
 
 
 

Table of Contents 
 

The Behavior of Wheelsets in Service 
Paper 1.1 - Analysis of Probable Causes and the Consequences of the 
Appearance of Defects in Wheel Running Surfaces for the Design and 
Monitoring of Running Gear 
Jean-Claude TOURRADE, Jean-Claude FORTMANN, Roland MÜLLER, Hartmut 
KOCH,  AND Jean-Jacques VIET 
Paper 1.2 - Development of serviceability criteria for solid wheels of freight 
cars 
Andrey RAZUMOV, Igor PASHLOLOK, Vladimir  TSURENKO 
Paper 1.3 -  Fracture Modeling of a North American Locomotive Wheel 
B.S.  MANJUNATHA and A.W.  GIAMMARISE 
Paper 1.4 - The Measurement of Wheel/Rail Forces to Determine Wheel and 
Car Performance 
Scott CUMMINGS and Harry TOURNEY 
Paper 1.5 - An Overview of Railroad Wheel Rim Failure Modes under Heavy 
Axle Loads 
Johannes  MARAIS and J. S. VAN DER WALT 
Paper 1.6 – Failure Investigations 
Dudley HADDINOTT 
Paper 1.7 - Status of the Investigation on the Wheel Tread Spalling in China 
Railway Rolling Stock 
Bin ZHANG  
Paper 1.8 - Evaluation of Freight Car Wheelset Components Removed for 
High Wheel Impact Loads 
Geoffrey E. DAHLMAN,  Cameron P. LONSDALE, and Larry D. GARDNER 
Paper 1.9 - Effects of New Brake System Requirements on Freight Car 
Brake Shoes and Wheels 
Cameron P. LONSDALE, Tom McCABE and  James PILCH 

Paper 1.10 -  The Influence of Creep Forces on Rolling Contact Fatigue of 
Wheels 

Eric E. MAGEL and Joe KALOUSEK 

 



Paper 1.11 - Effects of Wear and Service Conditions on Residual Stresses 
in Commuter Car Wheels 
Jeff GORDON AND Benjamin PERLMAN 
Paper 1-12 – A Study of Curving Performance by Improving Arc Wheel 
Profile 
Yoshonori MINAMI 
Paper 1-13 - Experimental and Numerical Study of TGV Brake Disc Damage 
Mechanisms 
Frederic BUMBIELER, Phillipe DUFRENOY, Rami HAMAM, Sylvie POMMIER, 
and Jean-Jacques VIET 
Paper  1-14 - Theory and Research of Composite Brae Shoe 
M. SITARZ, A. MANKA and a. H$ELKA 
Paper 1-15 - 20 Years of Low Floors in Light Rail Vehicles…The Somewhat 
Different Kind of Wheelsets 
Andreas BRINKMANN 
Paper 1-16 - Parametric Analysis of Semi-Radial Three-Piece Truck on 
Curved Track Rolling Resistance Performance 
Armond TALLION and Giuseppe SAMMARTINO 
Paper 1-17 – 2003 AAR Car Repair Billing Removal Analysis 
Richard SULLIVAN, Cameron LONSDALE, John OLIVER and Jean IORIO 

 
 

Improving Wheels through Alloying and Improved Cleanliness 
Paper 2.1 - Complex Influence of Selenium and Tellurium on the Quality 
and Properties of Wheel Steel 
Yu. S. PROYDAK, M.I. STAROSELET’KYY and S. I. GUBENKO 
Paper 2.2 - The Quest for Improved Wheel Steels Enters the Martensitic 
Phase 
Tim CONSTABLE, E. V. PERELOMA, and R. BOLEN 
Paper 2.3 - Railroad Wheel Alloy Developed to Inhibit Spall Formation as a 
Result of Wheel Slide 
Joseph KRISTAN AND Daniel STONE 
Paper 2.4 - Steel cleanliness in railway wheels: Application to high-speed 
trains. 
J. J. VIET, J. BOUVY, F. DEMILLY, and T. INGOUF 

Paper 2.5 - High Micro-cleanliness Wheels Preventing Shattered-rim 
Fracture  
Tomoaki YAMAMOTO, Myuki YAMAMOTO, Taizo MAKINO and Takashi 

FUJIMURA  

Paper 2.6 - Research of the Structure Changes Close to the Tread Surface 

of the Railway Wheels during Operation 

V. ESAULOV, S. GUBENKO, A. SLADKOVS’KYY, Y. PROIDAKA, and M. 

ISKOV 



Paper 2-7 - Starting a New Heat-Treatment Plant for Railway Solid Wheels 
Tyres: Aims, Methodologies and Results 
Andrea GHIDINI, Gianluca BELOTTI, Luca PATRIOLI, Renato BIANCHI, and 
Alessandro GOGLIO 
 

Toward Improved Wheelset Manufacturing and Specifications 
Paper 3.1 - Integrity of Cast Wheels Determined by Solidification Software 
Matt ERICKSON  
Paper 3.2 – Numerical – Experimental Strength Analysis of Wheels of 
Railway Wheelsets 
M. SITARZ, K. BIZON and K. CHURZIK 
Paper 3.3 - Mechanical Comparison between American and European 
Materials for Railway Wrought Solid Wheels, in Terms of RCF Resistance 

AAnnddrreeaa  GGHHIIDDIINNII  aanndd  SStteeffaannoo  CCAANNTTIINNII    
Paper 3.4 - A New Wheelset Design Tool (A New CAE Procedure for Railway 
Wheel Tribological Design) 
R. LEWIS, R.S. DWYER-JOYCE, S. BRUNI, A. EKBERG, M. CAVALETTI, K. 
BEL KNANI 
Paper 3.5 - Alternative Microcleanliness Measurement Methods for Wheel 
Steel 
Jay GALBREAITH, Cameron LONSDALE, Brad COOLEY, Jean-Marc BOHLEN  
and Paul MEYER 
Paper 3.6 - A Study of the Coefficient of Friction between Rail Gage Corner 
and Wheel Flange Focusing on Wheel Machining 
Takami BAN, Hideshi KAKISHIMA, Kohei IIDA, Eiichi MAEBASHI, and Hiroaki 
Ishida and Makoto Ishida  
Paper 3.7 – The Material Strength Verification of Wheel sets – Influence of 
Different Evaluation Procedures on the Dimensioning 
Franz MURAWA 
Paper 3.8 – Starting an Innovative Line for Heat Treatment of Railways 
Solid Wheels and Tyres 
Andrea GHIDINI, Gianluca BILOTTI, Luca PATRIOLI, Rinato BIANCHI and 
Alessandro GOGLIO 
Paper 3-9 - New Design of Rubber Wheel 
VAMPOLA, Petr MATUSEK, ZIMA, FAJKOS, and VALJENT 
Paper 3-10 - Modern Wheelset Design for Narrow Gauge Railways 
Jorg VILLMANN, Hans-Otto HOLLAND, and Matthias SCHWARTZE 
Paper 3-11 - Optimizing Design of Wheel for High Speed Passenger Wagon 
Huying LIU, Nansen LI, Weixing HOU, and Fengzhou WANG 
 

Improved Non-Destructive Inspection Applications 
Paper 4.1 – Wheel Profile Wear Check on Passing Vehicles 

Dieter HOFFMANN  

Krzysztof
Prostokąt



Paper 4.2 - Steel Cleanliness in Railway Wheels: Application to High Speed 
Trains 

Jean-Jacques VIET,  Francous DEMILLY, Jacques BOUVEY and  Thierry 

INGOUF 
Paper 4.3 - Monitoring of Round-motion 
Matthias JELINSKI and SIEFER 
Paper 4.4 - Crack Detection in Press fit Railway Axle Using New concept 
Induced Current Focusing Potential Drop Technique 
Seok Jin  KWON,  Jin Woo PARK, Kazuhiro OGAWA and Tetsuo SHOJI 
Paper 4.5 - Cracked Wheel Dynamic Detection System using the Laser to 
Air-Hybrid Ultrasonic Technique 
Kari GONZALES,  Richard MORGAN, Greg GARCIA and Shant KENDARIAN  
Paper 4.6 - Stress Evaluation on Class-C Forged Wheels by Ultrasonic 
Testing 
Domingos MINICUCCI, Autelinao ANTUNES DOS SANTOS FILHO, Marcillo 
ANDRINO 
Paper 4.7 - New Method of UT Inspection for Hollow Axles 
G BELOTTI, A. GOGLIO and F. REBOA   
Paper 4-8 - Measurements of Wheelset Loads. Testing Facilities to Improve 
Load Calibration of Instrumented Wheelsets 
F. LOMBARDO and S. CAVELLO 
Paper 4-9 - Measuring Wheel/Rail Contact Stresses using Ultrasound 
M. B. MARSHALL, R. LEWIS, R.S. DWYER-JOYCE, S. BJORKLUND, and U. 
OLOFSSON 
Paper 4-10 - Inrail Installed Wheelset Diagnostic System 
H. J. NAUMAN 
Paper 4-11 – Ultrasonic Detection of Contact Anomalies  
Massimiliano PAU and Bruno LEBAN  

 
 
 

Advances in Axle and Bearing Technology 
Paper 5.1 – Predicting Resistance to Fretting Fatigue Cracking in Areas of 
the Axle Located Under Wheel Seats 
A. YAMEOGO, A. M. MARECHAL, F. DEMILLY, F. PRIOUL, and J. J. VIET 
Paper 5.2 - Factors Working Axle Fatigue 
Petr MATUŠEK, FÜRBACHER, LINHART, NOVOSAD, FAJKOS AND KUNZ 
Paper 5.3 - Hub/Axle Fit Pressures (Ultrasonic Characterisation of Wheel 
Hub/Axle Interference Fit Pressures) 
M.B. MARSHALL, R. LEWIS, R.S. DWYER-JOYCE, F. DEMILLY, AND Y. 
FLAMENT 
Paper 5.4 - “Safe Life” Inspection intervals of Railways Axles: a 
Comparison of Crack Growth Properties of Different Steel Grades  
S. CANTINI, A. GHIDINI, and S. BERETTA 
Paper 5.5 - Cone Creep of a Railroad Axle Journal Bearing 
Takafumi NAGATOMO and David G. Toth 



Paper 5.6 - Bearing Degradation Studies 
Uwe  KOPKE, David RENNISON, Carolyne SOUTHERN and Keith BLADON 
Paper 5-7 – Compact TGU Field Experience 
Gottfried KURE, Maurizio MARTINELLI, and Paul PRICE 
Paper 5-8 – Understanding Rail Journal Bearing Cage Design 
Characteristics for Successful Bearing Performance 
Stephen E. BRISTER ans David G. TOTH 
 

Prevention of Wheelset Wear and Noise 
Paper 6.1 - Influential Factors on Wear 
Makoto ISHIDA, Jin YING, Fusayoshi AOKI, and Mitsunobu TAKIKAEA 
Paper 6.2 - Wheel Wear Modeling Including Disc Braking and Contact 
Environment 
Roger ENBLOM and Mats BERG 
Paper 6.3 - WEAR of Wheel Materials (Wheel Material Wear Mechanisms 
and Transitions) 
R. LEWIS, R.S. DWYER-JOYCE, and U. OLOFSSON 
Paper 6.4 - Reducing the Rolling Noise from Trains – The Wheel-Composite 
Brake Block Combination – The Wheel’s Behaviour. 
Jean-Jacques VIET, Jean-Claude FORTMANN, Roland MULLER and Jacques 
RAISON 
Paper 6.5 – Wheel/Rail Noise Emmission Monitoring System 
Carolyne SOUTHERN, Uwe KOPKE, and David RENNISON 
Paper 6.6 - Development of a Modular Damping System against Wheel 
Noise Emission for Freight and Urban Transport Vehicles 
F. LOMBARDO AND S. CERVELLO 
Paper 6-7 - Upgrade and Retrofit of Eastern Wheel Flange by Fine Particle 
Shot Peening 
Motohide MATSUI 
Paper 6-8 - Wheel Life Extension with On-Board Solid Stick Flange 
Lubrication 
Donald T. EADIE and HUI 
 

Resisting Fatigue in Wheelsets 
Paper 7.1 - Multi-axial Fatigue Analysis of The Web Plate 
LIU Degang, LIU Huiying, WANG Fengzhou, and  HU Hongtao 
Paper 7.2- Integrated Analysis of the Dynamic Train-Track Interaction on 
Rolling Contact Fatigue  
Jens NIELSEN, Anders EKBERG, Elena KABO, and Roger LUNDÉN 
Paper 7.3 - The Fatigue Design Method of High-speed Railway Wheel 
Yoshinori OKAGATA, YAMAMOTO, YAMAMURA and Kenji HIRAKAWA 
Paper 7-4 - Toward the Wheels Calculation and Validation in Multi-Axial 
Fatigue 
Y. FLAMENT, F. COCHETEUX, and J. J. VIET 



Paper 7-5 - Failure Analysis of Corrosion Fatigue Crack on Loading 
Relieving Grove of Wagon RD2 Axle 
Lixian XING and Xuewen LIU 
Paper 7-6- Fatigue Strength Verification of Wheels for High-Speed Trains 
acc. to the European UIC Leaflet 510-5 in Consideration  of the Centrifugal-
Forces and other Influence Parameters 
Thomas GERLACH AND Andreas HOVELS 
 



 
 
 
Numerical - experimntal strenght analysis of wheels of 

railway wheelsets 
 
 

M. Sitarz, K. Bizoń, K. Chruzik 
Department of Railway Engineering, Silesian University of Technology,  

Centre of Excellence TRANSMEC, Poland 
 
 
 

 
Summary: At present, the design process can be simplified and accelerated, if computer simulation 
basing on finite element method (FEM) is used. FEM numerical calculations of different wheels of railway 
wheelsets are investigated in Department of Railway Engineering. The justification for undertaking this 
issue is that the methodology of design of railway wheelsets both in Poland and abroad is absent; there is 
no possibility of optimising wheelsets� construction characteristics depending on manufacturing process 
and service parameters. The analysis of this problem has made possible: comparison of software used so 
far in strain calculation of railway wheelsets; elaboration of design methodology for railway wheelsets; 
increase in durability of railway wheelsets; increase in the safety of rail transport; decrease in 
manufacturing and service costs of railway wheelsets. 

 
Index Terms: finite elements method, numerical analysis, wheelsets. 

 
1. NOTATION AND UNITS 
 
c coefficient 
c1 coefficient 
D  coefficient 
E  Young�s modulus 
h  mesh thickness 
M(r) bending moment 
P force 
r1  inner radius of mesh a wheel 
r2  outer radius of mesh a wheel 
T pressing force 
Tr coefficient 
W(r) displacements distribution 
σr max maximum strain in radial direction 
µ Lame coefficient 
∆y pre-set displacement in y direction 
∆z pre-set displacement in z direction 
κ Lame coefficient 
ν Poisson�s ratio 
τ r φ max maximum strain in circumferential direction 
ς torsion of inner contour 
∆ϑ torsion length in circumferential direction 
σr strain in radial direction 
η coefficient 
µ friction coefficient 



2. INTRODUCTION 
 
In spite of growing competitiveness of the road transport, the rail transport is still the principal long-
distance transport system. In some countries (France, UK, Germany) the rail transport experiences its 
renaissance in city agglomerations (trams, rail bus, metro) and in long-distance travel (high-speed trains). 
Increased service demands as well as environmental and traffic safety requirements set on rail vehicles in 
the majority of European states explain the necessity of manufacturing rolling stock fulfilling high quality 
standards. The modern trains should be faster, cheaper and safer. The travel conditions, i.e. passengers� 
comfort, should also be improved. All these factors depend most of all on the design of rail vehicle. 
The demands set on fast modern rail vehicles and their parts, including the  railway wheelsets, can 
be enumerated as follows [1,2]: decreasing weight; increasing vehicle elements mechanical strength; 
lessening the noise and vibrations level; increasing travel comfort; decreasing dynamical interaction 
between vehicle and the track. 
The development of computers and software provides possibilities of modelling new designs of different 
structural elements of rail vehicles. The phenomena occurring during the vehicle service can be 
adequately described, The error generated during design or prototype tests can lead to tragic occurrences 
during the service itself. These may be related to additional financial outlay and lengthening the prototype 
testing time, but they may also cause incalculable loss of human health or life.  
According to the experts, the rail transport is one of the most ecological (Table 1) and safe (Table 2) eans 
of transport. Still, accidents happen [3]. They are not very frequent, but they are highlighted by the media. 
The most famous accident to date happened in Eschede, Germany, on 3rd June, 1998. Incorrectly 
designed railway wheelset has caused a tragic derailment and death of 101 persons (Fig.1 [4]). Similar, 
though less tragic accidents happened lately all over Europe [3]: Rickerscote, 8 March 1996, Sandy, 17 
June 1998, Hatfield, 17 October 2000, Potters Bar, 10 May 2002. 

 
Table 1. Comparison of different means of transport 

Transport means Energy consumption in 
kcal/passenger-km 

Carbon dioxide emission in 
g of carbon /passenger-km 

Car 642 45 
Bus 196 19 
Train 106 5 

Airplane 393 30 
 

Table 2. Mortality of the passengers per a hundred million 
Transport means Kilometres Travels Hours 

Car 0,31 4 13 
Bus 0,06 0,5 1 
Train 0,08 2 4 

Airplane 0,009 20 5 
 

 
 

Fig. 1. Derailment of train in Germany - Eschede, 3 June 1998. 



The advancement in the computers computational speed and the elaboration of complex software based 
on finite element method (FEM) and devoted to the railway industry demands, results in running 
calculations and simulations, which have not been previously possible.  
There are many issues, which so far have been only experimentally/analytically investigated. The use of 
numerical methods limits or wholly eliminates the need for some tests or calculations. 
The investigation time is therefore decreased, the complex test stands can be replaced with suitable 
software; hence, financial advantages are gained. 
On the basis of the above analysis related to state-of-the-art in the railway wheelsets subject matter, 
conclusion may be drawn that computation by numerical methods might play significant role in each of the 
above issues. 
It is certain that numerical calculations should be the starting point in the design, assembly and service 
stress analysis and thermal analysis of the material.  
However, the numerical methods are saddled with errors due to the imperfect transformation of the real 
model into the virtual model. Still, if the investigation methods are used jointly, i.e. experimental tests are 
backed by numerical analysis, the results obtained may be close to reality. 
Basing on the references, the present state-of-the-art of the numerical calculations of the railway wheelset 
wheels can be summarised as follows: 
� lack of universally accepted computational algorithm of railway wheels, 
� inadequate experimental confirmation of the correctness of computational procedures used at present, 
� absence of comparison of numerical calculations of railway wheels done with the help of different 
software, 
� discrepancies in set boundary conditions, 
� absence of precise algorithm for creating FEM model for railway wheels (type, distribution and size of 
element) 
� complexity of stress calculation method, when the stress is due to assembly-time interference, 
� lack of UIC certification for calculations of thermal stress due to braking. 
 
3. NUMERICAL ANALYSIS OF THE WHEELSETS� WHEELS 
 
 
The railway wheelset is a constructional element influencing directly the vehicle motion as well as 
passengers� safety. That is why the axle, wheel and the wheelset itself must be characterised by adequate 
mechanical strength during the service period. Nowadays the railway wheelsets designs used are the 
effect of service experience and process engineering. Lately, the numerical analyses of stress and strain 
done in the wheelset design phase are also utilised. 
 
At present, the design process can be simplified and accelerated, if computer simulation basing on finite 
element method (FEM) is used. FEM numerical calculations of different wheels of railway wheelsets are 
investigated in Department of Railway Engineering. Three software packages are used � ANSYS, 
NASTRAN and COSMOS. This diversity of software should make possible the comparison of 
convergence of results (tolerance, computation time), provided that input data are identical (e.g. wheel 
geometry, material. boundary conditions, FEM mesh). Before the calculations are started, these data must 
be established, if the results are to be comparable. 
The justification for undertaking this issue is that the methodology of design of railway wheelsets both in 
Poland and abroad is absent; there is no possibility of optimising wheelsets� construction characteristics 
depending on manufacturing process and service parameters. The analysis of this problem has made 
possible: 

• comparison of software used so far in strain calculation of railway wheelsets; 
• elaboration of design methodology for railway wheelsets; 
• increase in durability of railway wheelsets; 
• increase in the safety of rail transport; 
• decrease in manufacturing and service costs of railway wheelsets. 

 
 
 
 



3.1. Initial investigations � mesh of a wheel model 
 
 
In order to make FEM calculations more accurate, the comparison of analytical and numerical methods of 
calculations has been conducted on the basis of mesh of a wheel model. Figure 2 shows the mesh of a 
wheel model and physical and discrete models generated by the software.  

 

a) physical model                       b) discrete model 

              
 

Fig. 2. Model of the mesh of a wheel 
 

Three possible loads have been considered � see Fig.3. In case of the first load, the initial displacements 
of the nodes of inner surface generator parallel to y-axis of the global Cartesian co-ordinate system have 
been defined (Fig. 3.a). In the case of second load, the initial displacement of the nodes has been 
alongside T-angle of polar co-ordinate system � Fig. 3.b. In the case of third load, the nodes have been 
linearly displaced parallel to the z-axis of Cartesian co-ordinate system � Fig.3.c. The maximum strains for 
the presented loads have been calculated analytically. The data: mesh thickness h = 0,02 [m], inner radius 
outline r1 = 0,019 [m] and outer radius r2= 0,36 [mm] [5]: 
 

a) 

 

b) 

 

c) 
 

 
 

 
Fig. 3. Load models for the mesh a wheel  
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E � Young�s modulus 
ν  �Poisson�s constant 
∆y � pre-set displacement = 0,0001 [m] 
Coefficient c has been determined with the help of formula: 
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Case # 2 
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Case # 3 
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depends on the displacements distribution of the mesh  
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Bending rigidity and axial forces have been calculated from the formulas: 
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( 12)

 



At the same time, meshes have been generated, differing one from the other by the size and distribution 
of elements as well as the type of element used. 
The investigation has resulted in determination of the percentage error of numerical analysis, which 
depends on the size and distribution of the elements and on type of element used. 
Figure 4a illustrates graphically the computation error for the third and most typical load; computation time 
is shown in Fig.4b.  
The analysis shows that the minimum number of elements along the lateral cross-section of the wheel 
mesh should be equal to six. 
These investigations have led to generating an optimum mesh for the mesh with respect to computation 
accuracy and time. 
 
a) 

Numerical analysis � case  # 3
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Fig.4. Results of comparison of analytical and numerical calculations - case #3   



3.2. Subject of investigation � wheel design of railway wheelset 
 
 

The work was principally aimed at elaborating methods of selection of constructional parameters for the 
railway wheelset wheels. The conducted calculations of railway wheelsets strains should improve the 
accuracy of presently used numerical methods and should also be helpful in working out the guidelines for 
designers, since the calculation algorithm and FEM software are determined.  
The numerical investigation has been run for ten different geometrical designs of wheels Ø 920 and Ø 920 
� h (worn out), differing by geometrical parameters of the mesh, hub and wheel seat diameter. The 
generated FE mesh for these wheels has been shown in Fig. 5. 
 

 
 

Fig. 5. Discrete models of the investigated monoblock wheels 



 
 

Fig. 6. Wheel loads of the railway wheelset  
 
Next, assembly loads and service loads of the railway wheelset wheel have been determined. These have 
been used in subsequent research � Fig.6. These are static, dynamic and thermal loads. The static loads 
are due to interferential fit during the assembly and to carriage weight. The dynamic loads are related to 
the vehicle run over the track and centrifugal forces resulting from run speed. The thermal loads occur in 
the wheel during braking. The numerical analysis has been conducted for P52 material (R7 according to 
UIC classification), which is used for railway wheels in Poland. 3.3. Static loads of the railway wheels. 
 
3.3. Remarks and conclusions numerical analysis of the wheelsets� wheels 

 
 
After the numerical analysis of ten different wheel designs has been conducted with the help of three 

FEM software packages, the obtained results of reduced stress have been compared with respect to: 
mesh type and pattern, value-dependent stress distribution, wheel construction, degree of wear, used 
software. 
The following conclusions may be drawn: 
• mesh type and pattern have great impact on the temperature , displacement and stress fields values; 
• geometry of the wheel mesh and hub bear influence on the distribution and values of the stresses. If 

the service conditions are known, the appropriate wheel geometry can be selected. 
• analysis of the degree of wear of the wheel on the distribution and values of the stresses has shown 

that the influence is significant only in case of loads due to braking;  
• comparison of software used has shown significant differences in computation of temperature field 

caused by braking;   
• the conducted analysis has clearly demonstrated the importance of a correct FEM model 
• numerical analysis has made possible comparison o software used in calculations. 
The conducted analysis has shown the supremacy of modern-design wheels with respect to the 
mechanical strength (Italian wheel. Czech wheels 455.0.212 and302.0.02.001.007). 
 
4. EKSPERIMENTAL INVESTIGATION OF DEFORMATION AND TEMPERATURE FIELDS OF 
RAILWAY WHEELS 
 
 
4.1. Static experimental investigation of a German wheel 
 
 
The experimental tests have been conducted in the Bohumin Plant a.s. in Czech Republic. Test stand for 
strain measurements of railway wheels deformation has been used � Fig. 7. 
Strain gauges have been placed on the internal and external surface of the web of a wheel in the axial 
and radial directions  (Fig. 8).  



The maximum load generated by hydraulic actuator has corresponded to static load in the wheel-rail 
system. The strain gauges have been placed at the points of maximum stresses caused by static load due 
to carriage weight.    
Strain gauges of KM120 type have been used, k=2,02.  
The conducted investigations have resulted in obtaining the deformation values of the web of a wheel of a 
railway wheel. The wheel has been loaded with axial and radial forces at the same time for 150 seconds 
(Fig. 8).  The maximum steady-state force values have been: radial force 160 kN, axial force 60 kN (Fig. 
9), which corresponds to the axle load of 32 T per axle. The maximum force values have also been 
adopted in the second stage of investigations, when FEM has been used. In order to compare the results 
of experimental tests with FEM numerical analysis results, the deformation values measured by strain 
gauges T3 and T5 have been selected. These gauges have been placed radially at both sides of the 
wheel and the deformation values measured by these gauges have been the highest of all.  
Deformation values in the radial direction have been pre-dominant; they have been of a higher order than 
deformations in the axial direction. The maximum measured value of axial deformation of the web of a 
wheel at the internal side (T3 strain gauge) has been equal to 0,000412, and at the external side (T5 
strain gauge) it has been equal to 0,000695  � Fig. 10.  
 

  
 

Fig. 7. Strain test stand for investigation of railway wheelsets� wheels deformations   
 

 

 
 

 

 
Fig. 8. Loading diagram for a wheel placed in the test stand; strain gauges placed on the wheel 

 
 
 



 
 
 

  
 

Fradial F axial 
-16,7 -9,3 
-160,5 -30,2 
-160,5 -34,9 
-160,5 -39,7 
-160,6 -44,8 
-160,6 -49,8 
-160,6 -55 
-160,5 -60 
-161,1 -54,7 
-161,1 -49,8 
-161,2 -44,9 
-161,1 -39,8 
-161,1 -34,9 
-161,2 -30,1 

-18,5 -10,1 

0

20

40

60

80

100

120

140

160

180

0 10 20 30 40 50 60 70 80 90 100 110 120 130 140 150 160

time [s]

Fo
rc

e 
[k

N
]

F radial

F axial

 
 

Fig. 9. Time cycles of forces loading the wheel at the test stand   
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Fig.10. Time cycles of wheelset wheel deformation measured at the test stand   

 
After the FEM numerical analysis, the wheel deformation has been determined � Fig. 11b.   
The lowest difference in the result as relates to experimental investigation has been generated in case of 
manual hexagonal mesh. Figure 11 shows comparison of the results.   
The comparison confirms the correctness of the proposed model of loading the wheel with two forces � 
axial and radial.   
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Fig. 11. Comparison of results of numerical analysis and experimental tests; load is due to carriage 

weight; a) deformation, b) results discrepancy  



4.2. Experimental thermal investigation of a German wheel   
 
 
A German wheel has been investigated (Technical Specification No. FWG302.0.02.001.007); its initial 
diameter has been equal to 920 mm. In order to simulate the effects of wear, this diameter has been 
machined down to 854 mm. The wheel has been subjected to braking in 13 cycles at the test stand of 
Machine Faculty of University of Zilina (Fig.12). The investigation has been aimed at the temperature 
measurement in the railway wheel during braking.     
Test stand scheme is shown in Fig.13. The stand consists of a measurement frame affixed to the wheel 
shaft. Two brake sets are located on the frame. The braking force is determined by the air pressure 
measured with mechanical force gauge during calibration; this meter has been inserted between the 
wheel and brake casing. Temperature in the wheel of the web has been measured with the help of 
thermosensors of K type, manufactured by American company Omega. The sensors and ceramic casing 
have been symmetrically affixed at every 90º along the circumference, and 9 mm away from the wheel�s 
rolling surface � Fig.14.   
The thermosensor signal is amplified and transferred to data acquisition computer card.  

The tests have been run in cycles in accordance with UIC 510-5: 
- braking at 60 km/h, braking power of 60 kW, time interval 45 minutes � one cycle   
- braking at 60 km/h, braking power of 30 kW, time interval 45 minutes � one cycle 
- braking at 60 km/h, braking power of 40 kW, time interval 45 minutes � one cycle 
- braking at 60 km/h, braking power of 60 kW, time interval 45 minutes � ten cycles. 

013-P10-type shoe brakes have been used in the investigations. These are widely used in Czech rail 
transport. They are made of cast iron with 1 per cent phosphorus admixture. The shoes have been placed 
10 mm away from the external face of wheel�s rolling surface  (320 x 80 mm). 
 

 
Fig. 12. Test stand for deformation and temperature investigation of railway wheelsets wheels  

 

 
Fig. 13. Test stand for investigation of deformation and temperature of railway wheelsets wheels:   



1  Electric motor  ( P = 265 kW, Pmax = 400 kW, n = 3200 rpm ) 
2  Toothed gear ( i = 1,5 , resp. i = 1,72 or i = 4 )  
3  Coupling    
4  Flywheel  400 kgm2 = 280 + 120 kgm2 ( 2x5+3x10+4x15 )      
5  Flywheel 600 kgm2 
6  Flywheel 900 kgm2        
7  Stand casing 
8   Wheel with railway shoe brake 
 

 

  
Fig. 14. Placing of thermocouples along the wheel circumference (9 mm away from the rolling surface)  

 
During braking the wheel has been cooled by the air flowing at 30 km/h (half the run speed) . The cooling 
after braking has been done with forced air ventilation, air has been heated to 250 ºC. Lower temperatures 
have been obtained by using water sprinkling both sides of the wheel hub at 6 km/h. The water has been 
able to flow freely over the web and wheel�s rolling surface. Total amount of water used has been equal to 
165 l/h.     
The initial wheel temperature in each cycle has been equal to max. 50º C . 
Investigations have resulted in a reading of average temperature during the whole cycle (thermocouples 
measurement). 
In order to verify the correctness of the used calculation algorithm for temperature field a comparison of 
numerical calculations with results of experimental tests has been conducted (braking cycle in accordance 
with   UIC 510-5).  
The numerical thermal analysis has been conducted according to UIC Report [6,7], for a wheel with the 
maximum wear of the rolling surface. The thermal flux has been determined for each braking phase. 
Between the braking processes the wheel has been left without any incoming thermal flux. The convection 
simulating cooling processes lasting 14400 seconds has been taken into account. After each braking, the 
temperatures in the points, where thermocouples have been placed in real life, have been calculated. As a 
result, the average values of the temperatures for selected nodes have been determined for several 
braking cycles - Fig. 15) as well as temperature fields of the wheel.     
The comparison of experimental investigation and numerical calculation of braking cycles leads to 
following conclusions:   

- for NASTRAN and ANSYS software the discrepancy has been as 22 %.  
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Fig.15. Temperature diagram for nodes corresponding to thermocouples placing 
 
5. REMARKS AND CONCLUSIONS 
 
 
On the basis of web of a wheel model a rational mathematical numerical model has been established 
(rationality here is understood as reasonable accuracy and computation time). This model has made 
possible the comparison of numerical calculations with unshakeable analytical results.   
The wheel model, which has been created, has made possible the subsequent creation of rational 
discrete models of selected railway wheels designs. These have been analysed with respect to loads 
arising during manufacture and operation.  
In addition, simulation of railway wheel strain for different mesh types and patterns generated by different 
software has been conducted in order to establish possible results discrepancy. The analysis has shown 
the importance of accurate modelling of the load course and wheel mesh. 
In order to check out the calculation model the experimental tests of static loads (due to carriage weight) 
and thermal loads (due to braking) have been run. The results of these tests have been compared with 
results of numerical analysis. The proposed calculation model has been compared with results of test 
stand investigation. Comparison of the results has confirmed the correctness of the proposed discrete 
model and calculation algorithm. 
Additionally, the influence of wheel geometry (rolling surface diameter, hub geometry, web geometry) and 
technological parameters (difference of interferences between wheel and axle) on the distribution of 
displacements and stresses has been investigated.  
The following principal conclusions have been drawn as a result of the investigation: 

1. Using Finite Element Method (FEM) the computation procedures for temperature, 
displacement and stress fields in railway wheelsets have been elaborated. This method 
takes into account real wheel geometry, complex loads of the wheelset and material 
properties.  

2. New procedures for solving the wheel-axle contact problems have been worked out.  
3. The numerical computation results have been compared to the analytical computation 

results. Results of this comparison justified selection of FEM mesh.  



4. The numerical computation results of the wheelset designs have been compared with the 
results of experimental investigations. This should verify the adequacy of algorithm method 
used. Until now, the discrepancies between numerical computation and field investigation 
results could be as high as 50 per cent. For the method proposed in this paper the difference 
was not higher than 22 per cent in case of thermal loads and 5 per cent for static loads.   

5. The elaborated procedures of design and selection of wheelsets� wheels using FEM have 
made possible a complex strength analysis of ten different wheel designs; conclusions as to 
their design and service have been worked out. 

6. The conducted numerical analysis of the influence of the most significant geometrical and 
service parameters of wheels of railway wheelsets should enable the designers to optimise 
and select the wheels according to their process engineering parameters and construction.   

7. Further investigation will be directed at more precise definition of boundary condition for 
thermal loads in order to achieve less discrepancy in the results; real calculations of dynamic 
loads are also planned.  
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