


QuickTime™ and a
TIFF decompressor
are reeded to see this picture.

Figure 2: The four-DOF HiL heavy vehicle tractor unit model
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Figure 3: Conflict Diagram of RMS tyre force for the four DOF HiL simulations for
motorway input conditions.
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Figure 4: Summary of benefits from PLC for the filtered-step input : (a) RMS body
acceleration at the drive axle, (b) RMS dynamic tyre force at the drive axle
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Figure 5: Sumnmary of the measurements with the prototype semi-active damper using a
four DOF HiL test rig. All criteria with the exception of road damage relate to the
measurements at the drive axle only. (a) Motorway; (b) Filtered step (ramp).
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Figure 6: Diagram showing sectioned view of base of damper.
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Figure 7a and 7b : Results of the damping level tests and results of force-step transition
tests on Koni prototype CVD semi-active damper
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