes and dents along the length of the passenger side. The right-front tire
was blown out, and the rim was bent. The maximum crush deformation of 10.75 in {27.3 cm)
is shown in figure 88.

The longimudinal and lateral occupant impact velocities, as determined from high-speed
film analysis, were 10.4 ft/s (3.17 m/s) and 16.0 ft/s (4.88 m/s), respectively, The maximum
occupant ridedown decelerations were 6.0 g's (longitudinal) and 8.0 g's (lateral). The results
of this analysis are summarized in figure 33 and table 7. Accelerometér traces are presented
in appendix C.
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Figure 82. Impact Location, Test FP
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Figure 84. Downstream Sequential Photographs, Test FPAR-3.
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Figure 85.



Figure 86.

Vehicle Trajectory, Test FPAR-3.
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Figure 87. Veaicle Damage, Test FPAR-3.
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COMPONENT TESTING

Standard tensile samples were obtained from the two aluminum rails that were evaluated
during this project. These samples were tested 1o verify that they met the specifications for
aluminum extruded mbe ASTM B-221, Alloy 6061-T6. The results of this testing is
summarized in table 6.

Table 6. Results of Coupon Testing from Aluminum Samples.

Material Property | Specification Fl : ‘

Yield Stress 35,000 Ibf/in® 41,500 Ibf/in® 43,800 Ibflin*

Ultimate Stress 38,000 1bf/in® 46,800 Ibf/in* 45,300 Ibf/in?

Percent Elongation | 10 % 15.8 % 9.9 %

EVALUATION SUMMARY

The tests described herein were evaluated according to criteria for PL-1 bridge railings
presented in AASHTO Guide Specifications for Bridge Railings.™ They were conducted and
reported in accordance with the requirements in NCHRP Report 230.% Table 7 summarizes
all of the relevant evaluation criteria from AASHTO as well as the findings from the three
tests reported herein.™ As shown in this table, the Foothills Parkway Bridge Rail successfully
passed all requirements for PL-1 bridge railings.
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Table 7. Summary of Safety Performance Results, FPAR Series.

Evaluation Criteria

3.2. The test article shall contain the vehicle; neither the vehicle
por s cargo shall penetrate or go over the insizliation.
Controlied lateral deflecton of tie test amicle is acceptable,

FPAR-]

FPAR-3

3.b. Detached elements, fragments, or other debris from the rest
article shall not penetrate or show potential for penatrating
thie passenger compartment or present undue hazard to other

traffic.

Imegrity of the passenger compartment must be maintined
with no intrusion and essentially no deformation,

3.d. The vehicle shall remain wpright during and afier collision,

3.e. The test article shall smoothly redirect the vehicle. A
redirecdon is deemed smooth if the rear of the vehicle docs
not yaw more than 5 degress away from the railing from

time of impact untl the vehicke separates from the railing.

u

3.f. The smoothness of the vehicle-rmiling intcraction is further
assessed by the effective coefficient of fricton g, where

u = (cosB - V/V)sinD.

Assessment
Good
Fair

Marginal

E

0.0 -0.25
0.26:- 0.35
> 0,35

(1 = 0.28)

NA

(= 0.34)

3.p. The impact velocity of a hypothetical front-seat passenger

ngainst the vehicle interior, calculated from vehicle

Oecupant Impact Velochy

(fu's)

accelerations and 2.0 ft longinsdinal and 1.0 ft lateral
displacements, shall be less than:

Long Lat.

Long.

Lat,

Long.

Longiudinal  Lateral
30 25

9.6)

(10.4)

(18)

{10.4)

and for the vehicle highest 10-ms average accelertions
subsequent 1o the instant of hypothetical passenger impact

Occupant Ridedown Accelerations (g's)

should be Jess than:

Long

Long.

Langifudinal Lateral
15 15

g g
{5.7) (4.3)

i8)

8 5
() (8)

3.h. Vehicle exit angle from the barrier shall not be more than 12

degrees. Within 100 fr plus the length of the st vehicls

s
(5.4 deg)

NA

5
(5.0 deg)

from the point of initial impact with the rriling, the miling
side of the vehicle shall meve no mere than 20 ft from the
line of the mraffic face of the railing.

§ = Satisfactory

M = Marginal
U = Unsatisfactory

Conversion Factor: | fi = (L3048 m
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6. NATCHEZ TRACE PARKWAY BRIDGE RAIL
TEST INSTALLATION

The Natchez Trace Parkway Bridge Rail incorporates a 13-in (33-mm) deep concrete
railing mounted at a height of 32,5 in (826 mm). Each railing element of the test installation
was 37t 9 3 in (11.5 m) long and 18 supported by six concrete posts spaced at 7 ft 6 3 in
(2.3 m) centers. Adjacent railings are not connected and ¥ in (13 mm) wide expansion joints
are placed at the end of each rail element. The concrete posts are mounted on top of a 10-in
{254 mm) high concrete curb. The face of the curb extends approximately 4 in (102 mm) out
from the face of the concrete barrier railing. The wingwall section of the bridge rail 1s flared
back away from the travelway and tapered down to a beight of 16 in (406 mm). Photographs
of the test installation are shown in figure 89. Cross section and profile drawings of the
Natchez Trace Parkway Bridge Rail are shown in figure 90. The test installation was
constructed on a simulated concrete bridge deck measuring 79.5 ft (24.2-m) long and 5 ft 9 in
(1.75-m) wide. A typical cross-section of the simulated bridge deck is shown in figure 43,
Epoxy coated grade 60 reinforcement steel and class A air-entrained concrete were used
throughout the installation. The 28-day compressive strength of the concrete rail and posts
was measured to be approximately 35,700 Ibffin® (39,310 kPa). The 51-day compressive
strength of the curb was approximately 6,500 1bf/in® (44,830 kPa).

TEST CRITERIA

This bridge rail system was evaluated according to the PL-1 criteria for bridge railings
presented by AASHTO.®™ The full-scale vehicle crash tests were conducted and reported in
accordance with requirements specified in NCHRP Report 230. * The vehicle damage was
assessed by the TAD and VDI.®7



Figure 89. The Natchez Trace Parkway Bridge Rail.
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Figure 89. The Natchez Trace Parkway Bridge Rail (continued).
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TEST VEHICLES

The test vehicles used in the evaluation of this system are summarized in table 8. The
pretest vehicle dimensions and photographs are presented in appendix B,

Table 8. Test Vehicle Summary, NTBR Series.

Test No. Vehicle Test Inertial Weight
(Ibs) (kg)
NTBR-1 | 1984 Chevrolet 3 -ton pickup 5,400 | 2,451
NTBR-2 | 1984 Renault Encore 1.850 840
TEST RESULTS
Test NTER-1

The 1984 Chevrolet Custom Deluxe 20 pickup impacted the bridge rail at 45.2 mi‘h
(72.7 kmv/h) and 22.4 degrees. The impact point, shown in figure 91, was located at mudspan
between post nos. 5 and 6, or 4-ft 6 %-in (1.39 m) upstream from the center of the bridge rail
expansion joint. A summary of the test resulis and sequential photographs are shown n figure
Q2. Additional sequential photographs are shown in figure 93,

Upon impact, the right-front corner of the test vehicle crushed inward and the right-
front tire began climbing onto the curb. Approximately 32 ms after impact, the right-front tire
became wedged under the concrete rail. The right-front corner of the vehicle began to move
upward at 56 ms because of compression of the front suspension. At 75 ms, the right-front
corner of the vehicle reached the bridge rail expansion joint. The vehicle became parallel with
the bridge rail at approximately 250 ms at a velocity of 37 mi/h (39.5 km/h). The left-front
tire lost contact with the roadway surface 255 ms after impact. The right-rear tire blew out
when it contacted the expansion joint between the two railings at approximately 310 ms. The
vehicle exited the bridge rail at approximately 335 ms with an angle of 1.6 degrees and at a
speed of 37.0 mi‘h (59.5 kmv/h). The left-front tire returned to the roadway surface at 474 ms.
Damage to the suspension and tires caused the vehicle to steer back into the bridge rail, and a
second impact occurred at the downstream end of the bridge rail and wingwall section. The
vehicle came to a stop approximately 105 ft (32 m) downstream from impact, as shown in
figure 94. The maximum perpendicular distance between the right side of the test vehicle and
the barrier face was approximately 10-in (25 cm) at a point 30 fi (9.1 m) downstream from
impact. The effective coefficient of friction was found to be 0.28 and would be classified as
fair according to the AASHTO Guide Specifications for Bridge Railings.™

Test vehicle damage was relatively minor and was largely limited to the right-front
quarter panel and front bumper, as shown in figure 95. Both right-side tires were blown out,

and the rims were damaged during the impact. The right-rear bumper also received minor
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damage. There was no intrusion or deformation of the occupant compartment. Vehicle crush
measurements are shown in figure 96, The bridge rail received superficial damage, as shown
in figure 97. Heavy tire marks and deep scrapes on the rail indicating large contact forces
were found over a 13-ft 11-in (4.2 m) length of the bridge rail. Lighter tire marks and small
scrapes were observed over a 13 ft (4 m) length of the rail. Evidence of impact with the curb
was limited to 4-ft 8-in (1.4 m) of tire marks.

As a result of technical problems incurred during this test, the accelerometer data were
not available. As a result, the high speed film was analyzed to obtain longitudinal and lateral
occupant impact velocities of 10.8 ft/s (3.3 m/s) and 22.2 ft/s (6.8 m/s), respectively. The
highest occupant ridedown decelerations in the longitudinal and lateral directions were 6.3 2's
and 9.5 g's, respectively.  The resules of this analysis are summarized in figure 92 and
table 9.



Figure 91. Vehicle Impact Location, Test NTBR-1.
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Figure 93. Overhead Sequential Photographs, Test NTBR-1.
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Figure 94. Vehicle Trajectory, Test NTBR-1.
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Figure 95. Vehicle Damage, Test NTBR-1.

143



1.5 s.0° 1607

— G.0"

b 2"

—% 20

CG.

Mo scale

I—HCL}':'rHLII"l =tatic crush distoance of 18 accurred
at &4%,30% marked by the point.

Fignre 96. Crush Depth Diagram, Test NTBR-1.

142



Figure 97. Bridge Rail Damage, Test NTBR-1.
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Test NTBR-2

The 1984 Renault Encore impacted the bridge rail at 51.5 mi‘h (82.9 kmv/h) and 19.5
degrees, The impact point, shown in figure 98, was located at midspan between post nos. <
and 5. A summary of the test results and sequential photographs are shown in figure 99,
Additional sequential photographs are shown in figure 100.

After the initial impact with the bridge rail, the right-front corner of the vehicle
crushed inward, causing the bumper to penetrate between the curb and the rail.
Simultaneously, the right-front tire was deformed against the face of the curbh, This interaction
of the curb and the wheel caused the tire to blow out. The vehicle became parallel with the
bridge rail at approximately 164 ms with a velocity of 38.3 mi/h (61.6 kmv/h). During
redirection, the left-rear tire began to uplift, causing the vehicle to roll clockwise toward the
rail. The vehicle exited the rail at approximately 345 ms with an angle of 8.5 degrees and a
speed of 32.4 mih (52.1 kimv/h). Both left-side tires contacted the ground at 760 ms as the
vehicle yawed away from the rail. The vehicle's trajectory is shown in figure 101. The
maximum rébound distance was approximately 25.3 £t (7.7 m) whach 1s higher than the desired
value of 20 ft (6.1 m). The effective coefficient of friction was found to be 0.60 and would be
classified as fair according to the AASHTO Guide Specifications for Bridge Railings "™

Test vehicle damage was relatively minor and was largely limited to the right-front
quarter panel and wheel, and front bumper, as shown in figure 102. There was slight buckling
of the right-front floorboard and roof. The vehicle remained upright both during and after the
test, and there was no intrusion of the occupant compartment. Vehicle crush measurements
are shown in figure 103.

Bridge rail damage is shown in figure 104. Tire marks and minor concrete spalling
accounted for the majority of the damage. The length of the markings on the rail were
approximately 7.5 ft (2.3 m), caused by the scraping of the bumper and the fender. The length
of the markings on the curb were 8.5 ft (2.6 m), caused by the rubbing of the right-front tire
which blew out at impact.

The normalized longitudinal and lateral occupant impact velocities, as determined from
accelerometer data, were 19.4 fi/s (5.9 mv/s) and 26,2 ft/s (8.0 m/s), respectively. The highest
10-ms average occupant ridedown decelerations were 3.7 g's (longitudinal) and 7.8 g's
(lateral). The results of this analysis are summarized in figure 99 and table 9. The
accelerometer traces are shown in appendix C.
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Figure 98. Vehicle Impact Location, Test NTBR-2.
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Figure 101. Vehicle Trajectory, Test NTBR-2.
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Figure 102. Vehicle Damage, Test NTBR-2.
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Figure 104. Bridge Rail Damage, Test NTBE-2.
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EVALUATION SUMMARY

The tests described here were evaluated according to criteria for PL-1 bridge
rails presented in AASHTO Guide Specifications for Bridge Railings.™ The tests were
conducted and reported in accordance with the requirements in NCHRP Report 230.“" Table 9
summarizes all of the relevant evaluation criteria from AASHTO, as well as the findings from
the two tests reported here.™ As shown in this table, the Natchez Trace Bridge Rail
successfully passed all requirements for PL-1 bridge railings.
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Table 9. Summary of Safety Performance Results, NTBR Series.

Evaluation Criteria

NTBE-1

Results —I

NTBE-2

The test article shall contain the vehacle; neither the vehicle nor s
cargo shall penetrate or go over the installation. Controlled lateral
deflection of the test article is acceptable.

5

3.b.

Detached elements, fragments, or other debris from the test article

shall not penetrate or show potential for penetrating the passenger
COMmpartment or present widoe hacand w other oallic.

3.c.

Integrity of the passenger compartment must be maintained with no
intrusion and essentially no deformation.

3.d.

The vehicle shall remain upright during and after collision.

The test article shall smoothly redirect the vehicle, A redirection is
deemed smooth If the rear of the vehicle does not yaw mors than 5
degress away from the railing from time of impact until the vehicle
separates from the railing.

3t

The smoothness of the vehicle-railing interaction is further assessed
by the effective coefficient of friction u, where
p= [cos&-V /V)/sind.

Assesement
Good

Fair
Marginal

o
0.0-0.23
.26 -0.33

= 0.35

(4=0.28)

{p = 0.60)

3.e.

The impact velocity of a hypothetical front-seat passenger against
the vehicle interior, calculated from vehicle accelerations and 2.0-ft
longitudinal and 1.0-ft lateral displacements, shall be less than:

Oceupant Impact Veloeity - ft/s

Longitudingl  Lateral
0 25

and for the vehicle highest 10-ms average accelerations subsequent
to the instant of hypothetical passenger impact should be less than:

Occupant ridedown Accelerations - g's

Longitudinal  Lateral
15 15

Long.

Lateral

Long. Lateral

5
{10.8)

(22.2)

s 5 M
(19.4) {26.2)

Occupant Ridedown Accelerations (g2's)

Long.

Lateral

Long, Lateral

S (6.3)

5(0.3)

53.7 E{7.8%)

3h.

Vehisle exit angle from the barrier shall not be more than 12
degress, Within 100 fi plus the length of the test vehicle from the
point of initial impact with the railing, the railing side of the
vehicle shall move no more than 20 ft from the ling of the wraffic
face of the railing.

]
(1.6 deg)

5
(8.5 deg)

8
(0.83 fe)

M
1253 fi)

& - Sarsfactory
M - Marginal
U - Unsatisfacory
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7. STEEL-BACKED LOG RAIL
TEST INSTALLATION

The Steel-Backed Log Rail was constructed from 10-in (254 mm) diameter timber logs
backed by 6-in by %&-in (152 mm by 10 mm) ASTM AS88 steel plates, Backup plates were
attached to the log rails with %-in by 4-in (16 mm by 102 mm) lag screws, and the 10-ft (3.05
m) long rail elements were connected with 6-in by %a-in (152 mm by 10 mm) steel splice
plates, The railing was mounted on 12-in (303-mm) diameter round posts with cast steel
blockouts placed at each splice joint. The center of the rail elements was placed at a height of
11t 9in (0.33 m). Photographs of the Steel-Backed Log Rail are shown in figure 1035,
Design details are shown in appendix A.

TEST CRITERIA

This system was evaluated according to the PL-1 criteria presented in AASHTO . This
barrier system was being developed for use on park roads where the expected operating speeds
were 45 mi'h (72.4 km/h) or less. At the time these tests were conducted, there were no
recognized tests at low speeds except for the tests for PL-1. The full-scale vehicle crash tests
were conducted and reported in accordance with requirements specified in NCHRP Report
230" The vehicle damage was assessed by the TAD and VDL.%"



Figure 105. The Steel-Backed Log Rail
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Figure 105. The Steel-Backed Log Rail (continued).
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TEST VEHICLES

The test vehicles used in the evaluation of this systém are summarized in table 10, The
pretest vehicle dimensions and photographs are presented in appendix B.

Table 10. Test Vehicle Summary, SBLR Series.

Test No. Vehicle Test Inertial Weight
__(Ibs) (kg)
SBLR-1 | 1984 Dodge Colt 1,850 840
SBLR-2 | 1986 ¥ ton Chevrolet pickup 5,400 2452
TEST RESULTS

Test SBLR-1

The 1984 Dodge Colt impacted the Steel-Backed Log Rail at 30.6 mi/h (21.4 km/h)
and 19,2 degrees. The impact point, shown in figure 106, was located midspan between posts
nos. 2 and 3, or 15 ft (4.6 m) downstream from the upstream end of the installation. A
summary of the test results and sequential photographs are shown in figure 107, Additional
sequential photographs are shown in figure 108,

Upon impact with the log rail, the front bumper slipped under the rail, and the front-
right corner of the vehicle began to crush inward., The vehicle slid along the log rail and
reached post no. 3 at 64 ms after impact. The vehicle reached post no. 4 approximately 216
ms after impact and became parallel to the rail at approximately 352 ms. The vehicle exited
the rail at an angle of 2 degrees approximately 503 ms after impact. After exiting the rail, the
vehicle continued to travel downstream and to the left, coming to a rest 240 £t (73 m)
downstream from impact and 153 ft (46.5 m) to the left of a line parallel to the railing face.
This vehicle trajectory is shown in figure 109.

Test vehicle damage was relatively minor and was largely limited to the right-front
quarter panel and passenger door, as shown in figure 110. There was no intrusion or
deformation of the occupant compartment. Vehicle crush measurements are shown in figure
111.

Damage to the log rail consisted of minor scrapes on the surface of the rail and a
maximum permanent deflection of 2 15/16 in (75 mm) at the first post after impact. This
damage can be seen in figure 112, The effective coefficient of friction was found to be 1.18
and would be classified as marginal according to the AASHTO Guide Specifications for Bridge
Railings.*®

The longitudinal and lateral occupant impact velocities, as determined from
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accelerometer data, were 243 ft/s (7.4 m/s) and 21.1 ft/s (6.4 m/s), respectively. The highest
10-ms average occupant ridedown decelerations were 3.9 g's (longitudinal) and 4.8 g's
(lateral), The results of this analysis are summarized in figure 107 and table 11. The
accelerometer traces are shown in appendix C,
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Figure 106. Vehicle Impact Location, Test SBLR-1.
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SBLR-1

Dale . e ey 6/18/92
Installatiom ............. Stecl-Backed Log Guardrail
Pstallabo EEnEI: .o s von s Rk 80 fi
Post

BRSO R S Ponderosa Pine

DT BT e T s e e A e 12 in

SRR vt B R R o R e AR i 7ft
Rail Sections

Material: <oveesamnrnenrsrsming Ponderosa Pine

D g e T T 10-in

771 I s S Yty e 10 ft
Backup Plate

Material ... 0000 e ASTM AS588 Steel

Dimensions . .ov 0 viwias 6-in by Y%-in by 9 ft -9 in
Splice Plate

MHIOEFIBL v B T S ASTM ASBE Steel

Dimenslons oo ieviiaa i 6-in by %-in by 30-in
Cast Blockout

Maerial, = oo iU e T ASTM AS588 Steel

Figure 107. Summary of Test SBLR-1.

1984 Dodge Colt

Weight
ot Toelinl- o et r e iaeiRE St Sl 1,850 1bs
Croas SRS - s e B S N 2,015 1bs
PmpacrBpeal <507 v v S S e 50.6 mi/h
L AP M i S R 19.2 deg
L e ] W S 28.2 mi/h
e J T R N 2 deg
Occupant Impact Velocity
LOnBIRaIOnT . oo v im0 s e mi st nms i YR 24.3 fi/s
OORIRE v e T 21.1 fit/s
Occupant Ridedown Deceleration
EBREIMIAIAL. o vonicionm i st b A A 39%g's
RaAmeral i e e R A R e 4.8¢g's
Vehicle Damage
R e R e B N R B e R hy 1-RFQ-4
ERL dlenmme b, Lo Cob bove o o O0IRYES2
Vehicle Rebound Distance . . ........... 6f-11in@ 113 ft
Coeiicient OF Frctom o oo oo v a0 gsasa oo v wn aasmn e 1.18

Conversion Factors: | in= 2.54 cm; | lb= 0.454 kg
1f's = 0.3048 m/s
1 mith = 1.6095 km/h
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Figure 108. Overhead Sequential Photographs, Test SBLR-1.
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Figure 109. Vehicle Trajectory, Test SBLR-1.
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Figure 110. Vehicle Damage, Test SBLR-1.
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Figure 112. Log Rail Damage, Test SBLR-1.
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Test SBLR-2

A 1986 3 -ton Chevrolet Pickup impacted the Steel-Backed Log Rail at 46.1 mi/h (74.2
km/h) and 20.9 degrees. The impact point, shown in figure 113, was located midspan
between posts nos. 2 and 3, or 15 ft (4.6 m) downstream from the upstream end of the rail. A
summary of the test results and sequential photographs are shown in figure 114, Additional
sequential photographs are shown in figure 115.

Upon impact, the bumper of the test vehicle began to ride up onto the log rail. The
vehicle traveled along the top of the rail until it reached post no. 5 approximately 448 ms after
impact. After impacting post no. 5, the vehicle began to rotate clockwise, coming to rest
perpendicular to the rail 45 ft (13.7 m) downstream from impact. The vehicle trajectory is
shown in figure 116.

Test vehicle damage, shown in figure 117, was limited to the undercarriage on the
right front corner and along the right side. Vehicle crush measurements are shown in figure
118. The vehicle remained upright both during and after the test, and there was no intrusion of
the occupant compartment.

Damage to the log rail consisted of scrapes and gouges along the traffic face and at
some of the posts. A maximum permanent deflection of 9% 1n (232 mm) was measured at post
no. 3. The damaged barrier is shown 1n figure 119.

As a result of technical problems mncurred during this test, the accelerometer data was
not available. Therefore, the high speed film was analyzed to obtain longitudinal and lateral
occupant impact velocities of 14.8 ft/s (4.5 m/s) and 12.8 fi/s (3.9 m/s), respectively. The
highest occupant ridedown decelerations in the longitudinal and lateral directions were 13.1
o's and -13.4 g's, respectively. The results of this analysis are summarized in figure 114 and
table 11.
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Figure 113. Vehicle Impact Location, Test SBLR-2.
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TR DI - i o o o N e o e T i SBLR-2
R i T T R T A T/29/92
Installation . ........c00.. Steel-Backed Log Guardrail
Installation Lengit .. cvciv v n s b smiis ws s s 8O fi
Post

BRI s s T S SR Ponderosa Pine

DR EIEE: i e e B i R e 12in

T N e S i PSR (R 71
Rail Sections

Material . ... e Ponderosa Pine

DIAMEIEr . . . v e e e e e e 10-1n

Length . oo 10 ft
Backup Plate

WEAREHAL - oo i i i i w8 ASTM ASES Steel

DIMensions . .. .vvhvu oo 6 in by % in by 9 fi-9 in
Splice Plate

MEaReria] - o iR e e et ety ASTM ASER Steel

Dimensions: . ...viiiassdas 6 in by % in by 30 in
Cast Blockout

NEARARL .5 g b 0 e by ASTM AS588 Steel

Figure 114. Summary of Test SBLR-2,

Test Vehicle . ..........ovueuns 1986 Chevy % ton pickup
Weight

TestInestial , ..o oo vveveervviuvoans o 5,400 lbs
SRTEIE OERENE: 0o o a0 B D 5,565 lbs
DD OB . oovvcviis i uir e e e R 46.1 mi‘h
PO A0 i i s v S i b T 20.9 deg
FORESEIEIET i a0 A S B A T Y T NA
EOE AN vy v i e e S e NA
Occupant Impact Velocity
Longitadingl - o505 i reihe R e 14,8 fi/s
Embemal:f o im s R e 12.8 /s
Occupant Ridedown Deceleration
Longitadimal 0o in s b0 R s Mtk £ 4 S e 4 e e e 13.1 g's
1 W T O R S U A S -13.4p's
Vehicle Damage
i I — 1-RD-5
L oy o i e 0 e B 01RDES2
Vehicle Rebound DIstance ..o .o v ivsnsmvaanans Of
CeTRCREnT OF IR ot e e i e b e e NA

Conversion Factors: | in= 2.54 cm; 1 Ib= 0.454 kg
1 /s = 0.3048 m/s
| mifh = 1.6095 kmv/h



Figure 115. Overhead Sequential Photographs, Test SBLR-2.
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Figure 116. Vehicle Trajectory, Test SELR-2.
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Figure 117. Vehicle Damage, Test SBLR-2.
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EVALUATION SUMMARY

The tests described here were evaluated according to criteria for PL-1 bridge rails
presented in AASHTOQ Guide Specifications for Bridge Railings.™ They were conducted and
reported in accordance with the requirements in NCHRP Report 230.™ Table 11 summarizes
all of the relevant evaluation criteria from AASHTO, as well as the findings from the two tests
reported here.™ As shown in this table, the Steel-Backed Log Rail successfully passed all
requirements for PL-1 bridge railings. It should be noted that the pickup truck climbed on top
of the barrier after impacting it at 46.1 mi/h (74.2 km/h). When a bumper impacts the round
face of the log rail, it tends 1o slide either under the rail or over it. The barrier contained the
test vehicle, but it was close o its performance limit. Therefore, this barrier is not
recommended for park roads where the operating speed would be expected to exceed 45 mi'h
(72.4 km/h).
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Table 11. Summary of Safety Performance Results, SBLR Series.

Evaluartion Criteria

The test article shall contain the vehicle: peither the vehicle nor its
cargo shall penetrate or go over the installation, Controlled lateral
deflection of the test article is acceptable.

Resules

SELE-1

SBLE-2

3.b.

Detached elements, fragments, or other debris from the test article
shall nnt penetrate or show potential for penstrating the passenger
compartment or present undue hazard to other traffic.

7]

Integrity of the passenger compartment must be maintained with no
intrusion and essentially no deformation.

.d:

The wehicle shall remain upright during and after collision,

The test article shall smoothly redivect the vehicle, A redirection is
deemed smooth if the rear of the vehicle does not yaw more than 5
degrees away from the railing from time of impact until the vehicle
separates from the railing,

The smoothness of the vehicle-railing interaction is further assessed
by the effective coefficient of friction p, where
p= lcost --vpf ¥y /sinf.

Assesament
Good
Fair
Marginal

T
0.0 - .25
0.26 -0.35
= 0.35

(e=1.18)

NA

3.z,

The impact velocity of a hypothetical front-seat passenger against
the vehicle interior, calculated from vehicle accelerations and 2.0-ft
longimdinal and 1,0-ft lateral displacements, shall be less than:

Oecopant Impact Velocity - fifs
Longimdinal Lateral
30 25

and for the vehicle highest 10-ms average accelerations subsequent
to the instant of hypothetical passenger impact should be less than:

i‘f;I : ]

Long.

Lateral

Long,

3
(24.3)

(21.1)

5

5
{14.8) (12.8)

Crecupant Ridedown Accelerations (2'5)

Long.

Lateral

Lateral

s
(3.9)

4. 8)

5

5
-13.4)

3.h.

WVehicle exit angle from the barrier shall not be more than 12
degrees. Within 100 fi plus the length of the test vehicle from the
point of initial impact with the railing, the railing side of the
viehicle shall move no more than 20 ft from the ling of the traffic
face of the railing.

5 - Batisfactory
M - Marginal

U - Unsatisfactory
MA - Mot Available
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8. SUMMARY AND CONCLUSIONS

The safety of each of the five systems described here was evaluated according 1o criteria
in AASHTO and NCHRP Report 230.%# Several of the systems required design changes
throughout the evaluation, but the final design of each system was found to pass the required
safety criteria.
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10. APPENDIX A - DESIGN DETAILS

The design drawings for the systems tested under this program are presentéd in this
section. Design modifications were required for several of the systems during the full-scale
testing program. These modifications were made, and the drawings prepared, by engineers at
FHWA’s Eastern Federal Lands Highway Division.
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11. APPENDIX B - TEST VEHICLES

Photographs and relevant dimensions and weights of the test vehicles used in this testing
program are presented in this section. The test vehicles utilized in this program included large
sedans, small cars, and % ton pickups. The instrumentation of these vehicles is desenibed in
Chapter 2 of this report,
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Figure 135. Test Vehicle, Test SBT-1.
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Make: Ford Test Mo.: SET-1

Vehicle Geometry

' I
Model: LTID _Crown Victoria Tire Size: F205-73R15 nches
Year: 1985 VIN: 1FABP43FBFZ109889 o=—12870 p- 390
- 1120 d - 57.0

e _ 555 ¢ _ 2085

= l q— _205 , _ 5256
c : 18.5 ;
a| el - i v-:_-m " BT 1 ik S
l R 4.5 O - 14_5
! | AR
—_— S 62.25 &= MA

o BEE o 1833

=g ;o— NA
) D ' 5.0 liter

Engine Size:

Ll

b b Vg l s
7w { = Wl
Transmission: _ Automatic

weight (ibs) Curk Test Gross
Inertic! Static
- 2180 2400 2315
W3 1890 2080 1885
'i.l'ut.c'tﬂl 3650 *NEU 4.33':‘

Domage prior to test: None

lin=254 mm 11b= 0454 kg

Figure 136. Test Vehicle Dimensions, Test SBT-1.
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Figure 137. Test Vehicle, Test SBT-2.



Moke: Buick Test No.: SBT=2

Vehicla Geometry

Model: LeSobre Tire Size: P215-73R15 Inches
Yeor: 1984 . VIN: 1G4ANEO4BEX424358 o — _77.0 _ 415
& — 116.0 g — M
v cBES ¢l 2040
g— _220 p. 3510
° : j —_180 80
ne=—_ 50 b 150
p— 21 q -~ 820
r — 265 g — LZE’
e U |
s
7 o Engine Size: _5:0 liter

Transmission: _ Autemotic

Weight (lbs) Curb Test Gross
Inartial Static
W1 2210 26832 25498
=T 3 T e
w2 1580 1933 1 B55

—_ ) - o
Viotal 3770 ART18 4458

Mone

Daomege prior to fast

1in=254 mm 1lb=0.454 kg

Figure 138. Test Vehicle Dimensions, Test SBT-2,
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Figure 139. Test Vehicle, Test SBT-3.
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Moke: Ford . Test

Maodel: LTD Crown Victaria Tire

Year: 1885 WVIN:

N _SBT=3

2FABP43GXFX207998

Vehicle Geomelry
Inches

_ 770 , _ 370

o

=T P —
— 20 — 20.0
ol - —— [ *—] . q ! ’
|‘. e j =180 m— _8.29
—-—] ) - A0 o — _12.3
) r p— _B25 q — _MA
= . . 27.0 15,25
1=t e 5o
l! ﬂ-'l-: f-":-? o MA
LT — Bl
E | m c i - ; . 391 cu. in
= wi = w2 Engine Size: - .
Tronsmission: _Aulomatic
Weight (ibs) Curb Test Gross
Imartial Static
wo 1630 1972 2047
Wistol 3840 4496 4656
Jamcge prior to tesi hone
1in=254mm 1lb=0454 kg

Figure 140, Test Vehicle Dimensions, Test SBT-3..
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Figure 141. Test Vehicle, Test SBT4.
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Make: Mercury Test No:: SBT—4
Vehicle Geometry
Model: Grond Marguis Tire Size:r P215-75R15 inches
Year; 1EE4 viN: IMEBPYSF1EZ623182 o _76.0  _ 40.0
e TTAL 4 = 560
e Aaak § e 1N
—ETE e e |
—H | 0 o— 20.0 e 2o 51.0
| Wi L | =
. g Ny ke
‘” ehicle P 20.0 .. 80
—{ 1 leer——aflTTl | n— 5.0 o 140
L] -:, — D'S-D q _— E-S_G
"_'lr ﬁg_‘@x ¥ v
=t = = .i . PES < _ 165
j = L
L mf — 0o b ) | 335
FoQ 031 -
B " | )
© W1 : vwze Engine Size: 5.0 lter
Transmissian: __Automatic
WE;ghi UhS:] Curb Test Gross
Inertial Static
W1 2250 2661 2576
W2 660 2007 1932
Wiotal 3810 4EB8 4508
Damage prior to test: None
1in=254 mm 11b=0.454 kg

Figure 142. Test Vehicle Dimensions, Test SBT-4.
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Figure 143 Test Vehicle, Test SBT.5.



Maoke: Ford Test No.: SBT-5
Vehicle Geometry
Model: __LTD Tire Size: F2Z30-73R13 AR
Year: __ 1984 viN: 1FABPE3G3E22182181 o — _765 5 410
o TTEE e BTS
e = ‘: ——
' 27.0 49.8
(I Ftc l g g = e
. f | wah 9 -
°1° 11 ] n R S [ SN -
- lg”j—iﬁ!—'——-l EOP o = TR
) , 5 — _063.0 q — B30
- =l c_ 280 . _ 160
=] ¢
| TNt —— { — 345
Dr.;[- I' 9
| " F % | .
'; < ; g Engine Size: _=21 VB
Transmission: __Automotic
weight (Ibs) Curb Test Gross
Inartial Stotic
W1 2310 . 2627 2542
W2 1550 £033 1958
Wiate 3860 4880 L300
Domage prior to tesi: Nane
1 in=25.4 mm 1 Ib=0.454 kg

Figure 144. Test Vehicle Dimeénsions, Test SBT-5.
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Figure 145. Test Vehicle, Test GWMP-1.



Maoke: Dﬂdge Test No_: GWMF—I

Model: __Colt Tire Size: P155/80R13
T == = ]‘k{‘ T
UT P & — wi—.'u' q

oW1 | +\'l'.2
Weight (Ibs) Curb Test Gross
Inertial Stotic
Wi 1175 1225 1305
w2 £25 625 705
Wiatal 1800 1850 2010
Moment of Inertia (lb—sec® —in) — Gross Static

Roll (Ix) 1298.0

Pitch (ly)  5628.0
ik L ' 1in=254mm

Yaw (lz) 9118.0

Damage prior to test: SEE PHOTOS

Vehicle Geometry
Inches

g — =280 b o—
c— 905  4-—

(e B
e |R2
Lo B 1 #)

¢ — J1.5 i —154.5

g — 19:3 h— 205
j — 170 m—_43
n— _6.0 o— 150
p =540 - gq-— 333
F_ 225 _ 1425
t — 210

Engine Size: % ¢yl

Tronsmission: __manual

11b = 0.454 kg

Figure 146. Test Vehicle Dimensions, Test GWMP-1.
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Figure 147. Test Vehicle, Test GWMP-2.
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Moke: Dsdge Test Na.- CWMP =2

Madel: Colt Tire Size: P155/8DR13

Vehicle Geometry
inches

a — _60.0 b — 299
c— 915  4— 525

g — 19.5 h — _38.0
j — 9.4 m— _ 2.0
B — kD o — 168
p— 53.6 q — 53.0
o 22.9 s — 145
t — 20.25

Engine Size: % ¢yl

Transmission: __Manual

11b=0.454 kg

Weight (lbs) Curb Test Gross
Inertial Static
Wi 1175 1068 1162
w2 525 708 774
Wtotal 1200 1776 1936
Moment of Inertia (lb=sec® —in) - Gross Stotic
Roll {ix) NA
1 ; MA
Fiteh () lin=25.4 mm
Yow (lz) MA
Damage prior to test: SEE PHOTOS

Figure 148, Test Vehicle Dimensions, Test GWMP-2.
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GOODF YEAR

Figure 149. Test Vehicle, Test GWMP-3.
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Do te: ____3_{3_‘_4_{?5‘____ Test Mo GWMP-3 Vehicle LD #: IQBEL_E"}_ _@;JI?UE]G

Moke  ChEVFOlET Modet: =—20 3/4 ton Pickup

P e R R i

Tire Size: C32/BIK16 Year: 198D Odoneter: __Cxceeds Mech. Limits

O R e - —— v ———

] Vehicle Geomesry — inches

.1 77 b ___SE____

- -

X
B

scceleromeigrg 09090 002F mEEEEsEs e S

; ot i ___4_&;‘5___
L. Tire ca ———— A S

ey L e s S T

™

{.‘ ( P o T -.;25:.5-.. n ...__ﬂ'...(.l_..._
i |__ i@j Toln o AB8 . poBRiE.
| : e 05, Lo 078
]'- v g —~ b = ‘ e B )
| vl_,-l 'i?‘_.a Enging Type: ___ &8 CWL____
i ¢ 350 cuw. in

Engine Zize:

-

Tronsression Type!

Weight = pounds  Curhb Test Imgrtinl Gross Stotic |
“ 1950, __2610 . __2528 gl o0 b
w2 ;2490 __ 200 ..88fc
wiotel _ 4440 __ 3360 ___3400
Hote any domoge price to test et PR el s Tt e R o e e
Tm=254mm 1lb=0454 kg

Figure 150. Test Vehicle Dimensions, Test GWMP-3,
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Figure 151. Test Vehicle, Test FPAR-1.



Make: Docge Test Mo _FPAR—1 Vehicle Geomatry
= Inenes

Model: __Colt Tire Size: P155/BOR13 g — SBD b — 349
80.0 4— 52.0

Yaar: 1984 G =
e — 2.0 e TG

|
18
<1
|
-J
in
oo |
- ]
|
g
Ln

o|' o “
..___ 2 - A \-‘Jj— p — 51 5 [ g — 22-5
g—_15
3 Engine Size: % oyl

Transmission: _ Monual

weight (ibs) Curb Test Gross
Inertial Static
w1 735 1168 1265
w2 1095 738 304
total 1850 1904 zZ0588
Domaoge prior ta test: NONE

Conversion Factors: 1lin=254cm. 1lb.=0.454ke.

Figure 152. Test Vehicle Dimensions, Test FPAR-1.
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Figure 153. Test Vehicle, Test FPAR-2.
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Date: _ 3713732 Test No: FPAR-E verecie LD 8 1OCGC2SMKEILTITOS

Moke: __Chevrolet Hogel 374 ton Custon Deluxe C-20
Tire Size: ALTS35/85R1E Year- 1554 Odometer: 106270 ..

Vericle Cepnetery — nches

IO FURSRN -
a
RN, - . - [ . -
] - - . Fo_Lgl83 __
< -, - [ - e
| vsnmawne J o845 .
| T U it e
T i o i ™ ___:‘_____
o 17 . p .8 ___
— ) &~ T s . RS .

Engine Typer __  Scyl _____

Engine Size: ___F30Cw S

——— e

4 = wheel weght ¥ ____rf____Ir____rr____ Transrigsion Type
Lutomato nr@
veight = gounds Curb Test Inertal Gross Stats
i 1999, L2 __3®a FAD, e i o D
wa _B330 __@3W.... __.BeEE____
weotel  _AD20 0 __ 35300, -1 .
Note any damage prior to test _ Mene . I e s
Conversion Factors: 1n=254cr Tib.=0.454kg.

Figure 154, Test Vehicle Dimensions, Test FPAR-2.
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FPAR3 =

-

Figure 155. Test Vehicle, Test FPAR-3.



e ——— - - — -

Mawe __FORD TR LT 1 T
Tire Sizes R??ﬁar’ .E.g?h];f: vear 1283 Doceeter: __J10.237

(- i — Vekhicle Goometry - inches

a __,_-"'_t‘é__- B -_.25_--.

1 c. 133 e«_725_.

e J075_ ¢ _2l275.

I -, - S e . . I

R oo S . -

I i s i esecn 40

n -.F-:?.'.?-- n --_3,",-.--.-
F E

o 1585 p6373/6435

- | W A ¥ =

T T owm - VJ-Z' Engine Typer ___6C¥L. _____
2 Engine Szer __ 300CL/in,

: Trans—ission Type
Weight = pounds Curi fost Irer bl Cross Static Autamatic ,D,.
w1 SiR0. E2Ma. 0 e
FVWD or BWDer 4WD
w2 2200, _ 2488 @ __g068

wiotal 4060 5400 = __ 53963 __.

Note any demoge prior to test Mnar kody danage on passenge

-

Conversion Factors:  [in=254ch. =0 a54kg.

Figure 156. Test Vehicle Dimensions, Test FPAR-3,
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Figure 157. Test Vehicle, Test NTBR-1.

228



Date e Test Naw TR Vebicte Lo, # GCOCOEIIS2UE
- com D r a0 G e nn
Wake _ Chevrolst_... — Model SU3I07 Deluxe 20 yepp U980 paometer 122.30
Tre Sizen LT/233/85R16
= —_— Vehicle Geonetry - hches
AR Y N
_| P e )
H e—r= ] | e L __El3 __
2 7
sccrirroneters 0 e 7 J—
= J. B
] —w-—T'I"I' din Kk H—— L e
d o — mo2E2 37
PR B T
l @ - @) = Hllﬁ-“ P ———
—— c b - )
vw v\-e Engine Typer V3 e
f 3
Enge Stzer _350_cu, dn
Transsission Type!
Automatic{or Marual
Weght - pounds Curk Tert Inertinl Gross S4otc
wi AR .22l 2538 FVD or[RWD]er 4wD
WE 2580 ___2629 2728

WEetel ARG - L SRO0. . iR

Mote eny damoge prior to test __iorpe ”

1in=254 mm 11lb=0454 kg

Figure 158. Test Vehicle Dimensions, Test NTBR-1.
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Figure 159. Test Vehicle, Test NTBR-2.
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I~ Accelersmetera

Q vehicle
& P
Tire diaz L
Wneel dia = —

|

1 L]
Geometry = in.
a 32,5 d 56 i 20,75 m 5.5 P 53.5
B 80" e 3 k I . T y 2
c 97 £ 159 L 36 o 4 a L0
Test Gross
Hags — 1b Curb Inertial Static
Hy 1310 1150 _1243
Hz 760 700 7
Mt 2070 145 2015
h - 4nm. 15.5 16 3b
£~ 1n L —_ 551
¥ehicle Twoa 1984 Benanl® Epncore
| in=25.4 mm 11b=0.454 kg

Figure 160, Test Vehicle Dimensions, Test NTER-2.
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Figure 161. Test Vehicle, Test SBLR-1.
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I~ Accelercarters

Q vehicle

p| vheel
a base

Tire dia X

Wheel dia

ok
5

r

GCeonetry = in.

a_§2.0 d_S52.0 J 18.0 ®__5.0 P5L&.0
MoRRs s _22.0 k17.0 n__§.25 A D
€_90.0 f 155.5 L 46,5 ©_15.5 14,0
Test Gross
Hars = 1b Curkb Inecrcialt® Stacice®
Hj 1107 1205 1290
H2 . 555 645 - L
Ht |ﬁ°'!2 185D 2'“5
h - in. (=) 31.75 3175 11,75
g = in. (m) 21.0 21,0 21.0
Yehicle Type T 3
1984 Dﬁdge Colt lm—254mm Ilb”0454kg

* Ready for test but excludes passenger/cargoe pavload
** Gross ready for test including passenger/cargo payload
Figure 162. Test Vehicle Dimensions, Test SBLR-1,
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Figure 163. Test Vehicle, Test SBLR-2.
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Dater _7/28/92 Test Nos _SELE-Z

"uk.|Chevrﬂlet

Tre Size L2 1000

Model: Custom Delure Eﬁhmh 1986

Vehicle LD "IGCB(:?&HEI[ 116120

Ddometer

Vehicle Geomnetry - inches

a /8 p 1.5
cl32 & Tt
Bl e 2
el ... S
Koo b
3
- M B
18.5 Hib
B e p = =
0.5 17
r R s ____
-— C k- En . V8
Vv Ve o Type
3 150 cu, in.
Engine Sizev _ ;
4 - wheel weight IF____ rf Ir rr Transmission Type!
Automatic or Manual
YWeight - pounds Curlk Test Inertial Gross Static
Wi 2600 2760 2840 FwD or[EWD! or 4WD
we 2000 _ 2640 2725
wtotal _A48U0 3400 5565
None
Note ony damage prior to testh - - e
lin=254 mm 11b=0.454 kg

Figure 164, Test Vehicle Dimensions, Test SBLR-2,

iy

L Bt
dnd



12. APPENDIX C - ACCELEROMETER DATA

This section contains the accelerometer data from all of the test conducted under this
program. [t should be noted that technical problems were encountered during tests nos.
SBT-3, GWMP-1, FPAR-1, FPAR-3 and NTBR-1 which resulted in the loss of accelerometer
data. The high-speed film was analyzed for these tests to obtain change in velocity and
acceleration data, but there are no accelerometer traces to report in this appendix.
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LONGITUDINAL DECELERATION - TEST SBT-i

20.0
7.8 11

(i's
=
-
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Yalan

Figure 165. Graph of Longitudinal Deceleration, Test SBT-1.
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LOMGITUDINAL VEHICLE CHANGE IN SPEED -TEST S5ET-I

B0:0

40,0 "/,

fi/s

0.0

7{
/

//“

0.00 0,05 .40 0,15 0,20 0.25 0,30 0.35 @,

Seconds

Figure 166. Graph of Longitudinal Change in Velocity, Test SBT-1.



LONGITUDINAL OCCUPANT DISPLACEMEMT - TEST 5BT-1

Ed.0

49.0

30,0
00 |f

200 —!

Inches

0,0 )/

0 .00 0,08 8,10 0,15 0,20 0,25 .30 035

Seconds

Figure 167. Graph of Longitudinal Occupant Displacement, Test SBT-1.
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LATERAL DECELERATION - TEST SET-1

0.0

6.7

1540

10.0

G’
=
.\'__‘.——u-
e

] |

0.0 . b\jvuv VARVA

L5

=B

#-': uti E!E G|3 uul'i ﬂ.

Figure 168. Graph of Lateral Deceleration, Test SBT-1.
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LATERAL OCCUPANT IMPACT VELOCITY
g0 0
_/\"‘_“ - S TR
40.0 /J
2
Z2Le
20.0
0.0
. 1
O.115 |
| .
0.0 + 4 0.2 0.3 0.4 0.5 ¢.6 0.7 |
Seconds

Figure 169. Graph of Lateral Change in Velocity, Test SBT-1.
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LATERAL OCCUPAMT DISPLACEMENT
EQa0
42 .0
20 .0 4
s
o
=
20,04
(2.0
100 7
'JI
o5
0.0 === :
D.l:l I?Ii l:'.E Glg ':';H' U.s I:'*E' c'l-'r
Seconds

Figure 170. Graph of Lateral Occupant Displacement, Test SBT-1.
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Li's

Longitudinal Deceleration - Test SBT-Z2 - Right Accel.
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Figure 171. Graph of Longitudinal Deceleration, Test SBT-2.
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I/E

Longitudinal Change in Velocity - Test SBT-2 - Right RAccel. |
1

Figure 172. Graph of Longimdinal Change in Velocity, Test SBT-2.
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Relative Longitudinal Occupant Displacement - Test SBT-2 - H

LT s B T I B AR e can puh

£0. 05—
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Figure 173. Graph of Longitudinal Occupant Displacement, Test SBT-2.
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Lateral Decelerations - Test SBT7-2 - Front Accel

20..0

Figure 174, Graph of Lateral Deceleration, Test SBT-2.
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Lateral Change in Velocity - Test S5BT-2 - Front Rcceleromets

ft/s

Figure 175. Graph of Lateral Change in Velocity, Test SBT-2.
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Lateral Occupant Displacement — Test SBT-2 - Front Rcceleron
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Figure 176. Graph of Lateral Occupant Displacement, Test SBT-2.
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LOMGITUDI NAL DECELERRMTION - TEST SET—4a

|

g =
N NW U Jﬂﬁﬂwﬂj‘w N WA/l ﬂuﬂ AR
N J

Figure 177. Grapa of Longitudinal Deceleration, Test SBT-4.
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LONGITUDINAL OCCUPAMNT IMFPALCT VELOCITY - TEST SBT -4

40, 0

30. 0 —

fifs

20,9 //

10. 0

& ] " L] - ¥ . IB
0.0 .1 0. 2 .3 Q. 4 gmﬁ 0.8 g.7 0

Figure 178. Graph of Longitudinal Change in Velocity, Test SBT-4.
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LONGITUDINAL ODCCUPRAMNT DISPLRCEMEMNT — TEST SHT-o

100. 0

80.0

680. 0D

20. 0 /

0. D 0.1 0.2 o. 3 0. 4 Eégﬁ 0.6 0.7 0.8 4758

/
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/
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Figure 179. Graph of Longitudinal Occupant Displacement, Test SBT-4.
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LATERAL DECELERATION = TEST SBET=4

20. 0

Gs

L

0.0 I . + S0 ROy DO | i hoa o fl
) [ | \\waﬁ\ﬁ‘ﬂ.ﬁuu UFUUILWW\IUUU
'!
|
0. O 3 0. 2 B3 G.I4 gé;:E 0.8 G 7 c. B8 0.8

Figure 180. Graph of Lateral Deceleration, Test SBT-4.
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LAETERAL QCCUPARNKT IMPRCT WVELOCITY = TEST EBT—&

=0. 0

sy

<0. 0

30. 0

fi/s

20. 0

10,0 /

0.0 0.1 0.2 0.3 0. % 0.5 0.5 0.7
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Figure 181. Graph of Lateral Change in Velocity, Test SBT-4.
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LEBTERAL OCCUPANT DISPLRCEMENT — TEST SBT—=

50 E

100.0
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50. 0 7
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Figure 182. Graph of Lateral Occupant Displacement, Test SBT-4.
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Longitudinal Deceleration - Test SBT-5

15.0 i ; wen i e

Figure 183. Graph of Longitudinal Deceleration, Test SBT-5.
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Langitudinal Change in Velocity - Test S5BT-5

fi/s

wrerane-rien vt BT,
]

Figure 184. Graph of Longitudinal Change in Velocity, Test SBT-5.

2ad



Longitudinal Relative Occupant Displacemsent - Test SBT-5
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Figure 185. Graph of Longitudinal Occupant Displacement, Test SBT-3.
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Lateral Deceleration - Test SBT-S

Figure 186, Graph of Lateral Deceleration, Test SBT-5.
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Lateral Change in Velocity - Test SBT-5
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Figure 187. Graph of Lateral Change in Velocity, Test SBT-5.
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Latera! Occupant Displacement - Test SBT-5

20. ¢

0.000 0.020 O, 040 O©. 060 G080 0.100 0.120 0.140

Figure 188. Graph of Lateral Occupant Displacement, Test SBT-3.
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[CONGITUDRAL DECELERATON — TEST GWWE—2

0.0 0.3 6.2 0.3 O4 0.5 0.6
Sor

|

Figure 189. Graph of Longimudinal Deceleration, Test GWMP-2.
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CORIGTOORAL COCLPANT WPACT VELOOTY = TEST GiiP=7

60, D

40, 0

A

20, @ —

Figure 190. Graph of Longitudinal Change in Velocity, Test GWMP-2.
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CORGTUONAL OO ANT DL ACERENT — TEST Gie—2

i

80. 0

40, ¢

24,0

[te]

Figure 191. Graph of Longitudinal Occupant Displacement, Test GWMP-2.
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[CATERAL TECEIERATION — TEST Gae—2

20. 0

10.0

Wy

Figure 192. Graph of Lateral Deceleration, Test GWMP-2.

265




LA TemAL CLCLEANT REAL T WELOLHY — LWhE—2
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Figure 193. Graph of Lateral Change in Velocity, Test GWMP-2.
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LATERAL OCCUPARNT Dirf ACERENT — 1051 Gahi—2

I / |

100, O /

/
/

50, O /

40, 0 / |
|

2100

o

o

=

Figure 194. Graph of Lateral Occupant Displacement, Test GWMP-2,
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Figure 195. Graph of Longitudinal Deceleration, Test GWMP-3.
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Wahicle Chonos n Welooiy — Test Gk —
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Figure 196. Graph of Longitudinal Change in Velocity, Test GWMP-3.
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Figure 197. Greph of Longimdinal Occupant Displacement, Test GWMP-3.
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Latera Venclke Dlecgleration — lest GWH -4

] EDI D_..... .. = : ' : -

(¥ 1]
o
1

o 6.1 02 o6.3 o4 ©.8 DA o7 E o
e

Figure 198. Graph of Lateral Deceleration, Test GWMP-3.
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Figure 199. Graph of Lateral Change in Velocity, Test GWMP-3.

272



Loterd Uccuoont Dispocement elgtive 1o Vehice — Test QWE—3

fehes

Figure 200. Graph of Lateral Occupant Displacement, Test GWMP-3,
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Wi FPAR—Y Lonotudind Acceleraton

Mo Occuoont Ridedown Accelsratione = 83 Cé

Figure 201. Graph of Longitudinal Deceleration, Test FPAR-2.
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Figure 202. Graph of Longitudinal Change in Velocity, Test FPAR-2.
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Figure 203. Graph of Lateral Deceleration, Test FPAR-2.

276




-7 -C'. G l — : --. —
0.00 005 0.10 015 020 025 0.30 0.33 0. 40 0. 45

Figure 204. Graph of Lateral Change in Velocity, Test FPAR-2.
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LONS TUDINAL Dl P PRATION — TEST NIEHS — ACLETENCMVETER NTAHOLY
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Figure 205. Graph of Longitudinal Deceleration, Test NTBR-2.
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Figure 206. Graph of Lateral Deceleration, Test NTBR-2.
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ORGTOCRAL TR CETERATION — TEST SoU R — ACCELEROM
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Figure 207. Graph of Longitudinal Deceleration, Test SBLR-1.
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LATERAL DECELERATION (G's)
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Figure 208. Graph of Lateral Deceleration, Test SBLR-2.
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