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Field Measurements of Aerodynamic Pressures on Platform Screen Doors at the
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[ Abstract]  With the increasing speed of rail transit and the emergence of multi-vehicle tracking in tunnels, the pressure load on
platform screen doors (PSDs) is of great significance to the safety of line operation. In this study, Chengdu Rail Transit Line 18 was
taken as the research object, and the aerodynamic pressure of the PSD passing through the station was studied by the method of field
measurements. The effects of train running speed, running interval, and the opening and closing of air shaft dampers on the
aerodynamic pressure of the PSD are analyzed. The results demonstrate that the peak positive and peak negative pressures on the PSD
are caused by the head and tail of the train passing through the PSD, respectively. And the peak pressure of the PSD increases with the
speed of the train passing through the station. In addition, different driving intervals have little influence on the extreme value of the
aerodynamic pressure of the PSD. The research provides a reference for the structural strength design of the PSD system.

[Keywords] rail transit; platform screen door; pressure wave; field measurements
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Fig.1 Schematic diagram of Xinglong Station
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Fig.2 Pressure sensor and data-acquisition system
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Fig.3 Schematic diagram of the installation position of the pressure sensor
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Fig.5 Repeatability test results of working condition 1
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Fig.6 Pressure variation curve of measuring point 14
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