07-R41WG-05
 05/02/28
Minutes of the  2/R41 Working Group meeting, Geneva, 05/02/24-25, 
1.
Minutes

1.1 
Minutes of 1/R41WG session

Agreed
: The minutes of 1/R41WG session (03-R41WG-04 of 04/12/01) with the modification
 
  on Page 3 as follows “by-pass systems were available on the market” 
2.
IMMA Policy towards the amendment of Regulation 41  
Document : the presentation from IMMA

 



(Annex1.doc)
Noted
: IMMA stated that upgrading reg41 would improve results of OE by producing a better balance


  of noise assessment  

: There was a need to evaluate the magnitude of importance of each noise source problem

: the general exchange of views which had followed the presentation of the IMMA policy:


: From USA:
· Was it still valid to say that removing the exhaust system would improve performance of the motorcycle with  the current state of electronics ? 

· How many accelerations typically occurred in an urban environment ?
· The current issues to be resolved from the US perspective: 
· basic noise produced by a legal motorcycle
· The need to finalise the test procedure
· The need to understand how motorcycles operate
· after-market consequences; What could be done to correct the situation?
· Enforcement scenarios:
· What were the possible solutions using non traditional approaches?
· Was the use of detection in back-pressure or OBD systems feasible? 
· Operating conditions which are not the subject of complaint should not require more stringency.   
· Spikes in the data were the problem and were associated to acceleration

· Solving the worst case situation (max engine speed) was the aim for curing the noise

level.  

· Leq was not the problem

· The vehicle speed was not, by itself, an issue from the regulatory standpoint

: The reminder of some results from the survey from the “Curious Silence” publication

    Removing an exhaust was caused by:




 the need to keep the original exhaust pipe in a good state, 


    

 the belief for power increase, 



 the search of a nice sound

: The need to check the effect of the EU directive since the survey was made.


: The NL delegate and WG16 Chairman explained that no gain in power was guaranteed when

  fitting illegal exhaust systems with replacement systems (in many cases there is just more noise

  and a drop in power)

: The general agreement that:

· preferences in sound could not be regulated

· there was no correlation between the stationary noise test and the pass-by test

: The open question of whether or not to impose limit values by law for the stationary noise test.

: Germany did not believe in this idea and wanted to have a completely new Stationary test.

: From Japan

: Japan agreed that after-market replacement systems was the real problem.

: Japan confirmed that no good solution had been found so far.

: The existence of limit values for the stationary noise test had justified severe penalties for

  fitting illegal RESS

: Japan stated that there was the project under discussion to tighten the limit values of their


  Stationary noise test 

: From Germany

: Germany asked the origin of the assumptions underlying IMMA’s noise output graph.
: IMMA explained that in the table "Noise output" from the IMMA presentation:
· the values of 2% were assumptions by IMMA experts 
· The value of 35% came from a survey made in the 80’s on motorcycle parks in six EU countries 
· The three 90 d B(A) values were best estimates 

: The current infringements in Germany were:




The purchase of an exhaust with no labelling and a later trans-border to Germany 

                  

The creation of an approval number by the rider

: The question of how the police would know that the approval number was not official

: The impression that road side enforcement would give a small part of the answer

  and there was an hole to fill in order to find a way of detecting illegal exhausts

: From the German consultant


: The statement that exhaust systems were optimised to engine speed

: The request for noise source data similar to that provided for “air intake noise”, for exhaust

  noise, if it was available from the IMMA testing

: From the European Union

: Where was the need to modify Reg41 if the objective was no more than incorporating ISO362?

: From Netherlands

: The police had discovered that maintaining a fixed level of engine speed when the motorcycle

  was stationary was a problem
  

: The confirmation that the impact of penalties worked

: The question to the Industry why sports motorcycles were delivered with sporty exhausts

  devices.

: The reply from IMMA that a sports motorcycles would be sold with a conformity certificate, if

  not it was illegal, if used on the road   


: From UK

: The major noise issue was silencer related. 


: The question to the Industry on how to tighten Reg92. 

: The UK fear that Reg92 would be compromised by the work on Reg41. 

: IMMA's reply that Reg92 would not be affected by a change in the method, but that if the 

  Reg 41 limit values were changed, Reg92 would, in effect, be tighter  because it contained a

  back-to- back test with the OE silencer.

: The general thought that it would be necessary to check which test procedure would be most
 
  effective for checking replacement components


: The general feeling that if the capacity to carry out enforcement was limited, enforcement could

  not be an effective part of the solution to the noise issues


: The need to make sure that a "for race use only" replacement exhausts were only sold to

  a rider with a racing license


: the in-service noise test was currently under study in UK. 

: From ETRTO

: The tyre road noise contribution under the new ISO362 Standard would be of maximum of 16%

: From FEMA

: Noise was recognised as a major problem,


: The more the test procedure reflected the real world, the better it would be.

: The replacement of OE devices was pushed by the incentive to riders to maintain a

  responsive vehicle

: The need to recognize that the main problem was on the legal side

: The ability for Governments to stop the sale of illegal systems "at source" would cure a major

  part of the noise problem for motorcycles.

: From OICA

: there would always be some riders and drivers who wanted a higher level of sound and would

  look for it, for example by tampering
3.
Discussion of the revised Standard ISO362: answers from the ISO/WG16 Working Group
Document : 03-R41WG-05, the answers from WG16 to the list of questions from the 1st session


Noted
: The presentation from the WG16 chairman


(Annex2.ppt)

: It had been concluded that Question 1 was unclear

: The ISO362 procedure was based on the same concept as cars.

: ISO confirmed that there was a core consistency between cars and MOTORCYCLEs although

  the technical details could diverge: it was aimed at being a simulation of the typical partial

  throttle use in urban areas. 


: Because of the similarity in the methods, it would be possible to compare the noise levels from

  different types of vehicle 

: Reply to Question 2

: The in-use database was a sub-part of the WMTC database.

: 48 vehicles had been used.

: Additional in-use data from CUNA & JSAE were added to the original sub-part of the


  WMTC database.

: The data distribution was not mileage weighted. 

: In generating the database, typical riding behaviour had been used and observed in the

  subsequent analysis.

: Reply to Question 3


: Graph A (page of the ISO presentation) was a graphical representation of the normalised

  engine speed in the database as a function of PMR. This approach gave a better result than with

  engine capacity


: Graph B (page of the ISO presentation) determined which gear should be selected to


  conduct the test for each PMR/Awot value. The Awot curve had been  created from the gear

  necessary to achieve the 95th percentile acceleration at 50km/h, for each PMR.  


: Reply to Question 4 


: The definition of Pre-acceleration was an application of acceleration control device prior to AA’

  for the purpose of achieving stable acceleration between AA’& BB’.

: Reply to Question 5

: One outcome of the database had been that any motorcycle below 25kW/t should be tested by at

  WOT only. 

: Typical vehicles of a PMR of less than 25kW/t were L3 vehicles as they existed in Asian


  markets. This type of vehicle was considered a moped in Europe

: Reply to Question 6


: The aWOT curve determined which gear(s) were needed to achieve a particular prescribed

  acceleration rate.


: Reply to Question 7

: The tolerance of 10% between a 1 gear test and a 2 gear test was equivalent to a 0,5db

  difference in noise level.

: Reply to Question 8

: The current work on Reg51 had added this specific option for cars and it had been carried over

  into the ISO proposal

: There was no request for pre-acceleration from WG16.


: Reply to Question 9


: There was no current motorcycle in production with an auxiliary manual transmission. 

: IMMA stated that it was possible for categories of L4 & L5 vehicles to integrate this sort of

  device, so it was necessary to envision this scenario coming into existence 

: Reply to Question 10


: The statement that very small motorcycles hardly ever exceeded 75% of Vmax. 


: Reply to Question 11


: Allowing this alternative choice was an intrinsic imperfection of the new ISO procedure.


: Netherlands’ question about the % of revolutions used, compared to the value defined


  by the manufacturer when a motorcycle was tested in gear 5 or 6.

: The WG16 Chairman's reply that this depended on the PMR of the motorcycle; the normalised

  engine speed could be low but the prescribed acceleration rate always had to be achieved
 
: The statement that only 2 out of 48 Motorcycles had been tested in 5th gear. 

: The confirmation that the engine speed was tested in accordance with the normalized engine


  speed.
 
: An example of a typical motorcycle exhibiting the possibility of being tested in 5th gear was a

  1200cc vehicle with big engine torque. 


: The confirmation that the 95th percentile was of urban traffic for the urban subpart of the

  WMTC database. 

 
: Another outcome of the database was that the most frequent vehicle speeds as a function of

  PMR provided the justification for having a test procedure using an acceleration speed of

  40km/h.

: The Industry’s explanation that acceleration rate curves had been recalculated above and below 

  50kW/t when adding the 40km/h test speed.

: Some countries had the impression that motorcycles had been tested at a too low engine speed 

: The concern from Netherlands about the impact of the mass value used for a the small vehicle


  types. 

: The mass included in the test procedure had been the kerb mass plus the weight of the rider


: The test mass might be significantly different; which was not important for heavy vehicles but

  could be for a motorcycle

: The WG16 Chairman’s reply that a tolerance had been introduced to minimize the effect of the

  rider mass on the outcome of the test.

: The German expert confirmed that the approach was a self adjusting system 

: The request from Germany to receive future documents two weeks before the meeting.   
4.
German presentation 

Document
: The German presentation
 




(Annex3.ppt)

: The initial reaction from IMMA
to that presentation


(Annex4.ppt)
Noted   
: IMMA’s reminder that type approval did not control individual (or single) events and that


  single events were the events really noticed.

: IMMA’s opinion that type approval could not address the problems on the border of towns

: The FEMA opinion that some countries were tempted to establish a discrimination against


  motorcycles when asking for a rural noise test because testing of cars did not include rural noise.

: IMMA’s opinion that there was a need to draw a clear distinction between a single event 


  (e.g. acceleration from 35-135km/h) and the fact that for 30% of the time a motorcycle was accelerating and that in 95% of cases this was at a rate below the ISO aWOT line. 

: IMMA's reminder that the current Reg41 addressed urban noise and no more.

: Figure 7 had showed how 3 vehicles in the WMTC database were used 

  (in-use data from TU-Darmstadt).

: Figure 9 was a result of the unintended consequence of the test procedure and could be solved

  by introducing an additional requirement for minimum engine speed.

: IMMA did not disagree with the phenomena described by Germany, they had queried the

  suitability of the type approval test for solving the problem. 

: The German opinion that acceleration in the urban areas occurred as often as acceleration in

  rural areas. 


: Germany stated that a big percentage of the use of motorcycles was outside urban areas

: The statements from the WG16 Chairman: 



*Spikes of accelerations represented 5% of the captured operating conditions, as a general

        figure. 

      *The dominant noise source distribution would shift as well at different operating conditions. 

: The dynamic of a motorcycle engine (inertia) might require a total different philosophy of

  thinking than other vehicles.       


: The new type approval test was aimed at simulating a partial throttle acceleration. 

: Netherlands’ question about the impact of any noise reduction on the two sorts of 

                    accelerations (partial & full).


: IMMA's reply that, in the absence of any special engine management systems, e.g. for engine

  protection, the reduction would be linear. This was also the point which gave rise to concerns

  over defeat devices.

: The German concern that some non correlation might exist 


: The interest in checking if rural noise was dominated by tyre noise 


: The German consultant’s statement that the most dynamic motorcycles were not necessarily the

  most noisy ones.  

: The shared concern, voiced by Germany and UK, that the engine speeds might be too low for

  some motorcycles. 

: The UK’s position was that the current ISO362 proposal was only a control point for one

  motorcycle operating condition. A rider might use the full range of engine speeds available and,

  therefore, type approval should cover the major operating conditions.


: The Netherlands’ concern that the current proposed new ISO362 would only cover a very small


  part of the engine map. 

: Italy’s opinion that the urban pattern was the main issue in their country.

: France’s opinion that driving behaviour & type approval needed to be clearly defined. 

: Japan’s opinion that rural conditions should be considered, although they were not a major

  concern for them. 

: IMMA’s statement that addressing rural noise went beyond the previous scope of R41


: The discussion over whether or not to refer the new idea to WP29 in relation to the project's

  terms of reference

Agreed
: The R41WG would consider the practical application of the proposals from Germany, before

  deciding whether a change in the terms of reference was needed


: IMMA & Germany would sit together in order to agree on a common database.


: The importance of estimating the relative importance of the different operating conditions.

: The principle that the ISO procedure might be better equipped for addressing new technologies.

: Tyre noise for motorcycles was not an issue for consideration in urban conditions. 

: The need to assess the real potential of ISO362 in relation to Reg41 for covering power-train


  noise.



: The need to assess where motorcycles were actually used and at which engine speeds.

: IMMA, WG16 and Germany would supply more data to clarify their proposals for the next

  session.
5.
The stationary noise test

Noted
: IMMA stated that it was studying the feasibility for having a data connection point on the motorcycle, so that the stationary test could be administered easily.

: Japan would present its new proposal for a new stationary test in due course


: Germany’s opinion was that a tolerance band would take account of oscillations at the measurement point for the stationary test. 


: The review of the research by the State of California into a stationary test was postponed.

: The review of the data on aging in relation to the stationary test from Germany was postponed.
6.
The consolidated draft text

Agreed
: This item would be postponed 
7.
Cost benefit analysis

Agreed
: The need to consider this question when necessary

8.
Next steps : process & timetable

Agreed
: Additional information was required to complete the amendment to R41


: The next steps: 




From ISO: Delivery of a summary of the data from WG16 




From Germany: Delivery of data on the importance of rural noise 

9.
Future meetings

Agreed
: 26-27 of April : the 3rd session of the R41 Working Group would be held in Rome 








                             Philippe C. CHESNEL

