


NOTICE

This document is disseminated under the sponsorship
of the Department of Transportation in the interest
of information exchange. The United States Govern­
ment assumes no liability for its contents or use
thereof.

NOTICE

The United States Government does not endorse pro­
ducts or manufacturers. Trade or manufacturers'
names appear herein solely because they are con­
sidered essential to the object of this report.



'.

TECHNICA~ REPORT STANDARD TITLE PAGE

1. Repor' No. 2. Governme·ni Accession No. 3.

"P;R}q07~4FRA!ORD-78!35 ,

4. Tirlo and Sub,;,le S. Report Date -
EFFECT OF TORSIONAL FASTENER RESISTANCE ON THE SeDternber 1978
LATERAL RESPONSE OF A RAIL-TIE STRUCTURE 6. Performing O'90ni zolian Code

7. Author' 5) 8. Performing Organiza'ion Report No.

Princeton Univ. 77-TR-8
Arnold D. Kerr DOT-TSC-FRA-77

9. Per/orming Drgani za'ian Name and Addre .. 10. Work Uni' No.

Princeton University
Department of Civil Engineering 11. Contract or Grant No.

Princeton, NJ 08540 DOT-TSC-1l49
13. Type of Report and Period Covered

12. Spon.oring Agency Name ond Addre ••
U.S. Department of Transportation Interim Report
F.ederal Railroad Administ~ation

Office of Research and Development 14. Sponsoring Agency Code
Washington, D.C. 20590

15. Supplementary Notes U.S. Department of Transportation

Onder Contract
TransportationrSystems Center

to: Kendall Square

._- Carnbr idqe , !".A 02142
16. Ab.tract

The use of the classical beam bending equations for the analysis of the track re-
sponse in the lateral plane is of questionable validity, when the used fasteners
exhibit a noticeable torsional resistance. To remedy this situation, recently a
variety of other track equations were proposed and used. The purpose of the pre-
sent study is to establish the effect of fastener resistance on the lateral re-
sponse of the rail-tie structure and also to determine whether a fourth order
differential equation, which includes a rotational resistance term, is sufficiently
accurate for describing its·lateral response. To achieve this aim deflection tests
were conducted on a rail-tie structure with adjustable fastener rigidities, then
this test-structure was analyzed using a fourth order equation with and without a
rotational resistance term, and subsequently the analytical and tests results were
compared. The test results revealed that with an increasing rotational resistance
of the fasteners, the deviation of the test curves, from the case of zero fasten-
er resistance, also increases; thus, the beam bending equation is not suitable, in
geIJ.eral, for the analysis of the lateral track response. The comparison of the
analytical and test result showed that the measured deflection shapes of the test
structure, for a variety of fastener rigidities, agree closely with the deflection
shapes obtained using a fourth order differential equation which includes a rota-
tional resistance term, provided the coefficient of this additional term contains
the effect of the fastener rigidity and the bending rigidity of the cross-ties. "--..., .

..

17. Key Word. 18. Oi s'ribu,jon Statement r'
Railroad Track Document Available from:
Rail-Tie Structure

National InformationFasteners Technical Service

Lateral Deformations of Track Springfield, Virginia 22151

Railroad Track Equations
19. Security C1auif. (of this ,epo't) 20. Secu'ity Cla.sif. (of ,hi. pagel 21. No. of Pagel n Price

Unclassified Unclassified 28 /)&3 - /f tPl ..
Form DOT F 170-0.7 (8-69)

i



,
"



,·r

PREFACE

This report was prepared as part of the contract

DOT-TSC-1l49. It is a partial result of a research effort

whose aim is to create a basis for the rational design, construction,

and maintenance of railroad tracks. This research program was

sponsored by the Federal Railroad Administration, Office of Research

and Developernnt" with the Transportation Systems Center as program

manager. Dr. Andrew Kish, was the technical monitor.

The present report contains an experimental and analytical

study of the lateral response of the rail-tie structure. The

,purpose of this study is to determine the proper equations needed

for the analysis of the lateral track response.
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1. INTRODUCTION

The early analyses of the response of railroad tracks in the lateral
" '1:'

plane were based on the assumption that the rail-tie structure responds like

a beam in bending. The corresponding equation ~s

. . . .

",I

( 1.1)

where vex) is the lateral displacement of the track axisat.point x, N is

the axial compression forc~ and q(x) is the lateral. resistance and/or the

lateral load, as shown in Fig. 1. A review of several track analyses which

used eq. (1.1), is contained in Ref. [1], Secti.'on:3~·

If the bending rigidity is chosen as the sum of the rigidities of the

two r.ails with respect to their vertical .centroidal axes,- namely EI = E(21 ),
r

then this implies that the. torsional resistance the fasteners exert on the

rails is neglected. Although this may be justified for tracks with cut-spike

fasteners which were subjected to extensive traffic, this is definitely not

the case for tracks with the more rigid K-type fasteners or the spring-type

fasteners. To remedy this situation a number of investigations [2 - 4] used

a "substitute" bending rigidity for EI, which was chosen to be higher than

the 2EI -value.
r

A more recent approach is to split the first term in eq. (1.1) into two

or more terms. The first term representing the bending rigidity of the two

rails with respect to their vertical centroidal axes and the remaining terms

representing the "continuous'! effect the fasteners exert on the rails in the

lateral plane. So, for example, some authors [5 - 8] assumed that these

continuous effects are resistance moments, which are proportional, at each

point x, to the angle of rotation of the track axi~ as shown in Fig. 2 and
I
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proposed, instead of eq. (1.1), the equation

In eq. (1.2)1 s is the proportionality constant between the resistance

moment (per unit length of rail) and the rotation of the track axis at

(1.2)

·'f

x. The parameter s was determined experimentally by a number of investi-

gators [5, 6, 9] by rotating a section of rail mounted by a fastener

to a rigidized tie, and then by recording the dependence of the applied

torsional moment to the angle of rotation of the rail at the fastener,

Recently it was noted by Kerr [1] that equ. (1.2) ~~ ,conjunction with

'this method of determining the s coefficient, does not include the effect

of the gauge on the lateral track response,which is mechanically incorrect.

For example, according to this formulation the lateral ,rigidity of a

rail-tie structure, consisting of two rails fastened to closely spaced

cros's-ties, will be the same regardless of the gauge. ~his situation

takes place, indeed, when the torsional regidity of the fasteners is

non-'existent,' since then; the cross-ties act merely as sp~cers, and a

bending moment of the rail-tie structure is carried by, i:,he ,bending

stresses of the two rails. However, when the' fasteners exert a resist-

"

ance against rotation, the bending moment is . c.arriednot only by the

bending stresses of each rail, but also by axia'l ',forces.tn the rails,

as shown in Fig. 4. Note,that for lateral deformations also the effect of

the tie rigidity has to enter the analysis ofa track structure.

This consideration led to a study aimed at the de.r,.:i,va~ion of

the proper differential equations for the response of the rail-tie

structure in the lateral plane [10]. In this study, at first, the

3
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,
difference equations for the rail-tie structure were formulated and then,

through a limiting process, the differential equations were obtained. This

approach yielded equations with well defined coefficients.

Using this procedure, it was found that the rail-tie structure shown

in Fig. 5 is governed (for N = 0) by. two simultaneous differential

equations

24as 12as
EAu" - --::---'-'-""-- U V I - 0

h2(6a+s) - h(6a+s) -

.,.
2 IV 12a~ IIElv·--v

r 6a+s
24as
h(6a+s) u ' = q (l~ 3)

(1. 4) .

where u and v are the axial and lateral disp1acements,respective1~and

E'I I S ()
a = h;"""; s = ;i q = ~ (1. 5 )

Note that without the third term in eq. (1.3), this equation is identical,

.except for the coefficient in the second term, with eq. (1.2) for N = O.

However, it should be noted that,whereas the coefficient in eq. (1.3) contains

the effect of the rotational fastener resistance, the gauge, and the effect of

the cross-ties, the corresponding coefficient in eq. (1.2) represents only the

rotational fastener resistance. Note also that for the case of infinite

fastener resistance, that is for s = ~, eq. (1.2) reduces to an equation

of second order, whereas eq. (1.3) and eq. (1.4), reduce to

2EI v lY - l2av" - (24ajh) u I = q
r

2 .
EAu" - (24ajh ) u - (12ajh) Vi = 0

(1.6)

(1. 7)

thus, they retain their order. This point will be of interest in Section 3,

when interpreting the test data for a test structure with "rigid" fasteners.

A track analysis which is based on the two simultaneous equations

5
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•

(1.3) and (1.4) is more involved than an analysis based on the one

equation (1.2). Therefore~ it is desirable to establish the effect

the third term in eq. (1. 3) has on the track response and, if small,

whether it could be neglected in track analyses.

As a step in this direction, a model test track, with adjustable

fasteners, was built and then subjected :to lateral loads. The lateral

deflections were recorded for a variety of fastener rigidities. The

obtained test results-were then compared with corresponding analytical

results. This study is described in the following sections •

.' , ". ~ ,
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2. TEST PROGRAM

The test structure used is shown in Fig. 6. It consists of two

aluminum rails (about 1 inch high) which were attached to wooden cross­

*)ties, (oak, 3.5 x 3.5 x 50.8 em) by means of custom made fas teners.

Each of the fasteners, shown in Fig. 7, consist,s of twouelerrents.

The larger element is attached rigidly to the cross-tie and the smaller

inner element is free to rotate cl.bout a pin. The desired torsional

rigidity of the fastener is established by inserting rectangular pads

of prescribed material properties.between the L.J elements, as shown

. in Fig. 7.

The test structure is 3.1 meters long. The used center to center

tie spacing was 7.6 centimeters.

The rail-tie structure rested on a rigid horizontal base. Tb

eliminate the friction between the rail-tie structure and the base,

two "frictionless" ball bearings were attached to the bottom surface

of every second tie. The "simply supported" end conditions for the test

structure were created by drilling a hole through the center of the first

and last tie and by inserting a pin which was attached to the base

through each of these two holes. Thus, the length of the test section

is equal to the distance between the pins. For the used test it was 3.03 meters.

The simply supported test 'structure was subjected at the center

of the span to a concentrated force, by rreans of a dynamometer which

automatically recorded the force, as shown in Fig. 6. The lateral

*) This rail-tie structure was built originally for demonstration purposes.
Its construction was sponsored by a grant from theAssociation of Arneric~n

Railroads (AAR), Washington, D.C.

8
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FIG. 7 FASTENER OF TEST STRUCTURE
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displacements were recorded by mechanical dial gages. Dial gages were

also plac~da~ .both ends of the test, str~cture to record possible support

displacements. -

Preliminary tests showed no noticeable time dependent deformations

of the test structure, when the fasteners had hard rubber or metal inserts.

AnothE!r group of tests established that- for the range of caused deflections,

the load-displacement relations were nearly linear as shown in Fig. 8.

This ~inding was -an indication that a linear formulation may be used to

describe the response of the test ~tructure.

The recorded deflections normalized with respect to their deflection

at the center, for four different fastener rigidities and for different

load intensities are shown in Fig. 9. The four fastener rigidities

correspond to: (1) no irserts, (2) hard rubber inserts, (3) two screws

through both LJ shapes, and -(4) metal inserts. Each test point is a result

of several measuremen~s which showed very litt~e scatter. Note that

only the normalized deflections are shown J since- for the:present

study only the comparison of the deformation characteristics of the curves

is of interest _apd not the magnitude of the deflections.

11
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30 ANALYSIS OF TEST TRACK AND COMPARISON OF RESULTS

Because of symmetry of the anticipated deflection curves, the origin

of the reference axis x, was placed at midspan, as shown in Fig. 10.

For this problem eq. Cl.3) without the third term reduces to

iv
2EI v

r .
l2a s
6a + s

II
V o (3.1)

where ( ) I d/dxJetc. The corresponding boundary conditions are

v(l/2) =VI (0) = 0

v" (0) = P/4EI
r

The general solution of (301) is

°o,}
v"(l/2) =

(3.2)

where

,(303)

( 3 0 <1)

Determining the constant Al to A
4

from the boundary conditions in (3.2),

the solution to (3.1) and (3 0 2) maybe written as

vex) = P [i l
- yx - t 9 h(Y2

l
) cosh (yx) + sinh (YX)]

4EI y 3
r

(3 0 5)

Normalizing the deflection expression with respect to yeO) we obtain

vex)
yeo) =

¥ - YX/2 - tghCYZ/2) cosh(yx/2) + sinh LYx/2)

yl/2 - tgh (yl/2) (3.6)

Note that yl is the only parameter which enters eq. (306); yl = 0 being

·14



· ," r
,,'J

p

x

x

1-4------------------
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the case of zero rotational resistance of the fasteners.

For zero fastener resistance, eq. (3.6) reduces to

v (x) = l~ 6(x/Z,) 2 + 4 (x/Z,) 3
v (0)

Equations (3.6) arid (3.7) were evaluated numerically for yz,

20, 40 and the results are presented as graphs in Fig. 9.

(3. 7)

0, 5, 10, 15,

From Fig. 9 it follows that the analytically obtained deflection

curve for y = 0, i.e. from eq. (3.7),and the recorded deflections of the

test structure with no inserts in the fasteners, agree closely. This

was to be anticipated, since for this fastener case the two rails act

independently as single beams. Note, however, that with increasing

rotational resistance of the fasteners the deviations from the y = 0

case increase. Thus, for these cases the classical beam equation (l.l)

is not suitable for describing the lateral response of the test structure.

Of great interest is the finding that, when the fasteners ·exert

a rotational resistance, the recorded deflections agree with those of the

analytical results for y ~ O. Namely, when the fasteners had rubber inserts

the measured deflections agree with the analytical curve for yZ,=5. When

the fasteners were rigidized by means of two screws sunk through both

~shapes into the tie, the test results agree with the analytical curve

for yZ,=16. Furthermore, when the fasteners were made "rigid" by locking

the fasteners with metal inserts, as shown in Fig. 7, the measured

deflection shape agrees with the analytical curve for yZ,=40.

For a better interpretation of the above test results, let us also

consider two limiting cases.

and eq. (3.1) reduces to

When the fastener is rigid then s,

16
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2EI
r

IV
V 12 (E~~') v" o (3.t!)

wher2as eq. (1.2), reduces to a differential equation of second order.

Thus, when the rails are rigidly attached to the ties, eq. (1.2) is

not suitable for track analyses. However, when the rotational rigidity

of the fasteners is small compared to the stiffness of the cross-ties,

namely when s«o. (but,not zero), then 'eq. (3.1) reduces to

2EI
r

IV
V - 2s v" = 0 (3.9)

which is identical with eq. (1.2) for N=O and q=O.

17
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4. CONCLUSION AND RECOMMENDATIONS

The comparison of the analytical and the te-st results presented

in Fig. 9 shows that for the. tested rail-tie structure: (1) the

classical beam bending equation closely represents the lateral deflection

shape when the torsional resistance of the fasteners is nearly zero

(2) the nature of the test curves noticeably deviates from the zero

case with increasing fastener resistance, thus when the fasteBers

exhibit a torsional resistance the classical bending equation, even

with a modified EI value, are not suitable for ,the analysis of the

rail-tie structure, and (3) 'the measured deflection shapes for a

variety of fastener rigiditie's agree closely with the deflection shapes

based on eq. (1.3) without the third term. The close agreement, for

all four types of fastener rigidities, suggests that an equation of

the type (1.3) may be suitable for the analysis of railroad tracks

in the lateral plane. This is an indication of a possibility. To

establish whether this is true in general, will require additional tests

(also on full scale track structures), corresponding analyses, and

comparisons.
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APPENDIX:

REPORT OF INVENTIONS

The purpose of this project was to study the lateral response

of the rail-tie structure, experimentally and analytically, in order

to establish the proper equations for the lateral track response.

After a review of the work performed under this phase of the contract,

it was determined that no technical innovation or invention has been

made.
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