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Vehicle exploitation in different traffic conditions and on different terrains 

often requires use of the brake system, which further influences the 

increment of the temperature of executive organs, as well as the brake 

system efficiency decrement and violation of traffic safety. This paper is 

based exactly on this subject, and the research was conducted in the 

laboratory on the test rig, which simulates the quarter of the vehicle. Three 

different investigations were conducted for one vehicle, during which the 

vehicle speed and braking pressure were the same, and only variable was air 

flow speed (0 km·h-1, 7 km·h-1, and 10 km·h-1) around the disc brake, with the 

aim to maintain as the lowest possible temperature in the contact of brake 

disc and brake pads. The obtained results show that the increment of the 

airflow speed causes a longer braking distance. The conclusions made on 

the basis of the reviewed literature from the subject field, and their 

comparison with obtained results, indicate on the  fact that the forced 

cooling is not necessary, because it was not overpassed the working 

temperature of disk brakes, used in this research.This paper gives insight 

into how the air flow speed around the brake disc, has an inconvenient 

influence on the stopping distance, and also gives directions for the 

improvement of the traffic safety and reliability of the brake system during 

vehicle exploitation. 
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1. Introduction 

During the braking process, the contact between the brake disc and brake pads occurs friction 

which is necessary for the braking, but the undesirable phenomenom of friction, also appears heating 



of brake elements [1]. The brake disc must be made as such, to absorb the highest possible amount of 

heat in a shortest possible time interval. After that, the absorbed heat must be dissipated into the 

environment [2], because the high temperatures can cause braking noise, intensive wearing, and in 

some cases for brakes failure [3], and besides that, this can also disturb the correct work of the 

suspension [4].  

In some cases, the heating of brakes is not an undesirable phenomena, because the increment of 

the temperature of the friction couple, up to some level, increases the friction coefficient, which leads 

to the decrement of the stopping time. This is very convenient from the aspect of traffic safety. That is, 

it can be said, that from the aspect of the value of the friction coefficient, it exists the optimal 

temperature, which elements of the brake system should have. More accurately, the friction coefficient 

will rise until some value of the temperature is achieved, and after this value of the temperature is 

achieved, the friction coefficient will start to decrease with further temperature increment, this 

phenomenon in the literature is known as „brake fade“ [5]. This primarily depends from the thermal 

sensitivity of the brake [6].  

In the case of the normal exploitation conditions of the vehicle, when only a periodical braking 

(the adjustment of the speed to the traffic conditions, or stopping because of traffic signs or due to the 

unpredicted situation) the friction couple will not achieve a critical temperature, because during the 

acceleration, the friction couple will cool down [7]. On the cooling intensity of the friction couple, the 

strong influence has the geometry of the brake disc, the geometry of the blades of the brake disc, holes 

and slots on the contact surface of the brake disc, the applied materials, the mass of the vehicle and the 

exploitation conditions [8-12]. Besides that, the contact surface of brake pads dictates the heating 

value of the friction pair. By design of the contact surface of brake pads, it can be achieved the 

evenness of the temperature in contact, and this will further reduce the thermal stresses [13]. Further 

with the reduction of thermal stresses, will be prolonged the lifetime of the executive organs of the 

brake system. In the case of the vehicle driving on long downhills or in the case of often stops, it can 

come to the achievement of critical temperature, after which the friction coefficient will start to 

decrease [14, 15]. The high temperatures which appear in such exploitation conditions, do not affect 

only on the friction coefficient, but also affect the thermal instability of the friction couple, as well as 

on the material properties, which further affect on the braking efficiency [16]. Also, in the case of a 

vehicle with the hydraulic brake system, where the brake fluid plays a very important role in the 

transfer of the braking force, from the command to the executive organs, the braking fluid can affect 

the response time of the brake system [17]. The quality of the braking fluid is characterized by boil 

point, because it is a functional element in the brake system, and as such it must satisfy all demands. 

In order to maintain safety on the roads at the greatest possible level, it is very important for the 

vehicle to be technically correct, and in the case of come accidental situation to have as shortest 

possible braking distance. Also, it is important in these situations to avoid violations of traffic safety. 

On the market exists a great number of brake pads manufacturers, and each brake pad is different by 

its properties and price. The brake pads which the owner of the vehicle will use, will be chosen or by 

recommendation of the manufacturer or by price. One such research was conducted for more brake 

pads with different prices, and the best was shown the most expensive brake pad [18]. In the case 

when the cheapest brake pads and brake discs which exist on the market, it can come to the reduction 

of the efficiency of the brake system, in the cases of intensive or long-term braking [19].  



The previous review of the literature from the subject field, which was the starting point, as well 

as the motivation for this research, is shown in Tab. 1. It can be seen that the temperature is one of the 

main causes of the decrement brake efficiency. Also, the temperature increases with the increment of a 

number of braking repetitions. Exactly these two phenomena will be investigated in this paper. That is, 

it will be investigated how the number of consecutive braking, affects on the temperature increment 

and brake efficiency decrement. 

 

Table 1. The review of conclusions and disadvantages found from the research that are related 

with the subject of this paper   

References Conclusions Disadvantages 

[1-3] The brake disc must to absorb as highest 

possible heat amount and to release it to 

environment. 

High temperatures influence the noise, 

wear, and even failure. 

[4] 
Disturbance of the correct work of the 

suspension. 

[5, 6] 
Overheating of the brake system effects on 

the fading of braking characteristics. 
Violation of traffic safety. 

[7, 14-16] 

The number of braking influences the 

evolution, temperature, speed, specific 

power, and friction coefficient. 

Increment of a number of braking it 

reduces the efficiency. 

[8-12] 

The cooling efficiency influences the brake 

disc geometry (is it a vented brake disc or 

not, the ribs shape) and brake pads, the 

existence of holes and slots on the contact 

surface of the brake disc, and applied 

materials. 

The appearance of cracks around the 

slots and holes. The compatibility of 

materials of parts which are in contact. 

Different thermal expansion. 

[13] 

If the brake pad achieves the contact with 

brake disc with a complete contact surface, 

the temperature will be more even. 

Higher price of brake pads. 

[17-19] 

It is necessary to mount replacement parts 

according to the manufacturer’s 

recommendation, as well as the 

maintenance of the same. 

The existence of moisture in brake fluid 

in the case of the hydraulic braking 

installation. Price. 

 

According to the data of the World Health Organization, every year in the traffic life lose 1.3 

million people, while between 20 and 50 million of people are not life endangered. More than half of 

all which died because the traffic accidents, belong to the group of vulnerable traffic participants [20]. 

The reason because of most often comes to traffic accident is the human mistake, such is the too fast 

drive, on which directly influences has the hurry, or non-adjusted speed to the traffic conditions, traffic 

participants which often change lanes, frequent use of sirens, and similar [21-23]. All this affects the 

often activation/use of brakes, what during time affects brakes efficiency decrement. One more regime 

which can affect the brake efficiency decrement is the drive on long downhills, where the brakes are 

used constantly. Besides that, it has an influence, and if the driver is distracted in some way, during the 



drive, for example, if he uses the cellphone [24]. In the case, when the driver is distracted, he needs 

more time to stop the vehicle, than in the case when happens something unexpected [25]. 

The aim of this paper is to determine how the cooling of the disc brake will influence the 

temperature of disc brake elements. Also, the aim is to determine how the cooling intensity will 

influence the braking distance, all with the aim to prevent violations the traffic safety. 

2. Stopping distance 

The stopping distance is the distance which the vehicle passes from the moment when the driver 

reacts on the accidental situation, until the vehicle stops. The stopping distance consists from three 

parts [26]: 

 Thinking Distance 

 Reaction Time 

 Braking Distance 

The determination of the stopping distance can be conducted as in the case of its determination 

in the case of some traffic accident [27], eq. (1).  
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The advantage of such determination of the stopping distance is that it includes all components 

of the system human-vehicle-road. Fig. 1 presents the braking of the vehicle on the straight horizontal 

road in the case of all wheels braking. Common for the equation (1) and Fig. 1, are times which are of 

high importance for stopping distance, and there are the driver reaction time and system response time 

( rt ) and time necessary for the braking pressure to achieve its maximal value ( nt ). 

In the case of a traffic accident, the speed of the vehicle during the braking is not known. 

Different form this, during the brake testing in laboratory conditions, the speed is known. So, the 

braking distance, for the laboratory investigations, can be determined by the application of eq. (2). 

Figure 1. The simplified diagram of the straight-

line braking [26] 
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According to eq. (2), it can be concluded that in this case will be calculated the braking distance, 

where are not included the driver’s thinking and reaction, only the braking from the moment of brake 

activation, on the basis of speed change. 

3. Experimental installation 

The experimental work was conducted on the test rig BRAKE DYNO 2020, shown on Fig. 2. 

The test rig is designed as such to simulate the kinetic energy of the quarter of the vehicle mass. That 

is, how during the braking process, the kinetic energy of the vehicle is stopping, more accurately, the 

brakes must consume the kinetic energy of the vehicle, in order to stop it. So, by adjusting the 

rotational speed of the flywheel mass (5), it can be simulated the kinetic energy of the quarter of the 

vehicle mass, by equalizing the rotational kinetic energy of the flywheel mass (5), with the desired 

translational kinetic energy of the quarter of the vehicle. In order to simulate the kinetic energy, the 

test rig consists of the drive part (electric motor (1), and frequency regulator (13) which is necessary to 

adjust the rotational speed of the electric motor (1), and by that the rotational speed of the flywheel 

mass (5)). The flywheel mass (5) is connected with the electric motor (1), through the electromagnetic 

clutch (2). The braking performs by activation of the hydraulic brake installation (brake cylinder (12) 

and pipes (26)). The activation of the hydraulic installation performs by pneumatic installation 

(compressor (10), pipes (25), and pneumatic components (9) which besides the brake activation, also 

serve and for braking pressure adjustment). The temperature of brake pads measured by four thermal 

sensors mounted in brake pads at 2 mm from contact surfaces, while the temperature of the brake disc 

is followed by a thermal imager (8). The ventilator (30) serves to simulate the air flow through the disc 

brake. All data collected from sensors on the PC (11), on which is installed special software for the 

test rig automatic control, as well as for the data collection from sensors. An important parameter is 

the rotational speed of the flywheel (5) and thereby also the rotational speed of the ventilated brake 

disc (6). For the measurementof this parameters, inductive sensor (14), is used, which gives possibility 

of vehicle speed calculation at each moment of measurement. In order to follow are necessary 

parameters, were used several crucial sensors, whose characteristics are given in Tab. 2.  

 



 

Figure 2. The scheme of the experimental installation installation 

Table 2. Type and characteristics of used sensors 

Parameter 
Name of used 

sensor 
Type Measuring range Error 

Disc brake revolutions 

number 
BCT1204PZ-YB Inductive sensor 0 ÷ 10.000 min

-1
 - 

Braking pressure WPM-131D Resistive sensor 0 ÷ 25 MPa 0.2% 

Braking torque CZL312 5t Resistive sensor to 5 t 0.03% 

Brake pads 

temperature 
Pt100 Resistive sensor 0 ÷ 250 °C 0.1% 

Brake disc temperature Тesto 868 Thermal imager 0 ÷ 650 °C ± 2% 

4. Experimental plan 

The investigation of the cooling influence, that is, the speed of the air flow around the brake 

disc and brake pads (Fig. 3) during the investigation, will be conducted for two different air flow 

speeds and for one investigation in a peaceful environment, that is, when don’t exist the forced air 

flow around the disc brake. The brake disc is made from cast iron, while brake pads are made from 

frictional materials. The characteristics of materials of the friction pair are given in Tab. 3. The initial 

conditions are the same for all three investigations (Tab. 4), the difference is only in the speed of the 

air flow around the brake disc. The BC is the abbreviation for the brake cooling, while the number 

along BC represents the number of tests. The 0 is the first test where the airflow speed around the 

brake was 0 km·h
-1

, 1 is the second test where the airflow speed around the brake was 7 km·h
-1

 and the 

2 is the third test where the airflow speed around the brake was 10 km·h
-1

. It will be conducted a ten 

consecutive repetitions of acceleration and braking until the stop, Fig. 4. Each test consists of the 

standstill, acceleration, achievement of the desired speed, and braking. The standstill actually 

represents the period characteristic for real exploitation conditions, during which the driver puts the 

vehicle in first gear and releases the clutch, and after this, the vehicle starts from standstill to 

accelerate. The next period is acceleration, during which the vehicle needs some time to achieve the 

desired speed, and after the desired speed achievement, the driver starts braking until the vehicle stops. 



The explained procedure will be repeated ten times consecutive. During all ten tests, will be 

investigated the influence of the cooling intensity ( vv ) on the generated temperatures of the brake disc 

and brake pads, as well as, will be determined the braking distance for each test.  

 

 

 

Figure 3. The look of the ventilated 

brake disc and the brake pads 

Figure 4. The diagram representation of the repetition 

test for ten consecutive cycles (standstill-acceleration-

braking until stop) 

 

Table 3. Material characteristics of the brake disc and brake pads 

 Brake disc Brake pad 

Density [kg·m
-3

] 7100 2300 

Elastic modulus [GPa] 118 20 

Poisson ratio [–] 0.32 0.3 

Thermal conductivity [W·m
–1

°·C
–1

] 53.3 3 

Specific heat [J·kg
–1

·°C
–1

] 490 1200 

Thermal expansions [°C
–1

] 10.85·10
-6

 10·10
-6 

 

The investigation was conducted in the laboratory conditions. On the basis of the scheme of the 

test rig (Fig. 2) can be noticed that doesn’t exist the wheel connected to the brake disc. This means, 

that there is no part which will contribute to the heat conduction, which represents one disadvantage in 

respect to the case when are is a tested disc brake in the assembly with the wheel. The wheel in this 

case is not mounted, in order to follow the temperature of the contact surface of the brake disc. 

Another disadvantage is the non-existence of other vehicle systems, which exist in the case of real 

vehicle and which can affect the vehicle stopping. One more disadvantage is the non-existence of 

contact between the wheel and the road, which can be successfully simulated during the test on a 

dynamometer. In this case, when existing contact between the wheel and the road, due to the rolling 

resistance, the stopping time of the vehicle will be shorter. 

 

Table 4. The control parameters of tests with variable cooling of the disc brake 

Test name Input data 

Test BC0 25pT  C 

300m  kg 

5p  MPa 

100v   km·h
-1

 

0vv   km·h
-1

 

Test BC1 7vv   km·h
-1

 

Test BC2 10vv   km·h
-1

 

 



On the basis of the defined tests, it was 

defined and the investigation procedure, Fig. 

5. All investigations were conducted for the 

same initial conditions, the initial 

temperature of the brake disc was 25,5 C ± 

0,5 C, while the temperature of the 

environment during all tests was 21 C ± 1 

C. This was necessary for the later 

comparison of tests/results. Before the 

measurement starts, it is chosen the test 

according to which will be conducted the 

investigation. After that, the output 

parameters were defined (data which will be 

recorded during the experimental work). The 

next step is the start of the test rig. After 

some time, the brake disc achieves the 

desired rotational speed which corresponds 

to the desired speed of the vehicle. When the 

desired speed is achieved, the brake 

activates. The output data are saved on the memory of PC. The measurement, as well as the data 

saving lasts until are finished all ten cycles of standstill, acceleration, and braking until stop. The next 

step is data processing, analyzing, and discussion of the results, as well as the conclusions make on the 

basis of the conducted analysis.  

5. Results and discussion 

 The influence of the cooling on the 

braking efficiency, will be shown and 

evaluated for each repetition test, through 

the value of the braking distance. The 

braking behavior shown by deceleration 

change, can be seen in Fig. 6. The shape of 

the deceleration curve almost corresponds 

to the theoretical braking behavior from 

Fig. 1. The main difference is because is 

not include the driver reaction time, 

because the test rig control is automatized, 

and at the moment when the defined speed 

is achieved, the brake activates 

automatically. As an example, it was taken 

the first braking from test BC2. On the 

basis of the results obtained from the 

conducted tests (where the only difference in the experimental work was related to the cooling of the 

disc brake, that is, did the experimental work conducted for the case of the peaceful environment 

Figure 5. The algorithm of the investigation 

procedure 

Figure 6. The behaviour of deceleration for the 

case of BC2 during the first braking cycle 



without the forced cooling of the brake system, or for the case of the investigation with forced cooling 

with different air flow speed) outcome the conclusion that with greater speed of the air flow around 

the brake system, the temperature of brake pads will be smaller. In the case, when is not included the 

forced cooling (Test BC0), the generated temperature on the brake pads is the greatest, compared to 

the other two tests (Fig. 7).  

The temperature shown in Fig. 7 is the highest measured temperature of brake pads, which 

appears on the entering side of the outer brake pad. It can be seen that at the beginning of the 

acceleration, the temperatures for the case of no cooling is almost the same as the temperature when 

the air flow speed is 7 km/h, and this continues until the stop. After the next acceleration, the 

temperature on the brake pad is constant for the case when the air flow speed is 7 km/h, while for the 

case without cooling the temperature rises. No matter to the conducted test, the temperature on the 

brake pads continues to rise even after a vehicle stop. So, in the case of the 10
th

 braking, it is not 

shown the maximal temperature, that is, the measurement is finished at the moment when the 

simulated vehicle stopped after 10
th

 braking at each test. After 10
th

 cycle, the lowest temperature is 

achieved on the brake pad when the air flow speed was 10 km/h, while the highest temperature was 

recorded for the case without cooling, Fig. 7. Tab. 5 gives the calculated value for the braking distance 

for each test, that is for each cycle. Globally, the best results from the aspect of braking distance, gave 

the test BC0. That is from the ten cycles, in the case of the test BC0, six times was obtained the 

shortest braking distance. From where comes the conclusion, that the relatively high temperature of 

the friction couple is not to undesirable phenomena. That is, in order to stop the vehicle at the shortest 

possible distance, it is necessary for the friction couple to achieve the working temperature at which 

the braking distance will be shortest. During these investigations, no matter to the defined conditions, 

the working temperature of the brake system (the temperature after which comes to the increment of 

the stopping distance) was not passed and it did not disturb safe stopping [28,29].  

 

 (a)  (b) 



 (c) 

Figure 7. The influence of the air flow speed on the value of the temperature of brake pads 

during the ten consecutive cycles (a) BC0, (b) BC1 and (c) BC2 

 

Table 5. The achieved braking distance for each investigation cycle with respect to the air flow 

speed around the disc brake 

 Braking distance [m] 

 BC0 BC1 BC2 

1 55.39 53.91 53.83 

2 53.15 49.97 51.52 

3 47.87 49.07 45.07 

4 43.09 48.69 45.66 

5 47.22 47.27 53.12 

6 48.10 49.64 55.64 

7 46.69 51.10 55.37 

8 46.41 46.01 50.73 

9 46.02 47.14 51.93 

10 48.64 51.86 49.44 

By this, it concludes that the temperature during the first ten consecutive cycles of braking has 

not passed critical values, and there is no need for forced cooling. So, in practice, this can be used, by 

implementation of the unit which will follow the stopping distance and the temperature of the 

executive organs of the brake system, and at the moment when the braking distance starts to rise, the 

forced cooling of the disc brake, in order to maintain the working temperature of the brake system, in 

allowed boundaries. 

 



 

Figure 8. Maximum temperature of the brake disc for each cycle 

 

The temperature on the contact surface of the brake disc was highest in the case without 

cooling, during all repetitions (Fig. 8). The lowest temperature on the contact surface of the brake disc 

was achieved for the case when the cooling intensity was highest, that is, during the test BC2. At the 

beginning, the temperature of the brake disc, for the cases BC1 and BC2, is almost the same. After 

that, for cycles from 2 to 5, the difference in temperature rises, at cycle 6 decreases, and for cycles 7 to 

10 maintains an almost constant value. On Fig. 9 are presented the thermographic representations of 

the disc brake, recorded for the 10
th

 braking cycle for all three tests. What is common for all three 

tests, is the same behaviour of the brake disc, that is, in all cases, on the contact surface of the brake 

disc formed the hot rings, which further affects the change of Young’s module and material strength, 

and by this contributes to the deformation of brake system elements, what further cause uneven 

distribution of contact stress [30]. This is quite inconvenient and can cause a great damage to the brake 

disc, as well as the failure of the brake system [31].  

 

 

 

 

 



(а) (b) 

(c) 

Figure 9. The thermographic representation of the contact surface of the brake disc for the tenth 

braking cycle (а) BC0, (b) BC1, and (c) BC2 

6. Conclusion 

Traffic safety is quite an actual subject of nowadays society, while the brake system is very 

important from the aspect of traffic safety. While on the braking efficiency influences several factors, 

such are construction, applied materials, environmental conditions, and similar. The conducted 

research leads to the next conclusions: 

 Traffic conditions as well as vehicle technical conditions influence braking efficiency. 

 The number of traffic accidents, the number of harmed or died, between whose are 

young and older, in traffic, significantly influences one country. The life loss is firstly 

the great loss for the families, as well as the economic loss for the country.  

 The achieved temperature in the contact between the brake disc and brake pads, has a 

significant influence on the braking efficiency. 

 No matter if the cooling of the disc brake exists or not, always will come to the 

increment of the disc brake temperature during the braking. 

 The forced cooling can have a negative effect on the braking distance and can lead to 

the violation of traffic safety. So it should implement a control unit, which will on the 

basis of temperature and braking distance, determine either the cooling is necessary or 

not. 

The obtained results from this research can find application in the automotive industry. These 

results are a good start to think about the development of a vehicle system which will simultaneously 



follow the brake system temperature and vehicle stopping distance. On the basis of these parameters, 

this system should decide if is necessary a forced cooling of the brake system or is not.  

Further researches should include and the anti-lock braking system during the testing, because 

today, this system is mandatory equipment for all vehicles. The non-existence of the anti-lock braking 

system is the disadvantage in this research. 

Nomenclature  

ha  - braking deceleration [ms
-2

] 

hma  - maximum braking deceleration value [ms
-2

] 

g  - gravity of Earth [ms
-2

] 

NP  - brake pedal force [N] 

NmP  - maximum brake pedal force value [N] 

zS  - stopping distance [m] 

oV
 - speed in the moment of brake activation [ms

-1
] 

nt  - braking deceleration rise time [s] 

rt  - total system response time [s] 

rht  - brake systems response time [s] 

Greek symbols 
  - tyre-road adhesion coefficient (peak or sliding) [-] 

References  

[1] Baoquan, G., Honghua, H., Friction Heat Energy Recovery System Based on Hydraulic Brake 

System by Wire of Heavy Vehicle, Thermal Science,  27 (2023), 2, pp. 1159-1166 

[2] Topouris, S., et al., Heat Dissipation from Stationary Passenger Car Brake Discs, Strojniški 

vestnik, 66 (2020), 1, pp. 15-28 

[3] Cravero, C., Marsano, D., Flow and Thermal Analysis of a Racing Car Brake system, Energies, 15 

(2022), 8, p. 2934 

[4] Natarajan, N., Vijayarangan, S., Rajendran, I., Fabrication, Testing and Thermal Analysis of Metal 

Matrix Composite Brake Drum, International Journal of Vehicle Design,  44 (2007), 3-4, pp. 339-

359 

[5] Park, S., et al., Brake-Disc Holes and Slit Shape Design to Improve Heat Dissipation Performance 

and Structural Stability, Applied Sciences, 12 (2022) 3, p. 1171. 

[6] Yevtushenko, A., Topczewska, K., Zamojski, P., Temperature During Repetitive Short-Term 

Operation of a Brake with Functionally Graded Friction Element, Materials, 16 (2023), 2, p. 881 

[7] Yevtushenko, A., Kuciej, M., Calculation of Friction Characteristics of Disc Brakes Used in 

Repetitive Short-Term Braking Mode, Journal of Friction and Wear, 41 (2021), pp. 509-516 

[8] Mahale, V., Bijwe, J., Role of thermal Conductivity in Controlling the Tribo-Performance of Non-

Asbestos Organic Brake-Pads, Journal of Composite Materials, 54 (2020), 27, pp. 4145-4155 



[9] García-León, R.A., Afanador-García, N., Gómez-Camperos, J.A., Numerical Study of Heat 

Transfer and Speed Air Flow on Performance of an Auto-Ventilated Disc Brake, Fluids, 6 (2021), 

4, p. 160. 

[10] Wallis L., et al., Air Flow and Heat Transfer in Ventilated Disc Brake Rotors With Diamond 

and Tear-Drop Pillars, Fluids Numerical Heat Transfer, Part A: Applications, 41 (2002) 6-7, pp. 

643-655. 

[11] Yildiz Y., Duzgun M., Stress analysis of ventilated brake discs using the finite element 

method, International Journal of Automotive Technology, 11 (2010) 1, pp. 133-138. 

[12] Bošković, B.M., et al., Experimental Investigation of the Influence of Deceleration on Brake 

Elements Temperature in Order to Improve Traffic Safety, Thermal Science, 28 (2024) 4, pp. 

2881-2889. 

[13] Hong, H., et al., Optimal Location of Brake Pad for Reduction of Temperature Deviation on 

Brake Disc During High-Energy Braking, Journal of Mechanical Science and Technology, 35 

(2021) 3, pp. 1109-1120. 

[14] Adamowicz, A. Grzes, P., Influence of Convective Cooling on a Disc Brake Temperature 

Distribution During Repetitive Braking, Applied Thermal Engineering, 31 (2011), 14-15, pp. 

2177-2185 

[15] Gang, W., Tian, C., ZhiPeng, L., Study on the Influence of Running Parameters on the 

Temperature Field of Disc Brake on Long Downhill Road, Proceedings of the Institution of 

Mechanical Engineers, Part D: Journal of Automobile Engineering, 2023.  

[16] Adamowicz, A., Effect of Convective Cooling on Temperature and Thermal Stresses in Disk 

During Repeated Intermittent Braking, Journal of Friction and Wear, 37 (2016), pp. 107-112 

[17] Podoprigora, N., et al., Methods of Assessing the Influence of Operational Factors on Brake 

System Efficiency in Investigating Traffic Accidents, Transportation Research Procedia, 20 

(2017), pp. 516-522. 

[18] Viderščak, D., et al., Influence of Brake Pad Properties to Braking Characteristics, Promet, 34 

(2022), 1, pp. 91-102 

[19] Synák, F., Jakubovičová, L., Klačko, M., Impact of the Choice of Available Brake Discs and 

Brake Pads at Different Prices on Selected Vehicle Features, Applied Sciences, 12 (2022), 14, p. 

7325 

[20] ***, World Health Organiyation, https://www.who.int/health-topics/road-safety#tab=tab_1  

[21] Samson, C.J., Hussain, Q., Alhajyaseen, W.K., Analysis of Stopping Sight Distance (SSD) 

Parameters: A Review Study, Procedia Computer Science, 201 (2022), pp. 126-133.  

[22] Yan, H., et al., Role of vane configuration on the heat dissipation performance of ventilated 

brake discs, Applied Thermal Engineering, 136 (2018), pp. 118-130. 

[23] Mukund Pawar, N., et al.,  Modelling braking behaviour and accident probability of drivers 

under increasing time pressure conditions, Accident Analysis & Prevention, 136 (2020), p. 

105401. 



[24] Bellinger, D.B., et al., The Effect of Cellular Telephone Conversation and Music Listening on 

Response Time in Braking, Transportation Research Part F: Traffic Psychology and Behaviour, 

12 (2009), 6, pp. 441-451  

[25] Johansson, G., Rumar, K., Drivers' Brake Reaction Times, Human Factors: The Journal of the 

Human Factors and Ergonomics Society, 13 (1971), 1, pp. 23-27  

[26] Flanagan S.K., et al., Investigating and Modeling of Cooperative Vehicle-to-Vehicle Safety 

Braking distance, Future Internet, 13 (2021), 3, p. 68 

[27] Guzek, M., Lozia, Z., Computing Methods in the Analysis of Road Accident Reconstruction 

Uncertainty, Archives of Computational Methods in Engineering, 28 (2021), pp. 2459-2476 

[28] Zhang, P., et al., Fade behaviour of copper-based brake pad during cyclic emergency braking 

at high speed and overload condition, Wear, 428-429 (2019), pp. 10-23. 

[29] Zhang, Q., et al., Impact of initial braking temperature on thermal-induced brake fade during 

long-downhill operations, Engineering Failure Analysis, 167 (2025) B, p. 109077 

[30] Grzes, P., Kuciej M., Coupled thermomechanical FE model of a railway disc brake for friction 

material wear calculations, Wear, 530-531 (2023), p. 205049 

[31] Panier, S., et al., Progressive waviness distortion: a new approach of hot spotting in disc 

brakes, Journal of Thermal Stresses, 28 (2004), 1, pp. 47-62 

 

Submitted: 02.11.2024. 

Revised:     15.01.2025 

Accepted:   13.02.2025 


