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Abstract

The number of electric powered two-wheelers (E-PTWSs) shows a constant increase in the last years
and most PTWs manufacturers have at least one E-PTW in their product portfolio. In order to achieve
the desired performances high-energy batteries are used, which can lead to considerable hazards for
people and the environment in case of damage, as for example in case of crash. Due the absence of
crumble zones of E-PTWs and to the relevant influence on the vehicle dynamics that a battery
protection structure can have, the safe integration of the traction battery represents a challenging
process.

In this study, an optimization method for a crash safe integration of the traction batteries into E-PTWs
is proposed.

Crash configurations for E-PTWs were analysed from the current literature and relevant scenarios were
identified. The crash scenarios were used as inputs in a multi-step optimisation process, based on Finite
Element Method, with the goal to identify the safest placement configuration of the cell in a
representative vehicle and to define an optimal protection structure in case of crash.

The crash performance of the design concept was assessed through a substitutive crash and compared
to a baseline concept of the traction battery.

The results showed that through the optimisation process, the intrusion into the traction battery could
be reduced by 50 % in comparison with the baseline concept and a short circuit could be completely
avoided without mass increase of the protection structure.

This method paved the way to achieve a safe integration of traction batteries in E-PTWs without
affecting the mass and therefore the dynamic and the electric range of the vehicle negatively.

Introduction

The reduction of the emission of greenhouse gases is a worldwide goal. The negative effects of
greenhouse gases on the humans health and on the environment have already be assessed in various
research projects and publications [1-4]. Due to the relevant role that mobility plays for greenhouse
emissions, notable focus is posed to this field in order to reduce the emissions of vehicles, especially
on the road [5].

One of the applied strategies is the electrification of the vehicles powertrain, both for passengers and
goods transport. This trend do not apply to four-wheelers only, but to two-wheelers too [6]. Electric
Powered Two Wheelers (E-PTWSs) can bring relevant advantages for the mobility and for the
greenhouse emission reduction, especially in urban area [7].

In order to meet the range and performance requirements of electrified vehicles, currently lithium-ion
batteries are used for the traction of these vehicles. While this technology brings relevant advantages
in terms of volumetric energy density [8], in case of failure, relevant hazards can arise [9—11]. A failure
of the traction battery can happen for example in case of electrical damage, i.e. caused by charging or
discharging, but also in case of mechanical damage of the unit, i.e. caused by a crash [9,11].



Possible mechanical crash loads acting on the traction battery of E-PTWs were analysed by [11] and
[12]. In these studies, relevant crash configurations with the potential to damage the traction battery
of the vehicle were defined. In particular, two configurations are found relevant for the safety of the
traction battery of an E-PTW: a side impact with a passenger car (Figure 1 a) and the collision with an
object of the road infrastructure, such as a pole (Figure 1 b) [11]. In particular, this last configuration
is considered as worst case scenario [13].
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Figure 1 - Relevant crash scenarios (a) side impact with a passenger car (b) collision with a pole

In order to ensure the safety of the traction battery in case of crash, in case of four wheelers, the
current State of the Art strategy is the integration of the battery into zones of the vehicle that
experience reduced to no deformation. Nevertheless In powered two wheelers (PTWs), no
deformation-free zones of the vehicle in case of crash can be found.

Other strategies can also be found in the State of the Art for the safe integration of the traction battery
in electric vehicles.

One approach consist in the possibility to adopt a damage tolerant battery pack thanks to an
appropriate module design, as proposed by [14]. In [14] energy dissipation components, in form of
small tubes, are inserted between the cells in order to absorb the deformation energy in case of crash.
The possibility to introduce a damage tolerant battery pack with an appropriate module design as
described above leads inevitably to an increase of the mass and volume of the traction battery. These
as consequence can lead to a violation of the boundary conditions of the design, to negative influence
in the vehicle dynamic or to violation of the requirements of performance.

Another approach consists in the use of a crash absorber to limit the intrusion in the battery pack in
case of crash and avoid the consequent cell deformation, as commonly found in passenger cars [15,16]
and also in E-PTWSs [12] in form of crash absorption brackets. Nevertheless, in [12] this strategy was
combined with the use of the motorcycle frame as protective structure.

The use of a stiff structure for the protection of the traction battery can be found in various studies
[14,17].This approach could be found also in [11], where the safety of a KTM Freeride E-XC was
analysed. In the study the author highlighted the use of a reinforced battery housing for the protection
of the cells. Furthermore, in this case, the frame of the vehicle offers consistent protection to the
traction battery in case of crash.

It can therefore be resumed that the safe integration of a traction battery in E-PTWs is challenging due
to the limited dimensions of the vehicle itself and the vehicle mass increase linked to use of extra
protection components or a stiffening protection structure. Such strategies can lead to a reduction of
the electric range and performance of the vehicle [10].

The goal of this study is the development of method for the crash optimisation of the traction battery
of an E-PTW that can improve the crashworthiness of the traction battery without negative influence



on the mass of the vehicle. A central pillar of the method is the substitution of the motorcycle frame
with the traction battery, in order to avoid a mass increase of the vehicle.

Method

To achieve a crash safety optimised traction battery for an E-PTW a multi-step approach was used (see
Figure 2).

In a first step a Finite Element (FE) based Metamodel optimisation of the traction battery is used to
identify the optimal placement of the battery cells in the available space of the traction battery and
the optimal thickness of the battery housing with the goal to increase the crashworthiness in a worst
case scenario, a side collision of an E-PTW with a pole-similar object, while minimising the vehicle mass.

In a second step the concept of the housing of the traction battery, derived from the first step, is
subjected to a topology optimisation. By use of FE simulations an optimal material distribution, to
assess the stiffness requirements of a typical motorcycle frame is achieved.

The results of the two steps are combined to obtain a crash and stiffness optimised battery pack. The
optimised battery pack design is prototyped and subjected to a crash test representative of the worst
case scenario and compared to the results of a baseline concept.
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Figure 2 — Schema of the used method

The analysis is developed with a concept E-PTW for urban and commuting purposes. The baseline
concept of the traction battery used in this study (see Figure 3) is composed by 3 identical modules,
connected in series. The modules are composed by 18650 cells with the axial cell axis oriented in the
Y direction of the traction battery.



Source: VSI, TU Graz

Figure 3 — Baseline concept of the traction battery

Crash loads optimisation of traction battery structure

In order to evaluate the influence of the placement of the cells in the volume of the traction battery
and define the minimal thickness requirements of the battery housing, a FE based Metamodel
optimisation through the software LS-Opt is used.

Metamodel optimisation refers to an optimisation process in which a simple and computationally
inexpensive surrogate model of the phenomena under observation is built and used to analyse the
influence of the variables” variation on the phenomena instead of direct experiments or simulations.
[18,19] A common metamodeling technique, which was used also in this method, is the surface
response methodology (RSM). [20,21] The name “response surface” derives from the fact that using
this method a response surface is fitted to the response values using a regression analysis. [22]

Two simplified vehicle models, representative of the concept vehicle, were modelled with FE (see
Figure 4) and simulated in the defined worst case scenario. The simplified vehicle models are identical
except for the orientation of the cells in the traction battery. In the Concept Y (see Figure 4 (a)) the
axial axis of the cell is oriented in the lateral direction of the traction battery (Ym in the coordinate
system of Figure 4), as in the baseline concept. In the Concept Z (see Figure 4 (b)) the axial axis of the
cells is oriented in the height direction of the traction battery (Zw in the coordinate system of Figure 4)

The crash configuration uses a half cylindrical impactor with a diameter of 150 mm to reproduce the
case of the side impact with a pole. The diameter of 150 mm is chosen in accordance with the test
configuration defined in the SAE J2464 [23].The vehicle impact speed is 8,88 m/s as representative of
a typical collision speed in an urban scenario.
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Figure 4 — Simplified FE model of the motorcycle and the impactor used for the safety evaluation: (a) Concept Y and (b)
Concept Z

The simplified motorcycle model consist of two main groups: the traction battery and the rest of the
motorcycle. Components of the rest of the motorcycle influence the inertia and mass of the vehicle,



but do not have any other impact in the selected load conditions. They were therefore modelled using
one-dimensional rigid elements. The density of the one-dimensional elements was chosen to achieve
a mass and a longitudinal position of the center of gravity of the simplified model as in common
motorcycles.

The model of the traction battery (Figure 5) itself consists in the following components:

e The housing: the housing is composed by two components: the external plates, that defines
the external contour of the housing, and the longitudinal plates, that are placed between the
modules. Both components of the housing are made from aluminium and are modelled as
shell elements using an elastic-plastic material model with failure criterion;

e The modules: the modules consist in the following subcomponents:

o The cell holders, responsible for holding the cells together, are modelled with a
combination of shell and solid elements using an ABS elastic material model with
failure criterion.

o The cells are modelled using a combination of shell and beam elements, as described
by Raffler et al [24]. Furthermore a short circuit criterion based on the results of the
same paper is implemented.

e The connection between modules and housing: is modelled with elastic one-dimensional
elements.

Figure 5 — FE model of the traction battery with its components for the Concept Z. Note that the external plates are semi-
transparent in order to show the inner components of the traction battery

As the optimisation process aims to improve the crashworthiness of the traction battery while
minimising the mass, two independent variables were considered: the thickness of the longitudinal
plates and the thickness of the external plates. These two variables influence the mass and the
crashworthiness of the traction battery. The crashworthiness is evaluated with the use of a
deformation based short circuit criterion implemented in the FE model of the cells. In order to offer a
comparison between the models a short circuit risk is defined based on the short circuit criterion. A
short circuit risk of 0% indicates no deformation of the cell, while a short circuit risk of 100% indicates
the achievement of the short circuit deformation. A short circuit risk major than 100% does not have
a physical meaning but indicates the deformation of the cell exceeded the short circuit deformation.

The variables with their boundary conditions and the goals of the optimisation are exposed in Table
1.



Category Parameter Lower limit Upper limit

Thickness external

3mm 20 mm
plates

Variables

Thickness longitudinal

3 mm 20 mm
plates

Vehicle mass Minimise
Goals

Short circuit risk Minimise

Table 1 — Resuming table of the variables and goals of the optimisation

Four Iterations are considered in the analysis for every battery pack concept, while for every iteration
20 simulations with a different combination of the variables are used.

Stiffness optimisation of traction battery structure

As the traction battery structure should substitute the entire frame of the motorcycle, it should
withstand not only crash loads but should also achieve the desired stiffness requirements. In order to
assess this goal, a topology optimisation based on the Solid Isotropic Material with Penalisation (SIMP)
technique is used.

In the SIMP method, a fixed finite element discretisation is used and every element is associated to a
density function p(x;), whose values lays between 0 and 1 where 0 denotes a void element and 1 a
“full” solid element. The index i indicates a general element of the structure subject of the
optimisation. [25]

The Young modulus E; of the element are then described by the function:
E; = Eop(xi) Equation 1
Where E, defines the Young modulus of a “full” element (i.e. with a density function p(xi)=1).

If the density function is allowed to vary continuously between the values of 0 and 1, the resulting
density represents an artificial density which can be interpreted as a material mesostructure
containing holes. [26]

As these material mesostructures are mostly not reproducible in the practice, homogenisation
methods are needed in order to obtain a structure characterised by elements with a density of 1 (“full”
elements) or 0 (“void” elements).

In order to fulfil the stiffness requirements of a motorcycle frame, three load conditions were
defined and used for the topology optimisation (see Table 2) and the mass is limited to a maximum
of 8 kg.

Direction Lower limit Sketch

Longitudinal stiffness 5 kN/mm

Source: VS, TU Graz "Si




Lateral stiffness

1 kN/mm

Source: VS, TU Groz “5i

Torsional stiffness

3 kNm/®

Source: VS, TU Graz 'SI

Table 2 — Load cases and minimal stiffness requirements of a motorcycle frame based on Motorcycle dynamics [27]

Crashworthiness assessment

The crashworthiness assessment is developed based on substitutive crash tests representing the worst
case scenario, considered also for the crash safety optimisation. A comparison between a baseline
model and the optimised model is developed in order to assess the effect of the optimisation.

The represented worst case scenario is reproduced through the impact of a moving trolley with a
mounted half-cylindrical impactor into the traction battery that is fixed on a crash wall (see Figure 6).

The trolley with a mass of 475 kg was accelerated until a an impact speed of 4,16 m/s. The half-
cylindrical impactor with a diameter of 150 mm was mounted to the trolley. Between the impactor
and the fixation plate two three axis load cells (Kistler Z20730A linearity error <+ 2,5 kN) with a maximal
force in axial direction of 500 kN were used (see Figure 6).

Fixation plate

Impactor Traction battery

Battery
fixation

: Load cells Crash wall

Figure 6 — CAD model of the crash environments with the main components

The traction battery is mounted to a crash wall with the use of two mounting structures resembling
the way the traction battery is mounted in the vehicle.



The housing, the connection to the swingarm and the steering head resemble the respective
components of the concept vehicle. No electronic component (i.e. BMS, charging system, etc.) were
integrated in the test traction batteries as the test focuses in the assessment of the analysis of the
crash behaviour of the traction battery, in particular observing the cells deformation.

The cells were discharged to a state of charge (SOC) minor 10 % before performing the tests. In the
most extern module, which is supposed to achieve the highest deformation, the voltage of 12 cells is
measured in order to detect a short circuit in the cells.

To measure the occurring intrusion of the traction battery, a laser based measurement system was
mounted above the traction battery. The tests are filmed by three high speed cameras with 1.000 fps
to observe the behaviour of the traction battery from different point of views.

Results

Crash load optimisation of the traction battery structure

The Metamodel surface for the Concept Z, describing the variation of the short circuit risk, is presented
in Figure 7. The short circuit risk is depicted dependent on different combinations of values of the
thickness of the external and longitudinal plates of the battery pack.
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Figure 7 — Metamodel surface for Concept Z

Based on the boundary conditions of the analysis and the load case the short circuit risk ranges from
38,7% to 102%. It has to be noted that a short circuit risk bigger than 100% is not physically possible
but indicates that a cell has achieved a deformation bigger than the short circuit deformation.

The minimal short circuit risk is achieved when the thickness of the longitudinal plates is at its minimum
(3 mm as defined in Table 2). A variation of the thickness of the external plates, starting from the
minimal thickness of 3 mm) cause at first a decrease of the short circuit risk until a thickness of 6,5 mm.
After this thickness an increase of the short circuit risk can be noted.

An increase of the thickness of the longitudinal plates of the traction battery housing in case of Concept
Z leads to a monotone increase of the short circuit risk until a thickness of 9 mm. After this thickness,
it is not possible to observe a monotone behaviour of the short circuit risk function. Based on the
combination of the longitudinal plates thickness and external plates thickness local increase or
decrease trend of the short circuit risk function can be observed.



In case of the Concept Y, the Metamodel surface describing the short circuit risk in function of the
thickness of the components of the housing is visible in Figure 8.

212

207

203
—198
~194
189
184
180
175
=171
166
162
157
153
148
143
-139

e, 10 : i
SSs, 12,3 . 5 134
,oflg. 15 10 s 130
ey, 17,5 15 mal piate

te 125
- wness ex!
Thick ol 121

210
200 | ™

10 [
180 |
170 |

180

150
140 |/
130

Short circuit risk [%]
Short circuit risk [%]

Source: VSI, TU Graz

Figure 8 - Metamodel surface for Concept Y

In case of Concept Y the short circuit risk ranges from 121% to 212%. No combination of the variables,
with the defined boundary conditions, can avoid the onset of the short circuit in at least one cell of the
traction battery.

As it can be noted by Figure 8, a decrease of the thickness of the external plates or an increase of the
mass of the longitudinal plates leads almost monotonically to an increase of the short circuit risk.

In order to compare the two concepts, a comparison of the short circuit risk of the two models, for the
same model mass, was calculated (see Figure 9).
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Figure 9 — Short circuit risk vs. mass comparison for the two concepts

Both curves show a decreasing trend of the short circuit for a vehicle mass between 149,77 kg and
151,44 kg. After this mass different trends are observable: in case of Concept Z a further short circuit
reduction until a mass of 155,7 kg is visible, while in case of Concept Y an increase of the short circuit
risk can be found in a mass range between 151,44 kg and 155,7 kg.



After this vehicle mass, the short circuit risk is increasing for Concept Z and decreasing for Concept Y
direction until a mass of 174,3 kg. After a mass of 174,3 kg a short circuit risk increase is observable in
both battery pack concepts.

It can therefore be assessed that concept Z achieve lower short circuit risk in the entire mass range. In
particular in order to minimise the mass a combination of the battery pack housing of 3 mm both for
the external plates and longitudinal plates is chosen for the next steps of the analysis.

Stiffness optimisation of traction battery structure

Based, on the cell orientation of concept Z, a FE-model of the traction battery for the topology
optimisation was developed (Figure 10). The model consists of 948.722 tetrahedral elements with
aluminium properties. Modules are not integrated in the model, as the goal is to obtain the optimised
material distribution in the battery housing. The total mass of the traction battery housing at this stage
is 17,63 kg.
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Figure 10 — FE model of the traction battery used for the topology optimisation

The results of the topology optimisation are presented in Figure 11. The topology optimisation
converges to a feasible solution after 31 iterations. The traction battery housing achieves:

e A mass of 8 kg;

e Alongitudinal stiffness of 36,36kN/mm
e Alateral stiffness of 8,13 kN/mm

e Atorsional stiffness of 3,49 kNm/°
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Figure 11 — Results of the topology optimisation showing: (a) all the elements and (b) only the elements with a density
higher than 0.85

The results of the topology optimisation show an intense material reduction in the middle and upper
area of the traction battery, while in the lower region high material density can be observed.



A reinforced structure which connects the rear connection to the swingarm to the front upper region
of the traction battery is build. Moreover patterns of elements with high density can be observed
connecting the lower region of the traction battery to the connection with the steering head.

While observing Figure 11 (b) it has to be noted that a connection between the elements seems missing
in the upper half of the model. In this area the longitudinal plates of the traction battery are present
that increase the stiffness of this area and therefore the elements in this area achieve a reduced
material density during the optimisation and are not displayed in this figure.

The results of the Metamodel optimisation and the topology optimisation were combined to obtain
an optimised structure capable of withstand a worst case crash load scenario as well as achieve
minimum stiffness requirements.

The final structure consist in a “basic housing” with a thickness of 3 mm, as retrieved by the results of
the Metamodel optimisation, with reinforcements of 5 mm, in the region resulted from the topology
optimisation. The final model can be seen in Figure 12.

Source: VSI, TU Graz
Figure 12 — Optimised traction battery pack housing

Crashworthiness assessment

A prototype of the optimised traction battery housing was built through CNC machining of aluminium
and is visible in Figure 13 (b). The optimised traction battery is compared with a baseline concept of a
traction battery visible in Figure 13 (a).

Source: VSI, TU Graz Source: VSI, TU Graz
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Figure 13 — Photo of the: (a) baseline concept of the traction battery and (b) the optimised battery concept

The displacement versus time curve of the tests with the two traction battery concepts is presented
in Figure 14. A displacement equal to zero represent the contact position between the impactor and
the traction battery. The measured speed of the trolley at the impact was 4,17 m/s, therefore there
was no relevant deviation from the reference impact speed of 4,16 m/s.
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Figure 14 — Displacement versus time for the substitutive test with the baseline and optimised battery pack

The maximal measured displacement in the crash test with the baseline concept is 37,0 mm at 14,8 ms
after the first contact. The maximal achieved displacement by the impactor do not represent the
intrusion of the traction battery, as a deformation of the fixation points of the traction battery occurs
which is visible in the test pictures and videos (see Figure 15).

(a) (b)

Figure 15 — Comparison of the deformation of the baseline traction battery at: (a) first contact and (b) the maximal
measured displacement

In case of the optimised traction battery, the maximal registered displacement is 23,9 mm at 10,6 ms
after the first contact.

As it is observable in Figure 16, the most of the achievement of the displacement is due to the
deformation of the fixation components from traction battery to the crash wall. Moreover it is
observable that minor screws for the fixation of the upper cover of the traction battery break during

the impact. Anyway, the upper cover has little structural importance and the traction battery can
support the crash loads without relevant cell damage.

(a) (b)

Figure 16 — Comparison of the deformation on the optimised traction battery at: (a) first contact and (b) the maximal
measured displacement



In the baseline scenario the short circuit of 6 cells were measured, while in case of the optimised
traction battery housing no short circuit was detected during the test.

Discussion

The results of the crashworthiness optimisation showed relevant differences between the concepts
with different cell orientation. It has anyway to be noted that the optimisation was developed based
on one load case only. Although the simulated load case is defined as worst case scenario in the current
literature, the different concepts could show different results on different crash scenarios. The same
can be stated also for the use of different materials or cells in the traction battery.

It has also to be considered that, although the use of metamodels gives the possibility to analyse in a
resource and time effective way large design spaces, it lacks, due to its intrinsic nature, the possibility
to find local minima or maxima of the optimisation function to be analysed.

A topology optimisation is a common method for mass reduction of components in the automotive
sector. In this study the topology optimisation was developed on the battery pack housing only,
without considering the inner components. While the inner components, as example the cells, should
not be mechanically loaded during the normal working conditions in order to ensure a safe use, their
consideration in the topology optimisation process could potentially influence the results of the
topology optimisation and result in a further mass reduction.

Lastly, the authors would like to note that, although the prototypes were build considering also
requirements for a large scale manufacturing, it was not possible to satisfy them all in the prototype
phase, as for example in the case of connections between different components. Therefore successive
crash tests could be needed in further phases of the traction battery development.

Conclusions

In this study a method is described for the design of the traction battery of an E-PTW with the goal to
optimise the crashworthiness, while maintaining stiffness and mass boundary conditions.

With the use of two optimisation processes based on a metamodel optimisation, first, and topology
optimisation in a second phase, an optimised structure could be found.

Substitutive crash tests and the comparison to a baseline concept offer on one side the validation of
the optimisation process and deliver relevant feedback about the improvements that the method
could deliver.

In particular the final derived traction battery concept exhibited a mass reduction of 7% in comparison
with the baseline concept but, still more important, could withstand a worst case scenario crash load
without cell short circuits.

While the method was specifically applied on an E-PTW for urban commuting purposes, it can be used
also for different E-PTWs, by varying the boundary conditions of the optimisation process.

Acknowledgment

The authors would like to acknowledge the use of HPC resources of iCluster/dCluster provided by the
ZID of Graz University of Technology and the Austrian Research Promotion Agency for founding the



project KoRe (project number 845337), which provided the results described in this paper.
Furthermore, the authors would like to acknowledge KTG AG for the cooperation during this project.



References

[1] E. Gakidou, A. Afshin, A. A. Abajobir et al., “Global, regional, and national comparative risk
assessment of 84 behavioural, environmental and occupational, and metabolic risks or clusters
of risks, 1990-2016: A systematic analysis for the Global Burden of Disease Study 2016,” The
Lancet, vol. 390, no. 10100, pp. 1345-1422, 2017.

[2] J.Huang, X. Pan, X. Guo et al., “Impacts of air pollution wave on years of life lost: A crucial way
to communicate the health risks of air pollution to the public,” Environment international, vol.
113, pp. 42-49, 2018.

[3] M.S. Shahadin, N. S. Ab Mutalib, M. T. Latif et al., “Challenges and future direction of molecular
research in air pollution-related lung cancers,” Lung cancer (Amsterdam, Netherlands), vol. 118,
pp. 69-75, 2018.

[4] V. Gopalakrishnan, S. Hirabayashi, G. Ziv et al., “Air quality and human health impacts of
grasslands and shrublands in the United States,” Atmospheric Environment, vol. 182, pp. 193—
199, 2018.

[5] H.Hao, X. Cheng, Z. Liu et al., “Electric vehicles for greenhouse gas reduction in China: A cost-
effectiveness analysis,” Transportation Research Part D: Transport and Environment, vol. 56,
pp. 68-84, 2017.

[6] W.Peng,J. Yang, X. Lu et al., “Potential co-benefits of electrification for air quality, health, and
CO 2 mitigation in 2030 China,” Applied Energy, vol. 218, pp. 511-519, 2018.

[7] B.L.Coxand C.L. Mutel, “The environmental and cost performance of current and future
motorcycles,” Applied Energy, vol. 212, pp. 1013-1024, 2018.

[8] Lead-Acid Batteries for Future Automobiles, Elsevier, 2017.

[9] P. G. Balakrishnan, R. Ramesh, and T. Prem Kumar, “Safety mechanisms in lithium-ion
batteries,” Journal of Power Sources, vol. 155, no. 2, pp. 401-414, 2006.

[10] Christian Ellersdorfer, Alessio Sevarin, Ernst Tomasch, et al., eds., Battery Safety Evaluation of
Electric Driven Motorcycles from the Perspective of Accident Research, 2017.

[11] Ellersdorfer Christian, Abbildung und Bewertung des Crashverhaltens von lithiumbasierten
Batterien fiir elektrisch betriebene Motorrdder, Dissertation, TU Graz, 2016.

[12] Matsuda Yoshimoto, “A Study of Electric Motorcycle,” SAE technical paper, 2014.

[13] C. Ellersdorfer, Abbildung und Bewertung des Crashverhaltens von lithiumbasierten Batterien fiir
elektrisch betriebene Motorrdder, Dissertation, Technische Universitat Graz, 2016.

[14] J. Kukreja, T. Nguyen, T. Siegmund et al., “Crash analysis of a conceptual electric vehicle with a
damage tolerant battery pack,” Extreme Mechanics Letters, 2016.

[15] Peter Dore Rawlinson, Alan Paul Clarke, Hitendra Laxmidas Gadhiya, Robert David SUMPF, Bruce
Philip Edwards, System for absorbing and distributing side impact energy utilizing an integrated
battery pack.

[16] J. A. Bjorksten, Shock absorbent electric vehicle and batteries.

[17] M. Minster, M. Schaffer, G. Kopp et al., “New Approach for a Comprehensive Method for Urban
Vehicle Concepts with Electric Powertrain and their Necessary Vehicle Structures,”
Transportation Research Procedia, vol. 14, pp. 3686—3695, 2016.

[18] N. Stander, A. Basudhar, W. Roux et al., LS-OPT User’s Manual: A DESIGN OPTIMIZATION AND
PROBABILISTIC ANALYSIS TOOL FOR THE ENGINEERING ANALYST, 2019.

[19] G. G. Wang and S. Shan, “Review of Metamodeling Techniques in Support of Engineering Design
Optimization,” Structural and multidisciplinary optimization, vol. 129, no. 4, pp. 370-380, 2007.

[20] M. R. Kianifar and F. Campean, “Performance evaluation of metamodelling methods for
engineering problems: towards a practitioner guide,” Structural and multidisciplinary
optimization, vol. 61, no. 1, pp. 159-186, 2020.



[21] A.Y. Aydar, “Utilization of Response Surface Methodology in Optimization of Extraction of Plant
Materials,” in Statistical Approaches With Emphasis on Design of Experiments Applied to
Chemical Processes, V. Silva, Ed., InTech, 2018.

[22] J. Christensen and C. Bastien, Nonlinear optimization of vehicle safety structures: Modeling of
structures subjected to large deformations, Butterworth-Heinemann, Oxford, 2016.

[23] D. H. Doughty, “SAE 12464 - Electric and Hybrid Electric Vehicle Rechargeable Energy Storage
System (RESS) Safety and Abuse Testing,” in SAE 2010 World Congress, SAE International, 2010.

[24] M. Raffler, A. Sevarin, C. Ellersdorfer et al., “Finite element model approach of a cylindrical
lithium ion battery cell with a focus on minimization of the computational effort and short
circuit prediction,” Journal of Power Sources, vol. 360, pp. 605-617, 2017.

[25] M. P. Bendsge and O. Sigmund, “Material interpolation schemes in topology optimization,”
Archive of Applied Mechanics (Ingenieur Archiv), vol. 69, 9-10, pp. 635-654, 1999.

[26] G.I. N. Rozvany, “A critical review of established methods of structural topology optimization,”
Structural and multidisciplinary optimization, vol. 37, no. 3, pp. 217-237, 2009.

[27] V. Cossalter, Motorcycle dynamics, Lulu Com, S.l., 2006.



