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The Effects of Corrosion on Particle Emissions

from a Grey Cast Iron Brake Disc

Ishmaeel Ghouri*, Richdard Barker*, Peter Brooks*, Shahriar Kosarieh* and David Barton*

*School of Mechanical Engineering, University of Leeds

Reducing exhaust emissions has been a major focus of research for a number of years
since internal combustion engines (ICE) contribute to a large number of harmful par-
ticles entering the environment. As a way of reducing emissions and helping to tackle
climate change, many countries are announcing that they will ban the sale of new ICE
vehicles soon. Electrical vehicles (EVs) represent a popular alternative vehicle propulsion
system. However, although they produce zero exhaust emissions, there is still concern re-
garding non-exhaust emission, such as brake dust, which can potentially cause harm to
human health and the environment. Despite EVs primarily using regenerative braking,
they still require friction brakes as a backup as and when required. Moreover, most EVs
continue to use the traditional grey cast iron (GCI) brake rotor, which is heavy and prone
to corrosion, potentially exacerbating brake wear emissions. This study concentrates on
emissions from a conventional grey cast iron friction brake before and after exposure
to a corrosive environment. It was found that the effect of corrosion increases both the
number and mass of particle emissions by over 50% and inhibits braking performance
by reducing the coefficient of friction. The surface of the brake disc was also found to be
affected by corrosion as many crevices and pits were formed.

1 Introduction

Over the years, there have been significant developments

in reducing greenhouse gases and other air pollutants emit-

ted from internal combustion engines (ICE) vehicles, de-

spite an increase in total vehicle numbers each year. More

firm restrictions on ICE vehicles have led to some countries

placing bans on new ICE vehicle sales to help to tackle cli-

mate change [1]. With Norway being one of the first coun-

tries to plan to implement this, two-thirds of all new ve-

hicles sold in Norway in 2021 were electric [2]. As more

countries, such as the UK, Denmark, Germany, Iceland and

others follow in the footsteps of Norway, banning sales of

new IC vehicles will inevitably lead to a substantial in-

crease in the number of EVs on the road [3, 4]. Despite EVs

not producing any exhaust emissions, they still emit partic-

ulate matter (PM) into the environment, mainly from the

wearing of brakes, tyres, road surfaces and the resuspen-

sion of road dust. PM from brakes, tyres and road surfaces

is classed as non-exhaust emission. Unlike exhaust emis-

sions, there is currently no legislation on limiting brake

emissions [5, 6]. With EVs becoming more popular and the

decline of ICE vehicles, it is predicted that the non-exhaust

PM emission will surpass that from the exhaust [6]. One

of the biggest contributors to non-exhausted emissions is

the friction brake system in a vehicle. As part of the brak-

ing mechanism to slow or stop a vehicle, wear particles are

released from the brakes and emitted into the environment.

Brake particles not only cause pollution to the environment

but pose direct risks to human health [7]. There is evidence

that friction brake emissions will continue to increase with

the rising number of vehicles on the road each year [8].

EVs fitted with regenerative braking show promise in be-

ing able to reduce greenhouse gases and harmful PM emit-

ted into the environment. Instead of using pairs of friction

materials to slow the vehicle down, the drive motor acts

as a generator to convert the vehicle’s kinetic energy into

electrical energy [9]. The electrical energy generated from

braking is fed back into the vehicle battery increasing the

EVs range by 8 to 25% compared to vehicles without re-

generative braking [10]. However, at low speeds and when

the battery is nearly fully charged, the regenerative braking

system becomes less efficient and the vehicle relies more

heavily on the friction brakes to bring it to a final stop [11].

Thus, EVs still use friction brakes when more brake torque

is needed in the event of an emergency stop or to hold the

vehicle on a slope. However, with modern EVs, a sophis-

ticated design allows the driver to utilise the regenerative

braking system more frequently than the conventional fric-

tion brakes to allow for more energy to recuperate back

into the battery [12, 13]. Over time the regenerative brak-

ing will be more effective and efficient, and the usage of
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friction brakes will be further reduced. However, the lack

of friction brake use may allow corrosion to build up on

the friction material surface, potentially increasing emis-

sions when the friction brakes are next applied The disc

brake system is an open system design to allow for air-

flow to cool the disc in particular. However, this poses a

problem as it could allow the atmospheric environment to

cause potential harm or damage to the brake system. In lo-

cations that experience a large amount of rainfall or freez-

ing conditions, this can lead to corrosion. For example, the

acidity of rainwater can have an impact on the rate of cor-

rosion. The use of salts such as sodium chloride, magne-

sium chloride and calcium chloride in freezing conditions

can influence the rate of corrosion [14]. When such salts

are absorbed in water, concentrated chloride solutions are

formed which are highly corrosive and are known to cause

corrosion pits in metals even when they have protective

coatngs [15—17]. The most commonly used brake rotor

material in road vehicles is GCI [18, 19]. GCI is used as it

has good thermal and mechanical properties, however, it is

also known to be prone to corrosion [20—22]. Corrosion

of a GCI rotor poses potential problems as it can lead to

surface degradation of the material and a potential increase

in brake wear emissions. In this study, the effect of corro-

sion on a GCI brake disc is investigated in terms of brake

temperature, coefficient of friction (COF), brake pad wear,

emission particle number and mass distribution using an

in-house full-scale non-inertial brake dynamometer

2 Background literature

The main function of an automotive brake system is to

bring the vehicle to a stop or to slow it down in a safe

and controlled manner. Friction brakes are used not only

for slowing the vehicle down but also as parking brake.

The friction brake system decelerates a vehicle by convert-

ing the kinetic energy into thermal energy. A rough and

hard brake pad surface can lead to high levels of friction.

However, there is a strong correlation between high lev-

els of friction and increased wear rate [23]. Corrosion can

affect the material properties such as causing the material

to lose its strength, especially in the case of ferrous met-

als such as iron and steel alloys which can lead to catas-

trophic failures. However, in some materials, corrosion can

be desirable; for example, an oxide surface layer can have

increased strength and improved corrosion resistance com-

pared with the substrate material. Examples of this include

aluminium, copper, chromium and nickel alloys where an

adherent oxide surface layer is formed to protect the sub-

strate material from corrosion [24]. Montasell et al. [25]

investigated vehicle judder due to corrosion of a cast iron

brake rotor. It was observed that most of the corroded layer

on the brake rotor was removed after the first snub test.

However, even after the completion of the 3rd snub test,

there were still traces of corrosion on the rotor. Cho et

al, [26] also investigated the correlation between corrosion

and brake judder. This study showed that a brake disc with

a thicker oxide layer showed higher brake torque variation

(BTV) compared with the brake disc with a thinner ox-

ide layer. Therefore, they concluded that an oxide layer

formed on the brake disc surface has a strong influence

on the BTV. Hamid et al. [27] investigated the frictional

characteristics of a corroded grey cast iron brake disc. This

study used two different brake pad materials with different

material compositions against two GCI brake discs. The

brake underwent a burnishing procedure to transfer some

of the friction material onto the surface of the brake discs,

after which both brake discs underwent a corrosion pro-

cess. The results showed that the concentration and thick-

ness of the oxide layer formed on the two burnished brake

discs were different. Thus, the composition of the friction

material is a factor in the formation of corrosion on the

surface of the brake rotor. Montasell et al. [25] also con-

cluded that the thickness of the corroded layer on the brake

disc is affected by the material composition of the trans-

fer layer that has been developed on the brake disc surface.

There are two main sizes of particulate matter of concern

when considering brake wear emissions, PM10 and PM2.5.

PM10 or coarse particle matter is when the particle diame-

ter ranges between 2.5 and 10 micrometres (m). PM2.5 or

fine particle matter is particle matter with a diameter of 2.5

micrometres (m) or less. It is estimated that around 55% of

the total non-exhaust particle matter in the PM10 size cate-

gory in the urban environment comes from brake emissions

and the remainder from tire and road surface debris [8].

Studies have been carried out on the health effect of brake

wear emission, including the link between brake wear par-

ticles and Alzheimer’s disease [28]. Magnetite, a form of

iron oxide, has been found in the brains of people who

had died of Alzheimer’s disease and is also found in brake

wear emissions. Gasser et al. [29] investigated the toxic

effects of brake wear particles on epithelial lung cells in

vitro. This experiment involved capturing brake wear par-

ticles from two types of braking behaviours (full stop and

urban deceleration) and exposing them to lung cells. The

results suggest that the brake wear particles damage tight

junction cells and increased pro-inflammatory responses.

Asmawi et al. [30] investigated the particle emission from

a conventional GCI rotor and a lightweight aluminium al-

loy with an alumina coating produced by the Plasma Elec-

trolytic Oxidation (PEO) process. It was found that the GCI

brake disc produced significantly more particle mass emis-

sions compared to the PEO-coated disc. Gramstat et al.

[31] investigated particle emission from a low-steel and a

copper-free Non-Asbestos Organic (NAO) brake pad ma-

terial rubbing on a GCI rotor. It was found that brake emis-

sions are not only dependent on the coefficient of friction

but also on other factors such as temperature, brake pres-

sure and the friction material used. The copper-free NAO

pad material produced greater numbers of particles during

high-demanding braking tests compared to the low-steel

pad material. Mancini et al. [32] investigated how different

brake cycles can affect the chemical composition of brake

wear particle emissions. It was found that a more demand-

ing brake cycle produced more brake emissions, such as

iron oxides, than the less demanding brake cycle. Hesse

et al. [33] studied the particle emission of different disc

brake materials, focussing on particle emissions during the
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bedding-in procedure and temperature observations. At the

start of the bedding-in procedure, particle emissions were

particularly high but then started to decrease. This is likely

due to the protective coating being removed from the brake

disc. Also, surface topography was not yet uniform and the

tribolayer had not been fully formed during the initial bed-

ding process. Hesse et al. [33] also found that, if a crit-

ical threshold temperature was exceeded during braking,

this can lead to the formation of more nanoparticles. Over-

all, the tungsten carbide-coated GCI disc and the carbon-

ceramic disc produced lower emissions compared to the

standard cast iron disc

3 Methodology

3.1 Brake dynamometer set-up

The Leeds brake dynamometer consists of an air-tight

enclosure that houses the brake system, see figure 1. The

brake pad and disc material used for this investigation are

commercial OEM components. The brake disc is a 284 mm

diameter vented GCI disc and the brake pads use a semi-

metallic friction material made for the Lancia Delta. The

brake pads are housed in a bespoke 4 piston brake cal-

liper, previously designed to suppress brake squeal [34].

Two K-type thermocouples are used to measure disc sur-

face temperature at different points on the free rubbing sur-

face. High-Efficiency Particulate Absorbing (HEPA) H14

filters are used to supply clean air into the enclosure which

reduces the risk of contamination. A 4 kW fan is used to

control the airflow speed. The ducting pipes are made from

galvanised steel sheets which have an internal diameter of

225 mm. The airflow velocity can range from 6 to 15 m/s.

A Dekati ELPI+ impactor is used to collect and measure

the brake wear emission through an isokinetic probe in-

serted in the outlet ducting. The air sampling volume rate

and the probe geometry have been tailored to provide isoki-

netic sampling conditions [30]. The Dekati ELPI+ is ca-

pable of measuring in real-time the particle number and

mass distribution using a 14-stage impactor with particle

size stages ranging from 10 µm down to 6 nm [35].

Fig. 1. Brake dynamometer set-up: 1) Enclosure. 2) Dekati
ELPI+. 3) Inlet pipe. 4) Outlet pipe. 5) 45 kW motor

3.2 Salt spray cabinet set-up

The CW salt spray cabinet type SF100, shown in Figure

2, contains one atomised tower which the salt solution is

sprayed from. A custom-made holder is used to mount the

brake disc in the cabinet. The holder allows for the brake

disc to be placed at an angle of ±15° from the vertical axis

to allow for the salt solution to run-off so there is no stag-

nant solution on the brake disc surface.

Fig. 2. Salt spray cabinet housing a brake disc

4 Test protocol

For purpose of this investigation, only the brake disc is

corroded. The test protocol for the corrosion of the brake

disc follows the ASTM B117-11 standard [36] which spec-

ifies a controlled corrosive environment for a range of

coated and uncoated materials. The ASTM B117 standard

was preferred, to more complex standards that use cyclic

climate conditions, due to its relative simplicity for this

preliminary study. The salt solution is prepared by dissolv-

ing 5 parts by mass of pure sodium chloride in 95 parts of

water. The pH of the atomized salt solution is within the

6.5 to 7.2 range. The salt spray cabinet is used to maintain

steady-state conditions at a temperature of 35±2°C with a

relative humidity of 95%. The brake disc is placed into the

salt spray cabinet as shown in Figure 2, where it is exposed

to a corrosive environment for 96 hours. The brake disc is

reversed within the cabinet after 48 hours, to allow for a

uniform corrosion deposition. The hub of the brake disc

is taped off, thus protecting it from the environment as it

would be if attached to the wheel of the vehicle [25]. Af-

ter the brake disc has undergone 96 hours in the salt spray

cabinet, it is taken out and left to air dry in normal labora-

tory atmospheric conditions. For these comparative brake

tests before and after corrosion, the chosen brake duty cy-

cle is drag braking. Drag braking simulates the vehicle

maintaining a constant speed on a long downhill gradi-

ent during which near steady-state temperature conditions

are achieved [37]. This type of brake application was se-

lected partly because the Leeds non-inertial dynamometer

is not yet capable of simulating variable speed stops such

as in the WLTP test cycle. However, it is also advantageous
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when conducting comparative tribological studies to main-

tain constant contact pressure and sliding speed in order to

achieve near steady-state friction and temperature condi-

tions during the measurement of wear emissions. Although

it could be argued that this type of test is not representative

of real city driving conditions, even EVs fitted with regen-

erative braking may occasionally undergo a steep moun-

tain descent under friction braking only, when for example

the battery is fully charged. For this reason, the pressures

applied and the disc temperatures achieved in the present

comparative tests were higher than those typically expe-

rienced by EVs during normal city driving. The current

brake tests consist of three drag brake applications at 5, 7.5

and 10 bar hydraulic line pressure at a constant dynamome-

ter speed of 150 rpm. The duration of each drag braking

application is 90 minutes. No braking pressure is applied

for the first 600 seconds of each test to allow for the air-

flow to become stable and to generate data for background

particle measurement. Each 90-minute drag braking event

is followed by a 5-minute cooldown period where no brak-

ing is applied in order to measure brake wear particles that

may still be emitted from the brake. The complete test pro-

tocol is broken down into seven stages as shown in Figure

3. New brake pads and a new disc are first bedded in. The

low brake pressure test is then repeated 3 times followed by

3 repeats of the medium and then the high-pressure tests to

check for consistency in results. The brake disc is then sub-

jected to the salt spray treatment for 96 hours. The corroded

brake disc subsequently undergoes the same sequence of

brake tests as it did before it was corroded. At the end of

the 3 repeat tests at each pressure condition for both the

corroded and uncorroded disc tests, the pads are removed

from the calliper and dimensional wear measured using a

micrometre with a resolution of 0.01 mm in line with the

SAE J2986 standard procedure [38].

Fig. 3. Test protocol

5 Results

5.1 Brake test

Figure 4 and Figure 5 present disc surface temperature

against time from the start of the test for the uncorroded

and corroded rotor tests respectively. Near steady-state

conditions were met for all brake pressures in both the un-

corroded and corroded disc conditions at around 2000 sec-

onds. The results show that as the brake pressure increases

so does the steady-state brake temperature, as would be ex-

pected.

Fig. 4. Disc surface temperature for 5, 7.5 and 10 bar brake pres-
sure for the uncorroded tests

Fig. 5. Disc surface temperature for 5, 7.5 and 10 bar brake pres-
sure for the corroded tests

Figure 6 and Figure 7 present coefficient of friction

(COF) results at 5, 7.5 and 10 bar before and after the

brake disc was corroded, respectively. The COF is calcu-

lated from the applied pressure and measured torque output

in the usual way [39]. When the brake pressure is initially

applied, there is a spike in COF, which last for about 1500

second before the COF starts to level off and becomes near

steady-state. This initial spike in COF is probably due to

the progressive development of the tribolayer between the

pads and the disc [40, 41]. As the brake pressure increased,

the steady-state COF decreases in both uncorroded and cor-

roded tests, with 5 bar producing the highest COF and 10

bar the lowest COF in both rotor conditions. This reduc-

tion in COF is likely to be caused by a breakdown of the

tribolayer as the brake pressure is increased [42].

5.2 Surface Analysis

Figure 8 presents images of the surface of the brake disc

after the completion of the 3 tests at each pressure for the

uncorroded disc. Figure 8a shows the new brake disc which

is covered by a protective coating applied by the manufac-
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Fig. 6. COF for 5, 7.5 and 10 bar brake pressure for the uncor-
roded test

Fig. 7. COF for 5, 7.5 and 10 bar brake pressure for the Corroded
test

turer. The coating made from zinc and aluminium mixtures

is used to protect the disc against corrosion while in stor-

age [43]. Figure 8b shows that the protective coating was

largely removed during the bedding-in process. The trans-

fer layer on the friction ring of the uncorroded disc, shown

for increasing pressures in Figure 8c to Figure 8e respec-

tively, becomes darker and more apparent. The develop-

ment of the tribolayer improves and stabilises the COF [44,

45], as can be seen in Figure 6 for the 7.5 and 10 bar tests

when compared to the 5 bar test.

Fig. 8. Timeline of uncorroded brake disc: A) New brake disc,
B) After bedding-in, C) After 5 bar, D) After 7.5 bar and E) after
10 bar

Figure 9 presents the surface of the corroded brake disc.

Figure 9a and Figure 9b show the brake disc friction ring

and vent after it had been in the salt spray bath for 96 hours

A large build-up of corrosion product can be seen on the

friction ring. Corrosion was also found inside the vents of

the brake disc despite the protective coating. This may be

due to the difference in thermal expansion between the sub-

strate material and the coating which creates cracks in the

coating during the brake application [46].

Fig. 9. Timeline of corroded brake disc s: A, B) After 96h in the
salt spray brake disc, C) After bedding-in, D) After 5 bar, E) After
7.5 bar and F) after 10 bar

Surface topography images of the uncorroded and cor-

roded brake disc taken using vertical-scanning white inter-

ferometry (Bruker NpFlex) after the bedding-in procedure

are shown in Figure 10. Figure 10a shows the surface to-

pography of the uncorroded disc, from which remaining

machining marks from the manufacturing process can be

seen. Also, the surface of the disc appears relatively flat,

which allows for a large and even contact area between the

brake pad and disc. Figure 10b shows small cavities and

pits in the corroded disc surface and the uneven surface to-

pography suggests a reduced true area of contact with the

brake pad. This could be one of the reasons why the COF

presented for the corroded disc in Figure 7 is lower than

for the uncorroded disc presented in Figure 6. The Bruker

NpFlex also measured the average surface roughness of the

uncorroded disc to be 0.587 µm whereas for the corroded

disc it had increased to 0.719 µm.

Fig. 10. Surface topography of A) uncorroded disc and B) cor-
roded disc using Bruker NpFlex

5.3 Particle emission

The particle number and mass generated from the uncor-

roded and corroded discs at each brake pressure as mea-

sured by the Dekati ELPI+ are presented in Figure 11

and Figure 12 respectively. For simplicity, the brake wear

emissions have been coarsely categorised into particle size

ranges of PM10 and PM2.5. Although it is more usual to

consider only particle mass at these higher size ranges, the

particle number measurements are included in the results
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presented below for completeness. For the uncorroded test,

Figure 11 (left), the 7.5 bar pressure produced the highest

number of wear particles in the PM2.5 category, closely

followed by 5 bar whilst 10 bar produced the lowest num-

ber of wear particles. For the corroded tests, 7.5 bar pro-

duced the most wear particles followed by 5 bar and then

10 bar. Overall, the 7.5 bar corroded test produced the high-

est number of PM2.5 wear particles and the 10 bar un-

corroded test produced the lowest number of PM2.5 wear

particles. Figure 11 (right) shows that the uncorroded test

of 5 bar produced the highest number of wear particles in

the PM10 category followed by 7.5 and then 10 bar which

produced the lowest number of PM10 wear particles. This

trend is as expected from the COF results since the 5 bar

produced the highest COF followed by 7.5 bar and then

10 bar. However, for the corroded test, the 10 bar pressure

produced the highest number of PM10 wear particles fol-

lowed by 7.5 bar and lastly 5 bar with the lowest number of

PM10 wear particles. Most importantly, the corroded disc

produced significantly more wear particles in both PM2.5

and PM10 categories than the uncorroded disc across all 3

brake pressures tested.

Fig. 11. Number of wear particles in PM2.5 (top) and PM10 (bot-
tom) size

From Figure 12, it can be seen that the 5 bar pressure

produced the highest PM2.5 particle mass in the uncor-

roded test followed by 7.5 bar and then 10 bar with the

least amount of wear particle mass. For the corroded rotor,

5 bar produced the highest PM2.5 particle mass, followed

by 10 bar and 7.5 bar, respectively. In the case of the PM10

category, 5 bar produces the highest particle mass for the

uncorroded test followed by 7.5 bar and then 10 bar where

the mass produced was again very small. In contrast, for

the corroded disc, 10 bar shows the highest PM10 particle

mass followed by the 7.5 bar and the 5 bar pressure which

has the least PM10 particle mass. It should be noted that,

for the corroded disc, the difference in PM10 particle mass

for the three brake pressures was quite small.

Fig. 12. Mass of wear particles in PM2.5 (top) and PM10 (bot-
tom) size

5.4 Brake Pad wear loss measurements

Figure 13 shows the average dimensional wear measure-

ments of the brake pads at each braking pressure with the

brake disc in both the uncorroded and corroded conditions.

Of the uncorroded tests, 5 bar produced the highest brake

pad wear, which correlates with the high COF for this brake

pressure. 10 bar and 7.5 produced lower pad wear loss pre-

sumably at least partly due to the lower COF produced for

these higher pressures. The fact that 10 bar produced higher

pad wear than the 7.5 bar tests despite having lower COF

could be due to the higher disc surface temperature mea-

sured at 10 bar. In the corroded tests, 7.5 bar produced the

highest pad wear, and 10 and 5 bar produced slightly lower

pad wear. However, these differences are small and proba-

bly not statistically significant, unlike the uncorroded tests

where there are clear differences for the different pressures.

It could be that the high and consistent pad wear for the

corroded tests is driven by the rough and uneven surface

of the corroded disc rather than by any differences in mea-

sured COF and brake temperature.

Fig. 13. Brake pad wear loss measurement
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6 Discussion

GCI is known to be highly corrosive in most environ-

ments, therefore it was not unexpected for it to severely

corrode when subjected to 96 hours in a salt spray cabi-

net. The impact of corrosion on the surface condition, brak-

ing performance and particle emissions of the severely cor-

roded GCI brake disc are now compared with those of the

uncorroded disc. Figure 14 and Figure 15 show the average

steady-state brake temperature and COF, respectively, for

both uncorroded and corroded discs at each brake pressure.

The error bars are the standard deviation of the individ-

ual test results. Figure 14 shows that the steady-state brake

temperature for the corroded disc is consistently lower than

for its uncorroded counterpart. This is expected due to the

fact the steady-state COF for the corroded disc is consis-

tently lower than for the uncorroded disc as shown in Fig-

ure 15. Going back to the fundamentals of how friction

retards a vehicle by converting kinetic energy into heat

through friction, and given that the applied pressure and

rotational speed in these drag braking tests are constant,

then the heat generated should be directly proportional to

the effective COF at the rubbing interface [37].

Fig. 14. Steady-state brake temperature of each brake pressure
before and after the brake disc was corroded

One potential reason for the deduction in COF for the

corroded disc shown in Figure 15 is that the real contact

area between the brake pad and disc has been reduced due

to the corrosion crevices on the surface of the brake disc, as

shown in Figure 10b. In contrast, the uncorroded brake disc

was relatively flat and with no obvious crevices or pits on

the surface. For the corroded disc, the reduction in real con-

tact area may have reduced the friction force generated at

the sliding interface even though the nominal contact area

and pressure are the same [47]. Moreover, the corrosion

crevices in the surface of the brake disc and the resulting

increased surface roughness may have disrupted the for-

mation of the tribolayer on the disc which acts to stabilise

friction [48].

Figure 16 shows the percentage increases in the number

of particles in the PM10 and PM2.5 categories for the cor-

roded disc compared with the uncorroded baseline values.

Despite 5 bar producing the lowest percentage increase in

Fig. 15. Steady-state brake COF at each brake pressure before
and after the brake disc was corroded

the PM10 category, approximately 50% more wear parti-

cles are still emitted compared with the uncorroded disc

under the same test conditions. In the case of the 10 bar

pressure, the highest percentage increase of about 95% was

obtained in the PM10 category despite this pressure giving

the lowest COF out of all tests. The increases in the PM2.5

category are more consistent within the range of around 70

to 80% compared with the uncorroded disc test results.

Fig. 16. Percentage increase of particle number for the corroded
disc

The percentage increase of wear particles mass for the

corroded disc is shown in Figure 17. Overall, the percent-

age increases at each pressure are very similar in both

PM10 and PM2.5 size ranges. Again, the lowest percent-

age increase is around 50% in the PM10 category at 5 bar

pressures. The 10 bar test gave the highest percentage mass

increase of around 95% in both PM10 and PM2.5 cate-

gories.

It is well known that a rough rubbing surface on the

brake rotor can impact the tribological properties of the

brake system. A study carried out by Okamura et al [49]

investigated the effects of different surface textures on a

brake disc and considered the tribological behaviour dur-

ing running-in. It was found that a smooth disc surface

had a higher COF due to the adhesive effect. In contrast,
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Fig. 17. Percentage increase of particle mass for the corroded
disc

a brake disc with a rough surface has smaller areas of real

contact with the friction material resulting in lower COF.

The present study found that COF decreased as the brake

pressure increased for both uncorroded and corroded discs

as presented in Figure 15. Djafri et al. [42] investigated the

influence of normal load on the coefficient of friction and

found that as the normal load increased the coefficient de-

creased. The reason for this was attributed to the condition

of the tribolayer formed between the brake pad and disc.

The brake pressure, type of friction material and interface

temperature are all known to be factors that affect the tribo-

layer [50]. Wei et al. [51] also reported a similar reduction

in COF with increased pressure and explained that this is

possibly due to a non-proportional change of local pressure

on asperities due to the properties of the friction materials.

Another factor for lower COF at higher pressures could be

due to the increase in surface temperature. Rhee et al. [52]

also found that as temperature increased, the tribolayer or

friction film became softer and less viscous which led to

lower COF. The present study shows that, as the brake

pressure increases, the particle mass emissions decrease.

A similar study carried out by Asmawi et al. [30] found

that the particle mass emissions in the PM10 category also

decreased as the brake pressure increased. This decreasing

particle mass with the increase of brake pressure could be

attributed to the reduction in COF at higher brake pressures

which was also reported by Asmawi et al. [30]. The influ-

ences of the tribolayer not only affects the braking perfor-

mance but also the formation of surface corrosion. Molina

et al [25] found that the formation of corrosion of the sur-

face of the brake disc is not only dependent on the sur-

face material, but also on the tribolayer formed during the

bedding-in process. As the brake pad was believed to be a

low-metallic friction material, this could explain the forma-

tion of cervices on the surface, as low metallic brake pads

contain abrasive metal fibres. The present corroded tests

produced lower steady-state COF and higher wear loss than

the uncorroded test. It was suggested above that this was

caused by the reduced contact area between pad and disc.

Another factor that could contribute to the low COF and

increased wear of the corroded disc is the formation and

breakdown of the tribolayer. Candeo et al. [53] found that

the dynamic formation and disruption of the tribolayer will

result in increased wear. As the tribolayer tries to develop

during braking, the crevices in the corroded surface may

prevent this by acting as a channel for the wear particles

for example, resulting in an increase in wear particles and

a reduction in COF. The disruption of the tribolayer can

also be attributed to the increase in wear particles emitted.

The uncorroded brake disc performed much better than the

corroded disc by producing higher COF but having lower

particle emissions. In contrast, the corroded disc produced

lower COF but had over a 50% increase in particle number

and mass emissions. The increase in wear particles could

be linked to the disruption of the tribolayer [48, 54, 55].

The trapped wear particles generated from braking are re-

leased into the environment due to cervices and pits pro-

viding a release route. Nogueira et al. [56] investigated the

friction, wear and particle emission of copper-free friction

material and found that the particle emissions rate is linked

to the characteristic of the tribolayer. It was found that the

growth of the tribolayer is dependent on the availability of

wear particles. However, as the tribolayer is disrupted, it

allows the wear particle in the friction layer to become air-

borne.

7 Summary/Conclusions

From the current study, the clear overall trend in terms

of braking performance is that after 96 hours of exposure to

the salt spray solution, the corroded disc consistently pro-

duced significantly lower COF and disc surface tempera-

ture than the uncorroded disc. However, the corroded disc

tests produced at least a 50% increase in PM2.5 and PM10

emission particle number and mass at 5 bar pressure and

up to almost 100% increase in PM10 particle number and

mass at the highest pressure of 10 bar. There are at least 2

potential reasons for this very significant increase in parti-

cle emission for the corroded disc: (1) the salt spray solu-

tion produces corrosion products (mainly iron oxides) on

the surface of the GCI disc that are easily removed during

brake application to increase the emitted PM, (2) even after

most of these loose corrosion products have been removed,

the surface of the disc remains rougher and with obvious

crevices and pits which inhibit the formation of a stable tri-

bolayer and also increase the PM emissions from the pad

as indicated by the pad wear measurements reported above.

As electric vehicles increase their dependency on the re-

generative braking system, this will lead to a reduction in

the average pressures applied to the friction brakes when

braking in different scenarios. From the results presented

in the paper, more emissions are produced by these lower

pressures, especially if the brake disc is corroded. The fact

that the friction brakes will be used less frequently and less

severely on EV’s makes it more likely that the disc sur-

face will become, and will remain longer, in the corroded

condition giving rise to significantly higher emissions than

would otherwise be the case.
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8 Future work

future investigation will consist of:

1. The analysis of chemical composition generated from

the collected brake wear particle emissions from both

uncorroded and corroded discs

2. Inducing corrosion of brake pads and rotor when held in

contact with each other (as when the vehicle is parked)

3. Investigating braking performance and particle emis-

sions of more abrasive brake pad material on the cor-

roded GCI brake rotor

4. Conduct corroded brake tests on different lightweight

and coated brake rotor materials

5. Convert the Leeds dynamometer to an inertial test bench

so that variable speed braking cycles such as WLTP can

be carried out.
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