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Research on Compatibility Between Tracking
Interval and Control System of Normal Con-

ducting Maglev Train Based on Long

Trunk Line
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Abstract Shanghai high-speed Maglev Demonstration Line
has been put into operation for many years and operated well.
However, due to the short route of demonstration line, there is
still a lack of research on the matching of tracking interval and
control system for long trunk lines. The tracking principle of
long trunk line and normal conducting high-speed maglev train
in interval operation, outbound operation and inbound operation
is discussed. Combined with the tracking interval model, the
matching between the normal guide high-speed maglev tracking
interval and control system capability is analyzed. The
jurisdiction of the control system under the condition of a
certain tracking interval is clarified, providing reference for the
follow-up study of long trunk line projects.
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Fig. 1 Schematic diagram of train tracking
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Fig.2 Schematic diagram of train tracking interval
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Fig.3 Schematic diagram of train arrival interval

Shy IS 240 T A 3l 38 3k () B e T 2 30 At R 3 X

J&r“ Ly PTTE R B8 75 X 5 f H 0 (X A 8 A ik
TR A8 LR 15 m 4% &, R IX[A]
Lﬁrlﬁﬂﬁmwfﬁéﬂf B ARG DL T — b oy
DX B 10 AR G T R — ANl B 22 X g A 3
BUHS 1 d I, 46 1 FH 41 9 A 4 B 452 2 X1 (] Bl 1
o SEPRITHS 438 R R BG4, 0 BB AR 521

(A% B 45 2 DX T B PR R 43 DX 40 A S A

2 W R TR A A B SRR, L 4% 1.2
km FHEC, 00 i 38 2 BR 98 km/h L, % X 1)
FEATHIE] 14 2920 57 s,
2.3 FtHEZERBITES R

HNZE B B0 bt R B — AT A
& s Bl T B0 e X S 5 R 1T H G
T Bl s A X S T /N T A4 H 100 km/h
PEAT AT R EAT I B WA K, BB 4
XA T3, KB B K 180 m, B K 435
m F R, RS E X 550 4 1 8 A 4 X ]
BB 1, R SR R, BT 15 m 24 R B ST BR
B RN = I N i T /N W 157 o N =B § S
B A il i 5 Bl T B0 e X o o R T
2 100 km/h, Ly A2 M X B BE ¢, R0
DX [ (4 22 A TS ]

G225 R TAT B 1M

0.5Lg + Lygyppe + 1, +435 + Ly
+

bty =
Vg

Linie (3)

A

Ly gy — 423 1 A i AT e 4L i, 3 X 40 7 AH
BB 41 B LR A XK S, m;

Lys—31 %42 H 100 km/h {547 245 4B 4T
PR BN I K K m;

Uy G Ris T, km/h,

G4 A e B B AN 4 R o

Ly~530m, ; 435m

L ~33'8 if7 | Liwsnw | Ln
1
o [ 1V ITESIEER
] \mﬁg@ 1i; X

B4 B2 A el B T 1A

Fig.4 Schematic diagram of train departure interval
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