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Influence of Traction Transmission System on
Hunting Stability of Train Bogie System
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Abstract—For the purpose of investigating the dynamic
coupling mechanism between the high-speed train’s bogie
hunting stability and the traction motor and gearbox, a power
bogie hunting motion model that comprehensively considers the
coupling interaction between the traction motor, gearbox, and
bogie frame is proposed. The model is verified through vehicle
simulation. Based on this, according to Routh-Hurwitz stability
criterion, the influences of traction motor and gearbox’s
vibration isolation parameters as well as the coupling’s
performance parameters on power bogie’s hunting stability are
discussed. This research provides a model reference for power
bogie’s hunting motion stability analysis, and also provides a
theoretical guidance for the design of traction motor and
gearbox’s suspension parameters.

Index Terms—power bogie, traction motor, gearbox, hunting
motion, stability analysis

I. INTRODUCTION

he stability of bogie’s hunting motion is crucial for

train’s safe operation [1,2]. Recently, a large number of
scholars have carried out plentiful valuable research work in
this aspect. However, the hunting motion models established
in these studies are all aimed at trailer bogies [3-6], and are
difficult to effectively characterize power bogie (PB)
system’s hunting motion characteristics containing traction
transmission components. In order to solve this problem,
many scholars have done valuable work on PB system’s
hunting stability [7-13]. However, these studies only
considered the impact of traction motors on the bogie frame.
In fact, for high-speed train’s PB, its traction transmission
components not only contains the traction motor, but also the
gearbox, both of them have a great effect on bogie frame’s
dynamic performance [14,15]. Only by integrating the

Manuscript received March 9, 2025; revised May 15, 2025. This work
was supported in part by the National Natural Science Foundation of China
(Grant No. 52305266) and the China Postdoctoral Science Foundation
Project (Grant No. 2023M732628).

Yuewei Yu is an associate professor of the School of Transportation and
Vehicle Engineering, Shandong University of Technology, Zibo 255000,
China (corresponding author, e-mail: yuyuewei2010@163.com).

Leilei Zhao is an associate professor of the School of Transportation and
Vehicle Engineering, Shandong University of Technology, Zibo 255000,
China (e-mail: zhaoleilei611571@]163.com).

Yirui Zhang is a lecturer of the School of Transportation and Vehicle
Engineering, Shandong University of Technology, Zibo 255000, China
(e-mail: zyr86913@163.com).

Chuanbo Ma is a postgraduate of the School of Transportation and
Vehicle Engineering, Shandong University of Technology, Zibo 255000,
China (e-mail: 1340909445@qq.com).

Boao Yan is a postgraduate of the School of Transportation and Vehicle
Engineering, Shandong University of Technology, Zibo 255000, China
(e-mail: 1549797465@qq.com).

traction motor, gearbox, as well as bogie frame into a whole
system for research can the stability characteristics of the PB
system be effectively characterized, but there is still a lack of
systematic and in-depth research in this aspect.

In this paper, based on the comprehensive consideration of
the coupling interaction between the traction motor, gearbox,
and bogie frame, a high-speed train’s PB hunting motion
model containing traction transmission components is
established, meanwhile, the influences of traction motor and
gearbox’s vibration isolation parameters as well as the
coupling’s performance parameters on PB system’s hunting
stability are discussed.

II. HUNTING MOTION MODEL OF THE PB SYSTEM

A. Physical model

The stability of bogie’s hunting motion belongs to lateral
dynamics problem and has little to do with its vertical degrees
of freedom. Thus, when establishing the hunting motion
model of a bogie system, only its lateral and yaw degrees of
freedom are usually considered [16]. In addition, during the
bogie’s hunting motion, the car body is almost stationary.
Therefore, for the purpose of facilitating mathematical
modeling, when studying bogie system’s hunting stability,
the vibration of the car body is usually not considered, and
only the lateral movement of the bogie system is taken into
account [12]. In view of this, in order to effectively
characterize the PB system’s hunting stability characteristics,
a hunting motion model for PB systems that comprehensively
considers the coupling interaction between the traction motor,
gearbox, and bogie frame is proposed, as shown in Figure 1.
Here, the model includes the lateral and yaw movements of
the bogie frame, traction motor, wheel-set, and gearbox, as
well as the end elastic deformation of the yaw damper,
traction motor lateral damper, and secondary lateral damper
[17], totaling 30 degrees of freedom, specifically: the bogie
frame’s lateral and yaw displacements y, and ¢p; the first
traction motor’s lateral and yaw displacements ymi and @mi;
the second traction motor’s lateral and yaw displacements ym>
and gm2; the first gearbox’s lateral and yaw displacements yg|
and ¢@g1; the second gearbox’s lateral and yaw displacements
v and @g; the first wheel-set’s lateral and yaw
displacements yw1 and gw1; the second wheel-set’s lateral and
yaw displacements yw2 and ¢w2; the traction motor lateral
damper’s piston rod displacements ye1~yes; the yaw damper’s
piston rod displacements xsi~xs4, the secondary lateral
damper’s piston rod displacements yq1~yas. Compared with
traditional PB models, this model fully considers the
coupling interaction between the traction motor, gearbox, and
bogie frame, which is more in line with the actual situation of
the PB systems.
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Fig. 1. Hunting motion model of PB systems considering the influence of traction transmission components

In Figure 1, My, My, M, and M, represent the mass of each
bogie frame, wheel-set, traction motor, and gearbox; Iy, Iw, Im
and /g represent the yaw moment of inertia of each bogie
frame, wheel-set, traction motor, and gearbox; Kix, K1, and
Ci, Ciy are each axle box suspension system’s longitudinal
and lateral stiffness and damping; K>, K2, and Ca,, C», are the
secondary suspension’s longitudinal and lateral stiffness and
damping; Cs, Ci, and Cn, represent the damping of the yaw
damper, secondary lateral damper, and traction motor lateral
damper; Kas, Ka, and Kam are the end connection stiffness of
the yaw damper, secondary lateral damper, and traction
motor lateral damper; Kgr, Kgy and Cgx, Cyy are each gearbox
suspension’s longitudinal and lateral stiffness and damping;
Ky, Kny, and Cype are the traction motor suspension’s
longitudinal stiffness, lateral stiffness, and longitudinal
damping; K., Kvy and Gy, Cyy are the longitudinal and lateral
stiffness and damping of the gearbox’s support bearings; K,
Ky, and Cp, Gy, are the lateral and yaw equivalent stiffness
and damping of the coupling; b is the lateral distance from the
wheel-rail contact point to bogie frame’s mass center; b1, b2,
b3, and b4 are the lateral distances from the bogie frame mass
center to the primary suspension, secondary suspension, yaw
damper, and gearbox suspension; bs and bs are the lateral
distances from the bogie frame mass center to the traction
motor suspension system; b7 is the lateral distance from the
traction motor mass center to its suspension center; bg is the
lateral distance from the gearbox mass center to its support
bearing; by and b1 are the lateral distances from the bogie
frame mass center to the gearbox’s support bearing; a is half
of the wheelbase; a1, a2, and a3 are the longitudinal distances
between the bogie frame mass center and the secondary
lateral damper, traction motor suspension, and gearbox
suspension; a4 is the longitudinal distance from the traction
motor mass center to its suspension center; as and as are the
longitudinal distances from the gearbox mass center to its
suspension center and supporting bearing; v is the train speed.

B. Mathematical model
(1) The first traction motor:
M, Y _2Kmy(yb TGP, = Vi T AP+
K Vot =001 = Vo) + Ky Vit = P = Ver) +
K, (Yt = Ye) + Gy = V) =0
1Py + 2K, 0, (Y, + @0, = Vo +04P)) —
Koin@y Vi = 03Py = Y1) = K@y Vi = 0Py = Yea) +
K,.b, (0,0, —bsp,)+ C.b, (0,90, —bsp,) +
Kb, (5,0, —bep,) + C by (b, @, — b)) +
K, (@0 —0,)+C, (9 —Pa) =0
(2) The second traction motor:
M,y = 2K, (Vy =00, = Voo — 4 Po) +
Ko (Vo + Py = Ves) + K (Vg + 03Py = Vo) +
K, (Vap = Y2) + G, (D = ¥2) =0
N -2K,a, Yy =00, = Vo — W Prn) +
Ky (Voo ¥ 0000 = Ves) F K@y (Voo + 0Py — Veg) +
Kb, (5,9, —bsp,) + C, b, (b, 9, —bsp,) +
K, b,(be,-bo)+C b, (beo,—bp)+
K (@ = 02) + Cop (P = P) =0
(3) The first gearbox:
M, Yy =Ky (0 + @0, = Yy +850,) + K (Vg = Vi) —
Co Uy + @30, = Yy +a50,))+ C, (Vg = Vo) +
ZKby (ygl +ap, V)t 2be (j/gl + aﬁgbgl -»,1)=0
1,0 + Ky 05 (y + 0,0, =Y +50,) + Koo (9 = Po) +
Cots(Vy + 4,0, = Yy +a50,) + C (P = Py ) +
2K, a5 (Vy + APy = Y1) + 26,8 (Vg + 6Py = Vi) +
Kb (bs%l +b,0,,)+C,.b (b8¢gl +byp,,) +
K, by (byp, —b#1) + Co by (@ — by 9,,) =0

(1)

2)

G3)
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(4) The second gearbox:

MY =Ky (¥, =00, = Vg =500 ) + K (Vo = Vi) =
Co O =030, =¥ = as0) + C, (Y = Vi) +
2Ky, (Yo =P = Yi2) +2C, (Vg = 4P = ¥,,) =0

1,0, =K, a5(y, =0, =V —a502) + K, (0 = 0,,) —
Cots(Vy =00, = Vo —a50) + C (9 =) —
2K, a5(y = APy = Vi2) = 2C, 06 (Vo = UPp = V2 +
K, b (bp, +by0,,) + Co by (@, +by,,) +
Kb (b ~b09,2)+ Co by (bugpy —bio,,) =0

(5) The bogie frame:

My, + Ky 0y + 0,0, =y )+ Ky (v, 0,0, —Ys)+
2K1y(J’b +ap, —y,,) +2C]y(y'b +ag, —y,,)+
2K, (Y + @B, = Yy + 04 P0) + 2K, 3, +
2K, (v, —ag, = ,,) +2C, (Y, —a@, —y,,) +
2Kmy(yb — A0 — Vo — A4 Prry) +2C2yy'b +
Ky Py + 0,0, = ya) + Ky (Vy + 40, =y + @50, )+
Ky, =410, = yi) +Cp (Vy + a0, =Yy +a50,) +
Koy =0, =Yes) + Ky (0, =40, =Y —0500) +
K (Vo =00, =Yy ) + Coy ¥y =30, — Vo —50,,) =0

1,6, +2K b, +2C, bjo, +
2K, 5 (¢, —9,)) +2C,.b) (¢, =9, + 2K, b, +
2K, b} (9, = 9,,) +2C,. b} (§, = 9,,) +2C,.b) ¢, +
2Klya(yb +ag, —y,,) +2C1ya(y'b +ag, —y,.)—
2K, a(y, —a@, —y,,) —2C, a(y, —ag, —y,,)+
Ky, (v, + @0, =ya) =Ky, (0, — 0,0, =ys) +
ZKWaZ(yb +a,Q, — Vo A0 )+ Ky by (b, —x,) —
2K,,0,(Vy =@ By = Viy — A Pup) + Ky D5 (b9, —X,) +
Kty (Vy + 0,0, = Vo) + K@, (0, + 0,0, =) =
K@, (v, 0,0, = Ves) =K@, (v, —0,0, —¥7) +
Ko ay (v, + 030, =V +a59,) + K, b5 (b, =b,0,) +
Cpas (W, +a30, = Yy +as0,) + K, b (00, —b;0,,)—
Kgya3 O, —a,0, Vo —asq)gz)-l-mebs(bs(/ib -b,0.,)—
Cp@y(Vy =P, =V —a59) +C, b5 (bsp, —b,9,) +
K...bs (bsp, =b,0,,) + K, b (bypy, —b,0,,) +
C. b, (b;p, —b,0,,)+C, b,(bp, —b,0,)=0

(6) The first wheel-set:

My, +W—/1yWI +2f, (M— O, j—

b v
2K1y(yb +ag, —y,) _2C1y(yb +ag, =y, -
2Kby(ygl +a,9, _yw])z_zcby(.)}gl +a6¢gl —Vu) =0
1.¢,,+2f, [%ywl + %}— Wbig,, —
2K1xb12 (@, —2y1) _2C1xb12(¢b ~ Q)=
Kby (b0, +by0,,) = C, by (b, + by, ) —

Kbbe (b8¢g1 _b|0¢w1 ) _Cbbe (bs¢g1 _b10¢w1) =0
(7) The second wheel-set:

“4)

®)

(6)

M.y, +W71ywz +215, (%_ Pz j_
2K1y(yb —ag, = y,,) _2C1y(yb —ag, = Y,,)—
2Kby (ng —acPy —Vu2) _zchv(ygz _ao¢g2 = Y)=0
L,¢, +2f, (% Yoo + %}—Wm% - )
2K1xb12 (@, —?y,) _2C1xb12(¢b —00) —
Kby (b Py, t by, )—C,.by (bs¢g2 +byp,,)—
K, by (b ) —byy9,,) = C.bg (bS(ng —by#,,) =0
(8) The secondary lateral damper:
Ky Yo +C(Dgp—Ya)=0
Ca =)+ Ky Wy =y, —a9,) =0
KV +C(Vay —3g) =0
Cs—Yau)+ Ky (g — v, +a9,) =0
(9) The yaw damper:
Kx,+C.(x,—-x,)=0
C,(%, —x,)+ K, (x, —b,0,)=0
Kix,+C (x;—x,)=0
C(x,—¥%;)+K,(x,—bp)=0
(10) The first traction motor lateral damper:
K Vet = Vot + @40 )+ Cpy (Ve = 500) =0
Cmv (Vo =Ve) + K (Vs =¥y —a,0,) =0
K Vet = Vot + @400+ Coy g = Vi) =0
Coy Ve = Vea) + Ky (Vs =, —0,0,) =0
(11) The second traction motor lateral damper:
K (Vs = Vimp = @uPn) + Copy (s = Vo) = 0
Cmy(yee = Ves) t Ky (Vg = Vo T0,00,) =0
Kin (Ve = Viz =04 Pa) + Crpy (Vg = V) = 0
Coy D7 = Ves) + K (Ve =1, +0,00,) =0

In the above equation, 7 represents wheel’s rolling radius,
W denotes axle load, A represents wheel tread’s equivalent
taper, fi1 and f» represent the longitudinal and lateral creep
coefficients. Here, f11 and f22 can be represented as [18]

f11 = Gabcll , fzz = Gabsz (12)
in which, G denotes wheel-rail material’s shear modulus, C11
and C» represent Kalker coefficients, a and b represent
wheel-rail contact ellipse’s long and short half axes.

1/3 1/3
a:m[Eme} ’ b:nFnNk} (13)
44 44

Here, N=(M/2+Myt2Mw+2Mm+2My)g/4, M. is the car
body mass, g=9.8 m/s?; A=(1/Ru+1/Ri+1/Rwi+1/Rw2)/2, Rr,
R and Rwi, Rw2 are the principal curvature radii of the rail
head ellipsoid and wheel tread ellipsoid; k&=2(1-1?)/(rE), E
denotes wheel-rail material’s elastic modulus, u represents
wheel-rail material’s Poisson ratio; m and »n are constants
related to f=arccos(B/A); B=(1/Ru—1/Ro+1/Rwi—1/Rw2)/2.

®)

©)

(10)

(11

III. STABILITY ANALYSIS METHOD

At present, there are mainly two methods employed to
assess railway vehicle’s hunting stability, i.e., the linear and
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nonlinear critical velocity (CV) methods [12]. Although there
are certain differences in the stability results of vehicles
analyzed by these two methods, considering the prominent
advantages of linear CV analysis method, such as high
computational efficiency and ease of analyzing the impact of
parameter changes, it is very suitable for early regularity
exploration work [16,19]. Therefore, it has been extensively
used in bogie’s hunting motion stability analysis. In view of
this, based on the Routh-Hurwitz stability criterion [5,13], by
analyzing the linear CV characteristics of the PB systems, the
dynamic relationship between the traction transmission
components and PB system’s hunting stability is explored.
Here, the specific solving process for linear CV is as follows:

Perform Laplace transform on equations (1) to (11) (i.e.,
substitute ¥, =s’y,, y,=sy,, &, =50, ¢, =s¢,,and y, =sy,
into equations (1) to (11) respectively, where subscripts i=
ml, m2, b, gl, g2, wl, w2; j=el~e8, sl~s4, dl~d4, s
represents complex variables), and express them in the
following matrix form

AX =0 (14)

In the formula, A4 is the coefficient matrix of the X vector
containing the complex variable 5; X=[Vmi @m1 Ym2 ¢m2 Vb @b
Vel Pgl Va2 P2 Ywl Pwl Yw2 Qw2 Vel Ve2 Ve3 Ved Ve5 Ve6 VeT Ve8 Xsl Xs2
Xs3 Xs4 Vd1 Y2 Va3 Vaa]T.

According to equation (14), make the determinant of the
coefficient matrix 4 equal to 0, that is, |4|30x30= 0, and expand
the complex variable s from high to low order to obtain its
Hurwitz stability criterion characteristic equation, as follows

36
Z eks%_k =0
k=0

in which, e is the coefficient of the complex variable s of
each order, £=0,1,2+,36.

Let the determinant value of each coefficient e in equation
(15) be equal to 0, the following equation will be obtained

(15)

e e-rey, 0 -0

Ge e, 00 1~18,0dd subscript

0 e e, C ey, 0 = O,n = . 16)
..................... 0 - 18, Even Subscrlpt
0--0 ¢ € €,

By transforming the real and imaginary parts of the root A
in equation (16), the vibration frequency f'and damping ratio
¢ of each mode can be obtained, where f~Im(A)/(2n),
&Re(A)/|Al, Im and Re represent taking the real and
imaginary parts. At a certain speed, when £>0, it indicates
that the PB system is unstable, {<0 indicates that the PB is
stable, and the train speed at {=0 is the PB system’s hunting
motion CV i.e., ve.

IV. VALIDATION OF THE HUNTING MOTION MODEL

For the purpose of verifying the established PB hunting
motion model’s correctness, a high-speed train’s dynamics
model is established by using the dynamics software
SIMPACK, as illustrated in Figure 2 (in which this model’s
correctness has already been verified using the measured data
provided in reference [20]), and the analysis results obtained
from SIMPACK simulation are compared with those of this
paper’s model. The main parameter values of the PB system
can be seen in Table L.

Fig. 2. SIMPACK vehicle dynamics model

TABLE I
SYSTEM PARAMETER VALUES
Parameter Unit Value
M kg 3200
My kg 1870
M kg 800
M, kg 288
I kg'm? 3200
Iy kg'm? 587
In kg m? 85
I kg'm? 23.7
Kix N/m 1.47x107
Ky N/m 6.5%10°
Ko N/m 1.735x10°
K>y, N/m 1.735%10°
Cix N-s/m 5000
Cy N-s/m 5000
Cox N-s/m 6 000
Cyy N-s/m 6 000
Cs N-s/m 25300
G N-s/m 20 000
Chy N-s/m 4000
Ko N/m 5%10°
Kqy N/m 5%10°
(o™ N-s/m 1 000
Cyy N-s/m 1000
Koy N/m 7.35%10°
Ky N/m 100 000
Cinx N-s/m 1000
Kox N/m 1.15%x107
Koy N/m 1.15x107
Cox N-s/m 100
Chy N-s/m 100
K, N/m 1.0x10°
Kpp N.m/rad 1.0x10°
Cy N-s/m 100
Cpy N-s.m/rad 100

Table II presents the comparison results of the PB hunting
motion’s CV under different traction motor suspension
lateral stiffness obtained from SIMPACK simulation model
and this paper model. As displayed in Table I, the CV values
of the PB system’s hunting motion under the two models
have good consistency, with a relative deviation of less than
7%. The results show that, the PB hunting motion model
considering traction transmission components’ coupling
effect established in this paper is correct, providing a model
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reference for PB system’s hunting motion stability analysis.

TABLE I
COMPARISON BETWEEN CALCULATION RESULTS AND VEHICLE SIMULATION
RESULTS
ve/(km/h)
Kiny/(N/m) Deviation/%
Model in this paper  Vehicle simulation
10 000 397.54 415.26 4.27
25000 401.14 418.37 4.12
50 000 407.40 423.51 3.80
100 000 420.96 438.90 4.09
200 000 452.10 481.13 6.03
300 000 307.78 325.66 5.49
400 000 291.26 307.50 5.28
500 000 286.58 301.75 5.03

V. THE EFFECT OF TRACTION TRANSMISSION SYSTEM’S
ISOLATION PARAMETERS ON PB SYSTEM’S HUNTING
STABILITY

The key to designing the isolation system for traction
motors and gearboxes is to investigate the dynamic
relationship between the traction transmission system’s
isolation parameters and the PB system’s hunting motion
stability. This section uses the established PB hunting motion
model considering the influence of traction transmission
components, taking the PB system shown in Table I as the
research object, to study the influences of the traction motor
and gearbox’s suspension parameters and coupling’s
performance parameters on the PB system’s hunting motion
stability.

A. The dynamic effect between traction motor suspension
parameters and PB system’s hunting motion

Figure 3 displays the variation law of PB hunting motion’s
CV under different traction motor suspension stiffness.

(a) 440 ‘
r A
10 | /;\AAAA/AA |
: A A A,A/A A
7 AT |
B 24
40( )‘fé/é/ﬁ 7
4

0 2 4 6 8 10 12 1415
K,/ Nm) 10"
(b) 520
_460f AAAAA’*\? .
= ,
= s
& 300" 1
a° |
320t A |
e NN
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K, /(N/m) < 10°

Fig. 3. The variation law of PB hunting motion’s CV under different traction
motor suspension stiffness: (a) the influence of longitudinal stiffness Km.; (b)
the influence of lateral stiffness K,

As displayed in Figure 3, as traction motor suspension’s
longitudinal stiffness increases, the PB system’s hunting
motion CV gradually increases, that is, a larger traction motor
suspension longitudinal stiffness is beneficial to improve PB
system’s hunting stability. Additionally, as traction motor
suspension’s lateral stiffness increases, the PB system’s
hunting motion CV first increases, then decreases, and finally
stabilizes. In other words, there exists an optimal traction
motor suspension lateral stiffness, which can ensure that the
PB system has the best stability at this stiffness value.
Compared with large stiffness values, when the lateral
stiffness is less than the optimal value, the PB system can
have a better stability performance. Therefore, when
designing traction motor suspension’s lateral stiffness, it
should be avoided to design it too large.

Figure 4 shows the variation law of PB hunting motion’s
CV under different traction motor suspension damping.

(a) 422
2 A DA
= . aé(,,érAf«év‘éfé A
é 2y} | N PUPNDNNSS At 1
;O
420 . . . . .
0 1000 2000 3000 4000 5000 6000
C_/(N.s/m)
mx
(b) 450

o 405 {/( &A
4
3800 3500 5500 7500 9500 11000

Cmy/(N.s/m)

Fig. 4. The variation law of PB hunting motion’s CV under different traction
motor suspension damping: (a) the influence of longitudinal damping Cm; (b)
the influence of lateral damping Cpy

As shown in Figure 4, with the increase of the traction
motor suspension’s longitudinal damping, the PB system’s
hunting motion CV slightly increases, and the overall change
is not significant, with a relatively weak impact. Similar to
the influence law of its lateral stiffness, as traction motor
suspension’s lateral damping increases, the PB system’s
hunting motion CV first increases and then decreases, and the
system’s stability first improves and then deteriorates. That is,
there exists an optimal traction motor suspension lateral
damping value, which can ensure that the PB system has the
best stability at this damping value.

By comprehensively analyzing Figures 3 and 4, we can see
clearly that, for the purpose of achieving a good stability
performance for PB system’s hunting motion, a larger
longitudinal stiffness should be reasonably selected when
designing traction motor’s suspension systems. In addition,
we should pay particular attention to matching the traction
motor suspension system with an appropriate lateral stiffness
and lateral damping.
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B. The dynamic effect between gearbox suspension
parameters and PB system’s hunting motion
Figure 5 displays the variation law of PB hunting motion’s
CV under different gearbox suspension stiffness.

(b) 422
S
§, 421y -
>o
420 . . . . .
0 1000 2000 3000 4000 5000 6000
Cgv/ (N.s/m)

Fig. 6. The variation law of PB hunting motion’s CV under different
gearbox suspension damping: (a) the influence of longitudinal damping Ciy;
(b) the influence of lateral damping Cg,

C. The dynamic effect between coupling performance
parameters and PB system’s hunting motion
Figure 7 shows the variation law of PB hunting motion’s
CV under different coupling stiffness.
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Fig. 5. The variation law of PB hunting motion’s CV under different
gearbox suspension stiffness: (a) the influence of longitudinal stiffness Ki;
(b) the influence of lateral stiffness Ky,

From Figure 5, we can see clearly that, as gearbox
suspension’s longitudinal stiffness increases, the PB system’s
hunting motion CV gradually increases. In other words, a
larger gearbox suspension longitudinal stiffness is beneficial
to improve PB system’s hunting stability. Furthermore, as
gearbox suspension’s lateral stiffness increases, the PB
system’s hunting motion CV gradually increases and then
tends to stabilize. Overall, when gearbox suspension’s lateral
stiffness value increases to a certain extent, the PB system’s
stability no longer undergoes significant changes.

Figure 6 shows the variation law of PB hunting motion’s
CV under different gearbox suspension damping. As
displayed in the figure, as gearbox suspension’s longitudinal
damping increases, the PB system’s hunting motion CV
slightly increases, and the PB system’s stability performance
is improved. The gearbox suspension’s lateral damping has
almost no effect on PB system’s hunting stability. Combined
with Figure 5, it is not difficult to find that, gearbox
suspension’s stiffness has a greater impact on PB system’s
stability than damping. In other words, when designing the
gearbox suspension system, we need to pay special attention
to the design of its stiffness parameters.
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Fig. 7. The variation law of PB hunting motion’s CV under different
coupling stiffness: (a) the influence of lateral stiffness Kj; (b) the influence of
yaw stiffness Kp,

According to Figure 7 (a), we can see clearly that, the
influence of coupling’s lateral stiffness on PB system’s
stability is basically consistent with the traction motor
suspension lateral stiffness. That is, as the lateral stiffness of
the coupling increases, the PB system’s hunting motion CV
first increases and then decreases, and finally tends to
stabilize. There is an optimal coupling lateral stiffness, which
makes the system most stable at this stiffness value. In
addition, on the side smaller than the optimal stiffness value,
the PB system has a higher CV and better system stability.
When the lateral stiffness of the coupling is greater than this
optimal value, the PB system’s hunting motion CV
significantly decreases, namely, the system’s stability
deteriorates. The reason for this situation is that, when the
coupling’s lateral stiffness is greater than a certain value, the
traction motor and gearbox are equivalent to being rigidly
connected together. In this case, if the suspension stiffness
value between the gearbox itself and the frame is large, the
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equivalent mass shared by the traction motor and gearbox as
a whole on the frame will increase, thereby leading to a
deterioration in PB system’s stability. In addition, by
analyzing Figure 7 (b), we can see clearly that, as the
coupling’s yaw stiffness increases, the PB system’s hunting
motion CV first gradually increases and then tends to
stabilize, but the overall change is not significant. Therefore,
a larger coupling yaw stiffness is beneficial to improve PB
system’s hunting stability.

Figure 8 displays the variation law of PB hunting motion’s
CV under different coupling damping.
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Fig. 8. The variation law of PB hunting motion’s CV under different

coupling damping: (a) the influence of lateral damping Cp; (b) the influence
of yaw damping Cp,

As shown in Figure 8, as coupling’s lateral damping
increases, the PB system’s hunting motion CV increases and
the system’s stability improves. Moreover, as coupling’s yaw
damping increases, the PB system’s hunting motion CV
remains almost unchanged. In other words, the coupling yaw
damping has little impact on PB system’s stability. From the
comprehensive analysis of Figures 7 and 8§, it can be seen that,
among the numerous performance parameters of the coupling,
its lateral stiffness has the greatest impact on PB system’s
stability, followed by the yaw stiffness, lateral damping, the
yaw damping having the smallest impact. In order to ensure
that the PB has a good stability, on the premise of matching a
larger yaw stiffness value, we particularly need to pay
attention to the design of the coupling’s lateral stiffness.

It can be seen from the above analysis that, each traction
transmission component and its vibration isolation
parameters have a certain influence on PB system’s hunting
stability. For the purpose of obtaining a more accurate
stability analysis results for high-speed train’s PB system,
and providing a model reference for PB system’s hunting
stability analysis as well as a theoretical guidance for the
design of traction motor and gearbox’s suspension
parameters, it is necessary to integrate each traction
transmission component with the bogie frame into a whole
system for research.

VI. CONCLUSIONS

In this paper, a high-speed train’s PB hunting motion
model that comprehensively considers the coupling
interaction between the traction motor, gearbox, and bogie
frame is proposed. The model is verified through vehicle
simulation. Based on this, the influences of traction motor
and gearbox’s vibration isolation parameters as well as the
coupling’s performance parameters on PB system’s hunting
stability are explored. The main conclusions are as follows:
1) The traction motor suspension parameters have a

significant impact on PB system’s hunting motion
stability. To achieve a good stability, when designing
the traction motor’s suspension system, a larger
longitudinal stiffness should be reasonably selected. In
addition, special attention should be paid to matching an
appropriate lateral stiffness and lateral damping.

2) The gearbox suspension parameters have a certain
impact on PB system’s hunting motion stability, and its
stiffness parameters have a more significant effect than
damping. When designing gearbox’s suspension system,
special attention should be paid to the design of its
stiffness parameters, meanwhile, the stiffness design
value should meet a certain order of magnitude and
cannot be selected too small.

3) The coupling’s performance parameters have a certain
impact on PB system’s hunting motion stability. Among
the numerous performance parameters of the coupling,
its lateral stiffness has the greatest impact on system
stability, followed by the yaw stiffness, lateral damping,
the yaw damping having the smallest impact. In order to
ensure that the PB has a good stability, on the premise of
matching a larger yaw stiffness value, special attention
should be paid to the design of its lateral stiffness.

This study provides a model reference for PB system’s
hunting motion stability analysis, and also provides a
theoretical guidance for the design of traction motor and
gearbox’s suspension parameters.
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