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ABSTRACT 

After the guardrails are designed, the structural adequacy and safety criteria are determined 
by the relevant standards and full-scale crash tests. One of the widely used standards is 
European Norm 1317 (EN1317). Guardrail systems generally consist of rails and posts. The 
guardrails are more rigid around the posts, which are mounted on the ground or embedded in 
soil at certain intervals. Therefore, it is important for driver/passenger and roadside safety to 
determine the most critical point in terms of structural and safety performance and design 
according to the most unfavourable situation. With this motivation, in this study, the effect 
of different impact points on the structural and safety performance of the H1W4 guardrail 
was investigated by finite element (FE) analysis. For this purpose, first of all, the finite 
element models of the H1W4-A system were calibrated and validated with real crash test 
data. Then, with the help of the validated models, analyses were completed for different 
impact points as 0.5, 1.0, 1.5 and 2.0 meters with a half-meter difference for the standard 2-
meter post spacing. In the light of the measured safety parameters such as Acceleration 
Severity Index (ASI), Theoretical Head Impact Velocity (THIV) and structural performance 
criteria such as working width (W) and exit angle (α), the critical impact point for the 
guardrail was determined. Contrary to what is generally known, crashing vehicles into 
flexible points (0.5 and 1.0 m) rather than impacting rigid points (1.5 and 2.0 m) creates a 
more negative situation in crash tests. 

Keywords: Guardrail, EN1317, ASI, THIV, finite element analysis. 

 

1. INTRODUCTION 

Guardrails are passive protective systems built on the roadside parallel to the road that keep 
errant vehicles on the road after an accident. Guardrails are classified into three main groups 
according to their deformation characteristics. Flexible, semi-rigid and rigid systems.  
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Systems with 3 meters of lateral deformation during impact are defined as flexible, systems 
with 0.2-1.5 meters of lateral deformation as semi-rigid, and systems with 0-0.2 meters of 
lateral deformation are defined as rigid systems. As given in Figure 1, (a) concrete barriers 
are rigid, (b) steel guardrails are semi-rigid and (c) cable guardrails are examples of flexible 
systems. 

Guardrails used in roadside safety as passive protective systems go through various structural 
and safety adequacy standards before being applied. The most common of these safety 
standards are EN1317 [1] and MASH [2]. These standards make performance analysis in two 
aspects. The first is the performance of the barrier in terms of driver and passenger safety, 
and the second is the structural performance of the barrier. Before applying the designed 
roadside safety systems, their safety and structural performances are tested in crash test 
centers. Systems that pass the tests are certified and approved for application. 

     
Figure 1 - (a) Concrete barriers (rigid), (b) Steel guardrails (semi-rigid), (c) Cable 

guardrails (flexible) 

 

Instruments that provide roadside safety are required to provide the highest level of driver 
and passenger safety. The ASI value used to determine driver and passenger safety in 
EN1317 is evaluated in 3 classes. Class A (ASI≤1) is defined as safe, class B as potentially 
hazardous (ASI≤1.4), and class C as dangerous (ASI≤1.9). Class A ASI values are generally 
obtained for guardrails designed mostly from steel and flexible material, while class B-C ASI 
values are obtained for rigid concrete barriers. In this sense, it can be said that steel barriers 
are safer than concrete barriers in terms of driver and passenger safety [3]. There are many 
studies conducted to improve the ASI values of currently used or newly designed roadside 
safety systems. Teng et al. [4] conducted a study on the effect of guardrail height and post 
spacing criteria on the ASI value of W rail type steel guardrails. In the study, it was 
understood that these two criteria affect the ASI value. Again, Teng et al. [5] investigated the 
reliability of W-rail type steel guardrails formed with different post types (I profile, C profile, 
U profile, and Sigma profile) based on factors such as ASI, THIV, and working width (W). 
As a result, it is stated that the most reliable and best performing post type is the Sigma 
profile, and the worst- performing and least energy-absorbing post type is the I profile. Wilde 
et al. [6] made a finite element analysis in their study, and determined that the transition 
regions of steel guardrails to different levels are the most critical regions in terms of ASI-
THIV values. In studies on concrete barriers, Borkowski et al. [7] simulated TB11 and TB32 
tests separately for ground-fixed and non-fixed concrete barrier types using the LS-DYNA 

(a) (b) (c) 
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program, and it was stated that the unfixed barrier was safer than the fixed one in terms of 
ASI. Ozcanan and Atahan [8], in their optimization to improve the ASI value of the NJ type 
concrete barrier, stated that the ASI value after the optimal design was improved by 14.1% 
compared to the original design, and in the case that the optimal barrier was not fixed to the 
ground, the ASI value obtained was 23.5% better than the original design value. Other than 
steel guardrails and concrete barriers mentioned above, there are studies related to roadside 
safety. Yumrutas et al. [9] made a performance analysis of the newly developed hybrid 
barrier, and compared the results to the conventional roadside barriers. It was stated that the 
developed hybrid barrier could be used as an alternative to the commonly used barriers. In 
the study for the development of bollard systems used to protect the infrastructure facilities 
used in the city [10], the weaknesses of the existing bollard systems were identified and 
suggestions were made for their improvement. In the study conducted by Yilmaz et al. [11], 
the motorcyclist protection barrier system was optimized, and as a result safer and more 
economical sections were obtained. Moreover, other investigators considered the problem of 
improving crash cushion systems that provide road safety [12], ASI value of cable barrier for 
different speeds [13], determining the danger levels of obstacles such as traffic lights, trees, 
lighting poles, rocks, ditches, etc. that threaten roadside safety  [14], and comparing the ASI-
THIV values and AIS-HIC values [15][16][17]. These studies were carried out with the help 
of real crash tests and FE analyses. 

It is inevitable to use the finite element method (FEM) in roadside safety analysis. Because 
the full-size tests of the developed systems are expensive in terms of cost and time. Especially 
performing more than one experiment can make the situation much more difficult. Therefore,  
the use of finite element analysis provides great advantages in full-size modelling of real 
crash tests. In this sense, any number of analysis can be performed with FEM and variations 
can be tried for different parameters and variables. Ray [18] stated that nonlinear FE analysis 
has become a useful part of the roadside safety hardware design and evaluation process. Ren 
and Vesenjak [19], in their study aimed to compare FE and experimental crash analyses for 
roadside safety, concluded that the results of numerical and experimental crash tests are very 
close, and that nonlinear dynamic FE analysis can be performed instead of performing many 
costly and laborious real crash tests. Borovinsek et al. [20], in their studies investigating the 
reliability of FE simulations for roadside safety, error values of less than 8% were obtained 
between FE simulation values and real collision values, and it was argued that FE simulations 
could be used in this sense. Borkowski et al. [21] compared the TB11 test with the real crash 
test and LS-DYNA FE simulation according to some criteria within the scope of EN 1317 
standard and emphasized that the LS-DYNA FE model can be used. Niezgoda et al. [22] in 
their studies on the use of computer-assisted software in modelling and simulation of crash 
tests, it was recommended that numerical and experimental tests largely confirm each other, 
and the use of computer-aided software in crash tests would be convenient. Pachocki and 
Wilde [23] stated in their study that the H2W5-B type steel barrier was successfully designed 
and tested with LS-DYNA non-linear FE program. It has been seen that the common FE 
program used in the road restraint system (RRS) research is LS-DYNA. Therefore, LS-
DYNA [24] was used for FE analysis in this study. 

The two basic elements of steel guardrails are rail and posts. Posts are mounted on the ground 
or embedded in soil with certain distances. The system is more rigid, especially in areas close 
to the posts. Knowing the most critical impact point of guardrail in terms of design is 
important for driver/passenger and road safety. The aim of this study is to investigate the 
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effect of the impact point on the structural and safety performance of the steel guardrails 
using a finite element analysis. For this, a H1W4-A class guardrail was chosen as an example. 
FE models were calibrated and validated using prioritized impact tests data. Then, using the 
validated models, the impact points on the guardrail system were determined as 0.5, 1.0, 1.5, 
2.0 meters for the system with a standard post width of 2 meters, and analyses were made. In 
the light of the analysis made, the critical impact point was determined in terms of guardrails 
and the results were shared below. This study makes this research unique as it investigates 
the FE analysis of the effect of the impact point on the structural and safety performance of 
the steel guardrails. Calculation of the ASI, THIV, working width (W), and exit angle (α) 
parameters are determined through the TB11 and TB42 test of the EN1317 standard for 
H1W4-A system. 

 
2. EUROPEAN NORMS (EN1317-16303), GUARDRAIL, AND FE TECHNIQUES  
    AND VALIDATION  

2.1. EN1317 safety and Performance Criteria 

The EN1317 standard expresses the severity of injury with 2 parameters that known as safety 
criteria. These are the acceleration (injury) severity index (ASI) and the theoretical head 
impact velocity (THIV).  The injury parameter ASI takes into account the effect of occupant 
restraint systems such as seat belts. It is determined according to ASI Equation (1), 

𝐴𝑆𝐼ሺ𝑡ሻ = ඨቀೣොೣቁଶ + ൬ො൰ଶ + ቀොቁଶ
              (1) 

Here, the components 𝑎௫, 𝑎௬, 𝑎௭ contain the vehicle acceleration values in the 𝑂𝑥, 𝑂𝑦, 𝑂𝑧 
axes, respectively, and the components in the denominator represent the threshold values 
applied according to the standard, which are respectively: 𝑎ො௫ = 12𝑔, 𝑎ො௬ = 9𝑔, 𝑎ො௭ = 10𝑔. 
The 𝑔 is the gravitational acceleration. The calculated value of ASI is the scalar value 
expressed by Equation (2).  𝐴𝑆𝐼 = maxሾ𝐴𝑆𝐼ሺ𝑡ሻሿ                                       (2) 

The second parameter specified by the EN 1317 standard is the theoretical head impact 
velocity (THIV). In this parameter, it is assumed that possible injuries to the vehicle occupant 
are directly related to the occupant's collision with the interior of the vehicle. The THIV value 
can be calculated with Equation (3) assuming that the head speed of the driver/passenger 
inside the vehicle is equal to the vehicle speed in the horizontal plane. 𝑇𝐻𝐼𝑉 = ൣ𝑉ௗ ௫ଶሺ𝑇ሻ + 𝑉ௗ ௬ଶሺ𝑇ሻ൧.ହ                      (3) 

Here, 𝑉ௗ ௫, 𝑉ௗ ௬, are the values of the head velocity in the longitudinal and lateral 
directions relative to the vehicle axis passing through its center, respectively. 𝑇 is when the 
theoretical passenger head moves 600 mm in the 𝑂௫ axis direction or 300 mm in the 𝑂௬ axis 
direction. 
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Limit values of ASI and THIV safety parameters are given in Table 1. 

 

Table 1 - Impact severity levels [1] 

Impact severity level Index values 
A ASI ≤ 1.0 

and THIV ≤ 33 km/h B ASI ≤ 1.4 
C ASI ≤ 1.9 

 

In Figure 2 are the positions of the accelerometer and dummy used in the vehicle while 
measuring ASI and THIV during the TB11 crash test. 

 

 
Figure 2 - Accelerometer and dummy positions for ASI and THIV calculation [25] 

 

Table 2 gives the performance evaluation criteria of H1W4-A barrier system. Figure 3 shows 
the test case according to EN1317 standards. As can be seen from the figure, the working 
width (W) is the greatest displacement of the guardrail during an impact. After a vehicle has 
impacted into the guardrail, it leaves the guardrail from an exit point. Exit box can be 
designed as a rectangular shaped box, calculated from the beginning of the vehicle exit point, 
the width (A) and length (B) of the impacting vehicle. One of the evaluation criteria of a 
crash test according to EN1317 is that a vehicle must remain inside the short edge of the exit 
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box when exiting the barrier.  The aim here is to prevent vehicles entering the traffic after an 
accident. Hence, calculation of the exit angle of a vehicle is of importance in terms of test 
acceptance. 

The maximum acceptable lateral displacement or working width (W) is 1.3 m which is upper 
limit of W4 level. Also, for the test conditions of TB11, and TB42 the maximum exit angle 
() is no more than 19 in reference to guardrail. 

 
Table 2 - EN1317 test evaluation criteria for H1 guardrail systems 

System 
Type Test Working width 

(W) (m) 
Exit box                     

(width(A) x length(B)) (m)* 
Exit angle () 
(°)** 

H1W4A 
TB11 ≤1.3 4.4x10 ≤19 
TB42 ≤1.3 8.22x20 ≤17 

*Calculated based on EN1317/2 
**Calculated based on exit box length 

 

 
Figure 3 - Illustration of crash test condition of EN1317 and exit box calculation [26]  

 

The evaluation of the road safety designs in Turkey is performed in accordance with the 
EN1317 standards. The test acceptance criteria that is specified in EN1317 for H1 
containment level, is given in Table 3. Detail on vehicle crash test descriptions and 
containment levels are given in EN1317 part 2 [1].  

 

Table 3 - EN1317 test acceptance criteria for H1 guardrail systems [1] 

System 
type Test Impact speed 

(km/h) 
Impact angle (ϴ) 

(°) 
Total mass 

(kg) 
Type of 
vehicle 

H1 
TB11 100 20 900 Car 
TB42 70 15 10000 Rigid HGV* 

*Heavy Goods Vehicle  
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2.2. Virtual Testing Tolerance in European Norm (EN) 16303  

Validation and calibration are required in order to be able to analyze with numerical models 
of crash tests conducted within the scope of EN1317. For this, there are acceptance criteria 
and error tolerances specified in EN16303 [28]. Allowable tolerances regarding safety and 
performance parameters are given in Table 4. In the quantitative comparison of the numerical 
models made with the real models, the allowed error tolerances must remain within the given 
deviation values. 

 

Table 4 - EN 16303 virtual test tolerance for validation process 

Parameter Tolerance 
ASI ±0.1 
THIV (km/h) ±3 
W (m) ±0.1 
Exit angle (α) * 
* Calculation and acceptance criterion are given in EN1317. Limit values are given in 
Table 2. 

 

2.3. The Details and FE Models of H1W4-A Guardrail System 

In this study, crash test data related to the H1W4-A barrier system were used. H1W4-A 
represents one most widely used barrier systems in general. The main components of the  

          
Figure 4 - (a) H1W4 guardrail system details and (b) FE model of the design 

(a) (b) 
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guardrail are the W-beam rail and the C-type post. The guardrail consists of S235JR graded 
steel material. In Figure 4 geometric details and FE model of the H1W4-A system are given. 
In the LS-DYNA model, the rail and post section are ‘Shell’ modelled, and the ‘MAT24’ is 
used as the material for both. Bolt connections between rail and post are defined as ‘Beam’. 
Materials and models validated from previous studies [8], [26], [29] were used in this 
research. 

Figure 5 shows the meanings of the symbols which are forming the name of the guardrail 
system that is classified according to EN 1317 standards.  

  
Figure 5 - Symbol meanings of H1W4-A system 

 

Commonly used materials and technical specifications of H1W4A system are given in Table 
5. 

 

Table 5 - Technical details of guardrail systems used in this study 

Guardrail system type Rail Post Material Rail thickness (mm) Post thickness (mm) 
H1W4A W C120X60X20 S235JR 3.0 4.0 

 

2.4. FE Analysis Techniques 

Figure 6 shows technical details and the FE models of the vehicles used in the TB11 and 
TB42 tests. The FE vehicles used here were not modelled for this study. The vehicles are 
models shared and validated by the National Crash Analysis Center [27]. These models have 
been developed for free use in safety assessment and crash tests. In the FE model created for 
this study, only the guardrail part is modelled and the vehicles were used as ready-made. 

Since the crash tests are dynamic tests, the FE analysis is run explicitly. Termination time 
was calculated as 0.4 s for TB11 and 1.5 s for TB42. Time Step is selected by default. The 
ASCI card was opened for outputs such as acceleration and displacement, and the plot time 
interval was defined as 0.01 s. The “LS-Manager” interface was used for analysis. In this 
interface, analyses were made for a total of 8 cores, 4 real and 4 virtual, and MEMORY=400 
000 000. 
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Figure 6 - Technical details and the FE models of vehicles used in TB11 (car) and TB42 

(HGV) tests [27] 

 

2.5. Validation of the FE Models 

In the above section, the tests to be performed for H1 system is given in Table 2. Previous 
studies have included actual test data for TB11, and TB42 tests. Based on these tests, full-
scale finite element models of H1 system was created using LS-DYNA software. The validity 
of these models created in the FE environment was compared against the actual crash test  

CAR 
Mass:900 kg 

HGV 
Mass:10000 kg 
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Table 6 - Comparison of data obtained from real tests and FE models 

Tests Parameters Real crash 
tests FE models Tolerance Inside 

limits? 

TB11 
ASI 0.86 0.79 ±0.1 Yes 

THIV (km/h) 22 21 ±3 Yes 

TB42 
W (m) 1.12 1.20 ±0.1 Yes 
α (°) 8 10 ≤19 Yes 

 

 
Figure 7 - (a) FE model of TB11 (b) Real test of TB11 (CSI 2017 [30]) [26] 

 
Figure 8 - (a) FE model of TB42 (b) Real test of TB42 (CSI 2017 [30]) [26] 

(a) (b)

(a) (b)
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data. The quantitative comparison of the FE model and the crash test is given in Table 6. The 
difference between the ASI, THIV, W and α values obtained for the FE model and the crash 
test as a result of the TB11 and TB42 tests remains within the limits specified in the EN16303 
and EN1317 standards. In addition, the qualitative comparison of FE model and crash test is 
given in Figures 7-8. As shown in Figures 7-8, results obtained from the FE models and the 
real crash tests show good agreement. As a result of the validation, it was understood that the 
FE model could be used in this study. 

 

3. FINITE ELEMENT TEST SETUP AND ANALYSIS 

3.1. Finite Element Test Setup 

Studies conducted in America and Europe have shown that the crash angles in accidents are 
between 30o-34o with a 90% probability [31]. The impact angles taken in EN1317 remain 
lower. However, it is obvious that as the impact angle and impact speed increase, the impact 
intensity and acceleration increase. There are studies evaluating impact velocity and angle 
conditions for EN1317 barrier tests [31][32]. Therefore, in this study, the critical impact 
point, which is not mentioned in the literature, was investigated for steel guardrails, rather 
than the impact angle and speed. For this, first of all, the FE model of H1W4 guardrail has 
been calibrated and validated with crash test data. As a result of the validation, it was deemed 
appropriate to use the guardrail FE model with acceptable error values in this engineering 
problem. Different impact points were determined on the validated FE model, and tests were 
created with validated vehicles. The determined impact points are given in Figure 9. 
Considered the standard 2 m spacing, the impact points were determined as 0.5 m, 1.0 m, 1.5 
m and 2.0 m points. In crash test centers, the vehicles are usually crashed into the posts (2.0 
m point) as the most unfavourable point, as can be seen from the crash test images in Figures 
6-7. It is known that the system behaves more rigidly around the posts. However, it is not 
clear whether the impact point should be chosen for just upon the post or before-after the 
post. In this study, research was carried out for 4 points immediately after the post (0.5m), in 
the middle of the two posts (1.0m), just before the post (1.5m) and upon the post (2.0m). For 
analysis, 900 kg vehicles under TB11 and 10 000 kg HGV vehicles within the scope of TB42 
test were hit at the points determined on the H1W4 system.  

 
Figure 9 - Vehicles impact points of H1W4-A system 
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3.2. Analysis and Results 

Totally, 8 analyses were made, including 4 TB11 and 4 TB42 subject to determined impact 
points. The outcomes obtained for TB11 (ASI, THIV) and TB42 (W, α) as a consequence of 
the analysis are given in Table 7. As can be seen from the table, the highest values in terms 
of safety and structural performance are seen at 0.5 and 1.0 m points. The smallest values 
occurred at 1.5 m and 2.0 m points. As can be seen from Figures 6-7 in crash tests, vehicles 
are usually crash into the post (2.0 m point). Assuming that this point is more rigid in the 
guardrail system, the worst situation is expected. However, the 2.0 m point, which was 
expected as the most negative point, turned out to be the safest point in terms of impact, just 
like the 1.5 m point. In addition, it can be seen that different behaviours occur at all 4 different 
impact points in the ASI graphs given in Figure 10. The most important reason for this is that 
the rigidity of the steel guardrails is not the same at every point. 

 

Table 7 - Quantitative comparison of data obtained from TB11 and TB42 tests 

Tests Parameters 
Impact points 

0.5 m 1.0 m 1.5 m 2.0 m 

TB11 
ASI 0.85 0.84 0.78 0.79 
THIV (km/h) 24 24 21 21 

TB42 
W (m) 1.22 1.24 1.17 1.20 
α (°) 32 27 5 10 

 

 
Figure 10 - ASI comparison for different impact points 

 



Sedat OZCANAN 

137 

 
Figure 11 - Qualitative comparison of TB11 test for different impact points 
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Figure 12 - Qualitative comparison of TB42 test for different impact points 
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If we look at the differences of the parameters in Table 7 at different points as significant, 
the difference between the largest ASI value and the smallest value is approximately 8-9%. 
Again, the THIV value is within the tolerance limit of ±3 given in EN16303. The exit angle 
(α) differences are more than 6 times between the largest value and the smallest value. In 
addition, these values at 0.5 and 1.0 m points exceed the limit values given in Table 2. 
Therefore, these differences are too large to be neglected. 

If we interpret our results with the help of the qualitative comparisons of different impact 
points given in Figure 11-12 for TB11 and TB42; the reason why ASI, THIV, W and α values 
are higher at 0.5 m and 1.0 m points is due to the higher penetration amount in vehicles 
impacting these points. Because these points are far from the post or because the post does 
not come immediately after the impact, these are the points where the vehicles act more 
flexible and, hence, penetrate more. It is known that the surrounding of the post is more rigid, 
so the penetration amount is less at the points that vehicle crash into the post (2.0 m point) or 
the post come to immediately after impacting (1.5 m point). This can be observed for cases 
TB11 and TB42 in Figures 10-11. In Figure 11, it can be seen that the impacting part of the 
vehicle passes the guardrail for 0.5 and 1.0 m points, but not at 1.5 and 2.0 m points, and the 
resulting displacements of the 1.5 and 2.0 m points are less than the 0.5 and 1.0 m points. 
The same is true for Figure 12. In addition, as given in Table 7, the W value at 0.5 and 1.0 m 
points is greater than the other two points, thus confirming the penetration status in TB11. 
Since the penetration is higher in hitting the flexible points, the vehicle's contact with the 
guardrail and acceleration values are greater and, hence, the ASI, THIV and W values are 
greater. Again, α values of points with higher penetration and W values are also higher. In 
fact, the α values obtained at 0.5 and 1.0 m points exceed the limit values calculated in the 
scope of EN1317 and given in Table 2. Therefore, in the light of the results given above, 
contrary to what is generally known, crashing vehicles into flexible points rather than 
impacting rigid points creates a more negative situation in crash tests. 

 

4. DISCUSSION AND CONCLUSION 

Generally, in crash tests, vehicles are crashed into posts that will produce the most negative 
results. As can be seen from the Figures 6-7 used for the validation of the FE model above, 
vehicles are crashed into the post, assuming that the post is the point that will give the most 
negative result in the crash tests. The general view is that the post surroundings will behave 
more rigidly. But in reality, it is anticipated that the situation may be different. Because rail 
and post behaviour work as a system in guardrails. In this study, the effects of the impact 
point on safety and structural performance of guardrails were investigated with finite element 
method. For this, the FE model was calibrated and validated using the crash test data of the 
H1W4-A system made within the scope of EN1317. Then, 4 different collision points (0.5, 
1.0, 1.5 and 2.0 m) were determined on the validated models and analysis were done. From 
the analysis results, it can be concluded: 

 This study brings novelty to the literature in terms of determining the most critical point 
in crash tests and creating an idea for determining the safety criteria of guardrails 
according to the most unfavourable situation. 

 It has been seen that, contrary to what is generally known, during the crash tests, 
impacting the more flexible points (0.5 and 1.0 m) rather than the rigid points (1.5 and 
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2.0 m) has more negative results. The reason for this is that the vehicles are more 
penetrating and their contact with the guardrail and acceleration values increase when 
hitting flexible points. 

 Guardrail manufacturers can distribute the rigidity, which formed around post, to the 
entire system by choosing the rail to be thicker and the steel material more resistant than 
the rail. Or vice versa to extend flexibility throughout the system. With more uniform 
rigidity or flexibility, critical impact points can be tolerated.  

 It is stated in En1317 that vehicles should hit the most rigid points of guardrails in crash 
tests. However, as it is understood from the outputs of this study, the most rigid point 
may not give the most critical safety result, since the guardrail works as a system. The 
most rigid point may vary in different guardrail designs. Instead of such a general 
statement, specifying a specific point for the relevant guardrail in the standards in line 
with the recommendations of this and similar academic research will lead to safer 
designs and results. 

 Since steel guardrail systems generally consist of rails and posts, the results obtained for 
this study can be generalized for H2, H3, and H4 guardrail systems. 

 In future studies, confirming the results obtained with the validated numerical analysis 
in this study with full-size crash tests will support the implementation of the results. 

 

References 

[1] EN1317-2, Road restraint systems - Part 2: Performance classes, impact test acceptance 
criteria and test methods for safety barriers including vehicle parapets Dispositifs. 2010. 

[2] American Association of State Highway and Transportation Officials, Manual for 
assessing safety hardware, 2009. 2009, p. 259. 

[3] R. R. Neves, H. Fransplass, M. Langseth, L. Driemeier, and M. Alves, “Performance 
of some basic types of road barriers subjected to the collision of a light vehicle,” Journal 
of the Brazilian Society of Mechanical Sciences and Engineering, vol. 40, no. 6, pp. 1–
14, 2018, doi: 10.1007/s40430-018-1201-x. 

[4] T. L. Teng, C. C. Liang, and T. T. Tran, “Effect of various W-beam guardrail post 
spacings and rail heights on safety performance,” Advances in Mechanical 
Engineering, vol. 7, no. 11, pp. 1–16, 2015, doi: 10.1177/1687814015615544. 

[5] T.-L. Teng, C. Liang, C. Hsu, C. Shih, and T. Tran, “Impact Performance of W-beam 
Guardrail Supported by Different Shaped Posts,” International Journal of Mechanical 
Engineering and Applications, vol. 4, no. 2, p. 59, 2016, doi: 
10.11648/j.ijmea.20160402.14. 

[6] K. Wilde, S. Burzyński, D. Bruski, J. Chróścielewski, and ..., “TB11 test for short w-
beam road barrier,” 2017, [Online]. Available: 
https://mostwiedzy.pl/pl/publication/tb11-test-for-short-w-beam-road-barrier,141616-
1%0Ahttps://mostwiedzy.pl/pl/publication/download/1/tb11-test-for-short-w-beam-
road-barrier_8832.pdf 



Sedat OZCANAN 

141 

[7] W. Borkowski, Z. Hryciów, P. Rybak, and J. Wysocki, “Numerical Simulation of the 
Standard Tb11 and Tb32 Tests for a Concrete Safety Barrier,” Journal of KONES 
Powertrain and Transport, vol. 17, no. 4, 2010. 

[8] S. Ozcanan and A. O. Atahan, “Minimization of Accident Severity Index in concrete 
barrier designs using an ensemble of radial basis function metamodel-based 
optimization,” Optimization and Engineering, vol. 22, no. 1, pp. 485–519, Mar. 2021, 
doi: 10.1007/s11081-020-09522-x. 

[9] H. I. Yumrutas, S. Ozcanan, and M. Y. Apak, “Experimental and numerical 
comparative crashworthiness analysis of innovative renewable hybrid barrier with 
conventional roadside barriers,” International Journal of Crashworthiness, vol. 0, no. 0, 
pp. 1–17, 2022, doi: 10.1080/13588265.2022.2075124. 

[10] M. Y. Apak et al., “Finite element simulation and failure analysis of fixed bollard 
system according to the PAS 68:2013 standard,” Engineering Failure Analysis, vol. 
135, no. February, p. 106151, 2022, doi: 10.1016/j.engfailanal.2022.106151. 

[11] İ. Yılmaz, İ. Yelek, S. Özcanan, A. O. Atahan, and J. M. Hiekmann, “Artificial neural 
network metamodeling-based design optimization of a continuous motorcyclists 
protection barrier system,” Structural and Multidisciplinary Optimization, vol. 64, no. 
6, pp. 4305–4323, 2021, doi: 10.1007/s00158-021-03080-1. 

[12] M. Büyük, A. O. Atahan, and K. Kurucuoǧlu, “Impact performance evaluation of a 
crash cushion design using finite element simulation and full-scale crash testing,” 
Safety, vol. 4, no. 4, 2018, doi: 10.3390/safety4040048. 

[13] D. Bruski and W. Witkowski, “Numerical studies on the influence of selected 
construction features and road conditions on the performance of road cable barriers,” 
MATEC Web of Conferences, vol. 231, 2018, doi: 10.1051/matecconf/201823101003. 

[14] K. Long, Z. Gao, Q. Yuan, W. Xiang, and W. Hao, “Safety evaluation for roadside 
crashes by vehicle–object collision simulation,” Advances in Mechanical Engineering, 
vol. 10, no. 10, pp. 1–12, 2018, doi: 10.1177/1687814018805581. 

[15] R. Sturt and C. Fell, “The relationship of injury risk to accident severity in impacts with 
roadside barriers,” International Journal of Crashworthiness, vol. 14, no. 2, pp. 165–
172, 2009, doi: 10.1080/13588260802614365. 

[16] A. O. Atahan, J. M. Hiekmann, J. Himpe, and J. Marra, “Development of a continuous 
motorcycle protection barrier system using computer simulation and full-scale crash 
testing,” Accident Analysis and Prevention, vol. 116, no. December 2016, pp. 103–115, 
2018, doi: 10.1016/j.aap.2017.04.005. 

[17] K. Wilde, A. Tilsen, S. Burzyński, and W. Witkowski, “On estimation of occupant 
safety in vehicular crashes into roadside obstacles using non-linear dynamic analysis,” 
MATEC Web of Conferences, vol. 285, p. 00022, 2019, doi: 
10.1051/matecconf/201928500022. 



Finite Element Analysis and Investigation of Critical Impact Point of Steel Guardrails … 

142 

[18] M. H. Ray, “Repeatability of Full-Scale Crash Tests and Criteria for Validating 
Simulation Results,” Transportation Research Record: Journal of the Transportation 
Research Board, vol. 1528, no. 1, pp. 155–160, 1996, doi: 
10.1177/0361198196152800117. 

[19] Z. Ren and M. Vesenjak, “Computational and experimental crash analysis of the road 
safety barrier,” Engineering Failure Analysis, vol. 12, no. 6 SPEC. ISS., pp. 963–973, 
2005, doi: 10.1016/j.engfailanal.2004.12.033. 

[20] M. Borovinšek, M. Vesenjak, M. Ulbin, and Z. Ren, “Simulation of crash tests for high 
containment levels of road safety barriers,” Engineering Failure Analysis, vol. 14, no. 
8 SPEC. ISS., pp. 1711–1718, 2007, doi: 10.1016/j.engfailanal.2006.11.068. 

[21] W. Borkowski, Z. Hryciów, P. Rybak, and J. Wysocki, “The researches of effectiveness 
of road restraint systems,” Journal of Konbin, vol. 13, no. 1, pp. 53–64, 2010, doi: 
10.2478/v10040-008-0136-1. 

[22] T. Niezgoda, W. Barnat, P. Dziewulski, and A. Kiczko, “Numerical modelling and 
simulation of road crash tests with the use of advanced CAD/CAE systems,” Journal of 
Konbin, vol. 23, no. 1, pp. 95–108, 2012, doi: 10.2478/jok-2013-0041. 

[23] L. Pachocki and K. Wilde, “Numerical simulation of the influence of the selected 
factors on the performance of a concrete road barrier H2/W5/B,” MATEC Web of 
Conferences, vol. 231, 2018, doi: 10.1051/matecconf/201823101014. 

[24] LSTC, “LS-DYNA Keyword User’s Manual Volume,” vol. I, no. February. 2018. 

[25] J. Chell, C. E. Brandani, S. Fraschetti, J. Chakraverty, and V. Camomilla, “Limitations 
of the European barrier crash testing regulation relating to occupant safety,” Accident 
Analysis and Prevention, vol. 133, no. July, p. 105239, 2019, doi: 
10.1016/j.aap.2019.07.015. 

[26] S. Ozcanan and A. O. Atahan, “RBF surrogate model and EN1317 collision safety-
based optimization of two guardrails,” Structural and Multidisciplinary Optimization, 
vol. 60, no. 1, pp. 343–362, Jul. 2019, doi: 10.1007/s00158-019-02203-z. 

[27] NCAC (2008) Finite element model archive, George Washington University 
FHWA/NHTSA National Crash Analysis Center, http:// 
www.ncac.gwu.edu/vml/models.html, Virginia (Accessed 2008) 

[28] Europan Norm, “BS EN 16303:2020 BSI Standards Publication Road restraint systems 
— Validation and verification process for the use of virtual testing in crash testing 
against vehicle restraint system,” 2020. 

[29] S. Ozcanan and A. O. Atahan, “Radial basis function surrogate model-based 
optimization of guardrail post embedment depth in different soil conditions,” 
Proceedings of the Institution of Mechanical Engineers, Part D: Journal of Automobile 
Engineering, vol. 234, no. 2–3, pp. 739–761, Feb. 2020, doi: 
10.1177/0954407019848548. 

[30] CSI (2017) Crash testing of H1 and H2 guardrails systems. 0021\ME\HRB\17, Bollate, 
Italy 



Sedat OZCANAN 

143 

[31] N. Abraham, B. Ghosh, C. Simms, R. Thomson, and G. Amato, “Assessment of the 
impact speed and angle conditions for the EN1317 barrier tests,” Int. J. 
Crashworthiness, vol. 21, no. 3, pp. 211–221, 2016, doi: 
10.1080/13588265.2016.1164444. 

[32] C. Jurewicz, A. Sobhani, J. Woolley, J. Dutschke, and B. Corben, “Exploration of 
Vehicle Impact Speed - Injury Severity Relationships for Application in Safer Road 
Design,” Transp. Res. Procedia, vol. 14, pp. 4247–4256, 2016, doi: 
10.1016/j.trpro.2016.05.396. 

  



Finite Element Analysis and Investigation of Critical Impact Point of Steel Guardrails … 

144 

 



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /CMYK
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<

    /BGR <>
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /CZE <>
    /DAN <>
    /DEU <>
    /ESP <>
    /ETI <>
    /FRA <>
    /GRE <>

    /HRV (Za stvaranje Adobe PDF dokumenata najpogodnijih za visokokvalitetni ispis prije tiskanja koristite ove postavke.  Stvoreni PDF dokumenti mogu se otvoriti Acrobat i Adobe Reader 5.0 i kasnijim verzijama.)
    /HUN <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /LTH <>
    /LVI <>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /POL <>
    /PTB <>
    /RUM <>
    /RUS <>
    /SKY <>
    /SLV <>
    /SUO <>
    /SVE <>
    /TUR <>
    /UKR <>
    /ENU (Use these settings to create Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


