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(54) A WHEEL ARCH AND WHEEL ARCH ASSEMBLY, AND A STRUCTURAL WHEEL ARCH

(57) A wheel arch (100) for housing at least one
wheel of a vehicle and for attachment to a chassis of a
vehicle is described. The wheel arch (100) comprises a
load bearing mounting point
(210,215,230,235,240,245,250,255), wherein the wheel

arch (100) is configured to receive, in use, forces at the
load bearing mounting point from a vehicle component
mounted at the load bearing mounting point. A vehicle
and a method of assembling a vehicle comprising the
wheel arch is also described.
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Description

Field

[0001] The present disclosure relates to a wheel arch,
a wheel arch assembly, and to a vehicle having such a
wheel arch or wheel arch assembly.

Background

[0002] It is established practice in the automotive in-
dustry for vehicles to be designed and produced with
wheel arches surrounding each wheel of the vehicle. Put
simply, conventionally, wheel arches are openings in the
vehicle’s bodywork. In the established practice, the role
of such wheel arches is twofold: to provide access to the
wheel housed in the wheel arch, and to allow any driven
wheels to be steered. This has been the case since the
very first automobiles were designed and continues to
be the case now, despite established automotive manu-
facturers spending many years and often billions of dol-
lars in the research and development of methodologies,
technologies and components for vehicles.
[0003] As a result of the deep-set, established practice
towards wheel arch design, there has been little optimi-
sation compared to developments in other areas of the
automotive industry. For example, little consideration has
been given as to how wheel arch design might be opti-
mised for use with modern manufacturing techniques,
such as robotic manufacturing. Further, little considera-
tion has been given as to how wheel arch design might
be optimised for use in electric vehicles. Instead, the de-
scribed established practice is routed in the design of
conventional vehicles powered by internal combustion
engines (ICEs) and has simply been imported into the
design of electric vehicles.
[0004] A problem therefore exists of how to provide
wheel arches which are optimised for use with modern
automotive practices.

Summary

[0005] Aspects of the disclosure are set out in the in-
dependent claims and optional features are set out in the
claims dependent thereon.
[0006] In general terms, the approach of the present
solution is to provide a wheel arch which may form a
structural component of a vehicle chassis and/or which
has mounting points for components such as suspension
and other drive components, and a wheel arch assembly
comprising such a wheel arch and such components.
The wheel arch and wheel arch assembly of this disclo-
sure have numerous technical benefits. For example, the
wheel arch and wheel arch assembly of this disclosure
deliver reduced assembly and maintenance costs and
are optimised for use with modern automotive approach-
es and techniques, such as robotic manufacture, smart
quality control, and electric vehicles. This is for the rea-

sons set out below.
[0007] According to a first aspect, there is provided a
wheel arch for housing at least one wheel of a vehicle
and for attachment to a chassis of a vehicle, the wheel
arch comprising a load bearing mounting point, wherein
the wheel arch is configured to receive, in use, forces at
the load bearing mounting point from a vehicle compo-
nent mounted at the load bearing mounting point.
[0008] In this way, unlike a traditional wheel arch,
which simply provides access to a wheel in the wheel
arch and allows that wheel to turn, the described wheel
arch provides structural support and so forms a structural
component of the vehicle. The wheel arch may thus be
referred to as a structural wheel arch. As a result, vehicle
components which are load bearing, such as suspension
mounts, may be directly attached to the wheel arch, for
example via a load bearing mounting point, and housed
in the wheel arch. This means that less complex vehicle
designs may be provided because, rather than having to
provide separate and dedicated force dissipation ar-
rangements, such as separate strut towers, forces in the
load bearing vehicle components may instead simply
transfer to the wheel arch and dissipate from there to the
chassis. By virtue of the wheel arch being a structural
component, a less complex vehicle solution having fewer
parts is provided. As the skilled person will appreciate,
this leads to reduced manufacture and assembly costs
and time.
[0009] According to a second aspect, there is provided
a vehicle comprising:

a chassis;
a plurality of wheels; and
a wheel arch housing at least one of the wheels, the
wheel arch being attached to the chassis at an at-
tachment point and further comprising a load bearing
mounting point, wherein the wheel arch is config-
ured, in use, to:
receive, at the load bearing mounting point, forces
transmitted from a vehicle component mounted at
the load bearing mounting point.

[0010] In this way, the wheel arch receives and trans-
mits loads - that is, forces - and so forms a structural
component of the vehicle. In comparison, prior art wheel
arches, such as plastic wheel arch liners, are simply ar-
ranged to bear their own weight. The second aspect thus
provides a vehicle benefitting from the structural advan-
tages associated with the first aspect.
[0011] Also provided are methods of assembling a ve-
hicle including a wheel arch or wheel arch assembly as
described above. In one example, a method includes the
steps of: providing a chassis, a plurality of wheels, and
a wheel arch according to the first aspect or wheel arch
assembly according to the second aspect; and mounting
the wheel arch or wheel arch assembly to the chassis.
[0012] According to a third aspect, there is provided a
wheel arch assembly comprising:
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a wheel arch for housing at least one wheel of a
vehicle and for attachment to a chassis of a vehicle;
and
one or more vehicle components mounted to the
wheel arch, wherein each of the one or more vehicle
components is arranged to mechanically couple to
a wheel housed in the wheel arch.

[0013] By providing these features, a self-contained -
that is, modular - wheel arch assembly is provided. This
is because various vehicle components can be mounted
to the wheel arch, so providing a modular unit. This mod-
ular unit can be pre-assembled and - only when needed
- mounted to the vehicle chassis. Advantageously, such
a modular unit:

(a) Is well suited for use with robotic manufacture.
This is because the wheel arch assembly - which
includes both the wheel arch and the vehicle com-
ponents loaded into the wheel arch - can be mounted
to the chassis in a small number of robotic manipu-
lations.

(b) Allows for simple maintenance. This is because
the modular unit can be easily dismounted from the
vehicle chassis for closer inspection and mainte-
nance of the parts making up the unit.

(c) Is highly adaptable. This is because each wheel
arch assembly can be easily made bespoke by
adapting the components fitted to the wheel arch.
For example, if a wheel arch assembly is required
for an electric vehicle, a wheel arch assembly can
be assembled which includes a motor generator
without having to reconsider the entire design of the
wheel arch.

[0014] Consequently, overall, as a result of (a) to (c),
the modular wheel arch assembly unit delivers reduced
assembly and maintenance costs, which are crucial con-
siderations in vehicle design.
[0015] According to a fourth aspect, there is provided
a wheel arch for housing at least one wheel of a vehicle
and for attachment to a chassis of a vehicle, the wheel
arch being configured to be used on either side of a ve-
hicle.
[0016] Advantageously, because the wheel arch is
configured to be used on either side of a vehicle, this
results in:

(a) Reduced tooling and manufacture time and costs.
This is because a single wheel arch type may be
used at multiple wheel positions on a vehicle, thus
limiting the total number of wheel arch types that
need to be manufactured for a given vehicle.

(b) Reduced assembly time and costs. This is be-
cause, for a given vehicle, the same assembly rou-

tines and tools may be used at multiple wheel posi-
tions of the vehicle. Accordingly, the wheel arch is
well suited to robotic manufacture as the robots may
execute the same instructions and use the same
tooling for multiple wheel positions.

[0017] Of course, it will be understood that the first
through fourth aspects can be combined to provide var-
ious arrangements and may each have a number of op-
tional features, which are set out below.
[0018] In particular with respect to the first aspect of a
structural wheel arch or its combinations, for example a
wheel arch configured to be used on either side of a ve-
hicle, a structural symmetric wheel arch or an assembly
comprising such a wheel arch, the load bearing mounting
point may be configured to receive a vehicle component.
The vehicle component may be a load bearing member
arranged to mechanically couple to a wheel housed in
the wheel arch. The vehicle component may be, for ex-
ample, a suspension strut. Alternatively or additionally,
the vehicle component may be, for example, a drive unit,
optionally including an output shaft for coupling to a wheel
housed in the wheel arch. Alternatively or additionally,
the vehicle component may be, for example, a vehicle
seat mounting, a seat belt anchorage, a vehicle body
attachment and/or a vehicle panel. The vehicle panel
may be a composite panel. The vehicle body attachment
may be a rib of a ribcage or an attachment to a rib of a
ribcage. The rib of the ribcage may be arranged to sup-
port composite panels of the vehicle. The vehicle body
attachment may be at least a portion of a supporting
frame or an attachment to a supporting frame. Like the
ribcage, the supporting frame may be arranged to sup-
port composite panels of the vehicle. The load bearing
mounting point may be configured such that, when a sus-
pension strut is received at the mounting point, the sus-
pension strut is orientated substantially vertically in the
wheel arch.
[0019] The wheel arch may be configured to be, in use,
in the force path from the vehicle component to a wheel
housed in the wheel arch.
[0020] The wheel arch may be configured to transmit,
in use, forces received at the load bearing mounting point
from the vehicle component to the chassis of a vehicle
to which the wheel arch is attached. The chassis to which
the wheel arch is attached may be configured to transmit
forces to a wheel housed in the wheel arch.
[0021] The wheel arch may be configured to transmit,
in use, forces between a wheel housed in the wheel arch
and the vehicle component, optionally via the chassis of
a vehicle to which the wheel arch is attached. For exam-
ple, the wheel arch may be configured, in use, to: receive
forces from the vehicle component; and transmit forces
received from the vehicle component to the wheel, op-
tionally via the chassis.
[0022] In use, the forces transmitted to the load bearing
mounting point may be more than 500 N. For example,
the forces transmitted to the load bearing mounting point
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are more than 1000 N.
[0023] The wheel arch may comprise an attachment
point for attaching the wheel arch to a chassis of a vehicle.
The wheel arch may comprise a plurality of the attach-
ment points. The wheel arch may be configured to trans-
mit, in use, forces received at the load bearing mounting
point to the attachment point(s). The wheel arch may be
attached to the chassis of the vehicle at the attachment
point(s). In use, the wheel arch may be configured to
transmit forces received at the load bearing mounting
point to the chassis via the attachment point(s).
[0024] The plurality of attachment points may be dis-
crete attachment points or may be part of a continuous
or substantially continuous attachment zone, for example
for adhesive attachment to the chassis. The attachment
points may be distributed such that, in use, forces re-
ceived at the load bearing mounting point are transmitted
to the chassis on either side of the load bearing mounting
point. That is, forces may be transmitted to the chassis
at longitudinal positions of the chassis which are either
side of the longitudinal position of the load bearing mount-
ing point relative to the chassis.
[0025] In some cases, the attachment points may be
disposed on either side of the load bearing mounting point
and/or may be substantially centred around the load
bearing mounting point. For example, a first of the at-
tachment points may be arranged at a first longitudinal
position and a second of the attachment points may be
arranged at a second longitudinal position, wherein the
longitudinal position of the load bearing mounting point
lies between the first and second longitudinal positions.
The longitudinal positions may be defined in reference
to the longitudinal axis of the chassis.
[0026] The wheel arch may comprise at least two
spaced attachment points. The at least two spaced at-
tachment points may each be substantially equidistant
from the load bearing mounting point. The attachment
zone may be at least partially demarcated by the at least
two spaced attachment points.
[0027] Advantageously, the described arrangement of
the attachment points either side of the load bearing
mounting point helps to avoid unequal balancing of the
wheel arch which, in use, could result in a twisting force
of the wheel on the chassis. Particularly advantageously,
the substantially equidistant arrangement of the two
spaced attachment points from the load bearing mount-
ing point results in the equal distribution of forces be-
tween the at least two spaced attachment points.
[0028] In an aspect, there is provided an assembly
comprising the wheel arch of the first aspect and a sus-
pension strut, the suspension strut being mounted at the
load bearing mounting point.
[0029] In particular with respect to the modular wheel
arch assembly of the third aspect, for example an as-
sembly including a structural and/or symmetric wheel
arch and/or a wheel arch configured to be used on either
side of a vehicle, the vehicle components may comprise
a suspension strut, a steering arm, a drive shaft member,

a control arm, a brake unit and/or a drive unit. The one
or more vehicle components may be wholly or substan-
tially housed in the wheel arch.
[0030] The wheel arch may comprise a respective
mounting point for receiving each of a vehicle seat mount-
ing, a seat belt anchorage, a rib, a supporting frame, a
vehicle body attachment and/or a vehicle panel.
[0031] The wheel arch assembly may comprise a sub-
frame. At least one of the one or more of the vehicle
components may be mounted to the wheel arch via the
subframe.
[0032] Each of the one or more vehicle components
may be mounted to the wheel arch or to the subframe at
a respective mounting point.
[0033] The wheel arch may be formed by casting
and/or stamping. Each mounting point and/or attachment
point may be formed by stamping.
[0034] In another aspect, there is provided a vehicle
comprising a chassis and at least one of the wheel arch
assemblies of the third aspect, wherein the or each wheel
arch assembly is mounted to the chassis.
[0035] The vehicle may comprise a plurality of the
wheel arch assemblies of the third aspect. At least two
of the plurality of wheel arch assemblies may comprise
different vehicle components. That is, different vehicle
components to each other.
[0036] In another aspect, there is provided a method
of assembling the wheel arch assembly of the third as-
pect, the method comprising the steps of:

providing the wheel arch and the one or more vehicle
components; and
mounting each of the one or more vehicle compo-
nents to the wheel arch.

[0037] In a still further aspect, there is provided a meth-
od of assembling a vehicle, the vehicle comprising a
chassis and one or more of the wheel arch assemblies
of the third aspect, and the method comprising:

providing the chassis and the one or more wheel
arch assemblies; and
mounting each of the one or more wheel arch as-
semblies to the chassis.

[0038] Each of the steps of the method of assembling
the vehicle may be carried out at a different physical lo-
cation. The different physical locations may be remote
from each other.
[0039] With respect to, in particular (but not exclusive-
ly), the fourth aspect of a wheel arch configured to be
used on either side of a vehicle or its combinations, for
example a structural wheel arch configured to be used
on either side of a vehicle or an assembly including such
a wheel arch, at least a portion of the wheel arch may be
substantially symmetrical about a plane of symmetry
transverse to the wheel arch such that the wheel arch
may be used on both sides of the vehicle.
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[0040] Alternatively or additionally, the wheel arch may
be substantially symmetrical about the plane of symmetry
transverse to the wheel arch. Advantageously, when the
wheel arch is substantially symmetrical, this same wheel
arch may easily be used both at multiple wheel positions
of the vehicle and at wheel positions on opposite sides
of the vehicle. For example, the symmetrical wheel arch
may be used at all four corners of a vehicle having four
wheels. This is because, due to the symmetry, a wheel
arch on a given side of the vehicle need only be rotated
by 180° to provide a wheel arch that is equally usable on
the opposite side of the vehicle. This leads to yet further
reduced tooling, manufacture and assembly time and
costs as only a single wheel arch type need be manu-
factured for any given vehicle and the same or very sim-
ilar assembly routines and tools may be used at all wheel
positions of the vehicle.
[0041] The wheel arch may be configured to be used
both on either side of the vehicle, for example in generally
diagonally opposed positions (e.g. front left and rear
right), or on either side and also in the front and rear of
the vehicle. For example, the wheel arch may be config-
ured to be used at generally directly opposed positions
of the vehicle.
[0042] The portion of the wheel arch may comprise one
or more vehicle component mounting points. The one or
more vehicle component mounting points may comprise
a first and a second vehicle component mounting point,
the first and second vehicle component mounting points
being: located in opposing halves of the portion of the
wheel arch relative to the plane of symmetry; and ar-
ranged to receive a same vehicle component. The first
and second vehicle component mounting points may be
configured to couple to the same vehicle component, so
that the vehicle component, for example a suspension
struct, is in use mounted to the first vehicle component
mounting point on one side of the vehicle and to the sec-
ond vehicle component mounting point on the other side
of the vehicle, the sides of the vehicle being, in some
cases, the left and right side of the vehicle. Advanta-
geously, this allows the same wheel arch to be used on
either side of the vehicle, whilst still allowing the wheel
arch assembly to be adapted for use on the given side.
That is, the same wheel arch may be used in a different
- optimal - way on each side of the vehicle.
[0043] The or each vehicle component mounting point
may be configured to receive a vehicle component. At
least one of the one or more vehicle component mounting
points may be a load bearing mounting point, and the
wheel arch may be configured to receive, in use, forces
at the load bearing mounting point from a vehicle com-
ponent mounted at the load bearing mounting point.
[0044] The plane of symmetry may go through at least
one of the one or more vehicle component mounting
points. For example, the plane of symmetry may bisect
or substantially bisect at least one of the one or more
vehicle component mounting points.
[0045] Alternatively or additionally, the portion of the

wheel arch may comprise an or the attachment point for
attaching the wheel arch to a chassis of a vehicle. Ac-
cordingly, the attachment point may be substantially sym-
metrical about the plane of symmetry transverse to the
wheel arch. Usefully, this means that, when forces trans-
fer to the chassis from the wheel arch, via the attachment
point, the forces are distributed equally across the at-
tachment point. This helps to avoid twisting of the wheel
arch.
[0046] A subframe may be coupled to the wheel arch.
The subframe may be formed by casting, and optionally
also machining. One or more of the vehicle components
may be mounted to the wheel arch via the subframe.
[0047] Advantageously, the use of a structural wheel
arch - that is, a main frame wheel arch - and a subframe
coupled to the wheel arch provides a compromise be-
tween manufacturing cost, time and quality. This is be-
cause different fabrication techniques may be used for
each of the main frame and subframe. In more detail,
advantageously, the more complex details of the wheel
arch may be concentred in the subframe, which may then
be produced by casting, for example. Meanwhile, the
main frame may have a relatively simple design and so
may be produced by stamping, for example. As the skilled
person will appreciate, stamping is typically a lower cost
process than casting and is better suited to less complex
parts. Accordingly, a balance is achieved between man-
ufacturing cost and quality. Furthermore, as is discussed
in more detail below, the same symmetric wheel arch
may be used at all wheel positions of the vehicle. Accord-
ingly, there is a further manufacturing cost advantage.
[0048] In an example, the subframe coupled to the
wheel arch may be integral to the wheel arch. For exam-
ple, the wheel arch and subframe may be fabricated in
a single casting process.
[0049] In another example, the subframe may be re-
movably coupled to the wheel arch. For example, the
sub-frame may be a separate component that can be
fastened removably to the wheel arch, for example using
a threaded bolt or other fastener.
[0050] Advantageously, the use of a main frame wheel
arch and a subframe removably coupled to the wheel
arch allows for convenient maintenance. This is because
the subframe can be removed in order to easily access
and maintain parts coupled to the subframe, whilst leav-
ing the main frame - which may be a structural component
of the vehicle - attached to the chassis.
[0051] In an example, the subframe may be substan-
tially symmetrical relative to the plane of symmetry. Ac-
cordingly, both the subframe and the portion of the wheel
arch, or the wheel arch, may together be substantially
symmetrical relative to the plane of symmetry.
[0052] Advantageously, when the subframe is sub-
stantially symmetrical, the same wheel arch may be used
at all wheel positions - for example, all four corners - of
a vehicle.
[0053] Alternatively, the subframe may be asymmetri-
cal. For example, the wheel arch may be symmetrical
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and the subframe may be asymmetrical. Advantageous-
ly, the use of a symmetric wheel arch main frame and an
asymmetric subframe provides a compromise between
manufacturing and assembly complexity and vehicle per-
formance. This is because the same symmetric wheel
arch main frame can be used at all wheel positions, while
the subframe can be optimally selected based on the
given wheel position, for example with a view to camber
and castor angles, as discussed in detail below. This
means that the subframe can be chosen to deliver optimal
castor and camber angles for the particular wheel (and
wheel position).
[0054] The wheel arch and asymmetric subframe cou-
pled together may be configured to be used in generally
diagonally opposed positions on a vehicle chassis. For
example, the sub-frame configuration for front and rear
positions may be transformed from front to rear and vice
versa by a 180 degree rotation. As a result, a, say, front
left wheel arch and coupled subframe can be used at the
rear right by rotation through 180 degrees.
[0055] In another aspect, there is provided a wheel
arch assembly comprising:

a wheel arch according to the fourth aspect, and
one or more vehicle components, each of the one or
more vehicle components being mounted to the
wheel arch at a respective vehicle component
mounting point.

[0056] In a further aspect, there is provided a vehicle
comprising a chassis and four of the wheel arches ac-
cording to the fourth aspect, wherein each wheel arch is
mounted to the chassis. The vehicle may comprise more
than four wheel arches according to the fourth aspect.
The wheel arches may all be substantially the same.
[0057] Different subframes may be coupled to at least
two of the wheel arches. Advantageously, this means
that a same main wheel arch structure can be used at
two, for example, different positions of the vehicle, but
with a different subframe coupled to each to optimise the
wheel arch for its specific location on the vehicle.
[0058] The vehicle may comprise a first pair of wheel
arches according to the fourth aspect and a second pair
of wheel arches according to the fourth aspect, and
wherein: the wheel arches in each pair are substantially
the same; and the wheel arches in the first and second
pairs are different. A same subframe may be coupled to
the wheel arches in each pair. Alternatively or addition-
ally, the subframes coupled to the wheel arches in the
first and second pairs may be different. That is, the sub-
frames coupled to the wheel arches in each pair may be
the same but may be different to the subframes coupled
to the wheel arches in the other pair. The wheel arches
in the first pair may be mounted at generally diagonally
opposed positions on the chassis. The wheel arches in
the second pair may be mounted at generally diagonally
opposed positions on the chassis.
[0059] The vehicle may comprise at least two of the

wheel arches: a first wheel arch and a second wheel arch.
The first wheel arch may be mounted to a first side of the
chassis. The second wheel arch may be mounted to a
second side of the chassis, the second side being oppo-
site the first. A same subframe may be coupled to each
of the first and second wheel arches.
[0060] One of the first and second wheel arches may
be mounted towards the front of the chassis. The other
of the first and second wheel arches may be mounted
towards the rear of the chassis. That is, the first and sec-
ond wheel arches may be arranged at generally diago-
nally opposed positions on the chassis.
[0061] Alternatively, the first and second wheel arches
may be arranged at generally directly opposed positions
on the chassis. For example, the first and second wheel
arches may both be arranged towards the front of the
chassis, or may be both be arranged towards the rear of
the chassis.
[0062] Each of the method steps recited here may be
carried out using robotic assembly techniques. The ro-
botic assembly techniques may be partly, substantially
or fully autonomous.

Brief Description of Drawings

[0063] Specific embodiments are described below in
the Detailed Description by way of example only and with
reference to the accompanying drawings, in which the
following perspective views are shown:

Figure 1 shows a front view of a wheel arch that is
according to a first embodiment and a subframe cou-
pled to the wheel arch;

Figure 2 shows an exploded rear view of the wheel
arch according to the first embodiment and the sub-
frame;

Figure 3 shows the subframe of Figures 1 and 2;

Figure 4 shows a vehicle chassis to which two of the
wheel arches according to the first embodiment are
attached;

Figure 5 shows a front view of a wheel arch assembly
that is according to a second embodiment; and

Figure 6 shows a rear view of the wheel arch assem-
bly according to the second embodiment.

[0064] Throughout this disclosure, like reference nu-
merals are used to refer to like parts.

Detailed Description

[0065] Figure 1 shows a front view of a wheel arch 100.
The wheel arch 100 has an approximately arcuate mouth
portion 110, a rear portion 111, a roof portion 112 and

9 10 
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two side portions 113, 114. The roof portion 112 and two
side portions 113, 114 all tend to meet the arcuate mouth
portion 110. Meanwhile, the rear portion 111 tends to
meet the roof portion 112 and the two side portions 113,
114. The roof portion 112 and the side portions 113, 114
are located between the rear portion 111 and the arcuate
mouth portion 110. The wheel arch 100 is approximately
half hemispherical in overall shape, with an open bottom
portion. The wheel arch 100 is suitably sized and shaped
to house a wheel for a vehicle.
[0066] The wheel arch 100 has a main frame 130. Cou-
pled to the main frame 130 is a subframe 300. The main
frame 130 includes the arcuate mouth portion 110, the
rear portion 111, the two side portions 113, 114 and the
roof portion 112. The subframe 300 is a separate piece
which is fixed to the rear portion 111 of the main frame
130. The subframe is discussed in more detail below in
relation to Figure 3.
[0067] The wheel arch 100 has an attachment point
120. The attachment point 120 is located at the rear of
the wheel arch 100 and is discussed in more detail below
in relation to Figure 2. In short though, the attachment
point 120 is for attaching the wheel arch 100 to a chassis
of a vehicle. Further, in use, the attachment point 120 is
configured to transmit forces in the wheel arch 100 to the
vehicle chassis.
[0068] The main frame 130 of the wheel arch 100 is
substantially symmetrical about a plane of symmetry
transverse to the wheel arch 100. Specifically, the main
frame 130 is substantially symmetrical about the plane
transverse to the arcuate mouth portion 110 and which
intersects: the peak of the arcuate mouth portion 110,
the roof portion 112, and the rear portion 111 of the wheel
arch.
The arcuate mouth portion 110 has nine rivet holes 140
distributed in its front facing surface. In use, composite
vehicle panels are secured to the wheel arch 100 by rivets
received in the rivet holes 140.
[0069] Figure 2 shows an exploded rear view of the
wheel arch 100 and subframe 300. As can be seen from
this rear view, the wheel arch 100 has a number of load
bearing mounting points 210, 215, 230, 235, 240, 245,
250, 255.
[0070] In more detail, the wheel arch 100 has first and
second load bearing mounting points 210, 215. The first
and second load bearing mounting points 210, 215 are,
in this example, identical and each is a hole formed in
the roof portion 112 of the wheel arch 100. The first and
second load bearing mounting points 210, 215 are ar-
ranged towards the rear portion 111 of the wheel arch
100 and are either side of, and close to, the above de-
scribed plane of symmetry. Accordingly, the first and sec-
ond mounting points 210, 215 are mirror images of each
other. Each of the first and second load bearing mounting
points 210, 215 is arranged to receive a same vehicle
component: in this example, a suspension strut. This is
described in more detail below.
[0071] The wheel arch 100 also has third and fourth

load bearing mounting points 230, 235. The third and
fourth load bearing mounting points 230, 235 are, in this
example, identical and each is a hole formed in a recess
in the roof portion 112 of the wheel arch 100. The third
and fourth load bearing mounting points 230, 235 are
arranged between the first and second load bearing
mounting points 210, 215 and the mouth portion 110 of
the wheel arch 100 and are either side of, and close to,
the above described plane of symmetry. Accordingly, the
third and fourth mounting points 230, 235 are mirror im-
ages of each other. Each of the third and fourth load
bearing mounting points 230, 235 is arranged to receive
a same vehicle component: in this example, a vehicle
seat mounting.
[0072] The wheel arch 100 also has fifth and sixth load
bearing mounting points 240, 245. The fifth and sixth load
bearing mounting points 240, 245 are, in this example,
identical and each is a hole formed in the roof portion
112 of the wheel arch 100. The fifth and sixth load bearing
mounting points 240, 245 are arranged between the third
and fourth load bearing mounting points 230, 235 and
the mouth portion 110 of the wheel arch 100 and are
either side of, and close to, the above described plane
of symmetry. Accordingly, the fifth and sixth mounting
points 240, 245 are mirror images of each other. Each
of the fifth and sixth load bearing mounting points 240,
245 is arranged to receive a same vehicle component:
in this example, a seat belt anchorage.
[0073] The wheel arch 100 also has seventh and eighth
load bearing mounting points 250, 255. The seventh and
eigth load bearing mounting points 250, 255 are, in this
example, identical and each is formed of two adjacent
holes formed in the roof portion 112 of the wheel arch
100. The seventh and eighth load bearing mounting
points 250, 255 are arranged between the fifth and sixth
load bearing mounting points 240, 245 and the mouth
portion 110 of the wheel arch 100 and are either side of,
and close to, the above described plane of symmetry.
Accordingly, the seventh and eighth mounting points 250,
255 are mirror images of each other. Each of the seventh
and eighth load bearing mounting points 250, 255 is ar-
ranged to receive a same vehicle component: in this ex-
ample, a vehicle body attachment. The vehicle body at-
tachment may be, for example, an attachment to a rib of
a ribcage which, in use, supports composite panels of
the vehicle.
[0074] As can also be seen from Figure 2, the attach-
ment point 120 is located at the rear of the wheel arch
100. Specifically, it is located external to, and on, the rear
portion 111 of the wheel arch 100. That is, it is located
at the back of the wheel arch 100. In this example, the
attachment point 120 is a continuous attachment zone
defined by two endpoints and the attachment zone spans
approximately two thirds of the full width of the wheel
arch 100. The attachment zone is symmetrical about the
plane of symmetry transverse to the wheel arch 100. As
a result, the distances between each endpoint and the
load bearing mounting points provided in its respective
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half of the wheel arch 100 is the same for both endpoints,
the halves of the wheel arch 100 being defined by the
plane of symmetry. The halves of the wheel arch 100
may interchangeably be referred to in this disclosure as
opposing halves of the wheel arch 100. In this example,
three rivet holes are provided at each side of the attach-
ment zone, the sides of the attachment zone being de-
fined by the plane of symmetry.
[0075] As mentioned above, in use, the attachment
zone is configured to transmit forces in the wheel arch
100 to the vehicle chassis. The advantage of a continu-
ous attachment zone, rather than a single, discrete at-
tachment point, for example, is that the forces transmitted
through the attachment zone are spread out over a larger
contact surface area. This avoids overloading of the at-
tachment point. Such overloading could lead to early deg-
radation of the attachment point and, ultimately, failure
of the attachment point. In addition, the symmetrical na-
ture of the attachment zone avoids unequal balancing of
forces in the wheel arch which could result in a twisting
force being applied to the wheel arch and, in turn, the
chassis.
[0076] In addition to the already described attachment
point 120, first and second further attachment points 220,
225 are located on either side of the wheel arch 100. In
more detail, a first further attachment point 220 is located
at the bottom of each side portion, close to the front of
the wheel arch 100. That is, at or towards the arcuate
mouth portion 110. A second further attachment point
225 is located at the bottom of each side portion, close
to the rear of the wheel arch 100. That is, at or towards
the rear portion 111 of the wheel arch 100.
[0077] Advantageously, when the wheel arch 100 is
being coupled to the vehicle chassis, the first and second
further attachment points 220, 225 help to align the wheel
arch 100 with the vehicle chassis. This is particularly help-
ful when the wheel arch 100 is used in robotic assembly
processes. The wheel arch 100 is arranged to be secured
to the vehicle chassis by a combination of rivets, bolts
and adhesive. In more detail, the first and second further
attachment points 220, 225 are coupled to the vehicle
chassis by a combination of bolts and adhesive, the first
and second further attachment points 220, 225 acting as
landing pads for the bolts. The attachment zone is cou-
pled to the vehicle chassis by a combination of rivets and
adhesive. For example, adhesive is applied along the
length (or along substantially the length) of the attach-
ment zone and/or rivets securing the attachment zone to
the chassis are inserted into the rivet holes provided in
the attachment zone. In this example, the attachment
zone - that is, attachment point 120 - is arranged to couple
to a floor panel of the vehicle chassis.
[0078] As for Figure 1, it can clearly be seen from Fig-
ure 2 that, in this example, the main frame 130 of the
wheel arch 100 is substantially symmetrical.
[0079] Figure 3 shows the subframe 300. The sub-
frame 300 is arranged to be removably mated with - that
is, removably coupled to, the rear portion 111 of the wheel

arch 100. In this example, the subframe 300 is arranged
to be removably coupled to the wheel arch 100 using a
bolt at each of the lower right 340 and lower left 345
corners of the subframe 300, and a dowel at each of the
upper right 350 and upper left 355 corners of the sub-
frame.
[0080] The subframe 300 has a number of mounting
points 310, 320, 330, 360, 370 (shown in Figure 2). Each
of the mounting points 310, 320, 330, 360, 370 is ar-
ranged to receive a vehicle component or components.
A number of the mounting points 310, 330, 370 are du-
plicated on both sides of the subframe 300.
[0081] In more detail, one of the mounting points is an
aperture 320 in the subframe 300 which is arranged to
receive, for example, a drive shaft. In particular, the ap-
erture 320 is suitably sized such that the drive shaft is
received through the aperture 320 with a clearance to
allow for movement of the drive shaft within the aperture
320. Usefully, this allows for play of the wheel (and thus
drive shaft) in the wheel arch. Each of the mounting points
310 comprises a pair of arms, each pair of arms arranged
to receive one end of a suspension control arm, such as
a wishbone. Similarly, each of the mounting points 330
comprises a pair of arms, each pair of arms arranged to
receive one end of a further suspension control arm, such
as a wishbone. Further, another of the mounting points
is a further aperture 360 in the subframe 300 which is
arranged to receive a steering arm or a component for
coupling with the steering arm. For example, if the wheel
arch 100 and subframe 300 are attached to the rear of a
vehicle which has no rear steering, the further aperture
360 is arranged to receive a bracket which in turn is ar-
ranged to fix to the rear steering arm. This provides struc-
tural support to the wheel housed in the wheel arch 100.
Finally, as shown in Figure 2, mounting points 370 are
provided on the rear of the subframe 300 - that is, the
side of the subframe 300 which faces, in use, the chassis
of the vehicle. The mounting points 370 are arranged to
couple with a drive unit. In this example, the drive unit is
located within the region of the chassis of the vehicle,
and not within the wheel arch 100. In use, the drive unit
is arranged to couple with a drive shaft extended through
the aperture 320.
[0082] As has been discussed, in this example, the
main frame 130 of the wheel arch 100 is symmetrical. In
contrast, the subframe 300 is asymmetrical. In more de-
tail the subframe 300 is asymmetrical about the plane
which is transverse to the arcuate mouth portion 110 and
which intersects the peak of the arcuate mouth portion
110.
[0083] Advantageously, the use of a symmetric wheel
arch main frame 130 and an asymmetric subframe 300
provides a compromise between manufacturing and as-
sembly complexity and vehicle performance. This is be-
cause the same symmetric wheel arch main frame can
be used at all wheel positions, while the subframe can
be optimally selected based on the given wheel position.
This means that the subframe can be chosen to deliver
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optimal castor and camber angles for the particular wheel
(and wheel position).
[0084] In more detail, it is highly desirable from a man-
ufacturing and assembly perspective to use the exact
same wheel arch structure at all wheel positions of the
vehicle; however, this can lead to poor vehicle perform-
ance. In particular, to poor vehicle stability, handling and
tyre wear. This is because, when the exact same wheel
arch structure is used at all wheel positions, it is not easy
to optimise the camber and castor angles for each wheel
position. For completeness, reasons why camber and
castor angles are important will now be given. For a given
wheel, the camber angle is the angle between the vertical
axis of the wheel and the vertical axis of the vehicle. In
other words, the inclination of the wheel towards or away
from the vehicle body. The camber angle must be opti-
mised at each wheel position to prevent, in use, a positive
camber angle developing. A positive camber angle
means that the wheel is tilting away from the vehicle body,
which results in reduced grip (and so unstable and un-
desirable handling) and uneven tyre wear. Meanwhile,
the castor angle is the angle between the steering axis
from the vertical axis of the wheel. That is, the inclination
of the steering axis forwards or backwards (relative to
the longitudinal axis of the vehicle). The castor angle
must be optimised at each wheel position to avoid a low
castor angle. The larger the castor angle, the more wheel
self-aligning torque is produced and the easier the wheel
(and thus the vehicle) is to control. Additionally, increased
castor angles help increase camber gain on bumps and
turns, which helps with grip. Conversely, if too small a
castor angle is used, the wheel can be difficult to control
and so result in poor vehicle stability and handling. In
particular, when too small a castor angle is used, the
steering feedback may be similar to when driving on ice,
which is highly undesirable. It is therefore highly advan-
tageous to be able to optimise the camber and castor
angles for each wheel position. The use of an asymmetric
subframe 300 allows for this, whilst still delivering man-
ufacturing and assembly advantages by provision of the
asymmetric subframe 300 in a symmetric main frame
130.
[0085] Looking now to the use of the wheel arch 100.
In use, the wheel arch 100 is configured to receive - at
all or some of the load bearing mounting points - forces
from vehicle components mounted at those load bearing
mounting points. The wheel arch 100 is then configured
to transmit these forces to the vehicle chassis 400, for
example via the attachment point 120. Consequently, in
use, the wheel arch 100 is configured to receive forces
from vehicle components mounted to the wheel arch 100
and transmit these forces to the vehicle chassis 400. As
a result, the wheel arch 100 has a structural role and so
forms a structural component of the vehicle.
[0086] For example, when a suspension strut is mount-
ed to one or both of the first and second load bearing
mounting points 210, 215 , the wheel arch 100 is config-
ured, in use, to receive - at the respective one(s) of the

first and second load bearing mounting points 210, 215
- forces transmitted to the suspension strut(s) from the
wheel housed in the wheel arch 100. The wheel arch 100
is configured to receive at least a portion of these forces
and transmit these forces to the vehicle chassis 400, for
example via the attachment point 120. Consequently, in
use, the wheel arch 100 is configured to receive forces
from the wheel (via the suspension strut) and transmit
the received forces to the vehicle chassis 400. As a result,
the wheel arch 100 has a structural role and so forms a
structural component of the vehicle.
[0087] Similarly, when a vehicle seat is mounted to one
or both of the third and fourth load bearing mounting
points 230, 235 , the wheel arch 100 is configured, in
use, to receive - at the respective one(s) of the third and
fourth load bearing mounting points 230, 235 - forces
transmitted to the vehicle seat. The forces transmitted to
the seat may be due to the weight of a person using the
seat, for example. The wheel arch 100 is configured to
receive at least a portion of these forces and transmit
these forces to the vehicle chassis 400, for example via
the attachment point 120. Forces may then transmitted
from the vehicle chassis 400 to the ground via a wheel
housed in the wheel arch 100. Consequently, in use, the
wheel arch 100 is configured to transmit forces from a
vehicle seat to the vehicle chassis 400. As a result, the
wheel arch 100 has a structural role and so forms a struc-
tural component of the vehicle.
[0088] Likewise, when a seat belt is mounted to one
or both of the fifth and sixth load bearing mounting points
240, 245 , the wheel arch 100 is configured, in use, to
receive - at the respective one(s) of the fifth and sixth
load bearing mounting points 240, 245 - forces transmit-
ted to the seat belt. The forces transmitted to the seat
belt may be due to the weight of a person impacting
against the seat belt, for example. The wheel arch 100
is configured to receive at least a portion of these forces
and transmit these forces to the vehicle chassis 400, for
example via the attachment point 120. Forces may then
transmitted from the vehicle chassis 400 to the ground
via a wheel housed in the wheel arch 100. Consequently,
in use, the wheel arch 100 is configured to transmit forces
from a seat belt to the vehicle chassis 400. As a result,
the wheel arch 100 has a structural role and so forms a
structural component of the vehicle.
[0089] Similarly, when a rib is mounted to one or both
of the seventh and eighth load bearing mounting points
250, 255 the wheel arch 100 is configured, in use, to
receive - at the respective one(s) of the seventh and
eighth load bearing mounting points 250, 255 -forces
transmitted to the rib. The forces transmitted to the rib
may be due to the combined weight of the ribcage and
the composite panels fixed to the ribcage, for example.
The wheel arch 100 is configured to receive at least a
portion of these forces and transmit these forces to the
vehicle chassis 400, for example via the attachment point
120. Forces may then transmitted from the vehicle chas-
sis 400 to the ground via a wheel housed in the wheel
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arch 100. Consequently, in use, the wheel arch 100 is
configured to transmit forces from a rib to the vehicle
chassis 400 and/or ground. As a result, the wheel arch
100 has a structural role and so forms a structural com-
ponent of the vehicle.
[0090] Figure 4 shows a part of a vehicle chassis 400.
Two of the previously described wheel arches 100 (op-
tionally each coupled with a subframe 300) are attached
to the vehicle chassis 400: one wheel arch 100 at a first
wheel location, and one wheel arch 100 at a second,
different wheel location. The wheel locations are on op-
posite sides of the chassis 400. Accordingly, the same
wheel arch 100 is used on both sides of the chassis 400.
However, in this example, the subframe 300 coupled to
each of the wheel arches 100 is different.
[0091] Figure 5 shows a wheel arch assembly 500. The
wheel arch assembly 500 includes the previously de-
scribed wheel arch 100 and a number of vehicle compo-
nents. The vehicle components are mounted to the wheel
arch 100.
[0092] In more detail, the wheel arch assembly 500
includes a suspension strut 510, a control arm 520 and
a drive shaft 530 mounted to the wheel arch 100. The
suspension strut 510 has a first end and a second end.
The first end of the suspension strut 510 is mounted to
the wheel arch 100 at the second load bearing mounting
point 215. This can be seen more clearly in Figure 6. The
second end of the suspension strut 510 is arranged to
be mounted, in use, to a wheel housed in the wheel arch
100. The control arm 520 is, in this example, a wishbone
having a primary end and two splayed ends. Each of the
splayed ends is mounted to the wheel arch 100 at a re-
spective mounting point 310 of the subframe 300. Mean-
while, the main end is arranged, in use, to be mounted
to a wheel housed in the wheel arch 100. Lastly, the drive
shaft 530 extends through the aperture 320 of the sub-
frame 300 such that a first end of the drive shaft 530 is
arranged beyond the rear portion 111 of the wheel arch
100, and a second end of the drive shaft 530 is housed
within the wheel arch 100. The drive shaft 530 is arranged
to be mounted, in use, to a drive unit or, in some embod-
iments, to a drivetrain of the vehicle. The second end of
the drive shaft 530 is arranged to be mounted, in use, to
a wheel housed in the wheel arch 100. Each of the sus-
pension strut 510, control arm 520 and drive shaft 530
is therefore arranged to mechanically couple to a wheel
housed in the wheel arch 100.
[0093] The wheel arch assembly 500 may be mounted
to a vehicle chassis, such as chassis 400. Each wheel
arch assembly 500 may be first assembled and then,
once assembled, mounted to a vehicle chassis. Assem-
bly and/or mounting on the chassis may be carried out
using robotic manufacture techniques.
[0094] Figure 6 shows a rear view of the wheel arch
assembly 500. As can more clearly be seen from this
rear view, the first end of the drive shaft 530 extends
through the aperture 320 formed in the subframe 300.
[0095] As can also be seen more clearly from Figure

6, the first end of the suspension strut 510 is mounted to
the second load bearing mounting point 215. In an alter-
native arrangement, for example if the wheel arch as-
sembly 500 were being assembled for attachment to an
opposite side of the vehicle, the suspension strut 510
might be mounted instead to the first load bearing mount-
ing point 210. In other words, the suspension strut 510
may be mounted to either of the first or second load bear-
ing mounting points 510, 520 depending upon the ulti-
mate intended position of the wheel arch assembly 500
on the vehicle chassis 400.
[0096] The wheel arch 100 and wheel arch assembly
500 described in relation to Figures 1 to 6 are intended
as examples only and modifications may be made to the
wheel arch 100 and wheel arch assembly 500. For ex-
ample:
There may be more or fewer vehicle components than
described in relation not Figure 5.
[0097] The wheel arch - specifically, the main frame -
may be asymmetrical. Such a wheel arch may be used
in a wheel arch assembly. Further, in such a wheel arch,
the load bearing mounting points 210, 215 may instead
be replaced by a single load bearing mounting point.
[0098] Regardless of whether the wheel arch is sym-
metrical or asymmetrical, the wheel arch may be config-
ured to be used on either side of a vehicle. This is by
virtue of design of the wheel arch such that it is usable
through a 180 rotation of the wheel arch. For example,
a given wheel arch of this disclosure may be suitable for
use at generally diagonally opposite wheel positions (de-
spite the wheel arch not being symmetric) because the
wheel arch has been designed in such a way that it may
adequately perform at both positions despite the 180°
rotation of the wheel arch between the positions. When
the wheel arch is symmetrical, the positioning of the fea-
tures of the wheel arch relative to the chassis is the same
regardless of which side of the vehicle the wheel arch is
used. That is, regardless of a 180° rotation of the wheel
arch. Conversely, when the wheel arch is asymmetrical,
the positioning of the features of the wheel arch relative
to the chassis will be dependent upon which side of the
vehicle the wheel arch is used. Such an asymmetrical
wheel arch may though still be usable on both sides of
the vehicle.
[0099] A same or a different subframe may be used at
each wheel position of the vehicle. For example, a first
subframe may be used at the front right and rear left
wheels positions of a vehicle, while a second, different
subframe may be used at the rear right and front left
wheel positions of the vehicle. That is, the same subframe
may be used at diagonally opposite wheel positions.
[0100] Each subframe may be formed by an initial cast-
ing process. The same casting process may be used for
each subframe. Each casting may then be subsequently
machined according to the final subframe design. This
is an efficient manufacturing technique.
[0101] The subframe 300 may be symmetrical. For ex-
ample, the subframe 300 may be symmetrical about the
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plane which is transverse to the arcuate mouth portion
110 and which intersects the peak of the arcuate mouth
portion 110. The plane of symmetry may intersect the
aperture 320. Meanwhile, the others of the mounting
points 310, 330, 360, 370 may not be intersected by the
plane of symmetry and so may be exactly duplicated on
both sides of the subframe 300.
[0102] The wheel arch may not have any load bearing
mounting points. For example, the wheel arch may be a
symmetrical structure, optionally having one or more ve-
hicle component mounting points. One or more of the
vehicle component mounting points may be a load bear-
ing mounting point, but need not essentially be so. Such
a wheel arch may be used in a wheel arch assembly.
[0103] The load bearing mounting points 210, 215 in
the wheel arch may be located elsewhere in the wheel
arch structure and may take a different form and number.
That is, the load bearing mounting points 210, 215 need
not be holes formed in the roof portion 112 of the wheel
arch. Instead, the load bearing mounting points 210, 215
may be brackets formed in the sides of the wheel arch,
for example.
[0104] The mounting points in the wheel arch may be
located elsewhere in the wheel arch 100 structure and
may take a different form and number.
[0105] The symmetrical wheel arch may additionally
or alternatively comprise a load bearing mounting point
which is dissected by the plane of symmetry transverse
to the wheel arch. Accordingly, a load bearing mounting
point may be provided which is usable with a given ve-
hicle component regardless of which side of the vehicle
the wheel arch is intended to be fitted. Usefully, this
avoids having duplicate mounting points for a given ve-
hicle component.
[0106] The load bearing mounting points 210, 215 are
arranged such that, when a suspension strut is received
at either load bearing mounting point, the suspension
strut is orientated substantially vertically in the wheel
arch.
The suspension strut may comprise a spring and/or a
shock absorber. The suspension strut may comprise a
lower mount. This may be the previously described sec-
ond end of the suspension strut. The lower mount may
be arranged to secure indirectly to a wheel housed in the
wheel arch, for example, via one or more of a control
arm, a steering knuckle and/or a bearing.
[0107] In use, the or each vehicle component mounted
to the wheel arch may be housed wholly or substantially
in the wheel arch.
[0108] There may be at least one control arm. For ex-
ample, there may be a first control arm and a second
control arm. When mounted to the wheel arch, the first
control arm may be substantially arranged in an upper
half of the wheel arch and the second control arm may
be substantially arranged in a lower half of the wheel
arch. Alternatively, there may be a single control arm.
When mounted to the wheel arch, the single control arm
may be substantially arranged in a lower half of the wheel

arch.
[0109] The wheel arch may be arranged to house a
plurality of wheels. In such arrangements, the wheel arch
may be configured to receive forces transmitted, in use,
to any number of the plurality of wheels. For example,
the wheel arch may be configured to receive forces trans-
mitted, in use, to all of the plurality.
[0110] The wheel arch may have a different shape to
that shown in, and described in relation to, the figures of
this disclosure. For example, the wheel arch may have
a different number of faces; have a substantially different
overall shape; and/or be differently sized in any dimen-
sion.
[0111] The wheel arch may be fabricated by casting,
stamping or some combination of casting and stamping.
For example, the main frame of the wheel arch may be
formed by stamping, while - as noted above - the sub-
frame may be formed by casting.
[0112] Rather than being two separate components,
the main frame and the subframe may instead be a single,
integral component. For example, the main frame and
the subframe may be formed -for example, stamped -
from a single piece of sheet metal.
[0113] References in this disclosure to a vehicle com-
ponent or components may be understood to mean a
component or components chosen from the following,
non-exhaustive list: a control arm (such as a wishbone),
a drive shaft member, a brake unit, a drive unit, a tyre
and a wheel. The drive unit may comprise one or more
of a motor generator, a gearbox, and/or a motor generator
with integrated gearing i.e. a gearmotor. The drive unit
may be electric. For example, the motor generator may
be an electric motor generator and the gearmotor may
be an electric gearmotor.
[0114] References in this disclosure to a vehicle and
vehicle chassis may be references to an electric vehicle
and electric vehicle chassis, respectively. For example,
the chassis 400 may be an electric vehicle chassis. The
electric vehicle may be a commercial electric vehicle. It
may be a vehicle for transporting cargo. It may be a ve-
hicle for transporting people. It may be a bus. It may be
a van. It may be a delivery van. It may be another type
of commercial vehicle. The electric vehicle may be a
wholly electric vehicle, that is, without an internal com-
bustion engine either as a prime-mover or as a range-
extender to be used to power a generator to generate
electricity for charging batteries or powering a traction
electric motor.

Claims

1. A wheel arch for housing at least one wheel of a
vehicle and for attachment to a chassis of a vehicle,
the wheel arch comprising a load bearing mounting
point, wherein the wheel arch is configured to re-
ceive, in use, forces at the load bearing mounting
point from a vehicle component mounted at the load
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bearing mounting point.

2. The wheel arch of claim 1, wherein the vehicle com-
ponent is a load bearing member arranged to me-
chanically couple to a wheel housed in the wheel
arch.

3. The wheel arch of claim 2, wherein the vehicle com-
ponent is a suspension strut.

4. The wheel arch of claim 3, wherein the load bearing
mounting point is configured such that, when the sus-
pension strut is received at the mounting point, the
suspension strut is orientated substantially vertically
in the wheel arch.

5. The wheel arch of claim 1, wherein the vehicle com-
ponent is a vehicle seat mounting, a seat belt an-
chorage, a vehicle body attachment, and/or a vehicle
composite panel.

6. The wheel arch of claim 5, wherein the wheel arch
is configured to transmit, in use, forces between the
vehicle component and a wheel housed in the wheel
arch.

7. The wheel arch of any preceding claim, comprising
an attachment point for attaching the wheel arch to
a chassis of a vehicle.

8. The wheel arch of claim 7, wherein the wheel arch
is configured to transmit, in use, forces received at
the load bearing mounting point to the attachment
point.

9. The wheel arch of claim 7 or claim 8, wherein the
attachment point comprises at least two spaced at-
tachment points, the at least two spaced attachment
points being either discrete attachment points or de-
fining a substantially continuous attachment zone.

10. The wheel arch of claim 9, wherein each of the at
least two spaced attachment points is substantially
equidistant from the load bearing mounting point.

11. The wheel arch of any preceding claim, wherein the
wheel arch is configured to be used on either side
of a vehicle, optionally wherein the wheel arch is sub-
stantially symmetrical about a plane of symmetry
transverse to the wheel arch.

12. A wheel arch assembly comprising:

a wheel arch according to any preceding claim;
and
one or more vehicle components mounted to the
wheel arch.

13. A vehicle comprising:

a chassis;
a plurality of wheels; and
a wheel arch according to any of claims 1 to 11
or a wheel arch assembly according to claim 12,
the wheel arch housing at least one of the wheels
and being attached to the chassis at the or an
attachment point, and wherein the wheel arch
is configured, in use, to:
receive, at the load bearing mounting point, forc-
es transmitted from a vehicle component mount-
ed at the load bearing mounting point.

14. The vehicle of claim 13, wherein the wheel arch is
configured to be, in use, in the force path from the
vehicle component to the at least one wheel.

15. A method of assembling the vehicle of claim 13 or
claim 14, the method comprising:

Providing the chassis, the plurality of wheels and
the wheel arch or wheel arch assembly; and
mounting the wheel arch or wheel arch assem-
bly to the chassis.
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