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Abstract

The influence of the shock processes on railway vehicles with one-stage spring sus-
pension is analyzed in this paper. These processes are excited in normal operation.
Kinetic energy is lost as a result of the shock loads. Expressions are derived to calculate
the kinetic energy of the different units and of the railway vehicle as a whole. These
expressions allow calculating the loss of the kinetic energy of the mechanical system.
Another objective of this work is to solve optimization tasks. This optimization allows
the parameters of the railway vehicle to be chosen so that the loss of kinetic energy to
be minimal and the effective work of the transport vehicle to be guaranteed in normal
operation.

1. Introduction

The periodic shock loads on railway vehicles with one-stage spring suspension
are analyzed in this study. These loads are excited when the transport vehicle passes
through the rails joints. Analogous loads are performed when the brake gear locks
the wheelset. In this case the wheels are skimmed along the rails and flats are
formed on the tyres. Periodic impacts also arise when the wheels are placed on
the axle eccentrically or when the wheelset itself is dynamically unbalanced. Shock
loads arise in a result of these processes [1, 2, 3, 4, 18, 19, 21, 23]. They load up
the railway vehicles and change the kinematic components of motion — linear and
angular velocities. The kinetic energy is lost as a result of the different kinematic
components.

The objective of this paper is determination of the expressions to calculate
the kinetic energy of the different units (wheelsets, car body and bogies) and of
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the mechanical system as a whole. These expressions allow the complete energy
loss of the railway vehicle to be calculated. Another objective of this work is to
solve optimization tasks [24, 25, 26, 27, 28]. This optimization allows to choose the
parameters of the railway vehicle, i.e. the elastic constants of the spring suspension
and the coefficients of the damping so that the loss of kinetic energy to be minimal
depending on the mass of the wagon and the transport vehicle to work appropriately
in normal operation.

2. Expose

2.1. Dynamic model

The dynamic model is shown in Fig. 1 in order to examine the influence of the
periodic shock loads [11, 13].
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Fig. 1. Dynamic model of one-stage spring suspension railway vehicle

We define the following symbols:

Jay, Jby, Jwy are respectively the mass moments of inertia of the wheelset, the
frame of the bogie and the car body of the wagon,

m,, my, m, are respectively the masses of the wheelset, the frame of the bogie
and the car body of the wagon,

2l;, and 21,, are the bases of the bogie and the car body of the wagon respectively,

2L,, and 2H,, are the length and the height of the car body.
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The elastic constant of the spring suspension and the damping coefficient are
marked with ¢,, and S,,.

2.2. Kinematic components of motion

The kinematics components of motion are the angular velocities of the rigid
bodies, building the railway vehicle and the linear velocities of their centres of
masses. These kinematics components change as a result of the shock impacts. We
use a given computational scheme in order to determine them as well as equations
corresponding to the type of motion of the bodies at the end of the shock process.
The shock impulses on each body are determined as well. We must take into account
the condition of the mechanical system before the shock impact on the wheelset.

2.2.1. Wheelset motion kinematic components

The wheelset performs plane motion. We use Fig. 2 in order to examine the
influence of the periodic shock loads on the wheelsets in one-stage spring suspension
wagons [12].

Fig. 2. Wheelset motion kinematic components

The kinematic components of motion before the shock impact are the velocities
Ver and Vi, of the centre of mass C and the angular velocity w; of the wheelset.
They are calculated by using the expressions written below:

Vex = Vies VCz =0, w) = Vres/R’ (1)

where V., is such velocity at which the car body of the wagon will perform vertical
vibrations with maximum amplitude as a result of the influence of the vertical
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impulses. The following dependence for the resonant velocity is received in the
work [11], using the formula between #y and 7:

lowg

Vies = 2)

2rn;
where [ is the length of each railway section.

The phenomenon “shock resonance” arises if the instantaneous impulse period
tp contains an integer number of free vibration periods T, i.e. typ = n17T,, (n; is an
integer. We may assume n; = 2). We determine the free vibrations period 7, using
the dependence T, = 27/w.. w, is the smallest natural frequency of the mechanical
system and it can determine by using the following expression [10, 12]:

W = ,/wg - &2, (3)

where € = By/2m,, and wy = +/cs/m,, is the wagon’s natural frequency disregarding
damping.

We denote the summary elastic constant of the spring suspension and the sum-
mary damping coeflicient in the upper expressions by cy and By. They are shown
in Fig. 3 [11, 12] and are determined for every concrete case.

res .

Fig. 3. Simplified dynamic model

The kinematic components of motion after the shock impacts are the velocities
Uc, and Ug, of the centre of mass C and the angular velocity w; of the wheelset.
They are calculated by the expressions written below [14]:

_ 2hmw,-w£b

2h’/nwia)a Vres thwiws(b - Cl)
UCx - =

+ kVyeyy Ue, = 2y = Zre D 8 (4
maa Cz m, w2 R -]ay ( )

where m,,; is the part of the mass of the car body on the first wheelset.
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The coefficient of restitution k lies in the interval 0 < k& < 1. We assume
k = 0.55. The difference between two neighboring rails is marked with 4. The
geometric sizes, shown in Fig. 2, can be calculated by the expressions: a ~ V2Rh,
b=R-h.

The expressions above can be given in the following form, regarding four-axle
wagon:

_ hmy,web

hm,,w, Vies hmy,ws(b—a)
Ucy = = -

+ k Vres s U - 5 =
2mgua = 2my, @2 R 2Jay

®)

2.2.2. Car body motion kinematic components

The car body of the wagon performs translational motion before the shock
impact. The horizontal velocity is V. and it is calculated through the dependence
Vox = Vres. This velocity is car body motion kinematic component before the shock.

The car body of the wagon performs plane motion provoked by shock loads.
Motion kinematic components are the angular velocity ¢é,, and the velocities Uo,
and z,, of the centre of mass O. These kinematic components are shown in Fig. 4.
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Fig. 4. Shock loads on the wagon car body

They are calculated by the expressions written below [14]:

2h wi ab . ; h wlw
UOx = & + eres’ Iw = hwsa ¢w = ” We (6)
nmga Jwy

In case of four-axle wagon, we receive the following expressions:

hm,,w:b . . hm,l,,
on = & + erese Iw = hwsa ¢W = m—w“; (7)
2mga Juy
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2.2.3. Leading bogie motion kinematic components

One-stage spring suspension bogies are used mainly in boxcar. The spring sus-
pension can be either central spring suspension or axle box spring suspension. Figure
5 shows an axle box spring suspension [6, 14, 22]. The spring pairs are situated
between the bogie frame and the wheelsets. G,,; is the part of the weight of the car
body, which load up the bogie.
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Fig. 5. An axle box spring suspension

The bogie frame performs translational motion before the shock impact and it
is moving at resonant velocity V1 = V... It performs plane motion after the shock
impact. The scheme of the leading bogie is shown in Fig. 6, presented below:
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Fig. 6. Scheme of the leading bogie

Kinematic components of motion after the shock are the velocities Uj, and 7p;
of the centre of mass and the angular velocity ¢;;. We assume that vertical velocities
are equal, i.e. 7,; = Z,,, because the joint between the car body and the bogie is a
rigid one. We determine the angular velocity ¢, from the expression, given below:

Joy(Pp1 — Wp1) = Seplp (8)
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where wp; = 0 is the bogie angular velocity before the shock impact. The vertical
impulse S, is shown in Figs. 2 and 6. S;; is the impulse that loads the bogie
[10, 15, 16]. We assume that S, = S, = hm, w, because the rigidity of the
spring suspension is big. The angular velocity after the shock is calculated from the
following expression:

Joy@p1 = hmy, jwel, . )

where m,,; is the part of the mass of the car body that loads the bogie.
~ Finally, we get the following expression for the kinematic components z;; and
Po1: -

. . my, ilpQ,

i =hwe, Gy = ———. (10)

by

We calculate the horizontal velocities before and after the shock using expressions
(2) and (7), i.e. Vipix = Vou, Upix = Up,. The expressions above can be given in the
following form, regarding four-axle wagon:

It h b
Vhlx = Vres = 0% s Uhlx = Twe + eres s
2mny 2mgqa

1D

1 = hwg,  ¢p1 =

2.2.4. Trailer bogie motion kinematic components

The trailer bogie performs translational motion before the shock load and plane
motion after the shock impact. The scheme of the trailer bogie is shown in Fig. 7.
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Fig. 7. Scheme of the trailer bogie

The bogie is moving at velocity Vi, = V,.s before the shock. It is moving with
horizontal and vertical velocities Uy, and z;, after the shock. Horizontal velocities
of trailer and leading bogies after the shock impact are equal, i.e. Uppx = Up, and
can be determined by using the dependence (11).
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We use the following dependence in order to determine the vertical velocity Zp,
of the centre of mass after the shock:

2172 = stlw - Z.W . (12)

We derive the final dependence for the velocity 7, substituting ¢,, and 7, with their
equal values:

. h o,

=g (il = Juy) ws. (13)
The final expressions for the motion kinematic components in case of four-axle
wagon are presented in Table 1.

Table 1
Motion Kinematic Components before and after the shock process
Before the shock process
Wheelset Car body Leading bogie Trailer bogie
Vex = Vies = low,/2mny Vor = Vies Vitx = Vies Viox = Vies
Ve =0 Vo. =0 Vpiz =0 Vi, =0
w) = Vre.r/R 0 0 0
After the shock process
hwsb hwab hwsb
Cx = M + kvres UOx = & + eres Ubl.\' = el + eres Ub2x = Ubl.\'
2mya 2mya 2mya
hm,,w, ) ) ) h (mw 2 - Jwy) W,
U, = —— 2w = how, 1 = hw, i = ——~
2m,, J, wy
VYES hmww&: (b - a) . hmwlw . hmwlbwa
=0 - w = & = 0
27 R 2, o= o

2.3. Mechanical system kinetic energy

We use expressions for the kinematic components of motion (the angular veloc-
ities of the wheelsets, the car body and the bogies and the velocities of their centres
of masses) presented in Table 1 to calculate the kinetic energy of the mechanical
system.

2.3.1. Wheelset kinetic energy

We use well-known expressions in the literature [17] in order to determine its
kinetic energy before and after the shock process.
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We determine the kinetic energy before the shock using the following expres-
sion:

1, 1. 5, 1 Jo\( o\ ,
Ty = Emavres + E«Iaywl = 5 (mll + F 27n, We- (14)
The kinetic energy after the shock can be determined using the following formula:
1 1
Tir = 5a (U2, + UZ) + Sy, (15)

The expression above describes the wheelset kinetic energy after the shock impact
and can be written in the following form:

1 [(2hmyb kg \* (2hm,,; )\
Ty =-my + +
2 mya 2mny my

1
wi+—]a/V [

lo  2hmy(b— a)]2 )
2

27m R Jay i

(16)
In case of four-axle wagon we receive the following expressions:

2 2 )

1 [(hmyb K hm,, b e G-al

T == + + - .
@ = MM [( 2mea  27n ) ( 2m, ) 27 R 2Jay ] We

1
a)g + = Juy [

2

(17)
2.3.2. Wheelset kinetic energy loss

We create the following formula in order to determine the kinetic energy loss
of the wagon wheelset [17]:
ATe=Ter —Ta, (18)

where T, and T,; are replaced by their equivalents from expressions (14) and (16).
As the result we receive:

1
ATa = 5 (Mred + JredZ - Jredl)wf;' (19)

We perform the following replacements in the expression given above:

Jo\( b\ I 2hmy; (b —a) |’
Jredl:(ma"'_y)( 0 ), Jred2:-/ay[ o _ 2 ( a)] >

R2 J\2nn, 27n1R Jay
Mg = my, [(thmb + klo )2 + (thm)z} )
mya 2nn my

We can calculate the kinetic energy loss for the four-axle wagon, using the ex-
pressions (14) and (17) given above by ignoring the vertical velocity of the first
wheelset after the shock impact. In this case, the expressions are the same for all
four wheelsets:

1
aTa = Sm (Aam}, + Bam,, + Ca) w2, (20)
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where the constants A,, B,, C, are determined from the dependences:

2 [ b? +(b—a)2} g b [klob_lo(b—a)} c :lé(kz—l)

A, = :
¢ (27n )?

"~ 4m,

mya? Jay 2m, | mnia anR

2.3.3. Car body kinetic energy

The car body kinetic energy before the shock impact is calculated using the

expression, shown below:
1
Twl = Emerzes.
The kinetic energy after the shock can be determined using the following formula:
1 ) 1 .

Tur = 5m, (Vg +22)+ i (22)

We receive the expressions for calculation of the car body kinetic energy before and

after the shock, using formulae (21) and (22). These expressions are presented in

the following expressions.

2
1 I}
Twl = Emw (Fonl) wg,

2y

(23)

1 2hmyb k|’ 12
T, = —m, M X0 ) 2 (4 Dt w?.
2 mya 2mny wy

We transform the expressions (23) in case of four-axle wagon.

1 hm,b Kl \ 2
Ty = —m, [( m +—°) +h2(1+u)}w2. (24)

2 2mgea  2mn vy €

2.3.4. Car body Kkinetic energy loss

We determine the kinetic energy loss of the car body due to the shock impact
using the expression given below:

ATw =Tyy = Ty (25)

We receive the wanted formula for 57, after replacing 7', and T, with their

equivalents from (23):

1
ATy = EmwAgwi, (26)

where the following replacement is performed:

2 wi ? wl2 2
Ag=( i b+ Klo ) +h2(1+—m W)—( b ) .
mya 2y wy 2nny




Shock Processes on Railway Vehicles with One-Stage Spring Suspension 487

We analyze the case, when the wagon has four wheelsets, i.e. m,,; = m,,/4. Trans-
forming the expression above we get to its final form:

1
ATy = Sy, (Aym}, + Bym, + C,) W}, (27)
where the constants A,,, B,, and C,, can be calculated using the replacements:

hb \* 2hbkl, lo \>/., ) 312
A, = , B, = , C,= K=1)+hr 1+ —=—"=].
(Zmaa) mqan ny (271111) ( ) " " Lz +H?

2.3.5. Leading bogie kinetic energy

We calculate the kinetic energy of the leading bogie before and after the shock
impact using the expressions below:

1 2
Tbll = _meres .
2 (28)

1 2 2 1
T = 5 (U;,lx + Zm) + Efby%v
In case of four-axle wagon the velocities in the upper expression are replaced with

their equivalent values, presented in Table 1. We obtain the following form after
some transformations:

1 h2b? W21 hbkl kly \
Toin = Emb [( + b m2 + —Omw + ( 0 ) + /’lz w2 . 29)

dmia®  Ampdyy ) " 2mgamn 21n, &

2.3.6. Leading bogie kinetic energy loss

We determine the kinetic energy loss of the leading bogie using the dependence
given below:
ATy = Tpz — Tt (30)

We get the following equality by replacing T;; and Tpjp with their equivalent values:

1 22 W21 hbkl kly \ Ih \?
ATb,:—mbl[ + b m? + 0 mw+( O) +h2—( 0 ) wﬁ.

2 dm2a®  Ampdyy ) " 2mgann 2nny 2nn
(3D
The expression above is presented in the following short form:
1
ATh = > (Abszv + Byimy, + Cbl) w}, (32)

where the following replacements are made:

2 hbkl, lh \
Ay = + , By=—"-—", Cpy= kK> = 1)+ k.
bl dmia®>  AmpJy, bl 2mgann; bl ( ) ( )
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2.3.7. Trailer bogie kinetic energy

We calculate the trailer bogie kinetic energy before and after the shock from
the expressions given below:

T, Ly v2

btl = _mb res*

1 2 es (33)
Ty = 5 (U;fz,c + 1'12,2),

The velocities in the upper expression are replaced with their equivalent values
given in Table 1 and the following equality is obtained:

1 »p: R hbkly — 2h212 kly \*
To = =myp || —— + —2 |m? + - Y\m, + + | w?.
bz = M [(4m§a2 g2, " (Zmaaﬂnl oy )m (27TI’L1 ) Ve

(34)

2.3.8. Trailer bogie Kkinetic energy loss

The expression used to determine kinetic energy loss of the trailer bogie is
identical to the one for the leading bogie, i.e.

AT = Thip = T (35)

We replace the expressions for T}, and Ty, with their equal values and we receive
the following dependence for the kinetic energy loss.

_ R0 RN o (_hbkly  2RE\ - ko > R 1,
=-mp || —— m - my, - w;.
atbr = ™ dm2a? J&,y Yo\ 2mgann Ty 2nny 2nn,

(36)
This expression can be expressed in the following short form:
1 2 2
ATy = > (Abtmw + By, + Cbr) Wy, (37)

where the following replacements are performed:

2 212 272 2

hb hl hbkl, 2h71 ly

Ap = H=2], By= - ¥, Cy= k> = 1)+h*.
b (Zmaa) (Jwy) 4 (2maa7m1 Jwy ) " ( ) ( )

2.4. Wagon complete kinetic energy loss

The complete kinetic energy loss can be calculated from the expression given
below:
AT = ATy + ATp + ATbr + 4nT 0. (38)
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This expression measures the kinetic energy loss of a four-axle wagon when the
first wheelset passes through a rail joint. Kinetic energy losses of the car body,
the leading bogie, the trailer bogie and the first wheelset are determined using
expressions (27), (32), (37) and (20), correspondingly.

This expression can be transformed by replacing each monomial with its equiv-
alent value:

1 1
AT = Emw (Awmi + mew + CW) wg + zmb (Ablmfv + Bblmw + Cb/) a)§+
1 1 39)
+§mb (Abtmi + Bym,, + Cbt) wg + 4§ma (Aumi, + B,m,, + Cu) wg.

We receive the following expression after some grouping of terms:

2
(my Ay + mpAp + mpAp + 4mgA,) my, + (my, By, + my By + my By, + 4my B,) my, +

1
2

AT =
+ (mWCW + mpChp + mpCp; + 4maCa)
(40)
This expression can be presented in a simplified way:
1 2 2
aT =5 (Am}, + Bm,, + C) w2, 1)

where the following replacements have been made:

A =myA, +my(Ap + Ap) + 4m,A,, B =m,B,, + my(By + By) +4m,B, ,

C = mWCW + mh(C;,[ + Cb,) + 4maCa .

We can calculate the kinetic energy loss of the wagon using the expression (41)
after the shock impact on the first wheelset. The entire kinetic energy loss can be
obtained by calculating the kinetic energy loss when the four wheelsets pass through
the splice of the rails. The final expression is given below:

aTs = 45T = 2(Am, + Bm,, + C) . (42)

This expression measures the complete kinetic energy loss of the railway vehicles
with one-stage spring suspensions. We consider a four-axle wagon. By analyzing
this dependence, we find out that the kinetic energy loss depends on the masses,
the mass moments of inertia of the vehicle and the sizes and the conditions of the
springs and the dampers. These parameters are initially fixed or change just slightly.
The kinetic energy loss depends mainly by the wagon mass. We can find such value
of this parameter that will minimize the kinetic energy loss.
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2.5. Energy losses optimization

We can establish the cases when the energy loss will be equal to zero or this loss
will have a minimum value. The mass of the car body physically can not be equal
to zero, i.e. m,, # 0. That is why we consider the following two cases, analyzing
the expression (42):

[ ] Cl)g:O

This condition is difficult of access because in this case the motion of the machine
is aperiodic one. The basic way of shock loads protection is the lowering of the
natural frequency. That is why we have to choose suitable values for ¢y and Sy so
that the natural frequency w, has a minimum value.

e Am’ + Bm, +C =0.

In this case we transform the expression above and receive the dependence (43):
mfv + asma + bgm,, + c; =0, 43)

mp(Ap + Ay) + 4m A, + B, 2myBy; + 4m,B, + C,,
where a, = , by =
AW AW

_ 6mbh2[&/ (LSlvzv - Lgv - Hv%/) 4 2Cymy, + 4m,C,
Ay (L + HY Avo

Cs

This is a cubic equation with respect to m,,. We can solve it through computer
calculations, using the formulas of Cardano or graphically. For this purpose, the
substitution m,, = (x — a,/3) is made and the next reduced equation is received:

x3+3px+2q:0 (44)

h _ by af : ag’ asb, ¢

where p=3 =g 4=5;Tg vy
We receive from this equation the value for the mass m, when the loss of
energy will be equal to zero, i.e. ATs = 0. We must know that the mass of the
car body accepts only positive values. We establish the conditions when the kinetic
energy loss has a minimum value if these conditions can not be performed. To this
end, the expression measuring the total kinetic energy loss of the railway vehicles

with one-stage spring suspension is transformed in the following pattern:
ATs = Azm%/ + A]I’I’l&v + Aoma + A_lmv_vl + A_zl’}’lv_v2 (45)
where the constants A; (j = —2 + 2) are calculated through the expressions bellow:

Ay = 2csA,,,



Shock Processes on Railway Vehicles with One-Stage Spring Suspension 491

A
Al = 26‘2 mbA;,l + m;,AW + 4maAa + BW - .

4C}:
(mpAp + mpA,, + dmA, + Bw)ﬁ%
2 b

12mbczh212 ﬁ%cw
———"+4 Cp+8mycsCy— ,
La " Hvzv MpCe L p+0MyCy, 3

AO = 2C2 (ZmbBb, + 4maBa + CW) -

18mycsh?ld
@ emy
S 2R2 Imyh?BR

CTRAHD (21 H2)

The diagram, which shows the dependence between A7y and m, can be drawn,
i.eaTly = f (m,). We can draw different diagrams for different values of the summa-
ry damping coeflicient Sy and the summary elastic constants of the spring suspension
cs, as well as for different lengths [y of the railway sections. The most suitable case
can be chosen among the drawn diagrams. The summary elastic constant cy and the
summary coefficient of damping Sy take part in the expressions for o7y. They are
calculated for every concrete case. Usually, the springs from the one-stage spring
suspension and the dampers are connected parallel in-between.

—my ByBs —2myBof5 —

— (mpCy + 2m,Co) Bs. -

3. Numerical Solution

This part of the developed theory is applied for a concrete wagon. We use the
following initial data [5, 6, 7, 8, 9, 20] to draw the diagrams shown in Fig. 8 to
Fig. 11.

e initial data

R=046[m], a=0.096[m], b=045[m], h=0.01[m], I =12.5(25)[m],
I,=09[m], I,=832[m], L,=10.85[m], H, =1.64[m], k=055, n =2,
m, = 1450 [kgl, my, = 2600[kg], J,y = 120 [kgm®], Jp, = 4000[kgm?].

For this purpose we resolve the cubic equations (43) or (44). It is suitable these
equations to be solved graphically. In this case, we can write the function y(m,,) =
mfv + asmfv + bym,, + c,. Figure 8 shows the graphic diagram of this function.

We can determine the values of the mass m,,, in which the function y(m,,)
is equal to zero. These values are the roots of the cubic equation (43), i.e. m> +
asmfv+bxmw+cs = 0. In this case we measure the following values: m,,; =13880 [kg],
myy = —7250 [kg], m,3 = —288960 [kg].

The reduced cubic equation (44) is presented as: x> = —3px — 2¢. The roots
of this equation are the abscissas of the points of intersection of the diagrams
of the functions y;(x) = x* and y»(x) = —3px — 2¢g. We calculate in advance the
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cibk ot v )

Fig. 8. Cubic function y(m,,)

constants p and ¢. In this case they accept the following values: p = —9.5286¢+009,
q = 9.1382¢ + 014. Figure 9 shows the graphic diagrams of the functions y;(x) and
y2(x). The roots of the cubic equation (44) are: x; = 107990, x, = 86858,x3 =
—194848. We calculate the mass m,, through the substitution m,, = (x—a,/3) and the
received values for the independent variable x. These values are: m,,; = 13879 [kg],
myy = —7253 [kg], m,3 = —288959 [kg].

%10
— t-imction y, (4=
— nction =

OF-==--- T T — L
] ]

4

Fa

actong v, g and v,

-5 - 0.5 1] 0.5 1 1.5
independentvartabie =

Fig. 9. Functions y;(x) and y,(x)
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The mass m,,; = 13880 [kg] is positive, but it means that the wagon can only
be empty. We can determine at what loading the energy losses will be equal to
zero. If these conditions can not be performed we establish the conditions when
the kinetic energy loss has a minimal value. To this end, the diagrams which show
the dependence between A7 and m,, are drawn, i.e. ATy = f (m,). We can draw
different diagrams for different values of the summary elastic constant of the spring
suspension cy and the summary damping coefficient Sy. These diagrams are shown
in Fig.10a and Fig.10b. (/p = 12.5 m)

x 10 x 10

1y = 0724006
2¢, = 172e+006
3., = 272e+006 12k

—— B, =3.0e+005

complete kinetic enemy loss T,
w
complete kinetic enemy loss , T,
o

masm 4 4
w x 10 mass m, x 10

a) Different spring suspension b) Different damping

Fig. 10. Complete kinetic energy loss AT — (o = 12.5 m)

The most suitable case is chosen among the drawn diagrams. The summary
elastic constant ¢y and the summary damping coefficient Sy take part in the expres-
sions for o7Tx. They are calculated for every concrete case.

The diagrams for complete kinetic energy loss A7s when the length of the
railway section is [y = 25 [m] are shown in Fig. 11a and Fig. 11b.

These diagrams show the influence of the different lengths of the railway sec-
tions. Obviously, the kinetic energy loss is bigger when the length of the railway
sections is higher, i.e. [p = 25m, because in this case the resonance velocity V.
is increased. We can see from these diagrams that the spring suspension has a
major influence to reduce the shock impact. In this case, the energy losses are the
smallest for the following value of the summary elastic constant: ¢y = 0.72¢ + 006.
Energy losses increase when increasing the stiffness of the spring suspension. The
dampers have no significant influence in order to reduce the shock impact. The
losses of the kinetic energy are approximately the same for the different values of
the summary coeflicient of damping By. Obviously, we must choose such spring
suspension, which corresponds to the state of the railroad. The spring suspension
must have less stiffness as the shock load is greater. Thus, the requirements for
minimum energy loss will be performed.
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Fig. 11. Complete kinetic energy loss A7 — (o = 25 m)

4. Conclusion

In this paper the influence of the shock loads on railway vehicles with one
— stage spring suspension is investigated. These loads arise in normal operation.
The motion kinematic components before and after the shock are different. This
means that the kinetic energy of the units before and after the shock impact will be
different. The expressions calculating the energy of the different units before and
after the shock impact are marked in the following way: wheelset — T,;; and T,
car body — T,,; and T\, leading bogie — Tp;; and Ty, trailer bogie — T4, and Tpys.
Thus, the dependencies for the kinetic energy loss a7y, ATy, aTs1, AT are derived.
The obtained expressions for the kinetic energy of the different units take part. In
such way the expression (42) is defined for calculating the loss of the kinetic energy
ATy of the railway vehicle. This expression is derived as a sum of the expressions
for the loss of kinetic energy of the four wheelsets, the two bogies and the car body.
In this case the shock load affects the four wheelsets.

Cubic equations are analyzed to determine at what value of the mass of the
wagon the energy loss is equal to zero. These expressions are investigated. The
cases, when the impulses can be eliminated are analyzed.

The expression (45) is obtained if the condition for zero energy loss can not
be fulfilled. In this way, we establish in what state the wagon (state of the spring
suspension and the dampers) energy losses are minimal. We can take into account
and other parameters as the length of the railway section, etc.

Numerical solution is proposed. The cubic equations are resolved graphically.
In this way we obtain values of the mass of the car body, in which the energy loss is
zero. These values are unreal. That is way the diagrams which show the dependence
between 57Ty and m,, are drawn. These diagrams are drawn for different values of the
summary elastic constant of the spring suspension cs and the summary coefficient
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of damping Sy. We can determine the most favourable case in which the shock load
is minimal.

In conclusion, we can say that the received results can be used to guarantee the

effectiveness of the railway vehicle in normal operation. This study can be used as
a basis for future work and modelling of the shock processes so that the influence
of the shock impacts to be minimal.
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