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1
R(m)
T /h) 1000 1200 1500 1800 2000 |R= 9. 5el0}
100 1. 011 1. 012 1. 013 1.014 1.014 1. 015 1. 015
110 1. 011 1. 013 1. 015 1. 016 1. 017 1.019 1. 018
120 1. 008 1.011 1. 013 1. 015 1. 015 1. 017 1. 015
130 1. 005 1. 008 1. 010 1.011 1. 012 1.014 1. 014
140 1. 013 1. 015 1. 017 1. 017 1. 018 1. 020 1. 021
150 1. 012 1. 015 1. 018 1. 019 1. 020 1. 022 1. 021
160 1. 019 1. 015 1. 011 1. 009 1. 008 1. 007 1. 006
2
R(m)
o /) 1000 1200 1500 1800 2000

W, W, W, W, W, W, W, W, W, W, W, W,
100 1. 660] 3. 036 1. 644] 2. 900| 1. 639| 2. 750[ 1. 639 2. 641| 1. 639 2. 583| 1. 647| 2. 076
110 1. 821] 3. 250 1. 774) 3. 101] 1. 744| 2. 935| 1. 733| 2. 813| 1. 729( 2. 747| 1. 722| 2. 113
120 1. 977| 3. 445| 1. 896| 3. 285| 1. 836[ 3. 104{ 1. 809[ 2. 970[ 1. 799| 2. 898| 1. 769| 2. 147
130 2,127 3. 621f 2. 012f 3. 450[ 1. 919| 3. 257| 1. 872 3. 112[ 1. 853| 3. 034| 1. 797| 2. 178
140 2.274] 3. 779| 2. 128] 3. 599( 1. 999( 3. 395| 1. 929 3. 241| 1. 900[ 3. 158| 1. 809| 2. 208
150 2. 425( 3. 923( 2. 249( 3. 736( 2. 084] 3. 522| 1. 988[ 3. 360[ 1. 947| 3. 272| 1. 813] 2. 236
160 2.258| 4. 054f 2. 381f 3. 861 2. 180| 3. 639| 2. 058[ 3. 470[ 2. 003| 3. 378| 1. 812| 2. 262
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R= 1000 m
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(te <1.0,z; < 0. 6)
100 km/h
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3 te z;
R(m)
o /) 1000 1200 1500 1800 2000
t z; te z; te z; tq z; ty z; ty z;
100 0. 068 0. 135( 0. 057 0. 114{ 0. 045[ 0. 094{ 0. 038[ 0. 080[ 0. 034{ 0. 073| 0. 009] 0. 016
110 0. 082 0. 163[ 0. 069[ 0. 138[ 0. 055[ 0. 113| 0. 046{ 0. 097[ 0. 041{ 0. 088| 0. 009| 0. 015
120 0. 098] 0. 191f 0. 082f 0. 162{ 0. 065[ 0. 113| 0. 054{ 0. 112[ 0. 049( 0. 102 0. 008| 0. 013
130 0. 115] 0. 220 0. 096[ 0. 186[ 0. 077 0. 152| 0. 064{ 0. 129( 0. 057[ 0. 117 0. 007| 0. 011
140 0. 134 0. 248 0. 111{ 0. 210[ 0. 089[ 0. 171| 0. 074{ 0. 145| 0. 067| 0. 132| 0. 007| 0. 009
150 0. 154] 0. 278] 0. 128] 0. 235 0. 102[ 0. 191| 0. 085[ 0. 162[ 0. 077[ 0. 146| 0. 006| 0. 009
160 0. 176 0. 312 0. 146| 0. 264{ 0. 117 0. 215| 0. 097[ 0. 181| 0. 087[ 0. 164| 0. 006| 0. 008
4 (  :KM)
R(m)

T /h) 1000 1200 1500 1800 2000

100 10. 85 9. 04 7.24 6. 04 5. 43

110 13.13 10 95 8.76 7. 30 6. 57

120 15. 62 13 02 10. 42 8. 69 7. 82

130 18. 32 1528 12.22 10. 20 9. 18

140 21. 24 17.71 14. 18 11. 82 10. 64

150 24. 37 20 33 16. 27 13.57 12. 22

160 27.71 23 11 18. 52 15. 44 13. 89

(1 100 km /h~ 160 km /h ,
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DYNAMIC RESPONSE OF RAILWAY VEHICLE-CURVED
BRIDGE

LI Wenhui XU Kebin

Northern Jiaotong University

Abstract In this paper, the vehiclecurved bridge systen is studied. The spaced analytical
model of a train passing on a curved bridge with a span of 32m, as example, is simulated by
computer. The dynamic response of the bridge derailment quotient, the reduction rate of the
wheel load and the train stability are calculated. The results are compared with the straight
bridge. All of the results show that the proposed method is effective in use.

Keywords curved bridge; dynamic response; running stability



