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ATP System Protection Distance Optimization
Based on Vehicle Braking Delay

BU Dengbing, CHEN Shaowen

Abstract The urban rail transit ATP ( automatic train protec-
tion) system protection distance calculation principle is ex-
pounded briefly. The ATP system minimum protection distance
before and after optimization of vehicle braking delay time pa-
rameter is calculated and analyzed. Through calculation of ac-
tual project, when the vehicle braking delay is reduced by
30% , the ATP system minimum protection distance is short-
ened by 24.7% , and single parking line length can actually be
reduced by 6. 00 m. Research results show that by shortening
vehicle braking delay, the ATP system minimum protection
distance can be effectively shortened, further reducing parking
line length and the area of parking inspection garage.

Key words urban rail transit; ATP (automatic train protec-
tion) ; protection section; vehicle parameter; delay
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Tab.1 Vehicle delay parameters of certain project
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