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Train Creeping Mode Design and Implementa-
tion for Urban Rail Transit FAO System
LANG Yonggiang

Abstract The proportion of FAO ( fully automatic opera-
tion) system in newly built urban rail transit lines is getting
higher and higher. FAO trains use a network system to control
the train traction/braking units, so as to realize train safe ope-
ration in the section and accurate benchmarking stop at the plat-
form. When a train network system fault happens, such as
TCMS (train control and management system) and CC ( car-
borne controller) communication interruption, TCMS serious
failure, traction network communication failure and brake net-
work communication failure, etc., the train cannot perform
traction/braking control normally, and it is necessary to apply
to enter CAM ( creep automatic mode ). Two train traction/
braking levels, the 0/1 digital coded signal control and the
PWM ( pulse width modulation) coded signal control under
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CAM are compared and analyzed in terms of information trans-
mission at levels, function realization, equipment configura-
tion, etc. , and the 0/1 coded signal control is considered to be
more applicable and economical.
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Diagram of the CC traction/braking level signal

transmission process under FAM
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Fig. 2 Schematic diagram of FAO train network topology
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Fig. 3 Schematic diagram of 0/1 digital code signal control
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Fig.4 Schematic diagram of PWM encoding signal control
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