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ABSTRACT

An equation of motion was derived for an equivalent
single-degree-of-freedom represencation of the relative rota-
tiocnal motion between a radicactive material shipping package
(cask) and its rail car (support). This equation of motion,
along with t'pse derived earlier for the relative horizontal
and vertical motion, was used *o construct CARRS (gg_sk-l_uil
“ar Response Spectra Generator), a model to generate frequency
Fesponse spectra using calculated results obtained from the
CARDS (Cask Rail Car Dynamic Simulator) model. Fregquency
response spectra are presented for various exploratory
cases. PFurther evaluation of the performance of CARDS was
made, after inserticn of the latest parameter data, by com-
paring calculated results with response variables measured
during Test 3 of the series of tests conducted at the
Savannah River Laboratories.
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DYNAMIC ANALYSIS TO ESTABLISH
NORMAL SHOCK_AND YIBRATION
OF RADIOACTIVE
MATERIAL SHIPPING PACKAGES

Quarterly Progress Report
April 1, 1980 - June 30, 1980

SUMMARY OF PROGRESS

1. DEVELOP DYNAMIC MODEL

Coupled equations of motion for the cask in the cask-rail car system in
the CARDS (Cask Rail Car Dynamic Simulator) model were transformed into
equations of motion for equivalent independent single-degree-of -freedom
systems, one equation for each of the three directions of motion (i.e.,
horizontal, vertical and rotational). These equations of motion sere used
to construct CARRS (Cask Rail Car Response Spectra Generator), a model to
generate frequency response spectra using calculated results obtained from
CARDS.

Frequency response spectra were generated for various preliminary or
exploratory cases defined by conditions and parameter vai.es used in the
CARDS and CARRS models. The response variables plotted as functions of
frequency are the horizontal, vertical and rotational accelerations of a
radioactive material shipping package (cask) relative to the corresponding
accelerations of its support (rail car).

One of the conditions imposed on the system when the response spectra
were generated was placement of the cask centerline 4 feet forward of the
rail car centerline. This was compared to the case where t.. cask was
centered fore and aft. It was found that the location of the cask on the
rail car had little effect on the maximum absolute relative horizontal
acceleration over the range of frequencies co sidered, but it had a great
effect on the maximum absolute relative vertical acceleration. The relative
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vertical accelerations compared were those of the center-of-gravity (cg) of
the cask relative to the cg of the rail car. However, there are higher
relative vertical accelerations at other locations on the cask. Results
from the CARDS mode! show that, for the centered cask case, the absolute
relative vertical accelerations at the tiedown atcachment points are almost
5 times greater than the corresponding accelerations at the cg.

Another of the conditions imposed on the system during genaration of
the response spectra was slack or "looseness" in the vertical component of
the rear tiedowns. Results show that this slack had little effect on the
maximum absolute relative ho-izontal acceleration, but that it produced
significantly higher values of the maximum absolute relative vertical and
rotational accelerations.

The effect of frictional damping opposing the horizontal motion of the
cask relative to the rail car was also evaluated. This was done by compar-
ing the results of the damped case with the results of an undamped case.
The results show that frictional damping decreases the max imum abhsolute
relative horizontal acceleration, but has little effect nn the maximum
absolute relative vertical and rotational accelerations.

The response spectra generated are presented as maximum absolute
relative accelerations vs frequency in Figures 5, 6 and 7.

Support accelerations, i.e., the forcing functions on the right hand
sides of the equivalent independent single-degree-of-freedom equations of
motion, a-e presented as functions of time in Figures 2, 3 and 4,

3.  VALIDATE MODEL

parameter data supplied by ENSCO, Incorporated under Task 4 (COLLECT
PARAMETER DATA) of this study were inserted in the CARDS model to establish
a base case for model validation and for planned parametric and sensitivity
analyses. Simulation rurs were then made to obtcain new calculated results
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to be compared with the experimental results obtained from Tests 3 and 4 of
the series conducted at the Savannah River Laboratories (SRL) in July and
August of 1978,

An evaluation of the performance of the CARDS model was made by compar-
ing calculated results with six response variables measured during Test 3 of
the SRL series. Comparisons weie made for two cases, one using measured
coupler force as the excitation force, and one using the coupler force cal-
culated by CARDS. Acceptable gquantitative agreement, in terms of Theil's
inequality coefficients, was obtained for all the response variables, except
for the vertical accelerations of the cask at the struck and far ends.
However, good visual agreement was obtained for these accelerations when
their time traces were compared. If it were not for time shifts of about
0.02 to 0.025 second, the calculated and experimental time traces would be
brought into bstter alignment which would, in turn, produce more acceptable
quantitative agreement.

Good agreement between the calculated and experimental results was
obtained only after allowance was made for slack in the vertical tiedown
structure at the far end. This slack, or looseness, in the tiedowns is
clearly evident in high speed films of the tests. The films show rain water
being eiected from the collar at the fa. end of the cask at impact. Also,
it was recalled that a rubber shim had been installed between th> collar and
the cask. When this gap and rubber shim combination was considered as part
of the tiedown structure, and an appropriate non-linear stiffness coeffi-
cient devised, good agreement between ‘the calculated and experimental
results was obtained. Confirmation of the existence of this slack in the
tiedown structure was obtained by comparing the calculated vertical dis-
placement of the cask at the far end with the corresponding displacement
obtained by double integration of the measured vertical acceleration of the
cask.



INTRODUCTION

The objective of this study is to determine the extent to which the
shocks and vibrations experienced by radioactive material shipping packages
during normal transport conditions are influenced by or are sensitive to
various structural parameters of the transport system (i.e., package,
package supports, and vehicle). The purpose of this effort is to identify
those parameters which significantly affect the normal shock and vibration
environments so as to provide the basis for determining the forces trans-
mitted to radioactive material packages. Determination of these forces will
provide the input data necessary for a broad range of package-tiedown
structu~al assessments.

Progress on this study from April 1, 1980 to June 30, 1980 will now be
discussed.



PROGRESS TO DATE

This study is divided into six tasks as discussed in previous progress
reports. Progress on each of these tasks will now be discussed.

1.  DEVELOP DYNAMIC MODEL

Equations of motion were derived for equivalent single degree-of-
freedom (1-DOF) representations of the relative horizontal, vertical and
rotational motion between a r.jioactive material shipping package and its
rail car (support). These equations of motion (EOMs) were used to construct
CARRS (Cask Rail Car Response Spectra Generator), a model to generate fre-
quency response spectra using calculated results obtained from the CARDS
(Cask Rail Car Dynamic Simulator) model. The cask-rail car system simulated
by CARDS is shown in Figure 1.

Response spectra for the cask-rail car system are obtained by convert-
ing the coupled EOMs for the cask in the CARDS model into EOMs for equiv-
alent independent 1-DOF systems. The procedure for making this conversion
is patterned after that of Harris and Crede.(]) Equivalent independent
1-DOF equations describing the relative horizontal and vertical motion
between the cask and rail car, derived using this procedure, are presented
in 2eference 2. These equations are

- 2 . o , :
"a® oy Ya * (Csp * Co3)¥g = Yoe * (Ks3iep - kgpipp)ipe
o Mo

* (kgp - kgq)ippsp
|ilp
* (Cs3icp - Copteg)ipe
¥

* (Csp - Cs3)tppip (1)
Iilp



for the relative vertical mot‘on, and

.- 2 . .
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re = “x ‘Zrc®re * Zp%
- (Cg) * Csa)(Zpcipe * Zp%) (2)
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for the relative horizontal motion. A nomenclature of terms used ir this
report is presented in the Appendix.

An equivalent independent 1-DOF equation describing the relative rota-
tional motion between the cask and rail car will now he derived using the
same procedure used in Reference (2) to get Equations (1) and (2). In the
CARDS model, the equation of motion for rotational motion of the cask is
expressed as

I ép = ZP(DUSI + DUS4 - DWS1 - DWS4) - 1PR(DUSZ-DHS2)

p
+ 1, (0US3 - DNS3) (3)
where
0UST = ~kg((Xae * Zpeope) = (¥p = Zpp)) (4)
DUS2 = -uszr(ch + ’?CRSRC) - (Yp * zpkepn (5)
0US3 = —kgsf (Ype = fcpope) = (Yp = tppfp)] (6)
0USE = ~kgql (Xge * Zreope) = (Xp = Zpop)] (7)



DWS1 = C5y[ (hpe * Zpcdpe) - (Kp - Zpdp)] (8)

DHS2 - Cspl (Ype * tepipe) = (Tp + tppip)] (9)

OWS3 = Coafl (Yor - 2epbpe) = (Vo = tppdp)] (10)
Combining Equations (3) through (10) gives

“satprl(Yac - tcrore) = (Yp - tpp%)]
2p(Csy * Csq)lUpe * Zpelpe) - (Xp - Zp8p))

Cs2 PRr(Y * tepdpe) - (Yp * tppép)]

- Coatpel (Ype = 2epdpe) = (Vp = tppép)) (11)
Let the relative horizontal displacement be defined as
64 = pc - ©p (12)
The relative rotational velocity and acreleration are then
by = bac ~ b (13)
and
5d - §Rc - é‘P (14)

Combining Equations (11) *hrough (14) gives, after much algebra, the follow-
ing EOM in terms of the relative displacment 8y
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The frequency, w,, is defined by

2 2 2 2
wy = Zp (kgy * Kgq) * Keplpg * Kg3ipp (16)

Ip
The term £, s a damping coefficient detined as

2 2 2
o= Zp (Cgy * Coq) * Cor'pp * Coatpr (17)
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The remaining term, ug, is a coupling term. It < expressed iW terms of the
coordinates XRC‘ YRC’ and fRC describing the motion of the rail car, and

the two remaining coordinates XP and Yp describing the horizontal and
vertical motion of the cask. This coupling term is defined as

Vo= |- Zplkgy * kga) [ (Xpe * Zpe®re) - %p!

* kgotppl (Yae * fpefpe) - Yp!

ks3tprl (Yre = fcrere) - Yo
Zp(Cgy * Csq)lXpe * Zpchpc) - Xpl

+

Csotprl (Yae * “crérc) = Yp!
. ) . 2]
Csatppl(Ype = teebre) - Yol |/ Tp (18)

Equations (1), (2) and (15) are independent 1-DOF EOMs with forcing
functions defined by the right hand sides (RHSs) of the respective equa-
tions. If it is assumed that the RHS of each 1-DOF EOM represents the
time-varying acceleration of a platform supporting a 1-DOF device defined by
the left hand side (LHS) of the respective EOM, then the response of the



device to various piatform or support motions may be studied. If the RHSs
of Equations (1), (2) and (15) are defined as

Ys = Yac * (ks3ter - kgpiep)ope * (kg = kga)ipptp
i e

p p
* (Coatep - Coptoplipe * (Csp - C-3)tppdp (19)
M "o
. »e 2 .
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P
and
e = Bun + 26 ¢ £0.. -0 (21)
s = Bpc * wape * Egfpe - ¥y
respectively, then the 1-DOF EOMs may be expressed as
- 2 3 "
Ya* oy¥q * (Cgp * Coa)¥y = Yo (22)
Mo
.. ) - i . -
%g " ax¥a * (Csy * Coadhy * upp(Wp) + Woy) sgn (Xy) = Ko (5a
o M
and
By * wady * Eghy = B (28)



where

VS - the vertical acceleration of the support, Lle2
iS - the horizontal acceleration of *he support, Lle2
65 - the rotational acceleration of '*2 support, 1/e

Assuming that the motion of a support is ..ot influenced by the device
~ttached to it, the response spectra of the device may be determined Ly
varying the frequencies on the LHSs of Equations (22), (23) and (28).

Equations (22), (23) and (24) were used to construct the response
spectra generator model CARRS. The support accelerations, defired by Equa-
tions (19), (20) and (21), are determined as functions ~f time by the CARDS
model during a simulation, and written on a file to be read later by the
CARRS model to generate the response spectra.

Response spectra are generated by the CARRS model in the following
manner. Time-varying support accolerations (the RHSs of the 1-DOF EOMs in
CARRS) are read from the file created by CARDS until arrays are filled.
These arrays are then accessed at each time interval as the transient
progresses. A common frequency 15 then set for the LHSs of the 1-DOF EOMs.
The support accelerations are then traversed over the complete transient and
the relative horizontal, vertical and rotational accelerations computed.

The frequency on the LHSs of the 1-DOF EOMs is then set at a different
value, the integrators are re-initialized, and the transient traversed again
to obtain new values of the relative accelerations. This procedure was
repeated for frequencies of 2, 5 and 10 through 260 Hz, in 10 Hz incre-
ments. The entire frequency range was covered, for a particular set of
support accelerations, by successive CARRS runs chained together as ore

run. A set of maximum or peak relative accelerations for each frequency was
automatically determined by CARRS. Response spectra were then obtained by
plotting the absolute values of these maximum accelerations against the
frequency.
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Response spectra were generated for various preliminary or exploratory
cases based on certain conditions and parameter values used in the CARDS and
CARRS models. These cases are defined in Table 1

TABLE 1

DEFINITIONS OF CASES USED FOR GENERATION OF
PRELIMINARY RESPONSE SPECTRA

CASE

CONDITION * 1 2 3 B 5

1. Rear Tiedowns

- Loose X
- Tight X X X X

P. Cask Position on Rail Car
- Centered Fore & Aft X
- Cask Centerline 4 ft

Forward of Rail Car X X X X
Centerline

3. Coupler Force Used

- Calcuiated by CARDS
- Measured During SRL Tests X X X X X

. Damping in CARDS Model
- Viscous * Friction** X X X X X

Viscous Only
- No Damping

{
P. Damping in CARRS Mode!

- Viscous * Friction** X X
- Viscous Only X
- No Damping X X

S —

*Conditions not specified here are base case conditions in the CARDS model.
**Friction opposing horizontal motion of cask relative to the rail car.
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The cases defined in Table 1 differ due to only three of the conditions
listed. The only difference between Cases 1 and 2 is due to the condition
of the rear tiedowns. Case 1 represents the condition of the rear tiedowns
in Tests 3 and 4 of the coupling tests conducted at the Savannah River
Laboratories (SRL) in July and August of 1978. In the previous progress
report,(z) it was stated that ENSCO, Incorporated had completed a study to
provide parameter data on the railway equipment used in the coupling tests
conducted at SRL. These data were used to establish the base case for
simulation of Tests 3 and 4 using the CARDS mode). After experiencing
difficulty in matching the vertical arceleration of the cask at the far end
(as determined using the CARDS model) with that measured during the tests,
high speed films of the tests were examined for some indication of the
reason for the mismatch (see Section 3. VALIDATE MODEL). The films showed
that water (rain water collected during a rain storm the previous night) was
ejected from the collar around the cask at the far end. It was also
recalled that a rubber bushing or liner had been installed between the cask
and the collar. These conditions indicated a possible lonse fit between the
cask and the collar. Because this cask and collar combination is part of
the tiedown system at the far end, it was concluded that the mismatch of
results was due to looseness in the rear tiedowns. This was confirmed by
integrating the cask acceleration recorded during the tests twice with
respect to time to get cask displacement, and then comparing this displace-
ment to the calculated displacement. It was found that the calculated
displacement matched the "integrated-measured” displacement reasonably well
only by assuming an initial “"free" or loose rear tiedown, followed by
contact with a rubber bushing, and finally followed by "solid" contact with
rubber compressed against the collar. Case 2 represents a condition where
neither slack nor a rubber bushing exists in the rear tiedowns, i.e., the
rear tiedowns are as tight as the front tiedowns.

Case 2 is. in effect, the base case for Cases 1, 3, 4 and 5. Case ?

represents a set of conditions including:




(1) no looseness in the vertical component of the rear (or front)
tiedowns,

(2) the cask certerline is positioned 4 feet forward of the rail car
centerline,

(3) the time-varying coupler force is that measured during the SRL
tests,

(4) damping in the equations of motion in the CARDS modei includes
both viscous (structural) damping and damping due to friction
oppos ing the horizontal motion of the cask relative to the rail
car, and

(5) damping in the 1-DOF EOMs in the CARRS model is the same as that
of Item (4) above.

Case 3 differs from Case 2 due to a change in condition (5) above,
i.e., there is no damping of any kind in the 1-DOF EOMs in CARRS. The only
difference between Case 4 and Case 2 is also due to a change in condition
(5), however, in Case 4, there is viscous (structural) damping only.
Finally, Case 5 differs from Case 2 due to condition (2), i.e., the cask is
centered fore and aft on the rail car rather then being shifted 4 feet for-
ward of this position, as in the SFL tests.

The support accelerations [cefined by Equations (19), (20), and (21)]
calculated by CARDS are prosented in Figures 2, 3 and 4. Figure 2 is a plot
of the horizontal acceleration of the support for the equivalent 1-DOF
system, as a function of time, for Cases 2, 3 and 4. Figures 3 and 4 are
the corresponding plots for the vertical and rotational accelerations of the
support, respectively. The support accelerations for Cases 1 and 5 are
different than those shown in Figures 2, 3 and 4 because the differences in
conditions (1) and (2) in Table 1 required separate CARDS simulations, which
produced different results. The support accelerations of Figures 2, 3 and 4
are presented as typical examples of the RHS forcing functions used in the
1-DOF EOMs in CARRS.

The response spectra generated by the CARRS model; fur the “"prelim-
inary" cases defined in Table 1, are presented in Figures 5; 6 and 7.
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Figure 5 consists of plots of the maximum absolute relative (MAR) horizontal
acceleration of the equivalent 1-DOr system as a function of frequency [see
fquations (2)1. Figures 6 and 7 are the corresponding frequency plots of
the maximum absolute relative vertical and rotational accelerations, respec-
tively. In Figure 5, Cases 3 and 5 produce almost identical plots with the
highest accelerations over the range of frequencies considered. These plots
have a common maximum value of the maximum (raximax) absolute relative
horizontal acceleratinn of about 8500 in/secz at a frequency of 250 Hz.

The significance of the identical plots produced by Cases 3 and 5 is that
the only difference between these cases is the positioning of the cask on
the rail car (see Table 1). Case 3 has the cask centerline positiored

4 feet forward of the rail car centerline, while Case 5 has the cask
centered fore and aft. The conclusion may be drawn that this difference in
the location of the cask on the rail car has little effect on the maximum

absolute relative horizontal acceleraticn over the range of frequencies
considered. However, the location of the cask on the rail car has a great
effect on the maximum absolute relative vertical acceleration, as shown in

Figure 6. A maximax absolute relative vertical acceleration of about

5300 in/secz, at a frequency of 50 Hz, is obtained for Case 3, while the

max imum (not maximax) absolute relative vertical acceleration obtained for
Case 5 i5 less than 100 inlsec2 over the entire frequency range. It

should be pointed out here that these accelerations are the relative
vertical accelerations of the center-of-gravity (cg) of the cask relative *°
the cqg of the rail car. There are higher relative vertical accelerations a.
other locations on the cask. Results from the CARDS model show that, for
the centered cask case (Case 5), the absolute relative vertical accelera-

tions of the cask at the tiedown attachment points are about 280 iwl:ecz.

while the corresponding absolute relative vertical acceleration at tne cg is
about 62 inlsecz. The absolute relative vertical accelerations at the

tiedown attachment points are almost 5 times greater than the corresponding

accelerations at the cg.
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The plots for Cases 1 and 2 in Figure 5 are close together which indi-
cates that looseness in the vertical comporent of the rear tiedowns has
little effect on the maximum absolute relative horizontal acceleration. In
contrast, the plots for Cases 1 and 2 in Figure 6 are widely separated,
indicating that this looseness in the rear tiedowns produces significantly
higher values of the maximum absolute relative vertical acceleration at alli
frequencies. Vertical looseness in the rear tiedowns also produces substan-
tially greater maximum absolute relative (MAR) rotaticnal accelerations, as
shown in Figure 7. Figure 7 shows widely separated plots for Cases 1 and 2,
with Case ] having the higher accelerations over the range of frequencies

cons idered.

The effect of frictional damping opposing the horizontal motion of the
cask relative to the rail car is illustrated by the plots for Cases 2 and 4
in Figures 5, 6 and 7. In Figure 5, separation of the plots for Cases ? and
4 shows that frictional damping decreases the MAR horizontal acceleration

over most of the frequency range. The lower plot in Figure 5 consists of
the results for Case 2, the case where frictional damping is present along
with viscous (structural) damping. The results of Case 4 are presented as
the upper plot in Figure 5. This case has viscous damping, but no fric-
tional damping. Frictional damping has little effect on the MAR vertical
acceleration and on the MAR rotational acceleration, as indicated by the
superposition of points on the plots for Cases 2 and 4 in Figures 6 and 7,

respectively.

2. DATA COLLECTION AND REDUCTION

There has been no activity in this task during this reporting period.

3.  VALIDATE MODEL

In a previous report,(g) it was shown that results obtained from a
CARDS simulation of Test 3 of the SRL r ling tests were in good agreement
with experimental results except for e vertical accelerations of the
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cask. In the following reporting period,(Z) ENSCO, Incorporated completea
a study to provide parameter data on the railway equipment used in the
coupling tests at SRL. These data were inserted in the CARDS mode! to
establish a base case for model validation and for planned parametric and
sensitivity analyses. Additional simulation runs were made to obtain new
calculated results to be compared with the experimental results.

At first, the new data resulted in less agreement between the calculated
and exper imental results than had been obtained previously. The calculated
and experimental values of the vertical acceleration of the cask at the far
end did n~t show acceptable agreement when compared both visually and quan-
titatively. After modifications were made to the model, based on a review
of high speed films of the tests and of system structural features, a
dramatic improvement in the agreement was realized (especially in the visual
comparisons). The high speed films of Test 3 showed that water was ejected
from the ccllar around the cask at the far end at impact (rain water had
collected under the collar during a rain storm the night before the test).
It was also recalled that a rubber gasket or shim was used under the
collar. This suggested that the rubber, or a gap, or both, could cause both
an increase in the magnitude and frequency of the acceleration readings at
the far end, precisely the characteristics needed to achieve agreement.
Double integration of the measured accelerations gave displacements which
confirmed this conclusion. Therefore, a non-linear stiffness coefficient
was devised for the rear tiedowns that was assumed to consist of a series
combination of an initial gap between the cask and its collar, a rubber
shim, and then the intended tiedown structure. A corresponding damping
coefficient was also devised.

As in the preliminary assessment of Reference 3, the latest assessment
of how well the CARDS model simulates the behavior of the cask-rail car
system for the conditions of Test 3 of the SRL experiments was made by
comparing, for two cases, both visually and quantitatively, the calculated
and experimental values of coupler force, the longitudinal force of inter-
action between the cask and rail car, the horizonal acceleration of the rail
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car. the horizontal acceleration of the cask, the vertical acceleration of
the cask at the far end, and the vertical acceleration of the cask at the
struck end. Also, in this latest assessment, the calculated vertical
displacements of the cask were compared to those obtained by double inte-
gration of the measured vertical accelerations of the cask. In both cases,
the coupler force was the force of excitation causing the system to
vibrate, In the first case (Case 1), the exnerimentally measured coupler
force was uscd. 1In the second case (Case 2), the couple - force used was
that calculated by the CARDS model. Visual comparisons are presented in
Figures 8 th-~ough 14 for Case 1, and in Figures 16 through 22 for Case 2.
To supplement these comparisons, calculated vertical tiedown forces are
presented in Figure 15 for Case 1, and in Figure 23 for Case 2. Ouantita-
tive comparisons of each pair of individual response variables were made
using Theil's two-variable inequality coefficieits. A simultaneous quanti-
tative comparison of all the response variables was made using Theil's

multiple inequality coefficient. The quantitative comparisons are
summarized in Table 2. Theil's two-variable inequality coefficients are
discussed in Reference 3 and 4, and Theil's multiple inequality coefficient
is discussed in References 3 and 5.

The Theil's inequality coefficients in Table 2 show that good agreement
between calculated and experimental results was obtained for all but the
vertical accelerations. The vertical accelerations of the cask produced
two-variable inequality coefficients above 0.5 (Theil's inequality coeffi-
cients are zero at perfect agreement and 1 at the poorest agreement). How-
ever, Figures 12, 13, 20 and 21 show that good visual agreement exists
between the vertical accelerations. Both the magnitude and frequency of
these plots are in good agreement. It appears, however, that better quanti-
tative agreement could he obtained if the calculated vertical acceleration
at the far end (Figures 12 and 20) could be made to shift approx imately
0.025 second forward on the time scale, and if the calculated vertical
acceleration at the struck end (Figures 13 and 21) cou'd be shifted about
0.02 second backwarc on the time scale. Theil's multiple inequality coeffi-
cient for Case 1 is 0.059, and that for Case ? is 0.214.
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TABLE 2

THEIL'S INEQUALITY COEFFICIENTS FOR RESPONSE VARIABLES
NETERMINED USING CALCULATED AND MEASURED COUPLER FORCE

Response
variable

Case 1

Case ?

Measured Coupler Force

Calculated Coupler Force

Theil's Two-Variable
inequality Toefficients*

Theil's Two-Variable
Inequality Coefficients*

Coupler Force

hont1tud1na1
Firce of
(nteraction
Setween Cask
nd Railcar

Horizontal
Acceleration
of Cask

Horizontal
Acceleration
of Railcar

kertica\

, Acceleration
| of Cask at

| Far End

ertical
t Acceleratinn
of Cask at
Struck End

{

0.158

0.205

0.211

0.600

0.656

0.223
0.194

0.252

0.445

0.776

0.470

i
—_—

|
Theil's

| Multiple
. Tnequality

Coefficient

0.059

0.214

— —

*A value of 0 indicates the best agreement and a value of 1 indicates the

poorest greement.
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The plots of calculated vertical acceleration of the cask at the far
end in Figures 12 and 20 are shaped by the non-linear stiffness coefficient
devised for the rear tiedowns. Initially, the cask accelerates freely
upward due to the loose fit of the collar, but then it soon encounters the
rubber-cushioned collar and decelerates rapidly. The stiffness coefficient
of the rubber shim varies with relative displacement, therefore, the
frequency saries. The structural damping of the collar varies in a manner
similar to that of the stiffness coefficient.

The vertical displacements of the cask are presented in Figures 14 and
22. These figures compare the calculated vertical displacements with those
obtained by double integration of the measured vertical accelerations of the
cask. Figure 14 presents the comparisons of Case 1 results, and Figure 22
the comparisons of Case 2 results. Both of these figures show good agree-
ment up to about 0.1 second, and then the calculated and "experimental™
displacement curves show substantial separation. The reason for this
separation will be sought in subsequent simulations.

4, COLLECT PARAMETER DATA

There has been no activity in this task during this reporting period.

5.  PARAMETRIC AND SENSITIVITY ANALYSIS

A limited parametric analysis, using the CARDS and CARRS models, was
conducted to generate frequency response spectra for various preliminary or
exploratory cases (see Section 1., DEVELOP DYNAMIC MODEL).

6. INTERIM REPORT

There has been no activity in this task during this reporting period.
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FIGURE 1.

Spring-Mass Mode! of Cask-Rail Car System.
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APPENDIX A
NOMENCLATURE OF TERMS
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CSl through CSe

DUSCAR

DUSX4

DUS1 through DUS8

DWCRF

DWP1, DWP4

DWS1 through DWS8

KSCARS

Sl

NOMENCLATURE OF TERMS

Damping coefficients for viscous dampers representing
structural damping at springs Sl through S8 in

Figure 1, lus(force)-seconds.
inch

The coupler force calcilated by the CARDS model,
Ibs(force).

The coupler force obtained from experimental measure-.
ments, 1bs(force).

The forces acting on springs S1 through 58’
respectively (see Figure 1), 1bs(force).

- The frictional force opposing vertical motion of the

coupler faces between the hammer car (cask-rail car)
and the first car in the anvil train, 1bs(force).

The frictional forces opposing horizontal motion of
the cask on the rail car at the rear and front
attachment points, respectively, lbs{force).

Viscous damping forces representing structural damp-
ing associated with springs S1 through SB’
respectively, 1bs(force).

A total equivalent spring constant for the combined
draft gears of the cask-rail car (hammer car) and
the first struck car ‘anvil car), lbs(force)/inch.

Stiffness of the horizontal component of the rear
tiedown between the cask (MP) ar.d the rail car

(Mac), Tbs(force)/inch.
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Sa

S5

ksprksy

Stiffness of the vertical component of the rear
tiedown between the cask (MP) and the rail car
(HRC), 1bs(force)/inch.

Stiffness of the vertical component of the front
tiedown between the cask (MP) and the rail car
(Phc). 1bs(force)/inch.

Stiffness of the horizontal component of the front
tiedown between the cask (MP) and the ra‘l car
(MRC), 1bs(force)/inch.

Stiffness of the horizontal component of the cask-
rail car suspension at the rear truck,
1bs{force)/inch.

The enring cunstants for the equivalent springs
representing the rear and front suspensions,
respectively, ibs(force)/inch.

Stiffness of the horizontal component of the cask-
rail car suspension at the front truck,
1bs(force)/inch,

Horizontal distance from the vertical centerline of
the cask-rail car to the front tiedown attachment
point, inches.

Horizontal distance from the vertical centerline of
the cask-rail car to the coupler face, inches.

Horizontal distance from the vertical centerline of
the cask-rail car to the rear tiedown attachment
point, inches.
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RC

“gn(A)

Pl

pa

Horizontal distance from Lhe vertical centerline of
the cask to the front tiedown attachmert point,
inches.

Horizontal distance from the vertical centerline of
the cask to the rear tiedew: attachment point,
incnes.

Horizontal distance from the vertical centerline of
the casx-rail car to 3 suspension point at a truck,
inches (2*LRC = distance between suspension points,)

Mass of the cask or package, 1bf* - sec2

inch

Mass of the cask-rail car, 1bf - sec2

inch
The signum function or sign function.
+ s, A>0
-1 ,A=0
-1 ,AcO

That portion of package weight concentrated at rear
(far end) tiedown attachment point, lbsf.

That portion of package weight concentrated at front
(struck erd) tiedown attachment point, Tbsg.

*1bs¢ or 1bg = lbs(force)
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The horizontal displacement of an equivalent single-
degree-of -freedom (1-DOF) representation of the
package-rail car system, the displacenent of the
package (cask) relative to the rail car, inches.

The rela:ive horizontal velocity of the 1-DOF
representation of the package-rail car system,
inches /second,

The relative horizontal acceleration of the 1-DOF
representation of the package-rail car system,
incheslsecz.

The horizontal displacement of the c.g. of the first
anvil (struck) car, inches.

« Horizontal displacement of the c.g. of the cask or

package, inches.

Horizontal velocity of the c.g. of the cask or
package, inches/sec.

Horizontal acceleration of the c.g. of the cask or
package (Mp), incheslsecz.

Horizontal displacement of the c.g. of the cask-
rail car, inches.

Horizontal velocity of the c.g. of the cask-rail
car, inches/sec.

Horizontal acceleration of the c.g. of the cask-rail
car (MRC). incheslsecz.
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RC56

RC56

Xpe7s

RC78

Yrrs Xre

”

Xrre *r1¢

Horizorntal displacement of the cask-rail car at the
support point at the rear truck, inches.

Horizontal acceleration of the cask-rail car at the
support point at the rear truck, inches/sec?.

Horizontal displacement of the cask-rail car at the
support point at the front truck, inches.

Horizontal acceleration of the cask-rai) car at the
support point at the fron* truck, incheslsecz.

Horizontal dispiacements of the €.9.'s of the rear
and front trucks, respectively, on the cask-rail
car, inches,

Horizontal accelerations of the c.g.'s of the rear
(MTR) and front ("}F) rail car trucks, respec-
tively, inches/sec”.

The vertical displacement of an equivalent 1-DOF
reoresentation of the package-rail car system, the
displacement of the package (cask) relative to the
rail car, inches.

The relative vertical velocity of the equivalent
1-DOF model of the package-rail car system,
inches/sec.

The relative vertical acceleration of the equivalent

1-DOF model of the package-rail car system,

inches/secz.



-<:

RC
Yacse* Yres

vRCSS'VRUS

%cpL

Vertical displacement of the cask-rail car at its
c.g., inches.

The vertical velocity of the cask-rail car at its
c.g9., inches/sec.

Vertical acceleration of the cask-rail car at its

L incheslsecz.

The vertical displacements of the rail car at the
rear and front suspensions, respectively, inches.

The vertica! accelerations of the rail car at the
rear and front suspensions, respectively,

inches Isec2 H

Vertical displacement of the c.g. of the cask or
package, inches.

The vertical velocity of the c.g. of the cask or
package, inches/sec.

Vertical acceleration of the cask or package at its

Ciles incheslsecz.

Vertical distance from the horizontal centerline of

the cask to its top and bottom surfaces, inches.

Vertical distance from the horizontal centerline of

the cask-rail car to its top and bottom surfaces,
inches.

A factor to allow the damping term DWCRF to vary as
a function of the absolute value of the coupler
force raised to the factor power.
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BepL

RC

RC

“epL

YpR

o

A multiplying factor representing the fraction of
the coupler force actually applied to the moving
coupler faces.

The angle of rotation of the Xp and Yp axes about an
axis perpendicular to the xp - Y_ plane through the

D
c.g. of the cask or package, radians.

The angular velocity of the package or cask about an
axis through its c.g., radians/sec.

Angular acceleration of the package or cask about an
axis through its c.q., radianslsecz.

The angle of rotation of the xRC and YRC axes about
an axis perpendicular to the ch - YRC plane through
the c.qg. of the rail car, radians.

The angular velocity of the rail car about an axis
through its c.g., radians/sec.

Angular acceleration of the rail car about an axis

through its c.q., radians/secz.

The coefficient of friction for the sliding of the
two coupler faces against each other.

The coefficient of friction for the sliding of the
package or cask on the rail car.

The frequancy of vibration for the 1-DOF EOM for the

relative horizontal motion of the cask-rail car

1

system, sec”  or Hz.
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xe

XRC

ZFVP

“Fyac

The frequency of vibration for the 1-DOF EOM for the
relative vertical motion of the cask-rail car
system, sec'1 or Hz.

The summation of horizontal forces acting on the
cask or package, lbs(force).

The summation of horizontal forces acting on the
rail car, lbs(force).

The summation of vertical forces acting on the cask,
1bs (force).

The summation of vertical forces acting on the rail
car, 1bs(force).
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