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Fig.1 Schematic diagram of bridge span and measure-

ment point arrangement (unit: cm)
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Fig.2 Train dynamics model
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Fig.3 Vehicle-bridge coupling vibration model
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Fig.4 Vibration mode diagram of San'an Yongjiang Grand
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Fig.5 Main span and side span mid-span displacement time
course (180 km/h)
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Tab.2 Maximum value of bridge displacement

o/ e, BB/
T mm mm
(e Wi B % B
" L 4.946 1579  8.046 3.307
e 6.795 1.049 12.449 2.555
Lk 5476 1.684  9.021 3.249
160 e 7.342 1117 13.856 2.604
gk 5.671 1.746  9.175 3.525
180 AL (Sl 5180 1.945  9.351  3.883
WL 8.145 1.194 15.631 2.667
200 23 6.451 1.738  9.569  3.553
L 8.864 1.123 15.781 2.748
- Lk 6.893 1.993 10.046 3.762
e 9.347 1.245 16.245 2.831
Lk 7.424 2172 10.872  3.717
240 e 10.263 1.406 17.154 2.976
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Tab.3 Maximum values of bridge acceleration
o 15 5 F B
(lemeh) T TR /(mes™) M BE/(mes™)
L9 R - (-4 L N A L
140 2 0.293  0.155  0.387  0.159
POEST 0.341  0.124 0.446  0.132
160 Bz 0.306  0.157 0.428 0.164
Wk 0.349  0.121 0481 0.131
gk 0.317 0.164 0433  0.179
180  BALR(SZI)  0.325  0.203  0.505  0.279
XLk 0.357  0.136  0.502  0.139
200 5282 0.321  0.181 0446  0.202
PSS 0.366  0.147 0.514 0.156
990 2k 0.335  0.176  0.482  0.198
XLk 0.374  0.149  0.545 0.173
010 L 0.327 0.198 0.524 0.213
WLk 0.398  0.161  0.589  0.195
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Tab.4 Train Response Maximum

v/ PRIR B NE BE /(mes™?) Sperling $ #r:
oy T BEUREC SR N TR A i[;ﬂ = o gzrs £ ;rﬂ
140 2 0.230 17.463 0.109 0.464 0.445 1.408 1.677
Xk 0.232 17.644 0.114 0.468 0.457 1.479 1.642
160 24 0.257 20.148 0.132 0.508 0.471 1.723 1.934
e 0.262 20.828 0.136 0.501 0.467 1.759 1.892
180 i34 0.285 23.020 0.160 0.567 0.492 2.119 2.266
X2k 0.288 22.464 0.165 0.559 0.478 2.162 2.198
Lk 0.293 23.216 0.175 0.557 0.489 2.06 2.262
200 XUk 0.295 23.925 0.185 0.553 0.495 2.154 2.221
990 2 0.294 24.561 0.188 0.595 0.503 2.134 2.326
Xk 0.301 25.155 0.191 0.581 0.521 2.215 2.337
040 24 0.309 23.869 0.191 0.618 0.512 2.328 2.461
e 0.314 24.483 0.190 0.617 0.496 2.283 2.455
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Tab.5 Train Response Maximum for Different Bridge Types
S p—— P
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L T HE 0.314 25.155 0.191 0.618 0.521 2.328 2.461
rhoR 2N A B I LA 0.340 — 0.580 0.580 1.260 2.380 2.470
TR A R AT HEE 0.360 26.700 0.320 0.770 0.590 2.760 2.910
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