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In groups, we were tasked to design a variety of suspension setups for an Aston Martin DB9 that we ran in the Base Performance Simulator. The differing suspension setups changed how the roll stiffness distribution affects the steady state load distribution of the Aston Martin DB9 Race car model. Also using the simulator, we investigated how adjusting the aerodynamic devices affected the aero loadings. We then used MoTec, a racing sim software to analyse the data and make it comprehensive. 
It is important to understand how a car handles when one adjusts the suspension setup because it applies not only to motorsports but all forms of motoring. The weight transfer setup recognizes the importance of ride height and roll stiffness in determining a good balanced set up for the car. It applies for all cars, especially racing, sports and high-performance road cars (Weight Transfer, n.d.).
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We started our investigations by performing a series of straight-line coast down tests from 206 km/h (57 m/s) to 0. We adjusted the front and rear wing settings from minimum to maximum as follows: F1:R1, F1:R6, F1:R12, F2:R1, F2:R6, F2:R12, F3:R1, F3:R6, F3:R12. We decided to use these settings as they provided us with the ability to analyse the aero loads gradually by keeping the Front values fixed (at min, mid or max) whilst adjusting the Rear values. This meant that we had sufficient data to produce clear graphs.
Then we did some steady state testing with varying roll stiffnesses in the same manner as mentioned above. The steady state tests were conducted at 50 km/h (13.88 m/s) and around a corner radius of 25m. We adjusted the anti-roll bars, springs and a combination of anti-roll bars and springs to get a competent grasp of how the roll stiffness distribution effects weight transfer/load distribution and vehicle balance. 
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[bookmark: _Toc35449724]Graph 1 ARB - Weight Transfer and Roll Stiffness Distribution
Graph 1 shows how the weight transfer changes as the anti-roll bar rates change, it also shows the predicted weight transfers for both the front and rear. It is clear to see that there is a strong positive correlation between my predicted figures and the actual figures, all of which were calculated in MoTec, using the above maths channels. My predicted figures are not exactly the same as the actual figures. They are underestimating the amount of weight transfer at the front by an average of 242.93N and at the rear by an average of 199N. This shows that whist the results are not exact they follow the same trend or pattern as the actual results and can still be seen as credible. 
The roll stiffness distribution also follows a similar trend to the Actual Front Weight Transfer values but is much closer matched to the predicted values. As one adjusts the anti-roll bars from Fmin:Rmax to Fmax:Rmin one can see that the weight transfer for the front increases and the weight transfer for the rear decreases. This is because as the anti-roll bar rate at the front increases more force is being applied to the road from the back of the car; 
‘Essentially the strategy is to change roll stiffness, largely by upgrading anti-roll bars to ensure that the tyre loads are distributed to optimise outright grip’ 												(Roll Stiffness and Weight Transfer, 2004-2020). 
This is because with a softer setting at the rear there is less resistance to the roll of the car by the suspension, in this case an anti-roll bar. This is supported by the roll stiffness distribution line. It clearly shows an increase of 20% to the roll stiffness distribution towards the front.
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Graph 2 shows how the weight transfer and roll stiffness distribution change with changing spring rates. There are positive correlations between both actual and predicted sets of data. This weight transfer data follows same pattern as the Anti-roll bar data, but the spring weight transfer increases or decreases respectively by a smaller amount. The predicted weight transfer values follow the actual values closely, with an average underestimation at the front of 265.5N, 181N at the rear. The graph shows that when the front springs are at maximum, the roll stiffness distribution is furthest towards the front, 74%. It also shows that when both springs are at their maximum the roll stiffness approximately splits the difference between the Fmin and Fmax.
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Graph 3 shows how the roll stiffness changes when you change both the Anti-roll bars and springs. As you increase the spring and anti-roll bar rate from Fmin:Rmin to Fmax:Rmax the change in load transfer is very slight, less than 100N for both front and rear data. The roll stiffness distribution line also supports this statement as it too increases by a small amount, however the scale is zoomed in for ease of reading. The predicted weight transfer values follow the same trend, but with an average underestimation of 256N at the front and 185N at the rear.
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Graph 4 shows the total weight transfer (actual and predicted) and understeer. As you can see all of the lines follow similar trends. The predicted values are almost a mirror of the actual total weight transfer, but underestimated by average of 442N. Understeer occurs when there is more weight transfer at the front than the rear (Tudor, 2020), this is because the increased load deforms the tyres contact patch and so the vehicle cannot get sufficient traction to drive the vehicle around the corner. The understeer increases to its max when the Front is at its minimum setting, this is because front weight transfer is approximately 400N more than the rear for that setup, despite being on the softest setting. 
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Graph 5 shows the correlation between weight transfer and understeer respective to springs. The predicted and actual total weight transfer values follow the same trend but with a disparity of around 450N. The graph also shows that as the front spring setting goes from min to max the understeer increases to its maximum value, because of the increase in front weight transfer from stiffer spring rates. This is also shown when the springs are at Fmin:Rmin, because the understeer values drop as the springs get softer due to less deformation of the contact patch of the tyre.
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Graph 6 shows the actual and predicted weight transfers for both the springs and anti-roll bars. It also shows understeer values. However, whilst one can see that the actual and predicted weight transfer lines follow similar trends, there isn’t enough data to see a clear correlation for the understeer data. Thus making it an informative but inefficient data set.
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Graph 7 displays actual and predicted Magic Number (Load Transfer Distribution) and Roll Stiffness Distribution towards the front. The actual magic number is a much smoother line with less extreme gaps between setups. However, the predicted values (whilst following the trend of actual) are considerably larger than the actual magic numbers for 3 of the setups. This could be down to several factors, there could be a human error in the creations of the maths channels in MoTec, or limitations and assumptions made by the simulator. The roll stiffness line follows the actual magic number closely but is almost exactly the same as the predicted magic number. This is because the roll stiffness distribution influences the load transfer distribution, as the amount of roll stiffness towards the front is increased so will the load transfer distribution towards the front. They are proportional. However, the reasons for the roll stiffness being closer to the predicted numbers could be because the simulator assumes that the chassis is infinitely stiff, therefore the roll stiffness distribution will follow the Load Transfer Distribution pattern.
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Graph 8 shows that all three set ups follow the same trend, with the predicted following the roll stiffness distribution. The actual and predicted magic number lines are similar but the predicted appears to be less consistent and overestimates on setup 2, 3, and 4. Setup 2, Fmax:Rmin, is when the predicted magic number is the highest and furthest from the actual values. As mentioned above, the simulator assumes that the chassis is infinitely stiff. Chassis stiffness is the resistance of the chassis to bending or twisting during dynamic conditions (Wheel Rate and Chassis Roll Stiffness, 2018). We determine the magic number in the same manner as the roll stiffness distribution. You calculate the magic number as follows:
		
Therefore, they are both front biased distributions.
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Graph 9 shows the roll stiffness and magic number increase as overall stiffness is increased. The lines on the graph follow the same trends as Graph 7 but less so with Graph 8. This is because there aren’t enough values to compare this graph to Graph 8. This graph also shows a very clear and strong relation to roll stiffness distribution, load transfer distribution, understeer and spring rates. The more resistance provided by the springs/anti-roll bars; the more force gets applied to the road through increased weight transfer. This deforms the contact patch of the tyre, decreasing grip and increases behaviour such as oversteer and understeer. With more roll stiffness and load transfer at the front of the car it will understeer through high velocity corners.
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This is of data taken from the straight-line testing. 9 different setups were used, and the aerodynamic loads front and rear were calculated, other values were then calculated such as coefficient of lift and drag. Graph 10 shows how adjusting the front and rear wing settings increases and/or decreases the aerodynamic forces. In setup three the graph shows that as the front wing is on its minimum setting and the rear wing is at its maximum setting the front aero forces decrease as the force on the back of the vehicle is lifting the front. This trend is followed throughout the graph. More rear downforce will make the car more stable and will generally produce a stronger understeering tendency in fast corners, because, as the speed increases, the rear wheels will get more and more load (Quintarelli, 2018). This statement supports the data as we can see that as we increase the aero loads, the load transfer values increase causing the vehicles understeer to be more obvious.
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Graph 11 shows how the coefficient of lift changes with the changing wing setups. The front coefficient of lift drops as the rear aero increases but increases when the front aero increases. the coefficient of lift for the rear stay’s constant until the front increases to its middle setting, then starts to do the same as the CL front line. The total lift line also follows the same trend but is a more consistent line.
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Graph 12 shows how the centre of pressure moves as we change the setting of the front and rear wings. As we keep the front wing at its minimum setting and increased the rear, the centre of pressure drops below 20%. This is because as the angle of attack increases the centre of pressure moves further forward (Nancy Hall, 2015). This is shown on the graph as we move on through the aero settings, and with each progression of the front the centre of pressure moves between 5 and 10%. 
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Graph 13 shows the Aero Drag Force and the Coefficient of drag. Both lines follow the same patterns, a similar line to that of graph 10 was expected. However; it does share some traits, such as the drop from F2:R12 to F3:R1 and gradual increase to F3:R12. I believe that if we had a higher range of wing settings the graph would be more likely to resemble graph 10.
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To conclude, we have determined that as you adjust the anti-roll bars, springs and the aerodynamic loads, the overall handling characteristics of the vehicle change. When you make the front suspension of the car firmer there is more weight transfer, and when the suspension is softer the weight transfer decreases. Subsequently, when one softens the front and stiffen the rear you reduce understeer whilst putting more load through the rear creating more force on the driving wheels meaning that if you make the rear too firm or the front too soft the car will oversteer. This is supported by the data above.
By looking at the data we can see that when the lateral acceleration spikes (in MoTec) there is understeer. In addition, when there is more front weight transfer than at the rear then the vehicle will understeer. Throughout our testing with varying suspension rates, the front always has more weight transfer than the rear, meaning that the car has understeer tendencies when going into a corner at higher velocities.
With regards to the aerodynamic testing, it is clear that by adjusting the angle of attack of the front and rear aerodynamic devices one can effect the balance of the vehicle, handling characteristics and performance of the car. The results show that adjusting the wings from minimum to maximum move the centre of pressure back by over 10% with each cycle of variations. The Coefficient of lift results also show that as the wings go from minimum to maximum the amount of lift decreases too. As all my results follow similar trends to the actual results, I would say that the experiment was a success and was run as accurately as we could.
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When calculating the aerodynamic drag force and coefficient of drag I assumed some of the rolling resistance values to be 512N. This is because when we performed the coast down test, we went from top speed in 4th gear to 0km/h six times. 512N is the average of all six of the deceleration forces. I haven’t assumed them all to be 512N because if we assume that they are 512N then we ignore the fact that some values are greater and smaller than this average. By using 512N as an average I believe that it gives a fair representation for those values that we do not have data for and the value that we calculated from the Rolling resistance such as the Aero drag force and Cd.
	
	
	
	RR
	
	

	V1
	V2
	DfV1
	DfV2
	Aero Drag Force
	Cd

	198.2
	7.1
	2143
	415
	1728
	0.932277

	191.7
	9.2
	2029
	634
	1395
	0.804523

	195.1
	10
	2087
	495
	1592
	0.886415

	191.4
	9.5
	2173
	283
	1890
	1.093419

	186.2
	10.7
	2245
	617
	1628
	0.995184

	184.9
	
	2030
	512
	1518
	0.941037

	181.9
	10
	2101
	630
	1471
	0.942228

	192.1
	
	2484
	512
	1972
	1.132559

	183.7
	
	2111
	512
	1599
	1.004243

	191.9
	
	2408
	512
	1896
	1.091181

	188
	
	2507
	512
	1995
	1.196288

	
	
	
	
	
	

	
	
	
	512.2857
	
	


If the experiment were repeated, more steady state testing would be conducted with both the springs and the anti-roll bar to see if the data follows the same trends as the other graphs. All the default settings on the simulator would be reviewed in case there is an assumption made by the simulator that could affect our results in a negative value. For example, presuming that the chassis is infinitely stiff when it is not.
More tests would be conducted to obtain more accurate average results. If there was no time limit one could perform three runs of each setup and averages drawn from them, however this would be time inefficient and too cost effective. I would do an average run on the Fmin:Rmin, Fmax:Rmax, Fmin:Rmax, Fmax:Rmin, and Fmid:Rmid. That way one can collect data from all of the extremes and the mid-point.
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Springs - Weight Transfer and Roll Stiffness Distribution

Front Weight Transfer	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	1276	1440	1364	1373	Predicted Front Weight Transfer	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	1003	1182	1088	1118	Rear Weight Transfer	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	794	733	797	745	Predicted Rear Weight Transfer	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	631	537	620	557	Roll stiffness Distribution	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	0.65956370546498211	0.74721483815912371	0.686998630073829	0.72292927530304929	Setups


Weight Transfer (N)


Roll Stiffness Distribution % Front




ARB and Spring - Weight Transfer and Roll Stiffness Distribution

Front Weight Transfer	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	1331	1360	Predicted Front Weight Transfer	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	1079	1100	Rear Weight Transfer	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	767	748	Predicted Rear Weight Transfer	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	579	566	Rollstiffness Distribution	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	0.70310453515959082	0.71456829774334341	
Weight Tranfer (N)


Roll Stiffness Distribution % Front




ARB - Total Weight Transfer and Understeer

Total Weight Transfer	1	2	3	4	5	6	7	8	9	2048	2071	2054	2097	2083	2118	2077	2182	2061	Predicted Total Weight Transfer	1	2	3	4	5	6	7	8	9	1619	1637	1623	1658	1646	1674	1642	1724	1629	Understeer	1	2	3	4	5	6	7	8	9	2.9420999999999999	3.1190000000000002	2.7467999999999999	2.9419	2.9316	3.4136000000000002	2.8847	3.2233000000000001	2.8447	Setups


Weight Transfer (N)


Understeer(deg)




Springs - Total Weight Transfer and Understeer

Total Weight Transfer	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	2070	2173	2161	2118	Predicted Weight Transfer	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	1634	1719	1708	1675	Understeer	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	3.0246	3.0657000000000001	3.1615000000000002	3.0598000000000001	Setups


Weight Transfer (N)


Understeer (deg)




ARB and Springs - Total Weight Transfer and Understeer

Total Weight Transfer	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	2098	2108	Predicted Total Weight Transfer	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	1658	1666	Understeer	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	3.0327999999999999	2.9799000000000002	Setups


Weight Transfer (N)


Understeer (deg)




ARB - Magic Number and Roll Stiffness Distribution

Actual Magic Number	ARB Fmid:Rmid	ARB Fmin:Rmax	ARB Fmax:Rmin	ARB Fmin:Rmin	ARB Fmax:Rmax	ARB Fmin:Rmid	ARB Fmid:Rmin	ARB Fmid:Rmax	ARB Fmax:Rmid	0.640625	0.594881699661999	0.67818889970788709	0.62231759656652363	0.65242438790206436	0.60481586402266285	0.65623495426095335	0.62786434463794683	0.66327025715672006	Predicted Magic Number	ARB Fmid:Rmid	ARB Fmin:Rmax	ARB Fmax:Rmin	ARB Fmin:Rmin	ARB Fmax:Rmax	ARB Fmin:Rmid	ARB Fmid:Rmin	ARB Fmid:Rmax	ARB Fmax:Rmid	0.65101914762198887	0.55772755039706778	0.72951324707332099	0.63027744270205066	0.67314702308626972	0.58422939068100355	0.6912302070645554	0.62703016241299303	0.69429097605893186	Rollstiffness Distribution % Front	ARB Fmid:Rmid	ARB Fmin:Rmax	ARB Fmax:Rmin	ARB Fmin:Rmin	ARB Fmax:Rmax	ARB Fmin:Rmid	ARB Fmid:Rmin	ARB Fmid:Rmax	ARB Fmax:Rmid	0.70355919747137363	0.59285466472290893	0.79670014382310073	0.67880494506822142	0.7297373093950793	0.6244835046018884	0.7510026995902287	0.6751258043157734	0.75512467188937804	Setups


Magic Number (%)


Roll Stiffness Distribution % Front




Springs - Magic Number and Roll Stiffness Distribution

Actual Magic Number 	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	0.61642512077294687	0.66267832489645651	0.63118926422952337	0.64825306893295565	Predicted Magic Number	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	0.61383108935128516	0.68760907504363	0.63700234192037475	0.66746268656716423	Rollstiffness Distribution	SPRING Fmin:Rmax	SPRING Fmax:Rmin	SPRING Fmax:Rmax	SPRING Fmin:Rmin	0.65956370546498211	0.74721483815912371	0.686998630073829	0.72292927530304929	Setups


Magic Number (%)




ARB and Springs - Magic Number and Roll Stiffness Distribution

Actual Magic Number	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	0.63441372735938995	0.64516129032258063	Predicted Magic Number	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	0.65078407720144749	0.6602641056422569	Rollstiffness Distribution	ARB+SPRING Fmin:Rmin	ARB+SPRING Fmax:Rmax	0.70310453515959082	0.71456829774334341	Setups


Magic Number (%)


Roll Stiffness Distribution % Front




Front and Rear Aero Against Setups

Front Aero Force	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	1100	955	767	1608	1439	1263	1939	1815	1654	Rear Aero Force	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	2195	2754	3432	2037	2627	3287	1968	2519	3178	Setups


Aero Loads (N)




CL front, CL rear and CL total

Coefficient of Lift Front	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	0.54565767986668001	0.47464815794004894	0.38231961679810716	0.79842467503848535	0.71589602034557576	0.63016736341458401	0.96839359537294079	0.90646435049091678	0.82605621802312745	Coefficient of Lift Rear	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	1.0833221648454614	1.0699416989484682	1.0888350975521479	1.3687759444679526	1.7107182853339034	1.0114372282670365	1.3069206709157939	1.6400317684431809	0.98287704780502705	1.2580626440146663	1.5871866147989715	Coefficient of Lift Total	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	1.6344927774188278	1.8434241024080016	2.0930379021320107	1.8098619033055219	2.0228166912613696	2.270199131857765	1.9512706431779678	2.1645269945055832	2.4132428328220987	Setups


Coefficient of Lift




Center of Pressure

Centre of Pressure	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	33	26	18	44	35	28	50	42	34	Setups


Centre of Pressure (%)



Aero Drag Force and Coefficient of Drag

Aero Drag Force	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	1592	1890	1628	1518	1471	1972	1599	1896	1995	Cd	F1 R1	F1 R6	F1 R12	F2 R1	F2 R6	F2 R12	F3 R1	F3 R6	F3 R12	0.88641493500350199	1.0934186506286598	0.99518446370855107	0.94103654476945486	0.94222758523892014	1.1325587012811602	1.0042427181228621	1.0911813225910023	1.1962879871128553	Setups


Aero Drag Force (N)


Coefficient of Drag




ARB - Weight Transfer and Roll Stiffness Distribution

Front Weight Transfer	ARB Fmid:Rmid	ARB Fmin:Rmax	ARB Fmax:Rmin	ARB Fmin:Rmin	ARB Fmax:Rmax	ARB Fmin:Rmid	ARB Fmid:Rmin	ARB Fmid:Rmax	ARB Fmax:Rmid	1060	1232	1393	1305	1359	1281	1363	1370	1367	Predicted Front Weight transfer	ARB Fmid:Rmid	ARB Fmin:Rmax	ARB Fmax:Rmin	ARB Fmin:Rmin	ARB Fmax:Rmax	ARB Fmin:Rmid	ARB Fmid:Rmin	ARB Fmid:Rmax	ARB Fmax:Rmid	829	913	1184	1045	1108	978	1135	1081	1131	Rear Weight Transfer	1	2	3	4	5	6	7	8	9	736	839	661	792	724	837	714	812	694	Predicted Rear Weight Transfer 	1	2	3	4	5	6	7	8	9	565	724	439	613	538	696	507	643	498	Rollstiffness Distribution	ARB Fmid:Rmid	ARB Fmin:Rmax	ARB Fmax:Rmin	ARB Fmin:Rmin	ARB Fmax:Rmax	ARB Fmin:Rmid	ARB Fmid:Rmin	ARB Fmid:Rmax	ARB Fmax:Rmid	0.70355919747137363	0.59285466472290893	0.79670014382310073	0.67880494506822142	0.7297373093950793	0.6244835046018884	0.7510026995902287	0.6751258043157734	0.75512467188937804	Setups
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Expressions
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Summary

(Mass' ka]'G Force Long' [G]"G: Im/s/s]"H' )/ Wheebase' fm]

(Tre Load - FL [N+ Tire Load - FR' NJHFL INJFR' NI Long WT'[N]

(Tre Load - AL [NJ+Tire Load - R NJ{RL IN}+RR [N)+"Long WT'[N]

“Front Aero Force' [N}+Rear Aero Force' [N]

(Front Aero Force' [N}/ Total Aero Foree' [N).

(G Force Long' [G]"G' fn/s/s]"Mass' kal)

{Tie Load - FL' N} T Load - FR [N)/2

{Tie Load - AL [N} Trre Load - RR' IND/2

“Front Load Transfer [N}+Rear Load Transfer' [N]

“Front Load Transfer' [N Total Load Transfer' [N]

(Corr Speed fum/hl/3.6) (Corr Speed fam/h}/3.6)/(G Force Lat [GI'G' n/s/s)

Wheelbase' )/ Comer Redius'fn]

“Ackeman Steer rad] * (38.69/ 0.1152)

(G Force Lat'[6]'G: Im/s/s])

abs(Steering Whel Pet [} abs( Theoretical Steer % fatic

(W Kkg]"Lateral accsleration’ [m/s/s]"CofG Height above RollCentre A’ n])/(Rolitfiness Front'+Rolstiiness Rear)
(VWiheel Rate Front K [N/m]"Track Front"m]“Rol Angle’ rad)2)

(Viheel Rate Rear Kir [N/m]“Track Rear'n]“Rol Andle’ 2d)/2)

(2" Unsprung Mass FL lkg)Lateral acceleation’ n/s/s]"Front Tyre Roling Radius  m)/(Track Front )
(2"Unsprung Mass RL ko] “Lateral acceleation’ n/s/s]"Rear Tyre Roling Radius ) Track Rear' ]
(W' Kkgl/2)"Lateral acsleration [m/s/s]Statc Rol Centre Height Front m) Track Front ]

(W' kal/2)"Lateral acsleration [m/s/s]Ststc ol Centre Height Rear [m) Track Rear fn]

(PWTS [N PWTSRCF [N PWTust IN)

(PWTs? [N PWTSRCY [N PWTust' IN)

(PWTF INFPWTF IN)
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