To: The experts of the informal working group on Regulation 55.

During our work we have discussed some of the items that are more complex. We have in that context also touched up on what are type approval requirements and what are “in use” requirements.
I have put quite a lot of thought into this matter. An observation that I make is that the requirements concerning type approval are put up to ensure that the vehicles that get approved an allowed in our roads have an adequate safety standard.  Furthermore vehicles are approved as individual items (For type approved vehicles through the COC).
In the context of our working group performance requirements are set on coupling equipment. The regulation includes a procedure to type approve different components such as king-pin, drawbar eye, etc. 
When type approving a component you need not know on what vehicle this component eventually will be installed. You just follow the procedure given that you as the manufacturer have in advance decided what performance you would like to have certified and approved. 
These performance values has no impact on the safety standard of the vehicle unless you do not control the forces to which the coupling equipment are exposed.
In the regulations some formulas for calculation of D-, Dc- and V-value required for the combination of two vehicles are given. In my thinking these are “in-use” requirements. I do however understand the need to have those formulas there. They restrict the way that the D-, Dc- and V- performance-values may be utilized. I.e. they are in a way boundary conditions limiting the stresses in actual use.  
As we all know these formulas are in a limited number and represent a limited number of vehicle combination types. Just to take one example a combination like (rigid truck) + (dolly (rigid drawbar)) + (semi-trailer) is not accounted for. We see that many new types of vehicle combinations are introduced. Hence that boundary needs to be updated, i.e. introducing more formulas or other means to define the boundary.
There has in the discussion been arguments about that the actual formulas present in the regulation currently are there to enable the maximum towable mass to be decided during the vehicle type approval. This according to me does not hold true. Let just consider a combination of (rigid truck) + (center axle trailer). In that case the maximum towable mas may be limited through Dc-value or V-value performance. In the latter case the V-value requirement varies with drawbar length and loading area length. I.e. you may end up with many different towable masses. In the total set of regulations governing the vehicle type approval there are a few other conditions setting maximum towable mass, e.g. braking system, propelling power, etc.  
My conclusion is that the formulas present in the regulation currently have been put there mainly to control that the coupling equipment installed will not be overstressed “in-use” (in operation).
Accordingly my proposal as we discussed in Bologna is to introduce a new annex where this boundary is defined in a more coherent way.  
This has several advantages:
· The limitations for the usage of the coupling equipment can be described in one place.
· The legislator gets a structure to control the stresses in the coupling equipment from different vehicle combination emerging.
· “In-use” phenomena not addressed today may easily be included when needed, e.g. articulation angles allowances.
· Having the limitations, considered important by the legislator, compiled in one annex may serve as a good basis for any developments of support tools for the driver.
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