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PREFACE AND ACKNOWLEDGEMENTS

In support of the Improved Track Structures Research Program of the

Office of Research and Development of the Federal Railroad Administration

(FRA), the Transportation Systems Center (TSC) is conducting analytical and

experimental studies of the relationship between track design and maintenance

parameters and the safety and performance of trains, resulting from the dynamic

interaction of the track and train. The objectives of this effort are directed

towards the development. of a technological data base that can be used by

Government and industry to:

a.

Establish safe operating regimes based on the dynamics of track/
train interaction. ‘

Evaluate the safety and economics of various types of train operation
and track maintenance practices,

Formulate recommendations for reducing derailments due to track/

train interaction. -

The approach being employed in the conduct of these studies and in

development of engineering guidelines to meet the above objectives includes

the following:

a.

Definition of performance indices which are related to the likelihood
of vehicle derailment, lading damage, passenger ride quality, and
operational efficiency.

Compilation of analysis tools and development of a methodology for
relating track, rail car, locomotive, and train parameters to the

performance indices.
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¢, Parametric studies relating the performance indices to track con-
struction and maintenance parameters for the range of in-service
train configurations, equipment parameters and speeds.

d. Development of techniques and methods for track/train dynamics,
laboratory and full-scale test design, and rail vehicle model
validation, by which the performance indices can be quantitatively
evaluated and adjusted as required to provide their proper threshold
values.

The principal safety-related problem currently facing the railrcads is
derailment. Derailments result in direct loss due to damage to rolling stock,
track, lading and facilities, and in injury to passengers, and operators, and
liability for release of hazardous materials. Less well-publicized, but of
great significance, is the indirect economic loss due to decreased operating
speeds and other factors affecting system performance that are found necessary
because of the probability of derailments occurring. Advances in understanding
of derailment phenomenz would then have the dual benefit of (1) improving the
technology to be more resistant to derailment, and (2) provide a rational
basis for formulating economically sound safety standards for maintenance and
operation that are designed to reduce derailment probability.

Because of the compelling importance of derailment as a problem both to
the railroads and to our national transportation system, and the relatively
undeveloped state-of-the-art in understanding the problem, the FRA has initiated
a major research program in this area. This multifaced program, coordinated by
TSC, involves the characterization of vehicles and trackage previously described,

as well as formulation of appropriate models for quantifying derailment phenomena
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and estimﬁting resultant derailment probabilities. It i; essential, however,
thﬁt data be made available on the important derailment phéhomena. so that
the quantitative models used are soundly based. Unfil recently, eifériments
Tequired to meet this requirement were prohibitively costly, time-consuming,
hazardous, and potentially inaccurate due to the difficult} in controlling test
conditions. Recently techniques and apparétus have been deveiqped to perfbrm
meaningful experiments on de}ailment through the use of dynamicélly scaled models.
In this study many of the requirements for quantification of derailment phenomena
essential to the TSC program have been met by an experimental program which
utilizgs these techniques and apparatus,
The overall objective of this research program is to provide validation
of analytical models of wheel/rail interaction and of performance indices that
can be used to predict derailment. The experimental results from the scale
model testing will be used as follows:
1. In confirming or improving analytical models of the mechanics ofl -
wheel/rail interaction, especially under extreme conditions of
load or geometry. |
2. In generating crifical threshold values. of performance indices
which will accurately signal impending derailment.
3. In developing empirical models of wheel/rail interaction, which
can be used without recourse to the detailed theory, and which
may therefore provide & more efficient approach to analysis and

simulation.
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EXECUTIVE SUMMARY

Introduction

Statement of Problem:

The most widely accepted criterion for wheelclimb derailment defines an
upper limit on wheel/rail contact forces on the climbing wheel, the limit
varying with the time duration of the forces. The reliability of this criterion
in predicting derailment is of major importance, since it is used to evaluate
the derailment safety of railroad vehicles, operating conditions, and track
structures. This report presents an analytical and experimental evaluation of
time-dependent wheel load derailment criteria for wheelclimb, which shows that

this type of criterion alone is inadequate for derailment prediction,

Main Objectives of Current Research:

The central goal of this program was to develop a fundamental understand-
ing of the wheelclimb derailment process. Specific objectives undertaken to
meet this goal were:

a., Establishment of an experimental data base of derailment events,
using a dynamically scaled model of a single wheelset, for use in
evaluating the validity of derailment criteria. Evaluation of
specific candidate time-duration dependent wheel load criteria,
such as that proposed by the Japanese National Railways (JNR).

b. Formulation of analytical models for predicting wheelclimb under
quasisteady and dynamic loading conditions.

¢. Experimental validation of the analytical models using scale model

experimental data.
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Technical Approach:

Derailment may occur as a result of several distinct processes, including
wheelclimb, wheel 1lift, rail rollover, gauge spreading, and component failure,
each requiring specification of allowable wheel/rail forces or other measures.
This report concemns the first of these processes, which is directly related to
the dynamics of the vehicle on curved and tangent track, and to the track mis-
alignments that excite the vehicle. Wheelclimb is a derailment process in
which large lateral forces acting on the wheelset cause on wheel to climb up
and over the rail. When this wheel is in flange contact, large restoring
forces resisting wheelclimb result from the large contact angle at the wheel/
tail interface. Frictional effects, known as creep forces, aid or inhibit the
process, depending on the angle of attack of the wheel relative to the rail.

The vector sum of the contact forces may be measured by an instrumented
wheelset. Since the maximumm allowable lateral force generazlly scales with
vertical load on the derailing wheel, a derailment quotient, or L/V ratio, is
often used as a measure of safety (L and V are the lateral and vertical force
components, respectively)}. Under dynamic conditions, significantly larger
derailment quotients may occur without derailment than would be expected under
quasisteady operating conditions, The JNR derailment criterion was developed
to account for this time-duration dependency.

To study the wheelclimb process in detail, three distinct processes were
identified (Table EXEC.1):

a. Quasisteady wheelclimb, in which lateral velocity is negligible and
the yaw angle remains essentially constant. This process applies to
derailment during steady state curving.

b. Single degree-of-freedom (DOF) wheelclimb, in which lateral velocity

effects are important, but the yaw angle remains essentially constant.



=xix—-

This condition describes steady state curving plus train action,
discrete changes in track geometry, or truck hunting with relatively
stiff primary yaw suspensions for the wheelset,
c. Two degree-of-freedom wheelclimb, which includes lateral velocity
and changing yaw angle effects. This process describes dynamic
curving, wheelset hunting, and truck humting with relatively compliant
yaw primary suspensions.
In this study the three derailment processes have been analyzed theoreti-
cally in detail. Experiments using a scale model wheelset on tangent track
was used to validate the theoretical analysis. A computer program was developed
for simulation of the wheelset, including coupling to the truck frame, which
permits it to be integrated readily into complete vehicle simulations.
A comprehensive series of experiments was performed to evaluate existing
and proposed derailment criteria for quasisteady and single DOF dynamic wheel-

climb, and to validate theoretical models for all three processes.

Conclusions

The experimental and analytical studies of wheelclimb derailment presented
in this report result in the following conclusions regarding derailment cri-
teria: ‘

1} Wheelclimb derailment criteria based on quasisteady theory are adequate
for derailment prediction under conditions of negligible lateral inci-
dent velocity and constant positive yaw angle. At negative yaw angles
derailment occurs at L/V ratios somewhat below the theoretical limits
(Figure EXEC.1).

2) Application of the JNR and other time-duration dependent derailment

criterion for nonderailment, marginal derailment, and complete
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derailment cases are each spread over an order of magnitude in L/V
ratio amplitude and time duration. None of the criteria tested
could distinguish between safe and unsafe conditions., Defining a
safety criterion below the derailment data would be overly conser-
vative, possibly excluding vehicles, operating conditions, and track
maintenance standards that could be demonstrated to be safe with a
more discriminating c¢riterion. Furthermore, the data provided do
not necessarily establish a lower bound for derailment, since lower
points possibly could be measured (Figure EXEC.2).

The analytical models for dynamic wheelclimb yield accurate predic-
tions of wheelset Tesponse to external force inputs, in terms of
wheelset metions during derailment and wheel/rail interaction forces
(i.e. L/V ratios) (Figure EXEC.3).

Evidence has been found that derailment criteria employing variables
measured in addition to wheel loads may be successful in predicting
derailment safety, and that diagnostic criteria may be developed for

warning of impending derailment (Figure EXEC.4).

Recommendation fer Future Research

To achieve the objective of defining a2 reliable measure of derailment

safety, the following would be useful as topics of future research:

a)

New wheelelimb derailment criteria should be developed and validated
that include variables in addition to wheel loads, such as lateral
velocity and yaw angle, that are readily measured under full scale
test conditions. Such multivariable criteria should be better

indicators of derailment safety.
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b) Criteria for the wheelclimb process should be combined with criteria
for other derailments modes, such as gauge spreading and rail rollover,
to yield a comprehensive safety measure. Track stiffness parameters
would be key variables in the comprehensive criteria formulated.

¢) The results of analytical and experimental studies of derailment of
single wheelsets should be extended to complete trucks and vehicles.
It is very important to establish the degree to which single wheelset
criteria may be applied directly to complete vehicle configurations.

In addition to the above, the concept developed in this study of derail-

ment diagnostics should be pursued. This technique provides a means for
detecting marginally safe conditions in full scale tests, so that safety-
related phenomena may be measured without actual derailments being required
in the test plan. Scale model experiments will continue to be useful to the
study of fundamental derailment processes, due to the greater control of_test
conditions possible and the relative ease of study of the full range of

derailment conditions,
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TABLE EXEC.1. COMPARISON OF WHEELCLIMB DERAILMENT PROCESSES

PROCESS LATERAL YAW
IDENTIFICATION NAME VELCCITY ANGLE
A Quasisteady Negligible Constant
wheelclimb
B Single DOF  Important Constant
wheelclimb
C Two DCF Important Changing
wheelclimb

DESCRIPTION

Steady state curving

Steady State

curving plus train

action, discrete changes
in track geometry, truck
hunting with stiff primary
yaw suspensions

Nynamic curving, wheelset
hunting, truck hunting with
compliant yaw suspensions
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Figure EXEC.1 Comparison of Quasisteady Theory and Experinient for Wheelclimb
Derailment Limit with Zero Roll Moment.
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Figure EXEC.3 Measured and simulated derailment quotient (L/V ratio) on
derailing wheel.
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1. INTRODUCTION

The most widely accepted criterion for wheelclimb derailment defines an
upper limit on wheel/rail contact forces on the climbing wheel, the limit
varying with time duration of the forces. The reliability of this criterion
in predicting derailment is of major importance, since it is used to evaluate
the derailment safety of railroad vehicles, operating conditions, and track
structures, This report presents an analytical and experimental evaluation of
time-dependent wheel load derailment criteria for wheelclimb, which shows that
this type of criterion alone is inadequate for derailment prediction.

To studyv wheelclimb derailment processes and evaluate derailment criteria,

a series of derailment experiments was conducted using a one-fifth scale model
of a single wheelset on tangent track subjected to static and dymamic loading
conditions. The results of these experiments were compared to simulations

‘ based on a nonlinear theory developed to represent the important phenomena
associated with dynamic wheelclimb.

This study shows that the JNR and other time-duration dependent criteria
based on wheel lcad measurements alone are unsuccessful in predicting derailment
safety for dynamic wﬁeelclimb. For wheelclimb processes involving negligible

lateral velocities, the derailment limit can be estimated from quasisteady
analysis of wheel/rail forces, Evidence has been found that derailment criteria
employing variables measured in addition to wheel loads may be successful in
predicting derailment safety, and that diagnostic criteria mav be developed for

warning of impending derailment.



o

1-2

There is a strong motivation for using wheel load measurements for de-
railment prediction. The mechanics of derailment for a complete truck are
complex and highly nonlinear. At present no analytical‘mode] for complete
trucks has been developed and validated that can relate measured variables
other than wheel loads to derailment occurrence. The hope that wheel loads
would be useful to derailment research has led to the development of instrumented
wheelsets as major experimental research tools, which are alsc employed to
study problems associated with faiiure, wear, and large deformation of wheels
and track [22-24].*

The need for accurate and reliable methods for derailment prediction>has
intensified recently as efforts increass to relate vehicle characteristics,
train operation, and track maintenance standards to system safety. With
increasing success the relationships between vehicle and track descriptors and
the resulting wheel/rail reaction forces have been quantified using analyvtical
or empirical means [24-28]. The critical missing links are definitive spécificatic
relating these forces to safety.

Derailment may occur as a result of several distinct processes, including
wheelclimb, wheel 1ift, rail rollover, gauge spreading, and component failure,
each requiring specification of allowable wheel/rail forces or other measures [28
This report concerns the first of these processes, which is directly related to
the dynamics of the vehicle on curved and tangent track, and to the track mis-
alignments that excite the vehicle. Wheelclimb is a derailment process in which
large lateral forces acting on the wheelset cause one wheel to climb up and over
the rail (see Figure 1.1)}). When this wheel is in flange contact, large restoring
forces resisting wheelclimb result from the large contact angle at the wheel/

rajl interface. Frictional effects, known as creep forces, aid or inhibit the

*Numbers in brackets refer to the list of References,
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Figure 1.1 Definition of Forces Acting.During Wheelclimb Derailment.



process depending on the angle of attack of the wheel relative to the rail.

The vector sum of the contact forces are measured by an instrumented wheelset,

. and sre distinct from the forces applied to the wheelset through its bearings.

Wheelclimb may oceur ét low forward ;nd lateral velocities, with the
resultant wheel/rail forces predicted using a quasisteady approach [5,8] , and
have been confirmed experimentally in [8,30,31]. Since the limit on lateral
forces F. scales with vertical axle load Fz a derailment quotient, or L/V
ratio, isooften used, where L and V are the gatera] and vertical components of
the wheel/rail reaction forces. When significant lateral velocities occur during
the wheelclimb process, lateral forces exceeding the quasisteady derailment limit
generally occur, but only for relatively short time durations [24-26]. A
criterion developed by the Japanese National Railways (JNR) attempts to account
for the large contact forces by increasing the limit on allowed L/V ratios

proportionally with 1/t., where t, is the duration of the force pulse when

1’ 1
it is less than 50 msec. [32].
The objective of the analytical and experimental research summarized in this
report is the evaluation of the validity of wheelclimdb ériteria based on wheel
load measurements. In order to systematically treat this objective, three
distinct wheelclimb derailment processes may be identified, which become the
basis for detailed analysis:
Process A - Quasisteady wheelclimb, in which lateral velocity is
negligible and the yaw angle remains essentially constant. This
process applies to derailment during steady state curving.
* Process B - Single degree-of-freedom wheelclimb, in which lateral velocit
effects are important, but yaw angle remains essentially constant.
This condition describes steady state curving plus train action,

discrete changes in track geometry, or truck hunting with relatively

stiff primary yaw suspensions for the wheelset.



1-5

* Process C - Two degree-of-freedom wheelclimb, which includes
lateral velocity and changing yaw angle effects. This process
describes dynamic curving, wheelset hunting, and truck hunting
with relatively compliant yaw primary suspensions.

In this study the three derailment processes described above are analyzed
theoretically in detail. Experiments using a scale model wheelset on tangent
track are used to validate the theoretical analysis, A computer program is
developed for simulation of the wheelset, including coupling to the truck
frame, which permits it to be integrated readily into complete vehicle simu-
lations., A comprehensive series of experiments is described which are used
to evaluate existing and proposed derailment criteria for quasisteady and
single degree of freedom dynamic wheelclimb (Processes A and B),

Section 1 describes the motivation for this study, and reviews present
knowledge in the field. Section 2Z presents the analytical development of
criteria for quasisteady wheelclimb, The experimental data presented agrees
well with the derived criterion. In Section 3, a nonlinear model is validated
for wheelset displacement responses to pulses in applied lateral forces.
Simulations using the dynamic model indicate that the magnitude and duration
of L/V ratios that would be measured during dynamic wheelclimb are not
related in a functional way to derailment occurence,

In Section 4 time-duration dependent wheel load criteria for dynamic
wheelclimb are evaluated. A variety of wheel load criteria, including the
widely recognized JNR criterion, are applied to wheel load measurements taken
from 112 derailment events, with none found to be successful in predicting

derailment safety.



Appendix A summarizes the results of application of the variety of time-
duration dependent wheel load criteria to the 112 derailment events recorded
during the experiments, Appendix B describes in detail the apparatus used
during Phase One of the research program, with the Phase Tuo-apparatus described
in Appendix C. The computer simulation program used to model wheelclimb

derailment is listed in Appendix D.
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2. QUASISTEADY WHEELCLIMB

2.1 Analytical Development

The steady rolling of a wheelset under load is a quasistatic process in
which an equilibrium condition exists for all applied forces and moments due
to vehicle and track loading. If for a given set of applied axle loads and
wheelset yaw angle an equilibrium condition exists, characterized by a
certain wheelset lateral position, wheelclimb derailment will net occur.

If no stable equilibrium exists, wheelclimb derailment results. Yaw angle
is defined to be positive when the derailing wheel is steersd into the rail.
For convenience, derailment is assumed tc occur on the right rail, viewed
in the direction of travel,

Since wheelset yaw angles are generally small, force and moment equilib-
rium conditions may be applied in a vertical plane passing through thg axle,
In this report the effect of translation of the wheel/rail contact poinfs
longitudinally along the rails is not considered. Analysis of the wheelset
equilibrium conditions requires calculation of the forces at the contact
points due to longitudinal, lateral and spin creep, each of which varies
with wheelset lateral displacement, yaw angle, and axle angular velocity.

The procedure for calculating the highly nonlinear wheel/rail contact forces

in flange contact is presented in detail in [6], and is summarized schematically
in Figure 2.1. The approach is similar to that presented in [5] and [13],

and includeé_the Kalker creép force thebry and iterati?e solﬁtionév

for axle velocity and nof;al forces at tﬁe.wheel/rﬁil confact points. Numerical
results are produced for specific wheel/rail contact geometries, computed for

given wheel and rail profiles using algorithms developed in [17]. Creep
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forces at each contact point are determined through interpolation of

numerical results from Kalker's Simplified Theory, tabulated for

appropriate combinations of nondimensional creepages and contact ellipse

geometry [14).

The quasisteady derailment limit (Process A) is derived by calculating

the maximum applied lateral force that may be sustained for a given

vertical force and roll moment applied to the wheelset.

The net wheel/

rail reaction forces and moments acting on the wheelset in steady state

as shown in Figure 2.1

moment M

%

Lateral force:

o} i=1

Roll Moment:

o
"
=
L}
"M

o =1

The normal forces F

F

3,i

F3,i (-ufz’i sinc:i - cosai)

are balanced by applied forces Fy ’ F2

(uf cosa, + 51nni)

2,1

, and
o o

(2.1)

i
-1 LiFS,i('u fz,iSi"ai - cosui)

3,i

vertical and lateral forces acting on each wheel,

(2.2)

at the contact points may be eliminated to yield the

The wheel/rail reaction

forces are then combined to give L/V ratios for the wheelset axle (both

wheels) or for the climbing wheel only.
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L 1
V laxie = [82T) « 751 ¢ 30l + T,)
where rl = tan(u1+¢] * LIf2.1
1 - “fz,l tan (a1 + §)
tan(u2+¢) + uf2 2
T2 : 1 - uf2 5 tan (a2+¢) : (2.4)
M
n= - ¢‘1._
(ll * LZ) z
o]
21 = L1
L, +1,
L. = 2
2 L1 + L2

Parameters rl and T2 are the individual wheel L/V ratios for the left and
right wheels, respectively, Parameter n is the dimensionless roll moment,
representing the degree of asymmetry in axle load between the extremes of
wheel 1ift (with a practical range of :}). In the above equations f2,1

and f are the dimensionless lateral creep coefficients (including spin)

2,2
on the left and right wheels, ¢ the wheelset roll angle, and @, and a, the
associated contact angles, defined to be positive c¢ounterclockwise. The
nomenclature and coordinate system is developed in [5,6]. For the
quasisteady process, parameters TI and Tz are functions of lateral position
y and yaw angle y; for each value of ¥ a maximum for L/V exists, usually

close to the value for y which yields the maximum contact angle on the

climbing wheel.
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The L/V ratio for the cliﬁbing wheel "is often used itself as a

derailment criterion, and is defined using the above parameters as®*

L tan (a2+¢) - ufz’2

Viclimbing wheel * T2 = YTUE, , tan (a,4) (2.5)
. 14

For large yaw angles Eq. (2.5) approaches the classical limit of Nadal [8],
but for the range of conditions -3% < 1] <+3° the nondimensional creep

f2,2 may vary considerably with wheelset loading, wheel/rail profiles, and
yaw angle, over the range -1 < fz,z < 1. Under quasisteady conditions,

the creepages are functions only of the wheel and rail profiles, wheelset
displacement, and yaw angle relative to the rail, so that Eqs. (2.1) through

(2.5) are independent of forward velocity V.

2,2 Method of Computation

The method used for computing the quasisteady derailment limit is
the same as that described in detail in [6], with the exception of the
procedure used to calculate creep forces. In [6] creep forces are
approximated by calculating initially the forces due to longitudinal,
lateral, and spin creepages separately, then added vectorially with
approximate adhesion limits imposed. Further study has shown that at
negative yaw angles and large spin creepage (i.e, flange contact) signi-
cant errors accrue using this approximation, yielding derailment limits
at large negative angles that do not agree with Nadal's limit.

The new procedure uses creep force calculations based on Kalker's
Simplified Theory, so that creep forces in the lateral and longitudinal

directions are computed directly from the three creepage components [18].

*For simplicity assume right wheel is climbing.



To make the computation efficient, nondimensional creep forces are pre-

computed and stored using the following procedure:

1)
(5
2)
3)
(: rl
(9%
4;

The lateral displacement at which the contact angle is maximum
is determined. This point is very close to the point of maximum
lateral force (i.e. derailment limit) and eliminates the need to
search over the y-direction.

The non-dimensional contact ellipse geometry factors a = a/vab
and b = b/vab are computed for this lateral displacement. These

factors are independent of wheel loads. The effect of { on these
parameters is neglected, also the nondimensional spin creep X is computed.
For the above values of 3, b, x and Poisson's ratio the Kalker

program is run repeatedly to generate a table of lateral and

longitudinal nondimensional creep forces for all possible values

of lateral and longitudinal creépages uy and vy, respectively.

The table is expressed in coordinates V and a, which are the polar
transformations of vy and Ve

For each value of vy and vy desired, the creep forces are

calculated from the table using interpolation based on the

Lagrange polynomial method.

The resulting calculations yield a limit for large negative yaw angles

of L/V

axle

equal to 3.1, which agrees with Nadal's limit, in contrast to

a value of 2,0 computed in [29]. At large positive yaw angles both the

above and previously used methods yleld the correct Nadal limit.

2.3 Comparison of Axle and Wheel L/V Ratio Criteria

Due to the nonlinearity of the creep force phenomenon, wheelclimb

derailment limits based on both axle and wheel forces vary with axle
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loading, Using numerical results for wheels and rails with new profiles
extended from [6] to cases with non-zerc roll moments, the degree to
which each criterion may be applied universally is demonstrated. 1In
Figure 2.2 wheel and axle L/V ratios are shown for varying axle vertical
load., Both criteria are insensitve to vertical load, with minor variation
evident only in the range -1.4% < Y < 0°. The two criteria are related
for all vertical axle loads by a single function shown in Figure 2.3.
Figure2.4 shows the effect of roll moment parameter n on the two criteria.
A positive roll moment, increasing the vertical force on the wheel in
flange contact, produces a larger axle L/V ratio for wheelclimb derail-
ment for all yaw angles. The scaling of the derailment limit with roll
moment is reflected in the relative insensitivity in the wheel L/V ratio.
Although the roll moment parameter n does not appear explicitly in
Eq. 2.5, it does affect the solution for wheelset force equilibrium,
causing variations in f2,2 over the range -1.0°% < Y < '1.0%, The
relations between the two criteria for varying roll moment is éhown
in Figure2.3,

Table 2.1 summarizes the relative advantages of use of criteria of
each type, For situations in which axle loads including roll moments
are known, from simulation or vehicle measurements, axle L/V ratios are
better since the individual wheel forces are not required. 1If the roll
moment is not known, as may be the case for field experiments on full scale

vehicles, wheel L/V ratios are better when applied to data from instrumented

wheelsets.
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TABLE 2.1 COMPARISON OF AXLE AND WHEEL L/V RATIO CRITERIA

Advantage

Insensitive to ax}e vertical load
Insensitive to axle roll moment

Shows variation with yaw angle

Does not require simulation or measurement

of individual wheel contact forces

Axle L/V

yes
no

yes

yes

yes

yes

yes

no
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2.4 Experimental Validation and Usefulness of Model

The quasisteady wheelclimb experiments’ consist of a lateral force
ramp loading applied to the wheelset, with vertical axle load, yaw angle
and forward velocity held fixed. The loading rate is held small to
preserve quasisteady conditions, Typical time histories of axle L/V
ratio and lateral displacement are shown in Figure 2.5.

The time histories indicate a very well-defined derailment limit.
Fluctuations in the measured responses are due to variations in local
track geometry; the "track signature' is quite repeatable when the
experiment is duplicated at the same track location, even at different
forwafd velocities, At other track locations, the fluctuations over
the time history differ, but the L/V derailment limits are consistent
within a range of +5%. The temporal frequencies of these fluctuations
are sufficiently low to maintain quasisteady conditions. Since the
variations in track alignment and rail profile in the scale model are
less than that expected in full scale, the fluctuations in measured
responses shown are probably smaller than would be expected in field
testing. -

Experiments such as that illustrated in Figure 2.5 were conducted
for the range of yaw angles -3° <y 5_3°. The maximum axle L/V ratio
immediately before derailment for each yaw angle is recorded in Figure
2.6 for the case of zero applied roll moment. Agreement between theory
and experiment is generally good, although the theory overestimates the
derailment limit for negative angles in the traﬁsition Tegion between

-0.5°% and -2,0°,

* Apparatus described in Appendix B.
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Figure 2.6 Comparison of Quasisteady Theory and Sxperiment for Wheel-
climb Derailment Limit with Zero Roll Moment.
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The results for quasisteady wheelclimb are consistent with roller
rig data in [7], where the theory also overpredicts the derailment limit
for negative yaw angles (but with a smaller error). The source of the
discrepancy in the present tests has not been positively identified, but
may be due either to the presence of the lateral track dynamic input
(not accounted for in theory) or to local variation in friction coefficient
or contact angle. Since the data presented are the only published results
for tangent track experiments, conservative safety criteria should be
based on the lower measured values rather than the theory for negative
yaw angles,

Three possible sources of error may account for this discrepancy,
two experimental and one theoretical. In the vicinity of the derailment
location on the track, local variation in rail profile curvature from
nominal values may produce significant changes in nondimensional lateral
Error in f or friction coefficient u would

2,2’ 2,2
produce an error in the predicted derailment limit. The third possible

creep coefficient f

source of error results from the high ratio of the semi-axes of the

contact ellipse in flange contact. For the wheel and rail profiles used

in the experiment the ratio a/b is 16, which is beyond the numerical

range computed by Kalker and the experimental range measured by Brickle

[5]. Therefore numerical error in the calculated creep forces is not

excluded as an explanation for the difference between theory and experiment.
The effect of roll moment on the measured axle L/V derailment

limit is shown in Figure 2.7. Data points shown without lines are touching
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the predicted derailment limit at the associated yaw angle. Data points
. with lines indicate the differences between theory and experiment. The
application of constant roll moments under rolling conditions on the track
was difficult experimentally, resulting in some scatter in the data. The
agreement between theory and experiment is good, with the same differences

as discussed above for negative yaw angles,
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3. DYNAMIC WHEELCLIMB

3.1 Analytical Development

3.1.1 Introduction

Nunerous theoretical wmwodels for wheelset dynamics are available in the
literature [1-4], For large amplitude wheelset motions, the mechanics and
dynamics become highly nonlinear, due to the effects of contact geometry and
rolling friction creep forces. For motions during which tread contact is
maintained on both wheels, whether the wheel profiles are conical or curved,
the wheelset dynamic equations include many terms of approximately equal
magnitude. Under conditions of severe flange contact leading to derailment,
the relative magnitudes cf these various dynamic terms differ c¢onsiderably
from their values in the tread contact case, leading to conclusions different
in certain respects from those of the cited references.

Compared to the rather rigorous analytical models of the preceeding
references, theories used for analysis of derailment mechanics have been
simplified. Equilibrium models for wheels and rails in flange contact by
Gilchrist and Brickle [5], Sweet [6], and Yokose and Arai [7] have success-
fully predicted quasisteady derailment limits. Dynamic wheelclimb models by
Sweet [8] and Yokose [7,9,10] on the éther hand, have all been based on
certain assumptions which have not been fully verified by simulation or ex-
periment.

In this study a detailed model for wheelset derailment has been developed.
The wheelset motion includes three independent degrees of freedom; lateral
displacement, yaw angle, and axle rolling angular velocity, The truck

motion includes a single degree of freedom: the lateral displacement of the

truck frame.
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While nearly all analyses include the first two motions of the wheelset,
only more recent papers by Clark [11] and Duffek {12] have accounted for the
deviation of the rolling velocity from the nominal value of V/ro expected when
the wheelset is centered and rolls with zero siip. As shown in [6], during
steady flange contact the axle speed drops by about 3%, which should have a
significant effect on calculation of the longitudinal creepage.

If wheel/rail contact is maintained on both wheels, the wheelset verti-
cal and roll degrees of freedom are not independent and may be expressed as
a function of the lateral motion., Imposition of these kinematic constraints
leads to generation of significant dynamic components in the equations of
motion. A wheelset kinematic model is developed in this report to account for
these dynamic effects, as well as for computation of lateral creepages in the
contact zones as a8 function of the velocity of the wheelset center of mass.

A digital computer program for solving the resulting equations of motion
is described. The program is compatible with published programs used for
computation of contact geometry and creep force functions.

3.1.2 Kinematics of Wheelset Motion

Kinemstic Model: Careful representation of the kinematics of wheelset

motion is needed for determination of the creepages at the wheel/rail inter-
faces and the coupling of the vertical, lateral and roll motions., The kinematic
analysis employs three sets of coordinate systems, as illustrated in Figure 3.1.
The contact zone creepages depend on the relative velocities of the contact
points of the wheels with respect to the rails. The wheelset kinematic model

is used to determine these relative velocities in terms of the velocity of

the wheelset center of mass, utilizing the geometrical constraints imposed by

the rails on the wheelset motion. The mode] is also used to compute the
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3\l

Figure 3.1 - Definition of Coordinate Systems for Wheelset and Contact Zones
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wheelset vertical and roll accelerations, as functions of its lateral velocity
and acceleration.

The wheelset kinematic model is illustrated in Figure 3.2. A two-dimen-
sional, planar motion model is used to derive the relationships between lateral,
vertical, and rell motions. The instantaneous center of rotation, point 0, is
assumed to be in the YZ plane, with its location depending on the contact angles
and contact éoints. The kinematic relationships are derived by first determining

the position of the wheelset center of mass, peint C, relative to the instantaneous

center:

2 2 2
ﬁz . LZ . (L1+L2) cos Gl (3.1)
2 .2
cos 1& sin (lgl|+52)

) ZLZ(LI*Lz)éosullin(1i+u2)

lin(|n1|+a2)ca31i

-1 (3.2
wvhere Tlnzan (rOILZ) )

y, = sin }[L cos(y,4a )/0oC cos v, ]

2 2 172 i
(3.3)

B=vp -2
From Equations 3,1 through 3.3 the instantaneous relationships between
vertical, lateral, and roll motions are computed:

0z (3.4)

W
= = -tanf
an
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Figure 3.2 - Velocities Defined by Wheelset Kinematic Model
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ad, . 1
oY oC cos 8 (3.5)
Contact Zone Velocities
The lateral velocity in the contact plane at each contact point is
determined by:
v (L,+L,)cona, 3o, ;
.—r
2,1 nxn(|ul|+357' oY, v . (3.6a)
v (L,+L,)cosa; 3¢, ;
- -
2,2 sin([g;|+a,) OY v (3.6b)
Creepages are defined using the model of Gilchrist and Brickle [5], with
extensions to include dynamic effects. Sigzn conventions have been modified
for consistency with Kalker theory.
For longitudinal creepage (non-dimensional):
=0T .cosy+Y . JL.
v,1 yid
Tl,i - o + (-1) = (3.7)
For lateral creepage (non-dimensional):
y - sinV . vZ,i
2,i cosa, v (3.8)
For spin creepage (dimensional):
linni
w, , = - (3.9)
3,i rv,i

Similar expressions were developed by Elkins and Gostling [13], although
they used the wheelset c.m. lateral velocity Yw instead of V2 i The spin
1

creepage defined in Equation (3.9) is a function of contact geometry only, for a
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given value of wheelset lateral displacement, The effects of yaw velocity and
slip on spin creepage have been neglected. For non-zero values of yaw angle
ww the wheelset contact geometry and kinematics become three-dimensional, with
the longitudinal displacements of the contact points probably being the most

important three-dimensional effect. These effects have not been included in the

present analysis.

Vertical and Roll Accelerations

The normal forces at the wheel/rail contact points depend on the vertical
and toll velocities and accelerations of the wheelset., These quantities are
found readily through application of the chain rule, which relates them to the

wheelset lateral velocity and acceleration. For roll,

. dby
Py 3y, T, (3.10)

(X ) a@H L a¢" » 2
¢, YutT2 VW © (3.1
v avw

Similar expressions hold for vertical displacement Zw.

The first partial derivatives are given by Equations (3.4) and (3.5). Both
the first and second derivatives are functions of contact geometry only, and
may be pre-computed and stored as functions of wheelset lateral displacement.
3.1.3 Creep Forces Derived from Kalker Theory

Geometry of Contact Zone: The Kalker Simplified Theory of rolling con-
tact is used to model the creepage forces at the wheel/rail interface, It is
based on the Hertzian contact assumption [14], which expresses the contact
zone shape and dimension in terms of the local geometry constraints of the

wheel and rail. The contact ellipse semi-axes a; and bi are given by:
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3 3
p. F. .0.
o mate g 2L b oapqe) ¢ Aeld
wvhere
. 4 4E
Pi * 1 1 1 n= 3
R + ni . + l] R 3(1-€ )
I;in 'S 1,1 (3012)
Y -2
cos @ A, Ai - P.
1 i

1 i 142 1 2 1 )
Bi- iwi—-i-,-—.) + (r) - Z(E—'_- - i%_T) R'l. cos 29
1 1,1 ’1

Normalization of Creepapes

Given the contact zone shape and dimension, and the associated creepages

and spin, Kalker forms the non-dimensional creep parameters:

¢ - P (3.13)
i 1,1 ue;
P; (3.148)
7, ® Y, . "1 °
1 2’1 ——
ne;
- P; (3.15)
w - b 8 °
X4 3,i T

where U is the friction coefficient and c; = Jaibi (the geometrical mean of
the contact ellipse semi-axes).
For any combination of a/b ratio and spin parameter x, Kalker's Simplified

Theory predicts the non-dimensional longitudinal and lateral creep forces fI i
. [}

and f The dimensional creep forces applied by the rails on the rolling

2,1°
wheel along the contact zone system axes are:
(3.16)

P, ;= = . . . - .
1!1. fl,lu Pa’l FZ,I ® fz,lp F3,i
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In sddition to these forces, a pure moment is transmitted, but of negligible
magnitude. '

The angular velocity of the wheelset (moving forward) will produce positive
spin on the left contact zone, and negative on the right, To account for negative
spin, the following relationships are used, based on arguments of symmetry [14],

fl( ﬁ.”’x)"fl (-£, nof)“fl(iv'”:'x’-flc's y=y=X) (3.17)
£2(£ t"!X)"’fz(‘Es ":x)-'fz(E!'”:-X).‘fz('fl-"!-x)
3.1.4 ANALYSIS OF WHEELSET DYNAMICS

Wheelset Equations of Motion

The following assumptions are employed in deriving the wheelset equations
of motion. Roll and yaw angles are assumed to be small, Gravity and suspension
forces are applied to the wheelset along the XYZ rail coordinates axes. The
longitudinal and lateral axes of the contact ellipse are assumed to coincide with
the X axis and the YZ plane, respectively. The equations of motion are derived
using methods from [15] by Newtonian methods using Euler Angles for calculation

of the gyroscopic térms,

The translational equations of motion are derived in the XYZ rail coordinate
system (see Figure 3,3). Forces and moments transmitted to the wheelset from
the truck frame through the primary suspension are represented by vectors Fs and
ﬂs, respectively. : ]

In the Y-direction (lateral):

. (3.18)
i
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Fi -
gure 3.3 - External Forces and Moments ‘Applied to the Wheelset
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In the Z-direction (vertical):

wZ, " E r3,i(u£2,i sina.-cosa;) + T, (3.19)
i

The rotational egquations of motion are derived in the rotating xyz system.
About the x axis (roll):

:E:?s’i[(-l)l(cooui-ufz’ilinai)Li-(linuitufz’icesai)rv’i] +M_ " (3.20)
i

- 2 »
1_¢, * (-1 W, I”Qr&'

y7
About the y axis (pitch}:

”Efl;iri‘«,i"r.i = T 0T W @ eV e ¢

(3.21)
i
(In-tu) $ w‘p w—nw
About the z axis (yaw):
i (1] * @
"Z (=1) fl,iFS,iLi " I.,¥ * vl«,d:'q:'(zn-xn-xu) - (3.22)
1
nqawzn-u“

Application of the Geometrical Constraints

The geometrical constraints of the single point, continuous contact

assumption can be used to express the normal forces st the contact zone by
solving Equations (3.19) and (3.20).



.

3-12

Denote:

A= m, Zw - FSZ

.. '72 ]
BeI_ & ¢ (1“-1”) Ve & * 1,0 ¥, ~ My,
L2A+B*t (FSY-'wa)

FJ,I = (ilosz(coual-ufz.loinalj

FS.Z * (L1¢L2)(cosu2-uf2 2sina2]
]

where T = (rv,l*rv,z)/z

Coupling to Truck Frame

Loads from the truck frame are transmitted to the wheelset through the
primary suspension (Figure 3.4). To obtain reasonable results for computed
normal forces, the truck frame lateral displacement must be included in the
simulation model. In this stud&, the truck yaw and roll angles and vertical
displacement are treated as fixed, but these variables are included in the
equations below for generality and ease of extension to future complete truck
models.

For a passenger car, the primary suspension is linear so that

Fgy = Ky (%,7Y,) + B (Y,~¥,)
Fg, = K (2,°2,) + B_(Z,~2 )
M, = R (%) ¢ B %)
M. = R (8,-8) + B,(8,4)

(3.2:

(3.24

(3.25

(3.26

(3.27
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Figure 3.4 - Model used for single wheelset, primary suspension,
and truck frame motion.
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For fixed truck roll, yaw, and vertical displacements, the suspension

£ d : - -B 2
orces reduce to Fsz - xzzH nzzw+rio

M." -R¥¢br3*¢%+nz:°

(3.28)
st - -K¢¢;-3¢¢§*Hzxo

where Fz , and Mxxo are the steady axle load, steering moment, and roll

0* Mzzo
moment, respectively.
Coupling between wheelset and truck dynamic motions is represented by the

following equation for truck lateral displacement:

tht = - FSY#FYO (3.29)
where FYo is an external force applied to the truck frame via the secondary
suspension. For freight trucks the primary suspension is not linear. Equations
(3.27) and (3.28) may be modified readily for this case.

Moments about the y-axis are produced by drag, tractionf and braking
forces. In this study these moments are set to zero, but for general safety
assessments they should be considered, as pointed out by Gilchrist [S5].

3.2 NUMERICAL SIMULATION METHOD

3.2.1 Program Description

The computer program that simulates the dynamic model is named WHSET.
Figure 3.5 shows a flow chart for the computational model. WHSET and its
associated subroutines compute the lateral, yaw, and axle rotational motions of
a wheelset and the lateral displacement of a truck traveling at a constant
forward speed on a track with or without irregularities. These motions are

computed as functions of initial conditions and external excitations. The
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Figure 3.5 - Block Diagram of Dynamic Wheelclimb Computer Simulation Program
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main program ¢alls a number of subroutines that evaluate the first derivatives

of a set of simultaneous nonlinear state equations, and then integrates them
numerically. The program is written in FORTRAN (IBM extension to FORTRAN

ANS), and is compatible with the IBM G and H compilers (see Appendix D for listing).

The numerical integ}ation is performed using DERK,»n program based on the
sixth-order Runge Kutta method, which is included in the IBM library of
scientific programs [16). DERK finds approximations to the solution of a
system of first-order ordinary differential equations of the form x'=f(x,t)
with initial conditions.

The derivatives of the state variables depend on the contact geometry
parameters (which are functions of the wheelset lateral displacement), the
creep forces (which are functions of the wheelset velocities, the contact
geometry and the normal forces), the wheel/rail contact normal forces, and the
externally applied loads. To reduce computation time, the contact geometry
functions and creep force/creepage relationships are pre-computed and stored
as data files for use by WHSET. These data files are generated by computer
programs previously developed under DOT sponsorship, known as WHRAILA and
FORCES, and are widely available to researchers in the rail vehicle dynamics
area.

Contact Geometry Functions

The program WHRAILA, developed by R. Heller and N. Cooperrider [17],
solves for the following contact geometry parameters as functions of the
wheelset lateral position: the wheel/rail contact angles o, the wheelset roll
angle @w, the wheelset c.m:’vertical displacement zw, the rolliing radii of
each wheel T, the distance between the wheelset c¢.m. and the contact points

of the wheels L, and the lateral radii of curvature of the rails Rén WHRAILA

* In this study the wheelset center of mass {c.m.) is defined as the geometric
center of the axle,
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has been supplemented by additional routines which calculate the values of the
elliptic integrals a(8) and b(6), the non-dimensional spin parameter X, the
geometric parameter p, the contact ellipse axes ratio a/b, and the partial
derivatives defined in Equations (3.4) and (3.5) WHRAILA accepts as inputs
specific wheel and rail profiles, gauge, flange clearance, cant angles and
rail heights, The numerical results presented here are for new Association of
American Railroads (AAR) profile wheels running on rails similar to 132 1b RE,
CF and I unworn profiie. The program assumes that single point contact is
sustained on both wheels and that yaw angle effects may be neglected. Since
these functions depend on lateral displacement alone, they do not have to be
computed at each time step using WHRAILA. Instead, the values pre-computed at
intervals of 0.5] mm are used as inputs to an interpolation routine. The
program WHSET uses the IBM library program IVP, based on the Aiken's Lagrange
method of interpolation [l6]. |

Creep Force Calculation

The second data file represents the relationships between non-dimensional
creep forces (f1 and fzj and non-dimensional creepages. The program FORCES [18]
is used to pre-compute non-dimensional creep forces using the Kalker Simplified
Theory. It takes as input the contact ellipse dimensions, non-dimensional spin
and creep parameters, and Poisson's ratio. For every contact ellipse ratio a/b
and non-dimensional spin parameter ¥, a different table is generated for the creep
coefficients as functions of the non-dimensional creep parameters in polar form.

The contact ellipse ratio and the non-dimensional spin parameter are
determined by the contact geometry alone, the latter depending on the lateral
displacement of the whéelset. Consequently, these two variables can be pre-

computed for the full range of the lateral motion. A survey of numerical results

-
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over the displacement range has been conducted, and 21 pairs have been distinguished

so that the contact ellipse ratio and the non-dimensional spin parameter at any

given displacement are within 10% tolerance of at least one of these 21 pairs.

The program FORCES was run repeatedly for these pairs resulting in 21 table sets

stored as data files.

At each lateral displacement, WHSET calls a subroutine to determine which

of the 21 data files is to be used. It then interpolates the data in tables of

this file, returning the lateral and longitudinal creep forces as functions of the

creepages.

Program Qutputs

The following output variables are generated by the simulation program:

1.

5.
6.

Wheelset lateral displacement
Truck lateral displacement
Wheelset axle Tolling velocity
Wheelset yaw angle

Normal force at each contact point

Derailment quotient for each wheel

The derailment quotient, the ratio of lateral to vertical wheel/rail

forces, is the most frequently used measure of proneness to derailment [5-10,19].

In the literature it is designated by either (L/V) or (Q/P). Following the

former convention:

uf, .coso.+sina.
2,1 i i (3.30)

®; =
V/i "fé,i sinai-cosui
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3.3 SIMULATION RESULTS

3.3.1 Definition of Simulation Conditions

The parametric values for the simulation are selected for a typical high

speed passenger car described in [20], and are summarized in Table 3.1.

TABLE 3.1

Simulation Parameters

Symbol Value Symbol Value
o, 1464 kg X, 2x10% n/z
i 2928 kg Ry 7.4x10° n-n/rad
1., 680 kg-m® K, 1.17x107 o/m
1
yy 136 kg-m® B, 4x10® n-s/m
H 0.3 By S.SA’-oxlD4 n=-s/o
3 . 0.3 By l.SxIO2 n-n-s/rad
£ 2x10°% n/m? Ky 5.43%10%n-m/rad
¥, 1.36x10° n B, 2.17%102 nem-s/rad
% 0 Hxxo’“zzu 0
v 50 m/s

All other values for parameters in the equations of motion are provided
by programs WHRAILA and FORCES, with extensions as described previously.

Some comments are needed'regarding inclusion of the truck lateral degree
of freedom. In many previous studies, and in the initial phases of this
investigation, the dynamics of the wheelset alone were simulated. The dynamic
fluctuations in normal force during derailment simulations that result from

"wheelset-only'" models are unrealistibally large, due to high wheelset
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accelerations. Adding the truck mass to the model yields much more natural
behavior. Although the dynamics of a complete truck with secondary suspension,
two axles, etc. are not modeled here, the present simulations do exhibit

the important characteristics of wheelsets during derailment,

The simulation program accepts as inputs any combination of forces and
moments applied to the fruck frame and wheelset, plus track irregularities.
For clarity inlpresentation, in the simulation results that follow the only
input is lateral force applied to the truck frame.

3,3.2 Simulation Results

Representative simulation results are shown in Figures 3.6 and 3.7.
Starting with the wheelset and truck frame in the track center position, the
lateral force applied to the truck frame produces a damped sinusoidal truck
lateral displacement. The wheelset lateral displacement lags, sharply decelerating

after the initial flange contact.

In the derailment case, the wheelset first climbs the rail, falls
slightly, then climbs again to complete derailment as the truck frame dis-
placement reaches its second peak. Depending on initial conditions, the
wheelset may derail on initial impact or later, emphasizing the importance of
the dynamic coupling between wheelset and truck frame. Even though the
derailment quotient exceeded the quasisteady limit (2.0 for wu=0)>for about
0.05 seconds (the JNR limit), the wheelset does not derail at this point.

After fiange contact occurs, the axle speed drops, as expected from
quasisteady theory. There is no fundamental difference between the derail-

ment and non-derailment cases.
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The drop in axle speed results in longitudinal creep forces imbalance and
8 yaw moment which steers the wheelset in the negative direction. Due to the
rather stiff primary suspension, the magnitude of the resulting steering
angles is quite small (less than 0.5 milliradians, or 0.03 deg). These small

yaw sngles considerably reduce the coupling between the longitudinal and

lateral dynamics of the wheelset,

Figure 3.7 shows the normal force and derailment quotient for the climbing
wheel. In the non-derailment case, the normal force starts at a level close
to one-half the axle load. During flange contact, the normal force is much
larger due to the increasing contact angle. The rapid deceleration of the
wheelset results in a sharp peak in the normal force, Terms due to wheelset
lateral, vertical, and rolil accelerations all contribute to the increased
normal force on the climbing wheel while decreasing it on the opposite wheel.

The initial peak in normal force is also seen in the L/V response.

In the derailment case, the peaks in normal force and derailment quoiient
are much larger. These peaks may be unrealistically large, due to the
assumption of rigid rails. They are not critical to the simulation, however,
due to their extremely short duration. Peaks shown after initial flange contact
are due to large values of partial derivative terms in Equations (3.10) and
(3.11).

Just prior to derailment, the normal force goes to zero for a short time.
Physically, the wheel is beginning to lose contact while the contact angles
decreases. The large fluctuations in normal force and loss of contact prior to

derailment have been confirmed experimentally in tests at JNR (10].
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3.3.3 Discussion of Modeling Effects

The computer program was altered to study the effect of model complexity
on the simulation results. The first simplification was to set the axle speed
to V/ro. Exclusion ¢f this degree of freedom was found to have almost no
effect on the similation of the other dynamic variables as a result of the
stiff suspension and the negligible steering effects. As a consequence, the
velue of the truck yaw angle ¥ is very important to derailment safety, since
the derailment limit falls from 2.0 to 0.B as ww increases from 0 to 50 milli-
radians, This result, predicted from quasisteady derailment thecry, is verified
by the dynamic simulation model. Passenger trucks with softer yaw suspensions
and freight trucks may exhibit different behavior.

The acceleration terms in Equations {3.11) through (3.26) are significant
in terms of their effects on wheelset motion, derailﬁent quotient, end derail-
ment proneness. In contrast, gyroscopic terms are not significant and may be
cmitted.

The simulation model presented in this report represents a successful
extension of contemporary understanding on wheel/rail contact phenomena and
wheelset dynamics to the wheelclimb derailment regime. Through the use of
this detailed model, it has been determined that the follewing elements are
necessary for simulation of wheelclimb derailment of a typical high speed
passenger car with a stiff yaw suspension:

1. Wheelset and truck lateral displacement degrees of freedom.

2. Wheel/rail contact geometry parameters determined as functions of

wheel and rail profiles.

3. Creep forces determined by Kalker Simplified Theory.



3-25

4, Wheel/rail normal forces computed from kinematic constraints resulting
from continuous two-wheel, single-point contact, including acceleration
effects.

5. Creepages determined by wheelset kinematics.

6. Truck yaw angle.

For freight trucks or passenger trucks with soft primary suspensions,
wheelset yaw angle and axle rotational speed should be included as additionai
degrees of freedom. Gyroscopic terms are not critical to wheelclimb simulation.

The reduction in necessary degrees of freedom associated with stiff yaw
suspension trucks results in significant reductions in computation time,
which will be particularly important in multiple axle, complete vehicle

simulations.
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3.4 Experimental Validation and Usefulness of Model

3.4,1 Results of Phase One Experiments

To validate the theoretical analysis and simulation model, & series of
experiments on dynamic wheelclimb was conducted during Phase One of this
research program. The apparatus used is described in Appendix B, being identical
to that used for study of quasisteady wheelclimb. Forces acting on the wheel-
set were measured with the six-component strain gauge balance, so that only axle
L/V ratios could be measured, The only addition to the apparﬁtus used in the
quasisteady wheelclimb tests was a photocell actuated, pneumatic servc to apply
step or pulse inputs in lateral load to the wheelset at designated locations along
the track,

To simulate the mechanics of the wheelset tesf apparatus, it was necessary
to modify the equations of motion derived in Section 3.1. These changes were
required to properly represent the kinematics and dynmamics of the rigid body
elements that comprise the gimbel and linkage system described in Appendix B.
Since the modified equations apply only to this unique apparatus and are not of
general interest, they are not included in this report (for details, refer to
[151).

| Representative simulated and measured responses for non-derailing and
derailing cases are shown in Figures 3,8 and 3.9. The simulations include the
dynamics of the pneumatic actuator used to apply the lateral force, which acts
as a first-order lag with a time constant pf 125 ms. The agreement between pre-
dicted and measured lateral displacements for non-derailing and derailing cases
is good, although for the latter case the predicted derailment occurs more

rapidly than that measured.
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Significant differences between predicted and measured time histories
of the L/V ratio are evident in the figures shown. Specifically, the pre-
dicted responses characteristically exhibit higher maximum values and shorter
time durations than thosé measured. To resolve this discrepancy, further
research conducted under Phase Two of this study was directed towards refining
the analytical model and improving the force measuring system used in the
experiments. The results of Phase Two experiments are presented in the
following section.
3.4.2 Results of Phase Two Experiments

At the onset of Phase Two, there were two principal factors considered

as having the potential for influencing the measured wheel force signals:

1. The strain gauge balance signals measured in Phase One did not
resolve, in an unambiguous manner, the various externzl and intermal
forces acting during the dynamic wheelglimb experiment, Under quasi-
steady conditions, the extermal forces, in both vertical and lateral
directions, approximately balance wheel/rail forces acting at the
contact points. Since the strain gauge balance was mounted in series
between the external and wheel/rail forces, the strain gauge balance
was capable of sensing the desired variables under quasisteady conditions.
Further, under quasisteady conditions, a simple functional relation
exists relating axle and wheel L/V ratios, so that resolution of
independent wheel ratios is not necessary. Under dynamic wheelclimb
conditions, none of the above apply, so that it is desirable to have
independent sensing of individual wheel loads, external forces, and

inertial forces (i.e. accelerations).
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2. The bandwidth of the instrumentation system used in Phase One was 25 Hz.
fhe 25 Hz cutoff frequency was determined to be necessary to prevent
aliasing of signals passed through the multiplexing circuits prior
to recording on the FM tape recorder. The L/V ratio pulses predicted
from the digital simulation contain significant high frequency content
that would be attenuated by a 25 Hz lowpass filter.

To eliminate these limitations in the dynamic wheelclimb experiments, a

new set of apparatus for force measurement was designed, fabricated, and carefully
calibrated. Digital simulations were performed which passed the predicted wheel
lateral and vertical force signals through lowpass filters, to determine the
bandwidth necessary for recording of these signals in an unaltered state. The
simulations clearly showed that the 25 Hz filter used in Phase One significantly
attenuated and widened the L/V ratio pulse to qualitatively match that measured

in Phase One. These simulations identified filter bandwidth as the principal
cause of the Phase One discrepancy between theory and test. Further simulations
showed that a cutoff frequency of 100 Hz was sufficient for recording wheel force
signals without attenuation.

An instrumented wheelset was designed to measure lateral and vertical forces
at each wheel/rail contact point. The ASEA/SJ configurations for lateral and
vertical bridges were selected. Strain gauge locations were determined after map-
ping of the strain fields on the wheel plate surfaces, to maximize signal output
with minimum ripple, load point sensitivity, and eross talk, External forces were
measured separately with load cells, with the strain gauge balance used in Phase One

installed to provide capability for Phase One/Phase Two data comparisons. Details
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of the apparatus design and calibration are given in Appendix C.
Representative measurements of signals during derailment using the

improved instrumentation system are presented in Figures 3.10 through 3.17.

At the beginning of the test, the wheelset is positioned in tread contact

near the opposite (left) rail using a special fixture. At a designated

track location, a photocell senses a light, activating the lateral force

actuator. The lateral force rises exponentially, as shown in Figure 3.10.

The wheelset moved laterally in response to this input until it makes flange

contact on the right rail, where it pauses for about 22 msec. After the

wheel has climbed the rail, lateral displacement increases rapidly to complete

derailment, as shown in Figure 3.11. As the wheelset approaches one rail,

a strong yaw moment is produced by the longitudinal creep forces, causing a

steering action in the negative direction, as shown in Figure 3.12. As

demonstrated in both figures, the agreement with simulation is excellent.
Figures 3.13 through 3,15 show the forces acting at the wheel/rail interf;ces.

A large pulse in lateral force on the derailing wheel is produced during thé

period that the wheel is in flange contact (about 40 msec). This short duration

is consistent with theory, and clearly shows that the long duration (order of 100

msec.) measured in Phase One resulted from the 25 Hz filters. The lateral forces

measured on the non-derailing wheel result from creepage, and are consistent with

a friction coefficient of 0.3. The vertical force on the derailing wheel

(Figure 3.15) shows some fluctations from its nominal value of 22 N. The

excursions at the flange contact point are consistent with model predictions,

resulting from accelerations in the vertical direction caused by contact geometTy

constraints. Other fluctuations in vertical force result from track disturbances
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in the vertical direction that were not included in the simulation model nor
measured in the experiment.

The lateral acceleration of the wheelset is shown in Figure 3.16. The
maximum deceleration is about -0.2 g, which corresponds to an inertial force of
about -22 N. When compared to the lateral force measured at the derailing wheel
(about 75 N. at the same time), the inertial force is significant. This indicates
that measurement of wheel/rail loads at locations as close as possible to the
contact points (i.e. using instrumented wheelsets) is superior to measurement
at an interior point (i.e. using strain gage balance).

Fiﬁally, the predicted and measured L/V ratios are shown in Figure 3.17.
The amplitude and duration of the primary and secondary peaks in the response
are predicted well by the simulation. The first peak results from the large am-
plitude pulse in lateral force during flange contact; the second peak results
from the dip in vertical force resulting from wheelset vertical acceleration.

The experiments performed in Phase Two demonstrate that the dynamic wheel-
climb model presented in this report is capable of predicting both wheelset
response to external force inputs and the resulting wheel/rail contact forces.
This validated model should prove useful in the future in the evaluation of

vehicle derailment safety and synthesis of new derailment criteria.
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Figure 3.10 - Measured external lateral force applied to wheelset.
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Figure 3.11 - Measured and simulated wheelset lateral displacement,
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Figure 3.12 - Measured and simulated wheelset yaw angle.
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Figure 3.13 -.Measured lateral force on derailing wheel.
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Figure 3.14 - Measured lateral force on non-derailing wheel,
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Figure 3.15 - Measured vertical force on derailing wheel.
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Figure 3.16 - Measured wheelset lateral acceleration.
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4. EVALUATION OF DERAILMENT CRITERIA

4.1 Commonly Used Criteria

Although a larger set of variables are available from the experiments
and simulations for use in synthesizing criteria for wheelclimb derailment,
in this report attention is restricted to those criteria which make use of
the time histories of wheel loads only. The objective here is to evaluate
the hypothesis that sufficient information exists in the wheel load measure-
ments alone to predict derailment safety reliably.

The basic information available in these pulselike signals may be
distilled into the following quantities: peak value, integrated value,
average value over pulse duration, pulse shape, duration above threshold,
etc. Table 4.1 is a summary of candidate criteria which are of the general
form of a load amplitude versus time duration. To test the hypothesis a
wide selection of candidate criteria was explored. The widely used JNR
Criterion is of Type 4 in the table; duration t is defined to be 1.5 times
the period during which the pulse exceeds 50% of its peak value [30].

Criteria 1 through 5 yield a single data point for each event;
Criteria 6 yields a locus of points as the threshold value is swept from
zero to the pulse peak. All criteria may be applied to either L/V ratios
or lateral forces alone. Criteria invelving peak values may lack physical
significance and are vulnerable to erroneous conclusions drawn from noisy
instrumentation or wheel loads resulting from high frequency vibration.
Integrated lateral force has units of change in momentum, although it does

not represent the time change in momentum since only the wheel/rail reaction



TABLE 4.1

CANDIDATE WHEELCLIMB DERAILMENT CRITERIA

-
TYPE ORDINATE ABSCISSA SENSITIVITY®
, As
' 1 PEAX VALUE TIME ABOVE ZERO (TAZ) \i\
T D
A
_ 2 INTEGRATED VALUE TAZ i 5
G .
A
3 INTEGRATED VALUE/TAZ TAZ
)
C-
A
a PEAK VALUE TIME WITHIN N\ OF PEAX F
(TNP)

5 INTEGRATED VALUE ™P

;
A
6 THRESHOLD VALUE TIME PULSE EXCEEDS ’
THRESHOLD (TAT) .
| &

SSENSITIVITY TO PULSE AREA (A), SHAPE (S), AND DURATION ABOVE IERO (D), EACH WITH OTHER
PARAMETERS MELD CONSTANT. SHAPE VARTABLE § REPRESENTS TRANSITION THROUGH SHAPES

R RV T e
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forces are being included. By dividing the integrated value by the time
duration, the magnitude averaged over the pulse is obtained, Criteria
4 and 5 may be used to define pulse duration when the mean value of the
signal before and after the pulse is above zero.

The sensitivity of each criterion to changes in pulse area, shape,
and duration is shown in Table 4.1. In this context sensitivity refers
to the ability of a criterion to discriminate between pulses on the basis
of area, duration, or shape by yielding a different (x,y) value or locus
in the graph. For example, if a criterion sensitive to area were found
to be a good derailment predictor, then derailment could be correlated
with momentum, Many additional ¢riteria can be proposed, but tﬁey
generally will perform in a manner very similar to those in Table 4.1.

4.2 Experimental Evaluation of the JNR Criterion

The recorded experimental wheel load and lateral displacement time
histories were digitized and analyzed using computer subroutines which
implemented the various criteria.

For Process B, 112 derailment events (occurrence of large L/V ratios
or lateral displacements) were examined, distributed in the test matrix
in Table 4.2. Cases were selected deliberately to be near the derailment
limit, and do not reflect the distribution of their occurrence in the
field, A special feature of these experiments is the large number of
marginal and complete derailments, which would not generally be available

from field tests,.
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TABLE 4.2

TEST MATRIX FOR DYNAMIC WHEELCLIMB EXPERIMENTS

TEST MATRIX

3
No Derailment 1
Marginal Derailment 9
Complete Derailment 8

Yaw Angle
©
19 1
13 17
21 14

Total

30

39
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Figure 4.1 illustrates the application of JNR criterion to a typical
L/V ratic pulse using the algorithm shown in Figure 4.2, with the results
of similar application to the events in the test matrix shown in Figure 4.3,
The JNR Criterion is modified using Eqs. (2.4) and (2.5) to convert wheel
L/V ratio to axle L/V ratio. It is clear from these results that not only
does the JNR criterion not predict derailment, but that no criterion based
solely on L/V fatio and time duration could separate the derailment, marginal
derailment, and nonderailment regions. The data in Figure 4.3 includes
measurements at all yaw angles; from the quasisteady derailment results
strong influence of yaw angle could be expected by rescaling the data and
JNR Criterion by the quasisteady limits shown in Figure 4.2 (0.4 at +3 deg.,
0.6 at O deg., 3,1 at -3 deg.)}, a normalized version of the JNR Criterion
results, given in Figure 4.4, The JNR Criterion is still an inadequate

derailment predictor using this modification.

4.3 Experimental Evaluation of Alternative Wheel.load Criterion

The alternative wheellcad derailment criteria are evaluated using
the experimental data base by computing the following quantities:
TAT = time above threshold
PEAK = peak value of L/V ratio
L
AREA - L/V =S (=) dt
TAT 2

MOMENTWM = ITAT L dt

(AREA-L/V)/TAT = .ﬁ% fawr (%) dt

1
NORMALIZED MOMENTUM = TAT ITAT L d¢

TINR = t. in Figure 4.1

1
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Figure 4.1 - Application of JNR Derailment Criterion to Typical L/V Pulse.
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Figure 4.2 - Algorithm for Derailment Criteria Evaluation
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Figure 4.3 a, Comparison of Dynamic Wheelelimb Experimental Data with
JNR Criterion for Nonderailment Cases.
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Figure 4.3.b. Comparison of Dynamic Wheelclimb Experimental Data with
JNR Criterion for Marginal Derailment Cases. '
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JNR Criterion for Complete Derailment Cases.

4.3.c. Comparison of Dynamic Wheelclimb Experimental Data with
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Figure 4.4.a. Comparison of Dynamic Wheelclimb Experimental Data with JNR
Criterion with L/V Ratios Rescaled by the Quasisteady
Derailment Limit at Each Yaw Angle for Nonderailment Cases,
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Figure 4.4.b. Comparison of Dynamic Wheelclimb Experimental Data with J\R
Criterion with L/V Ratios Rescaled by the Quasisteady -
Derailment Limit at Each Yaw Angle for Marginal Derailment Cases,



Figure 4.4.c.

4-13

JNR-CRITERION
FULL-BERRILMENTS (SCRLED)
NOTATION FOR YAW RNGLE:
X: -3 DEG
B8: O DEG
+: 9 QEG
JNR CRITERION
a 5
p— \u)
g oo%ggomooo ®
>al P ° °+
571 LN
W 1 x 1
ol
Tﬂ : 4 1 g 1 g4 ll] e A 1L L L2 31 1
b2 T ! T T T e
Tl (SEC)

Comparison of Dynamic Wheelclimb Experimental Data with JNR

Criterion with L/V Ratios Rescaled by the Quasisteady

Derailment Limit at Each Yaw Angle for Complete Derailment Cases.
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The results of these computations are tabulated in Appendix A. 1In
the feollowing paragraphs the results of application of the various criteria
are plotted and discussed,
Type 1 - Peak value of L/V versus TAT

Figure 4.5 shows data for the three derailment conditions plotted
in absolute and scaled formats (using L/V ratio scale factors for each yaw
angle), As is the case using the JNR criterion, the spread of peak values
for each derailment case covers almost a factor of ten in the absolute
format and a factor of six in the scaled format. No significant time
duration dependence is evident,
Ture 2 - Integrated Values versus TAT

Figure 4.6 and 4.7 show data for L/V ratio and lateral force integrated
over the pulse duration, the latter ylelding a quantity with units of
momentum. However, as previously discussed, the momentum quantity plotted
here is not the momentum of the wheelset, but rather the change in
momentum due to action of the contact forces alone. In both figures all
data follow a distinct trend of increasing integrated values with increasing
pulse durations, This result is consistent with the observation that the
longer pulses are rather rectangular in shape. Neither criteria discriminates
successfully among the three derailment conditions.
Type 3 = Normalized Integrated Values versus TAT

The proportionality between integrated values in Type 2 criteria and
time duration is compensated by dividing the integrated value by the time

duration. The resulting data are then the average values computed over the
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duration of the pulse. Figures 4.8 and 4.9 show NORMALIZED AREA-L/V and
MOMENTUM, respectively. The results are again very similar to those
for the JNR and Type 1 criteria.
Type 4 - Peak Value versus TNP

The JNR Criterion is of this type, with results presented previously.
Type & -~ Integrated Value versus TNP

Same results as for Type 2, with data shifted to the left in each
plot, since TNP is always less than TAT. Since no significant influence
of time duration has been found in the test results, Types 2 and 3
criteria are equivalent.
Type 6 - Threshold Value versus Exceedance Time

This type of criterion is applied by sliding the threshold value,
which is plotted as the ordinate, from zero to the peak value of the
signal and computing the time that the pulse exceeds the threshold. In
this manner, the pulse is mapped into the threshold - exceedance time
plane as a continuous curve rather than a single point. Since the continuous
curve retains much of the information content of the pulse, in contrast
to criteria which reduce the pulse information to a single point, this
procedure'may have more potential for derailment condition discrimination.
The exceedance curves plotted are for single pulses, and should not be
confused with statistical plots for continuous running time histories

including many pulses and intervening periods.
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The results of this procedure applied to L/V ratio pulses are shown
in Figure 4.10. The shapes of the curves plotted are generally similar
to one another, indicative of pulse shapes ranging from half sine waves
to rectangles. The curves for the three derailment conditions generally
overlap in threshold values and exceedance times, with nc apparent divisions

among them,

4.4 Results from Variable Yaw Angle Tests

Tests were conducted with the yaw degree of freedom unlocked and
a soft linear spring yaw suspension installed. These experiments for
Process C permitted self steering by the wheelset under flange contact
conditions and hunting phenomena at high speed. The data recorded were
most interesting, but in retrospect the number of data points accumulated
was too small to yield statistically meaningful results. The section that
follows discusses the implications of the recorded observations as examples
of the complexity of the dynamics of Process C, but at this time conclusions
as definite as those for Processes A and B cannot be drawn.

The four generic types of responses recorded for the wheelset are
shown in Figures 4.11 through 4,14. In Figure4.11l the normal response
of the wheelset at sub-critical velocities to track lateral random mis-
alignments is shown. In the absence of flange contact axle L/V ratios
are small (less than 0.05 )}, lateral displacements relative to the track
less than 20.25 mm, and yaw angles less than 20.50 mm. In Figure 4.12 limit

cycle hunting of the wheelset is shown for velocities in excess of 6 m/s
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model speed. The approximate ranges are 0.4 for axle L/V ratios,:-O-S mm
for lateral displacements relative to the track, and = 1.5° for yaw angles.
Derailments did not occur under these conditions.

In Figures 4.13 and 4.14 the responses to step inputs in lateral force
are shown, The tests were conducted in the same manner as for Process B
except that the rubber retaining wheels preventing derailment on the left
tail were removed. Axle L/V ratios up to 1.2 were recorded, with yaw angles
in the range of +2% to -6°, and lateral displacements including
full derailment. This type of respanse occurred up to 3 m/s model speed.
Above 3 m/s but below the apparent critical speed of 6 m/s a limit cycle
hunting motion was initiated after release of the applied lateral force.
This response is shown in Figure 4.14. The wheelset may or may not derail
due to the initial application of the lateral force, but once the force
was removed and hunting started no further derailments were observed.
Detailed examination of this limit cycle showed that it is identical to
the one found above 6 m/s in frequency and trajectory in the phase plane.
The stability of the limit cycle behavier is shown in Figure 4.15, with
a stable limit cycle existing for speeds below the critical velocity,
contrary to limit cycle behavior predicted in several recent papers. The
production of a limit cycle after a large lateral force is removed is of
practical significance, since this could simulate conditions at the exit
from a curve. Additional discussion of this behavior, known as a Hopf
bifurcation is given in [2,4].

The most interesting results from a derailment prediction point of
view are those typified by Figure 4.13. For the same applied lateral

force both derailments - and nonderailments occur.
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Close examination of the responses shows several key phenomena:

1) The yaw moment acting on the wheelset when in flange contact
causes the axle to be steered towards the track center; i.e.

a positive lateral displacement leads to a megative yaw rate.
The yaw moment acts to inhibit the derailment process, since as
the yaw angle becomes more negative, the lateral creep forces
increase in the negative direction.

2) The key determinant of derailment is the yaw angle at the time
of initial flange contact. In Figure 4.13, the yaw angles at contact
for the derailing cases are about -1 degrees, while for the
nonderailing case it is about -3 degrees. The value of -he
yaw angle at flange contact is a random variable, determined
by the wheelset motion prior to application of the lateral force.

While insufficient data was obtained to evaluate derailment gcriteria

quantitatively, the observations described above provide a qualitative
indication that criteria which do not explictly or implictly account for

yaw angle effects will not be successful predictors of derailment safety,

4.5 Discussion of Experimental Results for Dynamic Wheelclimb Processes

The experimental data presented in this section shows that a variety
of time-duration dependent wheel load derailment criteria are unsuccessful
in predicting derailment safety. The nonderailment, marginal derailment,
and complete derailment cases are represented by these criteria with data
points in overlapping regions spread generally over an order of magnitude.

Defining derailment safety criteria below the minimum levels at which
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derailment occurred would be overly conservative, possibly excluding
vehicles, operating conditions, and track maintenance standards that
could be demonstrated to be safe with more discriminating criteria.
Even if these minimum levels were to be used, they do not establish
2 lower bound for derailment, since lower data points possibly could
be measured,

The data presented do not indicate that a time-duration dependence

should be included in derailment criteria. The time durations measured

are in the range of 20 ms to 50 ms, somewhat above the

range of durations in JNR data [7]. 1t is possible that under different
experimental conditions impulsive whee! loads with very short (less than

10 ms) time durations and high amplitudes could be measured that

would justify a time-duration dependence in wheel load.

4.6 Derailment Diagnostics

In the scale model test program reported here it was equally feasible
to measure responses that did or did not involve derailment. In full
scale tests of vehicle safety, in general it will not be feasible to derail
vehicles. This presents a dilemna analagous to nondestructive material
testing, being that if the test conditions are not severe encugh, no data
relevant to safety limits may be obtained. It is most desirable to be able
to detect the approach to a derailment limit without exceeding it.

The measured responses shown in Figure 4.16 demonstrate such a diagnostic

technique. By high-pass filtering and integrating the signal from an
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accelerometer attached to the wheelset, the lateral velocity of the wheel-
set is obtained. The single peak shown in the left half of Figure 4.16

is generic to nonderailments, while the double peak on the right half is
generic to marginal derailments. The physical explanations for these
responses are straightforward. At initial flange contact, the rapid
increase in contact angle rapidly decelerates the wheelset in the lateral
direction, resulting in the first peak. In a nonderailment the velocity
returns to zero, the derailment process stops with only a sipgle peak.

In marginal and complete derailments the velocity does not return to
2ero after the first peak. 1In complete derailments after the deceleration
associated with the first peak occurs, the wheelset again accelerates.

In this case the velocity increases until the wheelset leaves the track.
In marginal derailments the lateral forces applied to the wheelset reverse
direction before the complete derailment, centering the wheelset on the

track. This last second rescue causes the second peak.

This phenomenon may be readily exploited to achieve a simple diagnostic
indicator of impending derailment conditions. Since the number of peaks,
rather than absolute values of signals, are involved, simple logic circuits
or microprocessor computer programs could test signals in real time. For
example, the forward velocity of a locomotive under test could be increased
on succeeding runs over a perturbed track section until double peaks are
detected, At this point this test sequence could be terminated, with the

knowledge that a derailment safety limit had been found.
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While more research is required to establish and validate diagnostic
tools applicable to full scale vehicles, the initial success of this technique

found from single wheelset experiments is most encouraging.
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5. CONCLUSIONS

5.1 Conclusions

The experimental and analytical studies of wheelclimb derailment

presented in this report result in the following conclusions regarding

derailment criteria:

1)

2)

Wheelclimb derailment criteria based on quasisteady theory are
adequate for derailment prediction under conditions of negligible
lateral incident velocity and constant positive yaw angle, At
negative yaw angles derailment occurs at L/V ratios somewhat

below the predicted limits.

Application of the JNR and other time-duration dependent derailment
criterion for nonderailment, marginal derailment, and complete
derailment cases are each spread over an order of magnitude in

L/V ratio amplitude and time duration. None of the criterion tested
could distinguish between §afe and unsafe conditions. Defining

a safety criterion below the derailment data would be overly
conservative, possibly excluding vehicles, operating conditions,

and track and maintenance standards that could be demonstrated to
be safe with a more discriminating eriterion. Furthermore, the data
provided do not necessarily establish a lower bound for derailment,

since lower points possibly could be measured.

The analytical models for dynamic wheelclimb yield accurate
predictions of wheelset response to external force inputs,

in terms of wheelset motions during derailment and wheel/rail

interaction forces (i.e. L/V ratios).

Preceding page blank
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5.2

4) Evidence has been found that derailment criteria employing variables
measured in addition to wheel loads may be successful in predicting
derailment safety, and that diagnostic criteria may be developed
for warning of impending derailment.

5.2 Recommendation for Future Research

To achieve the objective of defining a reliable measure of derailment safet

the following would be useful as topics of future research:

a) New wheelclimb derailment criteria should be developed and validated
that include variables in addition to wheel loads, such as lateral
velocity and yaw angle, that are readily measured under full scale
test conditions. Such multivariable criteria should be better
indicators of derailment safety.

b) Criteria for the wheelclimb process should be combined with
criteria for other derailment modes, such as gauge spreading
and rail rollover, to yield a comprehensive safety measure. Track
stiffness parameters would be key variables in the comprehensive
criteria formulated.

¢} The results of analytical and experimental studies of derailment
of single wheelsets should be extended to complete trucks and
vehicles. It is very important to establish the degree to which
single wheelset criteria may be applied directly to complete

vehicle -configurations.



In addition to the above, the concept developed in this study of
derailment diagnostics should be pursued. This technique provides a means
for detecting marginally safe conditions in full scale tests, so that
safety-related phenomenz may be measured without actual derailments being
required in the test plan., Scale model experiments will continue to be
useful to the study of fundamental derailment processes, due to the greater
control of test conditions possible and the relative ease of study of the full

range of derailment conditions,
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Appendix A

SUMMARY OF DERAILMENT TEST

DATA AND COMPUTED INDICES
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APPENDIX B

DESCRIPTION OF PHASE ONE APPARATUS AND WHEELCLIMB EXPERIMENTS

B.1 Description of Wheelset Apparatus

The development of validated derailment criteria has been inhibited
previously by practical limitations in obtaining a comprehensive set of
experimental measurements of critical variables under a range of conditions.
The apparatus used in this research is designed to provide detailed measure-
ments of wheelset motions and loading during the evolution of derailment
events. It is also designed to provide sufficient control of test conditions
so that the reproducibility of results may be established and the complete
spectrum of phenomena necessary for derailment prediction be explored.

The apparatus used to study wheelclimb derailment is a one-fifth scale
model wheelset described in detail in [28]. The wheels and rails are
machined to unworn profiles from a polycarbonate‘resin material which
assures proper scaling of the wheel/rail contact (creepage) forces in
relation to the applied axle loading. The wheelset has lateral, vertical,
yaw, and roll degrees of freedom, and is attached to a force measuring
system with vertical and lateral freedoms, the latter simulating a generalized
truck mass. The track structure is tangent track, rigid in bending and
torsion to eliminate interactions between wheelset and track deflections,
and maintained to Class 6+ geometry [31].

The apparatus consists of the following elements, shown in Figure B.1:

a) Wheelset or truck model, dynamically scaled from the full-scale
prototype, Applied static and dynamic forces are scaled so that dynamic

behavior of the prototype is reproduced,
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M’ﬁi\r .

Figure B.1 (omplete Scale Model Wheelset Experimental Apparatus, Showing
Model Wheelset, Linkage and Gimbal System, Idler Carriage,
and Powered Instrumented Test Carriage.
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b) Linkage and gimbal systems providing the model with vertical and
lateral displacement, yaw, roll, and pitch angular degrees-of-freedom. The
sequence of freedoms provided is such that all possible body orientations
and trajectories are obtainable, assuring normai wheel éontact at all times,

c) Idler carriage traveling along the track with an independent
suspension system to provide an attachment point for the linkage system.
Running on well-aligned smooth rails, this rubber-tired carriage provides
a reference for all force and displacement measurements. It also provides
a platform for application of suspension forces, and is a mechanical 1link
to external propulsion, power, data reduction, and data recording equipment.

d) Powered general purpose test carriage, providing velocity-controlled
propulsion, instrumentation power, signal conditioning, and data recording.
The powered carriage runs on an independent rail system.

In the following paragraphs the wheelset and support system are
described in detail.

Wheelset Model and Gimbal System

The wheelset consists of two polycarbonate resin wheels machined
by numerically-controlled lathe to the specified profile (Figure B.2),
mounted on an instrumented axle. The gimbal system, shown in Figure B.3
and B,4, provides yaw, roll, and pitch angular degrees-of—f:eedom to the
wheelset or truck body. Each rotation is supported by precision bearings
mounted in close tolerance housings. The gimbal unit is designed to
minimize deflections other than the desired rotations, yet be lightweight

to reduce influence of gimbal inertia on wheelset dynamics,
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Figure B.2 Scaled Wheels Machined to Profile of New Full-Scale Wheels.
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The base end of a six-component strain gauge balance is fixed to the
linkage/balance adapter, constrained to move parallel to the track without
roll, yaw, or pitch. By so doing, any forces or moments transmitted through
the gauge to elements clamped to the metric end of the gauge are sensed in
rail coordinates. The yaw/balance adapter is rigidly clamped around the
gauge,with its other cylindrical axis oriented vertically.

The yaw/roll body adds the first rotational freedom. Its tee-section
encloses that of the yaw/balance adapter; the yaw 84Xis is supported by
bearings, while the cylindrical section along the gauge allows clearance for
+3 degrees yaw rotation. The lower cylinder of the yaw/roll body provides
the axis of rotation for roll. On the top of the yaw/roll body is a yaw
plate, parallel to a similar plate on the yaw/balance adapter. These
plates are used for establishing the nature of the yaw freedom; at one
end of the plates are locations for yaw springs, while at the other end
are locking clamps to prevent yaw displacement as dictated by the experiment.

The roll/axle body allows the second rotational freedom. The lower
bearing supports surround the cylindrical housing of the yaw/roll body,
with bearings used for support., The yaw bearings pass through the center
of the roll/axle body with clearance. The upper bearing supports are for
the axle rotation freedom. In truck experiments, the axle is replaced
by the truck center bolster.

The assenmbled gimbal system is shown in Figures B.5 and B.6. The
strain gauge axis, coincident with the roll axis, is parallel to the trach
between the wheel/rail contact points (when wheelset is centered). The

vaw rotation axis passes through the center of the wheelset.
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Figure B.6 Wheelset and Gimbal, Showing Yaw Protractor and Locking Device.
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Lateral/Vertical Linkage System

The lateral/vertical linkage system, shown in Figures B,4 and B.?
connects the strain gauge balance to the idler darriagg bulkhead in a manner
that sustains its orientation parallel to the rails. The bulkhead is
Tigidly fixéd to the idler carriage, so it is a fixed inertial plane normal
to the rail x axis. Lateral and vertical freedoms with no yaw or pitch
rotation are provided by the parallelogram linkages. The linkages by
themselves do not provide adequate roll stiffness to the gauge balance base;
this stiffness is provided by a torque tube connecting two automotive
universal joints.

Idler and Powered Test Carriages

The track-mounted idler carriage with installed linkage/gimbal/wheelset
assembly is shown in Figure B.B8. The carriage serves three functions:

a) Provides a fixed reference for all force and displacement measure-

ments.

b) Provides a platform for application of static and dynamic suspension

vertical and lateral forces and moments to wheelsets and trucks.

¢) Provides a link to main overhead carriage for propulsion, on-board

power, data reduction, and data recording.

The carriage frame is fabricated of two-inch welded aluminum tubing
for high strength to weight ratio, At each end of the carriage are three
sets of pre-loaded opposing wheels that provide the carriage with its
own independent suspension. Each wheel is aluminum with specially molded
rubber tires, The rubber on the top and side wheels is hard to provide a
stiff suspension as they roll on the smooth, aligned surfaces of the rail
top and rail mounting bracket side surfaces. The rubber on the wheels riding
on the rougher underside of the track support structure is softer. The

pre-load is adjusted through cams built into offset wheel axles.
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Figure B.7 Parallelogram Linkage and Torque Tube Preserving Rail
Coordinate System Orientation of Gage Balance Through
Connections to Bulkhead.
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Wheelset Apparatus Mounted in Idler Carriage.

Figure B.8
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The test carriage is powered by a variable displacement hydraulic pump
with velocity feedback to provide precise velocity control {speed constant
to 1%), The carriage maximum velocity is 12.2 m/sec. The complement of
signal conditioning and recording equipment on-board is described in the
following instrumentation section.

B.Z Instrumentation

The transducers employed in the wheelset experiments are listed in
Table B8,1. The principal force measurement device is a six-component internal
strain gaugebalance, shown in Figure B.9. This device measures all force
and moment components transmitted from the base end to the gimbal-mounted
model. Since the balance is maintained parallel to the track the forces
and moments are measured in tail coordinates, When the wheelset is centered,
the axis of the gauge is colinear with the contact points, as shown in
Figure B.10.

Translational and angular displacements are measured by DCDT-typer
linear transducers and geared potentiometers, positioned as shown in
Figure B.10, The linear transducers measure track gauge and the lateral
position of the balance, while the pots measure yaw and roll angles.
Accelerometers measure wheelset and track lateral accelerations.

Axle speed is not constant, due to flanging, so that this variable
is measured by DC tachometer (Figure B,10). This signal will also

indicate abnormal test conditions such as gross wheel slippage.

* A Direct Current Displacement Transducer operates on the linear variable
displacement transducer principle. An oscillator, rectifier, and low-
pass filter built into the transducer housing provide a DC voltage
output proportional to displacement.



TABLE B.1 INSTRUMENTATION USED IN SINGLE WHEELSET EXPERIMENTS
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Transducer Variable Measured Symbol
Six-Component Strain Gauge Balance Axial Force Fx+
-+
Lateral Force Fy
Vertical Force F2+
-+
Yaw Moment M2
+
Roll Moment Mx
DC Generator (tachometer) Wheelset Rolling Velocity D
Geared Potentiometers {2) Yaw Angle v
Roll Angle ¢
DCDT Displacement Transducers (2) Lateral displacement of ¥
wheelset, relative to
track
Track Gauge 61-62
Servo Accelerometers (2) Wheelset lateral v
acceleration .
Track lateral acceleration ¢
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Figure B.9 Section View of Six-Component Internmal Strain Gauge Balance.
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B.3 Data quuisition and Reduction

The system used for data acquisition and reduction is shown schematically
in Figure B,11. All data from the wheelset transducers is recorded on a
four track frequency modulated (FM) cassette tape recorder. Eight channels
are multiplexed onto each of two tracks, recording lower bandwidth signals.
The higher bandwidth accelerometer signals are recorded directly on the
remaining two tracks. Lowpass (25 Hz) analog filters are used between the
transducers and multiplexer (100 samples/s) to minimize aliasing effects. Ome
channel of the multiplexer is dedicated to recording an identification sigmal
used to mark the locations of calibration data and running time records on the
cassette tape.

After a series of test runs have been completed, the cassettes are
plaved back for digitization of the signals. The multiplexed tracks are
demultiplexed, and al] signals are again Jowpass filtered prior to digitization
to minimizing aliasing. The sampling rate is 200 Hz. Data is stored on

magnetic tape and reduced on an HP-1000 minicomputer system.
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B.4  Track and Support Structure

Track Structure

To perform repeatable, systematic experiments on the dynamics of rail

vehicles requires careful control and detailed knowledge of the track.
Track irregularities provide the principal disturbance input to the truck,
and coupling between vehicle and track support structures may be significant.
Track in service is subjected to intermittent loadings, wear, extremes of
temperature, and variations in other ambient conditions that lead to
,irregularities in track geometry, railhead profile, and rail surface
condition that may vary with time and track location.

The objective of the track design in this program is to minimize the
influence of these effects in order to isolate the important wheelset
dynamic properties, It is emphasized that non-ideal track characteristics
are extremely important to derailment in the field; in future experiments
the importance of such effects may be explored by systematically introducing
them into the model experiments.

Consistent test track conditions are maintained through the following:

a) The track structure is designed to provide sufficient static and

dynamic stiffness so that changes in track geometry under load
are negligible, Such high stiffness isolates the truck dynamics;
in subsequent programs track flexibility may be incorporated in

the experiments to quantify the importance of this effect.
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b} Track geometry is specified using statistical models, calibrated
with survey data taken at periodic time intervals. Adjustments
are provided for vertical and lateral alignment, g&uge, and cross
elevation,

¢) The railhead profile is machined to be invariant over the track
length. Profiles from different track locations may be sampled
over time to check wear through use of optical comparators and
contact impression tape.

d) Uniform surface condition of the rails is maintained by its
indoor location and periodic cleaning with methyl alcohol as
standard test procedure.

e) Irregularities induced by temperature variations (range of 27°¢
vearly) are minimized by design; measurable effects are eliminated
through realignment,

These design goals are quantified as specifications in Table B.2,

The remainder of this section describes the design and measured characteristics
of the track and support structure.

The support structure shown in Figures B 12 and B.13 is an elevated
dual channel beam configuration with cross webs for increased torsional
tigidity. The structure is supported on 1/2 in. (1.27 cm) threaded studs,
permitting vertical alignment and cross elevation adjustment. The support
studs are welded to steel cross ties, which are secured to the concrete floor wi-
thunderstud bolts. Rail lateral alignment and gauge adjustment are achieved

through movement of rail mounting brackets along a steel plate bolted to
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TABLE B.2 DESIGN GOALS FOR SCALE MODEL TRACK

Parameter Goal

Track Stiffness:

- Vertical 0.125 mm deflection for 445 N vertical
load on both rails

- Lateral 0.125 mm deflection for 111 N lateral
load on one rail

Alignment:

- Vertical & Lateral Spectral density, in scale, as good
as or better than Class 6 track.

- Gauge 287 + 0.25 mm

- Cross-elevation + 0.25 mm {0.08 percent slope)
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Figure B.13 1Installed 213 m Scale Model Test Track.
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the top of the channel beams. These adjustment mechanisms are required
due to inevitable concrete floor settlement, temperature gradients, and
relaxation of internal stresses in large section members that will tend
to distort and misalign the track. Measured stiffness properties of the
track structure are given in [29].

Measurements of Model Track Geometry

Track geometry was determined using statistical models in [29].

The resulting spectral densities for vertical and lateral alignment, cross-
elevation, and gauge are given in Figure B.14 through B,17 plotted with
scaled track geometry data. [31]

221 lhead Profile

The rail profile used in the model track is a geometrically scaled
reproduction of a new 133 1b CF and I rail. The resulzs presented in
this report are specific to the wheel and rail profiles used, and may
differ for other geometries. The 1/40 rail cant is built into the model
rail profile, so that the gauge edge of the railhead is vertical.

The rail section is shown in Figure B.18, The rails are machined
from annealed polycarbonate resin bar stock using special cutting tools
with the specified profile. Tool wear was checked to monitor profile
uniformity over the rail sections. Sections were numbered in sequence
of machining; they were installed in the same sequence to ensure gradual
profile changes (if any) over the track length. Two contact profiles,
identified as A and B, were machined so that a second surface is available
at no extra cost should the first surface be changed by wear or impact
damage. Two V-grooves were machined on the sides as seats for mounting

spring brackets; a small extra groove is added to identify the contact profile.
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Figure B.14 Spectral Density of Model and Scaled Class 6 Track Profile
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Figure B.18 Cross Section of Model Rails.
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The rail is generally square in cross-section, and is considered
to be rigid as mounted on the support structure. As described previously,
in the present experiments rail flexibility is not included, so as to
isolate truck dynamics. r
Preparation of Wheel and Rail Contact Surfaces

The establishment of experimental conditions that produce scaled
wheelset forces and moments was found to be c¢ritically semsitive to the
coefficient of frictien u betwegn the wheel and rail surfaces, Considerable
effort was required to develop procedures for cleaning and final surface
finishing to achieve uniform, realistiz adhesion characteristics.

Adhesion limits u have been measured to range from 0.1 to 0.5 in field tes
using full-scale vehicles, the limit being a strong function of surface
condition, presence of contaminants, and wetness, and a weak function of
forward velocity, It is desirable to design experiments to operate at
the upper end of the range, since the effects of all creep forces (which
are proportional to u) are more readily measured. The polycarbonate resin
has a friction coefficient of 0,52 (from product literature) to 0.3 (from
roller rig measurements). Under ideal conditions, therefore, it is
suitable for use as a material for wheel/rail contact surfaces.

For the initial wheelset experiments the wheel profile had a satin
finish resulting from therprecise machining performed on a numerically-
controlled lathe. The rail surface, machined using a specially contoured
flycutter, had longitudinal grooves due to imperfections in the cutting
tool, and lateral, scalloped markings due to movement of the rail past

the cutter, Although these machining marks were less than 25 um in depth,
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they significantly reduced the achievable adhesion limit. Even with
extensive chemical cleaning to remove contaminants, the maximum friction
coefficient measured (in yaw moment tests in flange contact) was about
0.1.

A procedure was later developed to remove these tool marks using
emery paper (grit Nos., 180 and 400) and micromesh diamond cloth (me, 1000)
successively, each used in machine sanders held in jigs to preserve the
original rail profile, The contact surface is inked with felt markers
to highlight the machine marks; the surface is abraded until all tool
marks are removed and a smooth finish 1s achieved. The wheels and track
are chemically cleaned with methyl alcohol prior to each run, with a
strong industrial solvent used periodically to remove grease accumulated
after the track has been unused for extended periods.

B.5 Description of Wheelclimb Experiments

Experiments are conducted at constant forward velocity and axle load,
preset at the beginning of each test, Lateral forces are applied to the
model as shown in FigureB.19 . Wheel/rail reaction forces are measured
by the straingauge balance which produces signals proportional to the
total wheel/rail contact forces acting on the wheelset (axle L/V ratio).
Comparisons with theory are made using the axle L/V ratio, since separate
wheel force measurements were not made., Quasisteady derailment (Process A)
is measured by progressive lateral loading of the model with a ballscrew
drive motor, with vertical lead, roll moment and forward veleocity held

constant., During the dynamic experiments (Processes B and C), a8 pneumatic
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Figure B.19 Application of Forces to Wheelset Model.
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servo actuated photoelectrically at specific locations along the 200m test
track applies lateral forces to the wheelset model, The magnitude and
duration of the applied lateral forces are varied during the series of
. experiments, as well as vertical axle load and forward velocity. To
provide uniform initial conditions for the experiments, the wheelset is
held against stops near the opposingrail prior to application of the
lateral force. Responses are recorded on an FM tape recorder, and
subsequently digitized for detailed analysis off-line,

Experiments on Process A were conducted at yaw angles over the
range of -3° to +3°, for roll moments covering the range possible

without wheellift at either wheel. To simulate Process B, a series

of experiments was conducted at constant yaw angles of 3% to -3;
by locking this degree of freedom. Experiments for Process C were
conducted using a yaw spring suspension with low stiffness, Tests
were conducted on the wheelset from below critical speed to beyond the
onset of hunting, Lateral force pulse inputs were superimposed on the
track inputs to simulate dynamic curving.

Experiments were performed to determine the reproducibility of the
derailment events. This information is useful in determining the extent
to which derailment processes may be described by differential equations
in a deterministic manner, without including random variations in parameters
or forcing functions. The results of these experiments were highly
reproducible at specific track locations, but exhibited variation in
results when the same forces were applied to the wheelset at different

sites along the track as shown in Figure B,20.. Since the rails were
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machined to a profile that is relatively uniform along the track and
the rails cleaned with methyl alcohol prior to each test, the occurence
of derailment appears to be sensitive to minor local variations in

friction coefficient and railhead profile,






APPENDIX C

DESCRIPTION OF PHASE TWQO EXPERIMENTS

C.l1 Purpose

The experiments conducted during Phase Two of the research program were

designed to help resolve the following issues:

1, The time durations of large lateral forces during derailment events
that were measured in the Phase One experiments were significantly
larger than those predicted from simulation. The bandwidth of the
instrumentation used in Phase One was limited to 25 Hz, which would
filter lateral force impulse-like signals. The bandwidth of instrumen-
tation used in Phase Two was extended to 100 Hz, which was determined

' to be sufficient to pass the predicted lateral force signals.

2. In the Phase One experiments, the straingauge balance was the only
force measuring device employed. This created an ambiguity in re-
solving dynamic forces acting on the individuzl wheels, inertial forces,
and externally applied loads. Under quasisteady derailment conditions,
with inertial forces insignificant, the remaining loads were in equilibrium,
so that they could be resolved analytically. Under dynamic loading
conditions, it is necessary to have independent measurements of the
load signals, In the Phase Two experiments, an instrumented wheelset
with plate mounted strain gauges was used to yield lateral and vertical
force signals for each wheel. A load cell was used to monitor the -
external lateral force input, with an accelerometer used to sense
inertial forces in the lateral direction,

In the remainder of this Appendix the hardware and experimental procedures

used in Phase Two are briefly documented.
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C.2 Instrumented Wheelset Design

An instrumented wheelset was designed to provide measurements of lateral
and vertical forces acting on each wheel, subject to the following design
criteria:

1. Maximum sensitivity of output signal to input load.

2. Minimum sensitivity of output signal to other loads (cross-

sensitivity).

3. Minimum sensitivity of output signal to load point location.

4, Minimum sensitivity of output signal to thermal and centrifugal

stresses.

S. Minimum ripple in output signal when subjected to continuous load.

To determine the best choice of strain gauge bridge geometry the strain
field of the wheel plate surface was mapped, for various combinations of load
magnitudes and application points. Using the mapped fields as a data base,

a number of bridge designs proposed in the literature were evaluated using
computer simulations,

For the lateral bridge, a constant output, two-sided configuration pro-
posed by ASEA/SJ was selected. This configuration, shown in Figure C.1, is
described in [32]. The principal advantages of this design were moderately high
sensitivity and no need for processing of the signal downstream of the strain gauge
bridge amplifier [32]. The principal disadvantages cited in [32), sensitivity
to thermal and centrifugal stresses, proved to be insignificant problems for
the Lexan scale model wheels used,

For the vertical bridge, an "A+B" triangular output configuration proposed by
ASEA/SJ was selected. This configuration, shown in Figure C.2, is alsc described

in [32]. Two bridges of the geometry shown in the figure are required, mounted
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180° 180°
QUTSIDE INSIDE

CAUGE LAYOUT

BRIDGE WIRING

Figure C.1 - Configuration for lateral force strain gauge bridge (from [32]).



C-4

180°
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Figure C.2 - Configuration for vertical force strain gauge bridge (from [32]).
Two bridges of this type are mounted at 45 deg. spacing.
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45 deg out of phase with each other, The outputs of the two strain gauge bridge
amplifiers are added together using the following equation,

Output = Max (|A[, [B], K(]A] + [B])) (€.1)
where K.is a constant selected to minimize ripple. In the experiments reported
here, bridge signals A and B were recorded directed, with the operations specified
by Eq. C.1 performed by digital computer during post-experiment data reduction.

The final wheel designs required application  of twenty-eight strain gauges,
fourteen to each side of the wheel. Gauges selected were Micro-Measurements EA-4]-
062DN-350, selected for their small size, convenience of mounting, and compati-
bility with the Lexan wheel material, The strain gauge signal bridges were
connected to their external excitation and amplifiers via slip tings mounted at
each axle end. The completed assembly is shown in Figure C.3.

C.2 1Instrumented Wheelset Instrumentation and Calibration

The strain gauge bridges were excited and sensed using Analog Devices Model
2B31 strain gauge conditioners. Three-pole, Bessel type active lowpass filters
were used, with a cufoff frequency of 100 Hz.

The completed wheelset and signal conditioning subsystem was calibrated by
mounting the wheels in a machining lathe fitted with a specially-designed rolling
wheel fixture. The fixture was equipped with a wheel machined to the same
cross-section profile as the rail used in the track experiments. The fixture
provided variable vertical and lateral loads, over a range of load application
points. Using the lathe/fixture apparatus, the wheelset could be calibrated under
running conditions similar to those encountered during derailment tests,

The calibration experiments consisted of applications of vertical loads in the

range O to 34 n (derailment tests at 22 n nominal load), lateral loads in the
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Reproduced from

Figure C,3 - Assembled single wheelset apparatus, including plate instrumented
wheelset. '
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range 0 to 18 n (maximum lateral impulse load subsequently measured was 90 n),
for contact point locations from the flange to the outside edge of the wheel.
From these calibration tests, the sensitivities of the output signals to
applied loads were determined. The sensitivities were found to be independent
of contact point location and cross-load to within + 10%, as desired.
C.3 Instrumentation and Data Acquisition Systems

The complete instrumentation system for the Phase Two experiments is shown
in Figure C.4. The system is similar to that used in Phase One, with the exceptions
of the instrumented wheelsets, higher bandwidth strain gauge amplifiers, and load
cell for measurement of external applied lateral force. Data was recorded on a
fourteen track Honeywell 5600 FM tape re:order. The availability of more tracks
eliminated the need for multiplexing (as in Phase One), permitting higher bandwidth
for all signals. Subsequent to the track experiments, the data was processed by
lowpass anti-aliasing filters (100 Hz bandwidth), and digitized at 400 Hz on a
Preston Scientific GMAD-1 analog-to-digital converter. Data storage and reduction
were performed on a Hewlett-Packard 2IMXE Series 1000 minicomputer system located

at the Princeton University Gas Dynamics Laboratory.
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Appendix D

LISTING OF DYNAMIC WHEELCLIMBE SIMULATION

PROGRAM "WHSET"
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RHSJ028B0
PA500290
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c l ' Lo T L D T Y g Y 'lSDOSSD
c i tesnscossea=) | PRORN ] BHSO0570
¢ i 1 S - 95500590
c I 1 - . ¥8500600
c | $onasssnenss) | PFUHERL 1 FES00610
c i ] - . WHS00620
c M H ¥RS00630
c 1 ¢evescccnans)] PROLER 1 YR500650
c ' 1 Prarenos ceananed WRSDD660
c 1 1 WRASO0O0ETO
c 1 | L TR wgs006R0
c l .---.---.---)’ 'SUSP ' '3500690
c v #HS00710
£ . WHS00720
C |  STORE | ¥AS00730
c $RS0O0750

CLLLLLLLLLLLLLLCLLLLLLLCCLLLKLKLLLCEIIIIIIIIIIIIIDIIIDIIIDIIRIDIZIZIIIIIIINIID WASH0T60
£ €L LLLLLLLLLLLLLCLLLLLLLLLLLLLCEODIRIIIDNIDIIIIIIDIIIIDIIIIIIIIDIIFIDIIDIID WHSDOTTO

c e DER T wEs500780
c t BAIB 1 WAS00790
¢ $ecmcccccccseaas ¥E500807
c 94500810
RPAL XX, NZZ0 ° ¥E500820
DIRZESION PI(21,13,13),PY(21,13,13),Y(7,P3(2),DY () ,80K(a0), ®H500830
t P1(2),72(2) ,IPLAG(3),PS(T) WASO0R4O
EITEENAL FPDERIY WHSOORSO
COBEON /KALK/ PI,PY VE50086)
COSNON /¥PRYD/ VEL,VOR ¥ES00870
CONEON /LOAD/ PZ,R%X,PY0,82Z%0 WHSJ 0880
CORRON /PORCES/ P1,P2,P3 WHSNOBYD
CONRON /ACCEL/ YDDOT,PSDDOT WR500900
CORAOR /TROCK/ PS,BSIT ¥ES00910
DATA BPSt,DEr,T,H /1.02-02,0,0,0.0,1.0B-03/ ¥HSH0920
DATA THAI,NNAI /.20,8000/ WE500930
DATA IPLOT /4/ WESI0540
DATA EWAX /S.0B-0a/ ¥AS30950
DATA IPLAG /3%0/ 8500960
CALL WERAIL WHS00970
Call KAlLTaB ®E500960
CALL TRACK - 8500990
CAlL INIT(Y) WES01000
CALL PEORA (1) WAS01010
DO AS I=1,2 WHS01020
&5 I? (P3{I) .LE. 0.0) IPLAG(I)=1 WHSH 1030
I? (IPLAG(1} .BQ. 1 .OR. IPLAG(2) .EQ. 1) GO TGO 30 WHES0 1040
CALL PDEBRIV{T,Y,DY) ¥BS01050
0.0 BESO0 1060
CALL STORE(T,T) ¥HS501070
2PT=0 WHS0 1080
TRITE (6,103) ¥RS01050

108 PORBAT (* EFTEE DISPLAY INTERVIL') WHS2 1100
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READ (5.,%) IPY

BEITE (6,101)

POREAT (' SIBULATION BBRGIES?)

CALL PBORH(T)

DO 25 11,2

IP (P3(I) .LB. 0.0) IPLAG(I)=)

IPF (IPLAG({Y) .UE. ¢ .AED. IPLAG(2) .BE. 1) GO T0 26
CALL STORR (THAIL,T)

60 TO

30

IZRw=12345
E=ASIN1(E,NAAX)

CALL DEEX ("DERIY,Y,Y,DT,7,BP51,8,A0I,IER)

IP (IER .EQ. 100) &0 TO 20

TDDOT=DY (2)

PSDDOTEDY (S)

I¥Y (BOD(WPT,IPLOT) .2Q. O) CALL STORR({T.Y)

IP (T .GT. THAI) G0 TO 3D

IP (ADS(Y{1)) .1L%. 0.0200) 60 TO 35
IFLAG () =1

CRLL STOREZ (%,1)

G0 TO 30

SPT=BPT+1

IF (BPT .GE. NHAI) GO TO 30

IF {®OD(NPT,IRT) .NE. 0) GO TO 20

WRITE (6,100} WPT, T, B, Y(1),Y(2).Y(8 .Y (5),1(7)

FOBAAT

(Is,229,2,8%,5810.2)

G0 TO 20

CoRTIscE

TBITE (6,102) IFLAG
PORNAT (' PLAGS = *,3TI10)

sSTop
END

R R e

I It i

o memeraesreand

SOBROUTINE INIT(Y)

SIBOLATION COSTROL PARASETERS PRON TERBINAL
SETS PROGRAR PARAHETERS FROA DATA STATBAZAETS

REAL ITY,122,11X,8Y9,00,80,8511,8220,KXY,KPHI,KZ,KPSI, AT

DINEDBSIOS Y (7),P3(2),0LPBA(2),1(2),RRO(2),RY(2),ATH(2),BTH(2),

cossolx
COREORN
connon
cosnon
consnos
cospon
[=s].1.1e) |
COnKROX
coEaox

CHI(2).P1(2),P2(2),PS(T)

/BPALEAB/ BV,IYY,I2Z,Y1IZ,HT

/SPARAN/ BY KY,BZ,KZ,RPSI,BPSI,BOBRGA KPHI,BPEL
/YPRUD/ ¥EL,VOR

/BATERL/ BU, RN

/1L0AD/ PT,811,PY0,8220

/seo/ t,02,0DZ,PH1,DPBI,DDPRI,ALPBA,L,.R80,RV,ATH,BYEH,CHI

/PORCEBS, F1,F2,0P3
/ACCBL/ YDDOT,PSDDOT
/TROCK/ PS,PSIT

BEZAD ({1,*) BV,BT

#¥8S01110
$HS01120
PES01130
gBSO9ia0
BRS011S0
YBS01160
tRsO 1170
¥E5011890
THS0 1160
BHS01200
TAS012%)
WBS01220
wHWs01230
wHS0121a0
FAS01250
WAS01260
s01270
ERs01280
¥85012%0
®BS091300
BH501310
wH5019320
®HS01330
EHS01340
WES01350
ERSH 1360
¥HS01379
§Hs01380
THS0 1390
#ES0T000
URS2 14D
WAS01420
FHUSOT43D
TASO 1840
FHS01uS0
¥ES01u62
WSO 1670
PHSD 1480
vHs018%)
WHS01500
FHS01590
#A501520
¥R501530D
WHSO015@)
E4SJ1550
FR501560
B§AS01570
gBsS01580
WH50159)
FHSN1600
9HS2 1610
WRSN1620
9ES01630
®ESN 16489
TASD 1650
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READ (%,%) IXX,ITY,I%2
READ {1,°) BY,KY
READ (1.°) PZ,KI
RZAD (1,%) BPSI,KPSI
AZAD (1,%) DPRI,KPEHI
READ (1,*) BOEEGA
READ (1,®) BO,W0,E
READ (1,®) VEL

BEAD (1,%) P3,AIT
PEAD (1,%) PIO,AZZ0
READ (1,%) PSIT
BER=4,0%E/(3. 00 {1.0-R0se2))
CALL GROR (0.0)

PO=RY (2)

T(1)=0.0

Y (2) =0.0

YOR=VEL/RD

T (3) =»vOR

Y (2) =PSIT

7(5)=0.0

Y(6)=0,0

Y(7)=0.0

TDDOT=0.0

PS(2) 0.0

CALL GEOE{Y (1))
RETORN

D

[ Oy — Y

1 TRACK

R P T T )

SOBRODTINE TRACK

RE2ADS SIBOLATED OF HEASURED TRACK GBOAETRY INPUTS PROR CBS PIIES

BEETORN
END

P

*

] PDERIY

+
1

frranncososacwwd

SOBROUTIVE PDERIV(T,Y,DY)

SUBFOUTINE CALLED BY DDEEK YO EYALUATE PIRST DERIVATIVES OF Al

STATE VARIABLES AT REACH TIBR STEP.
DY(I) = (PRR(I)

WBERE
FUR
FROL
| 43

PEXIT
BASS

BOLBR PORCES

BITRRNAL PORCES

+PEOL{I) ¢ PS(I) « PRIT(I))

SUSPRESIOF PORCES

BQUATIONS ARE IR THE POPN:
/ BASS(I)

WEZEL/RAIL INTRRACTIOF PORCES

GENERALIZED INERTIA POR BACHE STATE VARIABLE

WHS01660
WESO01670
BBS01680
¥FS01690
98501700
ERS01710
YAS0 1720
THSO 1730 .
WHSO01740
WHS01750
¥B501760
WH501770
WRS01780
WAS0 1790
¥HS01800
WR501810Q
WHESD 1820
WHSQ1830
WHSO 1840
WRASO 1850
WHS01A6D
WRS0 1870
¥ASJ1880
¥AS01890
WHS) 1900
®RS01910
¥RS0 1920
WE501930
WASD 1940
8501950
84S0196)
WRS01970
WHs5019890
WH5219%0
RRS02009
wHs02019
WAS02029
WHSD2030
WASJ20uD
925932359
WH522060
WR532070
WHS02080
WBS5020%0
AS0 21970
98502112
9AS02120
$HS0213)
995021839
#AS02150
BAS02160
4502170
§HsN2180
WHS0219)
WH502200
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REAL L(2),177,782,1X2,9455,8%,8T7,81%,0330
DISENSION T(7),DY (7). PI(2) ,AMIIS (2),BAXIS(2),VYWU (2),00GLE(2),

1

2
cosnol
cosuon
cogson
CORSON
CoAnOR
coason
COonsonm
CORNORN

r1(2),72(2) ,CBI (2),PWR(?) ,PEUL (7) ,PS(7) ,PEXT (7).,

ALPHA (2),R90(2) RV (2) ,ATE(2},BTH(2),B055{7) ,SIGN(2)
/680/ 2,03,DPDL,PHI . DPEYI,DDPEI ALPOA,L,RAO,BY,ATH,BTH,CH]
/BPARAN/ AV, 1TY,12Z,1KX,BT

/CETROL/ RADGE,STEP,N,H,BPS,PI

/VPRED/ YEL,VOR

/1o0AD/ PL,HXX,PYO0,HZZO

/PORCES/ PY1,P22,P3

ZACCEL/ ¥YDDOT,PSDDOT

/TROCK/ PS,PSIT

CALL GEOA(T(1)-TRK)

Cill BEBRTZ (AAX15,BAIlS)

CALL CREZPG{Y,AAXIS,SAXIS,VNU,ARGLE,SIGN)
CALL KALKER(AAXIS,BAXIS,VEO,ANGLE,CHI,Y, SIGH)
Cal. PEEBL (PER)

CillL PERULER(Y,PEUL)

CALlL PSOSP(Y)

BASS(1)=i,0
BASS (2)=HF%
BASS (3)=1YY
BiSs(a)=1.0
BASS (5)=1ZZ
RASS (6)=1.0
BASS (7)=8T
PO 5 I=1,7
PEXT (I)=0.0
FRIT (7)=PY0
PRIT (5)=R2Z0
DO 10 I=1,7
DY (I)= (FRE (I} «+PRUL (I)+P5({I)PRIT(I)) /BASS (1)

DY (1) =Y (2)
DY (3)=Y(S)
DY (6)=Y(T7)

EEDOCED-ORDER BODEL
DY (3)=0.0
DY (3}%0,0
DY (S)=0.0

BETURN
ErD

T R Y

] SAAPLE |

T L L Ty

SUBROOTINE SABPLE

SARPLES TI®E SIBULATION AT UNIPOEA TIRE INTERYALS SET BY INIT

RETORK
ERND

¥RS02240
WR502220
¥8502230
WHS02240
$8S02250
¥BS02260
WHS02270
BRS0228)
W¥BS02290
¥HsS02300
wBs02310
WHASD21320
#HS02330
¥B8s502340
WH502352
WESD2360
®¥HS02372
PHS02380
¥ES02390
wes02u00
8502210
THS02420
THS024u30
¥As02ua0
¥H502450
PHSO02460
FESO24 70
9HsS02480
¥HS22490
§HS02%02
gYsS02510Q
WE502520
WHSN2530
WRSD2540
¥HS22%5)
BBS22550
BAsS02572
WES02583
WH52259)
BES02607
WRS02610
WH502620
WRS02630
URSO26u0
WRS5D2650
PHS02662
EHS02670Q
BB502680
§HSD269D
wHS02700
FHS02710
WMS32720
YHS02739
FHS02740
WHS02750
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] STORE t

o oe e e o oe s en

SBBROUTINE STORX(T,.Y)

STORES SANPLED SIAOLATION DATA IF CES PILES POR POTURE PROCESSING

RZAL BO,L

DIARESION Y(7),73(2),ALPHA(2),L{2),RE0 (2),RV{2},0T8(2) ,BTR(2),
GBI (2) ,PV(2) ,72(2) QP (2)

COSROR /¥PRSD/ YEL,VOR

CORNEON /EATZEL/ NU,EN

com%O¥ /Gro/ t,D%,DDZ,PHI,DPHI,DDPHI,ALPEA,L,RBO0,8V,ATH,BTHE,CAL

CONRON /PORCES/ P1,P2,P)

FHEDISP=Y (1) ¢ 1000,

ONEGA=Y (3} /YOR

TAR=Y {3) ®1000.

TRDISP=Y (6) = 1000.

Do 10 I=1,2

C1=COS {ALPEA (I))

St=SIN(ALPEA (I})

QF (I) =~ (=1)%8Xs (AUSP2 (T} €C1451) 7 (RUSP2 {1} *S1=C)

IF (?P3(I1) .LE. 0.0) QP{I)=D.0

TRITE {2,®) T,¥ADISP,YRDISP,0EEGA,YAW,QP,P3

BRTOEN

END

froevoessvcovanasan

| WERAIL . !

e .. —-ee-ea §

SOBRODTINE EBRAIL

READ STORIED WHRAIL] DATA

DIBAERSIOR TZ(161),TDZ (161),TDDZ(161),TPEI (161),TDPEI (161),
®DDPEI(161) ,TALPHA {161,2),TL(161,2) ,TREO(161,2),TRV(161,2),
TATE (161,2),TBTE(161,2), TCHI(161,2)

CORNON /TGEON/ T2,TDZ,TDDZ,TPRI,TDPEI,TDDPAI,TALPEA, TL,TRAO, TRV,
TATH,TBYH, TCHI

COANON /CUTROL/ BABGE, STEP,¥,H,EPS,PI
BAMPLIST /%BRL/ T2,TDL,TDDZ,TPHI,TDPBI,TDDPAI,TALPHA,TL,TRED,.THY,

Ta78, TBTH, TCHI
BEAD (3,9ERL)
Do 10 I= 1,161
TPEI (J)=-TPRI (J)
TDPAI {J) == TDPEI {J)}

TDDPEI (J)y==TDDPRI (J)

RETORN
BED

-—— »

[} KALTAB

L J

WHS02760
¥HS02770
¥R502780
4502790
98502800
98502810
WBS02820
9HS02RID
WBSN28u0
PRSO02R50
¥AS02RAD
WES02870
¥E5026880
WRS02B90
¥AsS02900
WAS02910
WASD2920
¥HS02920
WAS02940
WHS02950
PES02960
WHSD2970
¥A502980
*RS02990
VES03000
YRASO30 1D
wEsD3020
WAS0303)
¥AS0 3049
9HS03050
yH50306)
WHSCINTD
¥AS03982
WEsS03099
WHS03100
¥a5N3110
WRsS03120
WH503130
WRSO3140
¥HS03150
WES03169
¥HS03170
¥Rs03180
PHS03190
WHSDI200
¥HS03210
WHS03220
¥RS03239
¥RSD 3249
¥ASN3250
wBsS03260
¥Bs03270
¥AS13280
¥4503290
¥85032300
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SUBROUTINE KALTAD
DINENSION PX(21,13,13),PY(21,13,13),PITERP (13,13), PYTEEP (13,13)
COEROE /EALK/ PI,PY

C ®EAD EALIXE TABLES FRO8 CBS PILES (PILE EDS. 5t TAROUGH 71)

c

1

200

oONAOANNTANONNNOANANNANN NNAON

PO 10 I=4,21

FEF=50+]

READ (BNB,200) ((PITEAP(K,N) ,E=%,13),K=1,%3},
{((FITEAP (K, 0) =1, 13) K= 1,13)

PORBAY (/7 /77 VI (/ST V3PV 0)) o /7 /777 13(/052,13(P9.3)))

Do 20 ¥=1,1)

PO 20 K=1,13

PX(X,K.B)=PITERP (K. 0)

PY(I,X,0)oPYTERP (X, W)

CONTINDR

RETOESN

ERD

oo o osenms e See §

| S20a 1

P - - ———

SUBROUTINE GEOHN(Y)

COBPOTES CONTACT GBOUSETRY PARABETEES AS FUNSCTIOF OF LATERAL
POSTION OF WHEBELSET. DATA IS STORED IW TABULAR PORH, WITE POSITIVE
DISPLACEHENT DATA AT TAE TOP OF THE TABLE.

ALP

R
3
]
C

U 8 W -

Y = WEEELSZT LATEBAL POSITION
PEI = WERELSEY ROLL ABGLE
DPEI = D(PEI) / DY
DDPEI = D2 (PAI) / DY2
T = WEZELSET C.8, VERTICAL DISPLACESER?
Pz = D(Z) / DY
DDZ = D2(Z} / DY
L(I) = EORIZONTAL DISTARCE PROS C.E, TO CONTACT POINTS
8A (I) = CONTACT ANGLE
PY(I) = ROLLING RADIUS
HO (I) * GEOAEZTRIC BEAY OF BERTZ COBTACT PLLIPSE
TE(I) = A(TE3TA)
TE(I) = B(TEETA)
BI(I) = NORSALIZED EALKER SPIF PARASETER
I=1 POR RIGET WHEEL
I=2 POR LEPT WHERL
BREAL L

PINRESION TZ (161),TDZ(161),TDDZ(161) ,TPEI(161) ,TDPEI (161),
TDOPAI (161) ,TALPRA(161,2) ,TL{161,2) ,TRRO(161,2) ,TRY(161,2},
TATH (161,2) ,TBTE(161,2) ,2CRI (161,2) (ALPEA(2) .L (2),RHC(D),

RV {2),ATE (2) ,BTH (2),CHI (2] ,ACX (100), TALPEY {(161) ,TALPB2{161),
TLI(161),TL2(161),7R801{161) ,PRB02 (161) ,TEVI (161}, TRV2 (161),
TATH1(161) ,TATH2(161) , TRTB1(161) ,THTH2(167) ,TCEI1(161),

PHSD 3310
yE5023320
wES03330
¥ES03320
¥8S03350
wRS0 3360
¥8503370
¥RS03380
§RS023390
¥AS503400
¥RS03210
$BS03¢2)
wAs0 3830
¥B503840
¥8S03450
UBS03460
$Bs503670
¥ES03480
WHS03490
¥RS03500
9AS223510
¥E503520
WES035390
WRS03543
BES50 3550
F¥HS503560
¥HS03570
¥RSD1%20
WAS03590
PRS03600
8ES03610
WASN 3620
285013630
985013602
WAS03650
WHS0 366D
RRS03670
wYS0 3680
785023693
¥HS03I700
WBS0Y710
BAS03720
WAS03730
RRAS0}7&0
¥HS03750
WRS03760
WAS03TYIC
YASD1780
¥3s03790
WES03800
¥RAS0131813
WHS03IB20
¥ESN3819
WASDIBND
$H503852



aanan

ann NNaYnn

€

conson /réBOR/ T3,TDL,TDDZ,TPRI,TDPHI,TDDPEL,TALPBA,TL,TREBO,TRY,

1

CORENOY¥ /GR0O/ %,D3Z,DDL,PN1,.DPEI,DDPNI ALPHA,L,REO,BY,AYH,BTH,CO1

D-9

TCAI2(167)

T17n,2078, CHL

COBNOS /CETROL/ BAWGE, STEP,§,H,EPS

BQUIVALEECE (TALPEA(Y) ,TALPEY (1)), (PALPAA(Y62) ,TALPR2(Y)),

OV o N

INTREEPOLATION IS PRRPORAED BY SURROUTINE “IVP® PRON IB8 SL-NATH

(PL(1) 2L (1)), (TL{162),222(V)),

(TREO (1) ,TRECT (1)}, (TREC (162) , TREC2(Y) ),
(TRY (1) ,TRY1(1) )}, (TRY (162) , TRV 2(Y)),
(PATA(1) ,TATH1({1) ), (TATH (162} ,TATE2(Y)),
(2878 (1) . TRYNT (1)), (TBTH(162),T8TH2(1)),
{TCRI (1) ,TCHLY (1)), (TCEI (162) ,TCEI2(1))

LIBRARY, WEICH IS BASED OF AITKER'’S ITERATIVE NRTHOD

TTAB
m
Sye-

LB=Y
L i
STEP

17 (Y .GT. RANGE) YTABLE=RADGE
I? (Y -LT. ~RANGE) YTABLE=-RAINGE

Call
Cill
Call
(= § 54
CALL
CAlL
CALL
CAlLY

Ivp
1vp
IvYP
Ive
Ivp
ivp
Irp
1ve

(2,87,TPRI, N, TTADLE, S, RP5,PHI,ADX,IER) o
{R,ST,TDPHI,¥,YTABLE, A, 2PS,DPHI,ADI,IER)
{2,ST,TDDPBI, N, YTABLY,8,EPS,DDPEI,ADX,1IER)
(8,87, T2, 0, YTABLE,R,2PS,Z,00X,1IBR)
{B,S5?,TD2,9,YTABLE, 8,EPS,DZ,A01,1RR)
{®,ST,TDDZ, N, YTARLE,N,8P5,DD2,A0X,IER)
{(R,S57,2aLPEY, 0, YPABLE,N,2PS5,2LY,A0I,TER)
{R.57,TaLPE2,9,TTABLE, N, EP5,AL2,A0X,1ER)

ALPBA () ==AL1¢PH]
ALPBA {2)=AL2+PBI

CALL
CAll
Cill
CALL
CALL
Call
CALL
CALL
CALL
Call
CALL
CALL

BETU
b A0

Ive
1vp
1vp
Ive
1vp
ivp
Ive
1vp
1vp
Ivp
Ive
1vp

(3,ST,TL1,¥,TTABLE, B, BPS, L (1) ,AUL,I2R)
(2,57,TL2,¥,YTABLE,N,BP5,L{2) ,AUI,1BH)
{8,ST,T8R01,5,YTABLE, B, EPS,RBO (1) ,ADI,I2R)
{8,57,TRE02,%,YTABLE,8,EPS, REO (2) ,ADI,I2R)
(B,ST,TRY 1,2, YTABLE, K, 8PS, RV (1) ,AVX,TER)
{2,S?,TRV2, ¥, YTARLZ,N,EPS,RY{2) ,A0X,IBR)
(R, ST, TATE1, X, YTADLE, A, BPS,ATH (1) ,ADX,I2R)
(2,5Y,TATH2,0,YTABLE, 8,BPS, ATN(2) ,A02,TER)
{2,S7,YB*81,%,YTABLE,8,BPS,8TH (1) ,AUX,IER)
(¥,S7,TRTE2,8,YTABLE, 8,BPS,BTE (2) ,A0X,I2R)
(R, ST,TCHIT, W, YTADLE, 8, EPS,CAT (1) ,A0Y,12R)
(R,ST,TCEI2,,YTABLE, N, BPS,CHY (2) ,ADX,1ER)

—m—me- Y

| AERTZ |

SOUBROUTINE HERTZ (AAIIS,BAIIS)

CONPUTE DINEISIOES OF BERTZ CO¥YTACT BLLIPSE

¥8503862
$BESH3IBTD
¥BS0 388D
28503890
WRS03900
¥BS03910
TAS0 3920
¥8S03910
WBSO03940
RS 3950
WBSD3960
¥R503970
WES03980
¥ES01990
¥BS04000
SHS50401D
PES0u020
WRS04030
28504000
#BS0405%D
WESOuOED
8508970
¥RS04080
PHS0409)
3504100
fHS0W11D
#8s04120
W¥ASD4130
THSO4 1L0
WWSO04150
#BSOL16Q
¥A504170
TRSNUIRD
¥ES04 199
¥ RS04200
@RS04210
@RS 04229
WHSND210
FASD424D
WHS04259
FRSJL260
EHS04270
WHSN4 280
WH506290
¥ES04300
PHS0uILD
WASQ04320
WB504330
wHSDu3u)
98504350
FHSD 436D
¥AS24370
WHSOWIBO
#AS0Gw3%0
WRSD&400
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REAL L,BU

DIRENSION P3(2),AAXIS(2),BATIS (2),RR0(2),ATH (2),BYE{2) ,CEI(2),
1 ALPEA {2} ,1 (2) (RV{2) .P1(2) P2 (2)

coasos /geo/ %,DE,.DDZ,PEI,DPEY,DDPEI,ALPEA,L, B8O, RY, ATH, PTH, CAI
CONSON /HATERL/ HO,SN

CORROF /¥PRED/ VEL,VOR

CORROW /PORCES/ P1,P2,P3

DO 10 I=1,2

I¥ (F3(I) .LB. 0.0) GO TO 10

PEE=(P3{I)*RHO(I)/EN)®*e (1./3.)

BAYIS (I} =ATH (I)sFaN

BATIS(I)=BTH (1) sPEN

CONTINUZ :

RETORK

EED

doarerreccascensd

i CAEZEPG 1

GO B e = - G GO

SUBRODIINE CRE2PG (T, AAXIS,BAXIIS, VWD, ANGLE,SIGN)

CONPUTE BOB-DIAENSIONAL CREEPAGES IR POLAR FOBRR

RE2AL 1,80

DINEBSION ¥ND (2),ANGLE(2),AAXIS (2} ,BAXIS(2),Y () .CEI (2},

1 RY (2) (ALPEA (2) ,1(2),B80{2) ,ATH (2),BTH(2) ,SIGN(2)

CcOoRRON /GPO/ %,DZ,DDZ,PHI,DPEI,DDPHI,ALPHEA,L,REC,RY,ATH, BTH,CHI
COBEOR /BATEEL/ BO,EN

CORRON /YPRYD/ VEL,YOR

CONEON /CHTROL/ RANGE,ST,.E,H,2PS,PI

DEPINE STRTE VARIABLES

TDOT=Y (2)
OBEGA=Y (3)
PSI=T (4)
PSIDOT=Y {5)

COMPOTE BOWDIWERSIOBAL CREEPAGES

DO 10 I=1,2

GANA 1= (YEL-COS (PSI) SORBGA®RY (1) + (-1) 8T PSIDOTL (1}) /VEL
17 (I .EQ. 1) 1ls2

I? (I .2Q. 2) II=1

¥2e= (L{1}¢L{2))*COS(ALPEA (II)) *DPEICYDOT/SIK (ARS (ALPEA (1))

1 +ALPHA (2))

GAMA 2= {(=SIN {PSI)+Y2/VEL) /COS (ALPEA(I))
RHOBC=RAOQ (I) 7/ (NUSSQRT (AMIIS (I) $BAXIS (I)))
XI=1BS (GABLY*RBOAC)

SIGH (I)=1.

IF (GAEA1.1T.0.) SIGEH([I)=-1.
ETA=GANA2¢REONC

17 (1.20.1) ETAs-ET)

PH504410
vBS04420
PRSO4L 30
PES0&LUGD
¥as0eus0
WHESOQu60C
FRAS0aL70

" WHSO4GBD

PRS0uu9)
¥B508500
PES0US10

SASO0RS52D
eAS0uS 30
WHS04540
WESI4550
PHS 04560
$AS0u570
WRS0u582
THSO4590
WHSOUEDD
@HSOL610
¥AS08620
PHSO8630
gBSOuUGUD
PHSO0UESD
FESQU663
WHS04AT0
WESOR6R)
BRSGL69D
¥HS0u7020
WEHSQ0U710
FHS0L720
BAS04730
BASOUTL)
BHS0475D
¥RS0LT6D
QHSOLTTD
¥BS0u780
WAS04T79)
WHSO04RARDD
BHS04BID
WHSJOuB2D
SAS04B30D
$BSIU4RL]
WBsSOu&a9s)
WASOuB6)
WHS0uR?)
gASOLB3D
WRS0889)
o¥4504902
®RSOu9 10
¥HS0@920
PHASO0u493)
§H504949
WAS0 4950
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C COBYERY 70 POLAR PORR USING EALERR'S DRPIRITIORS

¢
VEO(I) = (E1**2¢RTA®e2) 40,5
IF ({1l .BQ. 0.) .a¥D. (BTA .GE. 0.)) AFGLE(I)*30. .
I? ((XI .BQ. 0.) .AWD. {ETA .1T. 0.)) ANGLE(I)=-90.
IP (X1 .BQ. D.} &0 TO 200
AUGLE(I)=ATAR (RTA/XI) *180, /F1

200 CONTINUE

10 CCrTINgE
RETTRE
BUD

i e e - - - - .- - -

) EALKER ]

mosvsneseeneows§
SUBROUTISE KALEER (AAIXS,BAXIS,VSU,ANGLE,CRI,Y,SIGH)

SEL2CTS STORED KALKBE TABLR POR GIVEN A/B A¥D SPIN CHI
PEEPORRS 2<DIREFSIONAL TABLE IFTERPOLATION

DIBENSION PE(29,13,13),PY(21,%3,13),0081(21),80B82(21),

1 CBI1(21),CHI2(27),34X15 (2) . BAXIS (2),VYNU{2) ,ANGLE (2),

2 P1(2),P2(2),CBI (2),¥{13),Y(7),SIGN(2),P3(2)

CORBOY /EALK/ PI,PY

CONMON /PORCES/ P1,¥2,73

LOGICAL COWD1,COBD2

DATA A0B1/0.0,1.025,31.075,291.25,291.175,4.6,299.5,2811.75,
3¢13, ,8%13,.9/,

A0B2/1.025,1.075,3%9,125,291,175,2#4,6,9.5,2911,75,2¢13,,

3013.9,8920./,

NN onNnaan

«085,,06,.0,.0875,.1125,.1375/,

O LT R -,

« 1385,10,,.085,,06,10,,.0875,.1125,.1375,10./

DATL v/0.0,0.1,0.2,0.35,0.5,0.65,0.8,%.9,1.8,1.7,2.0,2.5,3.0/
c
€ PERPORE KALKER TABLE IWNTERPOLATION POR BZACE CORNTACT POINT, I=1,2
c

DG 100 I=1,2

I? (¥3(I) .GT. 0.0) GO T0 130

?1{1)1=0,0

P2 (T)=0.0

GO TC 100
30 COFTINTE

AOB=ARTIS (I} /BATIS (1)

DO 10 J=1,21%

COND 1= (AOB .GT. AOB1(J)}) .AND. (AOB .LE. A0BZ(J})

CORD2= (CEI (I} .GT. CHIV(J)) .AND. (CEI(I) .LE. CEI2(J})

Ir (CONDT .AND. CO¥DZ) GO PO 20

10 CONTINUE
FrILE=0
GO TC 999
20 FFILE=J

€811/3¢.0,.1925,.255,.0,.2375,.0,.23,2%.0,.183,.0,,1385,.0,
CHaI2/2%10.,.1925,.255,10.,.2375,10.,.230,10.,10.,.1683,10.,

WRS0GYED
¥8504970
WHS0Aa980
TRSO0u990
¥ESD5000
28505010
wEsS0502¢C

" WBS0S030

BRS05040
RHSN5050
WHS05060
WRS0S070
¥HSD 5080
WH505099
WAS05100
WESJ5110
¥§s505129
¥RA505130
WES0S140
¥HS05150
ApS05160
TPS05170
WAS05180
#RS05190
aRsS05200
$B505213
WES505220
#ASD5230
¥AS05240
WRS05250
WESD5262
WHsS05270
WH505280
¥HSD5290
¥BSNEIOD
WESJ531)
WRS0512D
gRsNS330
WHS05340
¥AS05153
WASI536)
wBs05370
wHs5052180
W¥RAS05390
R#HS05400
wdst5u 10
WAS05L20
WB5J54 30
FBESNPS54uQ
WR505452
¥B505uR)
FHsI5470
TRS505u8)
WH505490
®BS505500
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C SETOP INPUT T0 INTERPOLATION RODYINE. P IS PRACTIONAL IUCREAENT IR wBS05510

€ VNU TABLE. II IS TEE COORDINATE OF BASE POINT POR INTEEPOLATION ¥HS05520
c ¥B505530
YE=AEINT (VEU(I),3.0) ¥R505540

II=12 ®HS05550

Do 25 Ite1,12 98505560

25 IP ((YD .GE. Y(I1)) .AND. (VE .LP. ¥(I1¢1)]) II=I1 ¥ES05570
P= (YB=V{II}) /(Y (I1¢1)=¥{II)) ®HS05580

¢ WHS05590
€ CALL 2-DIREBSIONAL INTERPOLATIOR ROUTINE WHS05600
c WES05610
CALL INTP2D(PX,3,II,ABGLE(I),P,1,FP%) WHS05620

CALL IFTP2D(PY,J,I1,ARGLE(I),P,2,PP2) ¥BS056130

c WAS05640
F1(I)==SIGH (I) SPF! ¥AS05650
P2(I)==PP2 WES05660

If (1.8Q.1) P2(I)==-P2(I) ¥ES05670

100 COFTINDE ¥ES05680
c ¥BS05693
C EED OF KALKEE TABLE INTERPOLATION LOOP ¥8505700
c ¥ES05710
RETUER ¥8505720

c 9RS05730
C ABORT BED - BO KALKER PILE POURED PES05740
c PES0575)
999 DISP=1000.°Y (1) THS05760
¥RITE(2,1000) DISP, RTSTEP gHS05773

¥RITE (6, 1000) DISP, ¥TSTEP ¥ES0S780

1000 POREAT(* ¥0 DATA PILPE POUND-~PROGRAN TERSINATED AT *,?7.2, WBS05790
1' DISPLACENENT (ARm)‘,/,T42,'IN THE ',IS8,'TH TIAE STEP') ERS05B829

¢ 88505810
RETORN ¥ES05R2)

21D PES05830

c wHS0594)
¢ teermc e ——— ¥AS05850
c ' FEORA i WASO5860
c U —- #HSO5RT0
c 98505883
SUBROUTINE PPORA (T) ¥HSN5290

c WH¥52590)
C CALCULATES BORNAL PORCE P3(J) AT BACHE CONTACT POIET PROA 4505912
C TVO-DIMENSIONAL PORCEZ AFD BOEENT BALANCE ON WBEELSET, INCLODIWNG ¥BSN5920
C DYBANIC TERES ¥R505930
c WAS05940
BEAL L,BW,IYY,12Z,1XI,80,.8%,L12,KY,KPAI,KZ,KP51,B1X,8220 wH505950
DISENSION Y3 (2),Y(7).P2(2) ,AA(2),BB(2),ALPEA(2),L(2),RY(2), ¥RSC5960

1 280 (2) ,ATB (2) ,BTE (2) ,CHI (2),S1(2}.C1(2),PI(2).PS (7) ¥H505970
CoMNO¥ /GEO/ Z,DZ,DDZ,PBI,DPEI,DOPBI,ALPHA,L,BRC,RBY,ATH,BTH,CEI  ®BS05980
CORBON /SPARAN/ PY,KY,BZ,KL,KPSI,BPSI,BOBEGA,KPEI,BPRI ¥HS05990
COBRCF /BPARAN/ B8,1YY,I22,IXY,NT ¥H506000
COMNOY /LOAD/ PZ,MXX,PY0,8220 wAS06010
COEROA /POBCES/ P1,P2,23 BES06020
CORNOY /NATEEL/ NU,ZN ¥AS06030
CORMOR /ACCEL/ YDDOT,PSDDOT ¥RS06040

COBEOB /TRUCK/ PS,PSIT ¥HS06053
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TDDOT=DI*TDDOT+DDLY (2) 892

PEDDOT=DPEI*YDDOT+DDPEINY (2) 042

AsPI-SWsiDDOY-BLOIDOT-K29L

B=BIX~IXTOPADDOT~ (ILZ~ITY) OY (5) P8 20PAT-ITYOY (1) oY (5)

1 =L PHI*PRI=BPRICDPAISY (2)

b0 10 I=1,2

SY(1)=SIE (ALPEA {I))
10 C1(I)=C0S {ALPRA(I})

L12=L (1) +L (2)

Dl=l 128 (CT1 (1) ~BUSP2(1)*85T{V})

D2=l 128 (C1({2)-B0*PF2(2)*S1(2))

RPAR=0.5¢ (RV (1) +BYV {2))

PI (V)= (L (2) SA+BeRBARS (PS (2) - NY *TDDOT) ) /D1

PI3{2)=(1L(1)*A~B=RBAR® (PS5 (2)-BU*YDDOT)) /D2
c

C CHECK POR P3(I) > O. PREYRFTS RECATIYE P3(I) AWD GIVES WARNWING
c

Do 25 I=1,2
25 P3(1)=AEAXV(PI(I),0.0)
c

RETURN

BND

ncnesensreaeae §

| PWHRL [

prrmconssroncse §

SOBROOTINE PRHARL (FUR)

o NnAanNnnn

¥EZAL L,BU

DIAENSION P3(2),PRE(T) ,ALPBA (2),%(2),BY(2) ,PY(2),P2(2),RHO(2),

1 ATH (2),PTH(2) ,CRI(2)

coasos /ee0/ 1,0Z,DDZ,PBI,DPEI,DDPEI,ALPHA,L,RBO,RY,ATH,BTH,CHI

CORNON /HATERL/ HO, RN
CORNON /PORCES/ P1,P2,P2
DO 10 J=1,%

10 PEE (J)=0.0
DO 20 I=1,2

PEB(2) =FWR (2) +PI (1) * (BO*P2 (I)*COS (ALPEA (I)})) + SIP(ALPRA(I}))

PVR(]) =PWER (3)~RO*P1(I)*PI{I) *RY (1)
PER(S)=PRR (S} ¢ (=~ V)osIeF ) (T)ePI{I)aL(I)
RETORN

END

~
(-]

e e e i s

1 PEULER |

[ L D P L T v 2y 2 2y 3

SOBEOUTINE FEOLER(Y,FEUL)

nannmn nononon

REAY L,IXX,17Y,I%2,80,8%,87 KXY, RPE], KL ,KPS]

pIAEESION Y{7),PEOL(7),L{2).ALPEA (2),080(2),RY (2),ATE(2),BTH (2},

COBPDTES PORCES BESOLTING PROA EOULEE TPRAS IN BQUATIONS OF SOTIOK
IFYOLVING CROSS PRODUCTS OF ANGULAR DISPLACERENYS AFND VELOCITIES

WRS06060
THS0 6070
WHB506080
WBS06090
TA506100
SRS06110
THS06120
®BS06130
¥BSO06140
9806150
WH506160
¥AS06170
SRS06180
WHs06190
wBsS06200
WYR506210
¥BS06220
WAS06230
WHS06240
WH50625)0
WRS06260
BHES06270
THS)6280
V8596290
¥8S06300
WAsS06310
WES06320
WHS06310
WR5063490
WH506350
PH506360
fUsSCE370
WHS06380
WES06139)
WHS06a 00
wH506410
¥AS06420
#R506413)
CEEDLY TR
WAS06450
WH506860
§AS064T0
WYs06482
PRAS0643D
9A506500
BHSOE5 1D
RHSJ6520
¥8506530
BAS06543
WAS0655D
FASI6560
YASO06570
WRSDESBOD
¥H506590
ERS06602
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1 CaI(2) WAS506610
cOsRON /GRO/ £,DL,DDE, PHI,DPRY, DDPHI,2LPHA,L,R2HO,BY,ATH,BTH,CH] WHSQ06620
connol /SPARAR/ DY XY, BL,.KZ,KP51,BPS]1,POAEGA,KPEI, BPEI ¥AS066130
COBBOS /BPARAR/ BP,1YY,IZX,1XX, BT YHS06680
COMAROY /HATERL/ HU,EN PRS06650
cosnonN /ACCEL/ TDDOT,.PSDDOT SBS06660
PEDOT*DPHI®Y (2) PBS06670

DO 10 J=1,7 - WHS06680

10 PRUL (J)=D.0 ¥BS06690
PEOL (3)= (Y (5) *PEDOT+PHISPSDDOT) #ITT-T (5) oPBDOT (I22-1IXX) SRSO0&700

PEOL (S)=T(5) *PAI*PRDOTY*IZIL-1YT*Y (I) *PEDOT wEs06710

1 = (IIX-1YY) *PAISPADOT®Y {5) 98506720
S2TORN WRS067130

EBD WRS06T40

c E506750
C * + WRS06760
Cc ] PSUSP | ®#BS0&770
c o e e e e i $AS06780
C WH506750
SURROUTINE PSOSP(Y) 8506800

c BRS06810
C CORPUTES PORCES RESULTING PROS DISPLACBARET OF PRIBARY SUSPERSIONS BHS06820
C BETWEEN WHEELSET AEND BOGIE FRANE, IBCLUDIUNG LATERAL, YERTICAL, BOLL, WHSO06839
C ABD YAW STIPPEESS ABD DASPING, PLDS DRAG OR BEAKINRG PORCE OR AXLP WRAS0684UD
C #HS06RS)
REZAL L,XY,KPHI,KZ,KSPI WHS06860
DIREESION X(Th ., PS(T) ¥RS06870
CONMOE /SPARAR/ BY,RY,BZ,R82,KPSI,BPSI,B0BREGA,KPAI,BPHY WBESO6B8D
COBKOR /TROCK/ PS,PSIT WRS0689)
FS{(11=0.0 WBS06900
PS(2)=KYS (Y (6)=T (1)) +BY® (T (7)=-2(2)) 98506912

PS (3)1=~-BOBEGAPY{])) WAS0ES2D

PS5 (68)=0.0 WBS536930

PS (S)=~BPSISY (5) +EPSIs (PSIT~-T(H)) FRAS0694LD

?5 (6)=0.0 P4506950
PS(7)=KT®(Y(1) =T (6)) *BY* (Y (2)=-X(7)) UAS506960
RETUEER SH50697)

END SAS06982

Cc ¥8506990
c = + 88507003
C } BLOCK DATA | WHS5070190
Cc Lot DL P L LT §H507020
c WHsS07030
BLOCK DATA WAS0T0uN

c ¥H507050
C OSED TO INITIALIZE PARAAETERS 1IF BLOCK Codasos ASTROL/ WHS07060
c ’ SHS0T7070
CONEON /CETROL/ RADGE, STEP,0,B,BPS,PI WHS0T080

REAL RAPGE/®0.6a8E-03/,STEP/S.00E-04/,BPS5~0.05/,21/3.14159,/ 98507080
INTEGER N/VY61/,8/)/ WHS07100

EID $HSDT7110

[of ¥HS0T7120
C TESEEaasTECSRE TERE L1 T L] messassssSssssscsrazzsextcxsse GASHNTVIID
< SREYICE ROUTINES BHSOT 14D
C SErEviSEEaEEEREE A NS EANTIICERrSEREEsasarwxsrxzmesczexs GHSO0715)
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SERYICE BOUTINE T0 PRAPORE TEO-DINRNSIONAL INTERPOLATION

SURROUTINE IRTP2D(?,J,1I,ABGLE, P, IFLAG,VALOR)
DINENSION F (29,13, 13),R081(15),R092(15),20Z(30)
PATA EPS/~1.0E-02/

PO 10 1I=1,1)

BOR1 (I¢1)=P (3, II, 1)

RORZ (T+V) =P (J, (11+9),.1)

ORI (1)=P(3,11,2) % (~1) #OIPLAG

BOW2 (1) =P (J, {I141) ,2)*(~1)*oIPLAG

BOW1 (15)=F (J,11,12)*[=1)®*IPLAG

ROW2 (1S} =P (3, (I101),12) ¢ (=1} SIPL)G

CALL IVR (~105.,15, ., 0001, 15, A0GLE,3,2P5,PA,00X,1IBR)
CALl IYP{~105.,15.,8002,15,A0G E,3,2P5, FE, DX, IRR)
YALUE= (1.0~P) ®FL + PeFB

RETORR

ERD

BRS07160
BHS07170
wES07180
WRSN7190
¥ws07200
wEs07210
WBS07220
wHS07230
WHS07240
WH507250
WRS07260
BES07270
WBS07280
WES07290
8507300
wgs507310
¥B8507320
®8sS07330
8507340
#4S507350
¥BS07360
WAS27370
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APPENDIX E
PATENT DISCLOSURE STATEMENT

In accordance with the patents rights course of the terms and
conditions of this contract, and after comprehensive review of the
work performed, it was found that no new patentable items were
produced under this contract. However, significant innovations and
advancements to the field of research on derailment safety were achieved.
The following hardware and software items were developed as a
result of the sponsorship of research under Contract DOT-TSC-1603:
1) Scale model wheelset experimental apparatus for use
in studies of derailment processes,
2) Computer programs for analysis of measured wheel/
rail forces for comparison with proposed derailment
criteria.
3) Measurement and data reduction methods for on-line
diagnostics of impending‘derailment conditions.
4) Computer programs for simulation of quasisteady and
dynamic wheelclimb derailment processes.
The above items are potentially useful to both model scale and full

scale experiments and analysis of rail vehicle derailment safety.
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