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Abstract: In recent years, the research and development of high-speed trains has advanced rapidly.
The main development trends of high-speed trains are higher speeds, lower energy consumption,
higher safety, and better environmental protection. The realization of a lightweight high-speed car
body is one of the key features in the development trend of high-speed trains. Firstly, the basic
dimensions of the car body’s geometric model are determined according to the external dimensions
of the body of a CRH EMU, and the specific topology optimization design domain is selected to
establish the finite element analysis model; secondly, the strength and modal analyses of the topology
optimization design domain are carried out to check the accuracy of the design domain and provide a
comparative analysis for subsequent design. Then, the variables, constraints, and objective functions
of the topology optimization design are determined to establish the mathematical model of topology
optimization, and the design domain is calculated for topology optimization under single and
multiple conditions, respectively. Finally, based on the topology optimization calculation results,
truss-type reconstruction modeling is carried out for the car body’s side walls, roof, underframe,
end walls, and other parts. Compared with the conventional EMU body structure, the weight of the
reconstructed body structure is reduced by about 18%. The results of the finite element analysis of
the reconstructed car-body structure prove the reliability and safety of the structure, indicating that
the reconstructed car-body scheme meets the corresponding performance indicators.

Keywords: high-speed car body; lightweight; truss body; topology optimization; structural
reconstruction

1. Introduction

In recent years, the research and development of high-speed trains has advanced
rapidly. The main development trends of high-speed trains are higher speeds, lower energy
consumption, higher safety, and better environmental protection. The realization of a
lightweight high-speed car body is one of the key features in the development trend of
high-speed trains. When a train has higher-speed operation, the car-body structure needs
to bear many complex combined load conditions. The bearing structure of the body of
electric multiple units (EMUs) is usually welded in a cylinder shape. In order to further
reduce the air resistance, the contour of the head and the external frame of the train are
streamlined [1].

In the design of high-speed trains’ car-body structures, various factors should be
integrated and coordinated to improve the performance of the body. As a large vehicle,
the safety of the body structure of a high-speed train EMU has always been an important
subject in the design of high-speed trains’ car bodies [2–4]. As a complex mechanical
structure, the EMU’s body structure should be considered in the design of strength, mode,
and other performance indicators because of its various structural forms and changeable
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load conditions. For the next generation of high-speed EMUs’ body structure design, the
traditional CAE/CAD design and analysis process has some shortcomings, such as high
R&D costs, long time cycles, and insufficient optimization analysis. With the continuous
development of optimization technology, structural optimization design gradually tends
to combine multiple disciplines and objectives, which can significantly shorten the opti-
mization design cycle, improve the reliability of the vehicle structure and the degree of
optimization analysis, and make full use of materials.

In order to obtain a car-body structure that can meet many design requirements at the
same time, extensive research has been carried out in the field of structure optimization.
Harte et al. [5] divided the light rail body structure into different subregions based on the
calculation and analysis results and then optimized the calculation and analysis of each
subregion through size optimization. Chiandussi et al. [6] took the automobile chassis as
the research object and realized the light weight of the automobile chassis through topology
optimization design, and the dynamic performance of the chassis was also significantly
improved. Chen et al. [7] took the train underframe as the main research object, analyzed the
results of a material analysis for topological optimization under different loads, determined
the optimal distribution position of the inner ribs of the underframe, and obtained the
optimal shape of the underframe section. Zhang et al. [8] analyzed the design scheme of the
whole vehicle structure of a tracked vehicle, determined the location of the maximum stress
and strain point through static analysis results, used Optistruct to optimize its topology,
and analyzed the stiffness and strength of the optimization results. Based on a certain
type of China Railway High-Speed (CRH) EMU, Ji [9] performed a sectional analysis
and comparison of the existing car-body sections; optimized the car-body model in the
transverse, longitudinal, and transverse directions with Optistruct; reconstructed the car-
body model according to the optimization results; and compared and analyzed the static
changes in the car body before and after optimization. Zhang et al. [10,11] established a
parameter model for high-speed trains and compared the aerodynamic performance of the
front-end model before and after optimization with a crosswind, proving that optimization
analysis can effectively improve the anti-crosswind performance of the front end. Many
scholars have combined multidisciplinary optimization techniques with vehicle structure
optimization to achieve lightweight structures and further improve the performance in
terms of vehicle strength [12–14], vibration [15–17], collision [18–20], and other aspects.

To summarize, the existing studies mainly focus on the optimization of the section and
local structure of the car body, while research on the topology optimization of the whole
vehicle is scarce, which limits the design of the car body. At present, there is an urgent need
to carry out the research and development of the next-generation high-speed EMU body. As
the main research and design method, structural optimization technology has been highly
valued by researchers at home and abroad. Due to its significant challenges, topology
optimization technology has been a major focus of research. The purpose and objectives
of this study include an investigation of the shortcomings of existing research, aiming to
optimize the topology of the whole structure of the car body. Through a simulation analysis
platform, the topology optimization design of the car-body structure design domain based
on the CRH profile data is carried out. With the aim of developing the structural form of
the next-generation high-speed EMU body, a comprehensive and detailed optimization
design study is carried out, and the material distribution results of each part of the body are
obtained. Based on these results, the main bearing truss structure of each part is established,
which provides a certain reference for the research and development of the body structure
of the next generation of high-speed EMUs.

2. Topology Optimization Method of Car-Body Structure
2.1. Homogenization Method

In 1978, Benssousan [21] put forward the theoretical basis of the homogenization
method to study the relationship between the macroscopic characteristics and microstruc-
tures of composite materials. This method can correlate variables of different scales and
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thus transform macroscopic problems into microscopic ones, such as replacing periodic
microscopic structures with single cells, which has been widely used in engineering practice
for decades [22]. Guedes and other scholars combined the homogenization method and
the finite element method to establish a finite element equation based on the progressive
homogenization method, serving to simplify the solution process and expand the solvable
range and the complexity of the solution [23]. At the same time, as a calculation method
for periodic composite materials, the homogenization method can improve the analysis
efficiency, reduce the workload, and significantly shorten the calculation time under the
premise of known material properties.

2.2. Variable-Density Method

The variable-density method was developed from the homogenization method, which
deals with the intermediate density. It is one of the mainstream topology optimization
methods based on finite elements. The optimization criteria adopted by the variable
density method have the characteristics of a fast convergence speed, few iterations, and
small computation, which is the focus of current structural topology optimization methods.
Unlike the homogenization method, the variable-density method mainly uses material
description for topology optimization. Upon introducing a reverie material, the material
density is between 0 and 1, where 0 represents the hollowed-out state, 1 represents the
solid state, and a density between 0 and 1 represents the point between the hollowed-out
and solid states. The material’s physical characteristics and the element’s relative density
depend on the interpolation function. Considering the relative density of each unit as
a design variable, the number of design variables can be significantly reduced, and the
computation is also reduced accordingly.

The design domain of the variable-density method is discretized into a finite element
set defined by the element set NX = {1, 2, . . . , |NX |} in the x-direction and the element set
NY = {1, 2, . . . , |NY|} in the y-direction. The element density is taken as the design variable:

(0 ≤ ρ(x,y) ≤ 1, (x, y) ∈ NX × NY) (1)

According to the optimality criterion, the element stiffness is effectively controlled.
Then, the overall stiffness of the structure can be reasonably regulated, and the materials
can be redistributed within the design domain. Thus, the topology optimization structure
with the optimum structural stiffness and material distribution can be obtained [24].

E = ρeE0 (2)

E =
ρe

1 + q(1 − ρe)
E0 (3)

Solid isotropic material with penalization (SIMP) is a commonly used density–stiffness
interpolation model, a common technique in topology optimization problems. The model
assumes that the material density is constant within the cell and takes it as a design variable.
In order to simplify the calculation and improve the efficiency, the material properties are
simulated by the exponential function of the cell density. The SIMP method introduces
relative density ρe and penalty factor P. When 0 ≤ ρe ≤ 1, the element density is limited by
penalty factor P, so the structural elements’ density is as close as possible to 0 or 1. If the
element density is 0, the material can be deleted; if the element density is 1, the material
should be filled. For the SIMP interpolation model, the larger the penalty factor is, the
better it is. When the penalty factor takes different values, the penalty effect is also different.
The element density can be expressed as follows.

φ(xi) = xP
i , xi ∈ [xmin, 1], i = 1, 2, 3 . . . , xn (4)

The relation between element density and elastic modulus is
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E(xi) = Emin + φ(xi)(E − Emin), i = 1, 2, 3 . . . , n (5)

where E(xi) is the elastic modulus of the element, Emin is the elastic modulus of the low-
strength material element, and xi represents the relative density of each element. To ensure
the stability of numerical calculation, usually, Emin = E/1000 and 0 < Emin ≤ E(xi) ≤ E.
The general optimization mathematical model of structural topology optimization can be
formulated as follows.

Minimize : f (X) = f (x1, x2, . . . , xn)
Subjectto : gj(X) ≤ 0

j = 1, 2, 3, . . . , m
(6)

where n represents the number of design variables, X is the optimization design variable,
f (X) is the optimization objective function, g(X) represents the design response requiring
constraints, and j is the number of constraint equations.

2.3. Progressive Structural Optimization Method

The progressive structural optimization method was first put forward by Xie and
Steven [25]. This method involves gradually removing inefficient or ineffective materials
from the initial design space so that the final topology optimization result achieved is
optimal. In other words, as the iteration progresses, some of the design variables change
from 1 to 0.

2.4. Topology Optimization Process of Car-Body Structure

Based on the above optimization methods, the topology optimization process of the
new-type car-body structure for EMUs is shown in Figure 1.
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3. Selection of Topology Optimization Design Domain and Model Establishment
3.1. Selection of Topology Optimization Design Domain

The topology optimization design domain refers to the design space where the car-
body structure can be optimized. A reasonable design domain can ensure the rationality
and adaptivity of the topology optimization results, which is a crucial prerequisite for
topology optimization calculation. In this paper, the topology optimization design domain
is determined according to the outer contour size of the CRH vehicle car-body model, and
the structure model is established. The car-body structure dimensions of a CRH vehicle are
given in Table 1, including the body length, fixed distance, width, height, and other basic
contour dimensions of the car-body structure.

Table 1. CRH car body’s basic dimensions.

Structure Size L/mm

Car-body length 25,000
Fixed distance 17,800

Car-body width 3360
Car-body height 4050

Height from coupler centerline to rail surface 950

Firstly, the initial topology optimization model is analyzed based on the existing
car-body structure, and some structures suitable for topology optimization analysis (mainly
considering the conventional extruded profile structure) are selected. Secondly, the selected
parts of the car-body structure are classified, dividing it into the end wall, end, bottom
frame, side wall, upper beam, and roof structure. Finally, it is necessary to facilitate the
welding and manufacturing of the car-body structure and quickly match it with the vehicles
already operating. Therefore, some of the necessary structural positions should be set aside,
such as the coupler seat, car window, car door, etc. Based on the above analysis, the
car-body structure model required for the initial topology optimization can be established.
The geometric model of the car-body structure is shown in Figure 2.
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3.2. Establishment of Topology Optimization Design Domain Model

Since the topology optimization model is relatively simple and has few sharp corners
or chamfering, the element size of the topology optimization design domain of the vehicle
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body is 50 mm with an eight-node hexahedral mesh [26]. The number of grid elements is
determined by both the car-body structure parameters, as shown in Table 1, and the recom-
mended mesh sizes in the topology optimization model, and the model has 390,620 meshes
and 475,326 nodes after mesh division. Figure 3 shows the finite element model of the
car-body structure. The selected material is aluminum 6005-T6, commonly used in the
production of car-body structures. Its mechanical properties are as follows: the elastic
modulus is 6.9 × 104 MPa, the density is 2.7 × 103 kg/m3, and Poisson’s ratio is 0.33. The
working conditions and boundary conditions are shown in Table 2.
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Table 2. Working conditions and boundary conditions.

Working Condition Load Restraint Condition Design Diagram

Longitudinal load

Compression force of 1500 kN for
front-end coupler seat

Compression forces of 300, 300,
and 400 kN to the front-end wall

near the roof, side wall, and
chassis, respectively

Longitudinal constraint at
the rear end wall
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Table 2. Cont.

Working Condition Load Restraint Condition Design Diagram

Three-point support load -
Apply vertical

displacement to constrained
support points
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It can be seen from the calculation results that the maximum Von Mises stress in the
design domain is 86.8 Mpa, which is far less than the allowable stress of the material and
has ample space for optimization, and the design domain space is reasonable.

3.4. Results of Modal Analysis

In the general simulation analysis, the mass equipment is applied to the center of
gravity by concentrating the mass points, and the rest of the mass of the equipment is
loaded by uniformly distributing the mass points. Both structural and reconditioning
modes are free vibration modes without any constraint. In the conceptual stage of car-body
design, the influence of the equipment quality on the car-body mode should be considered
in the topology optimization analysis and calculation. Table 4 and Figure 5 show the
magnitude of the vibration frequency and corresponding mode shapes.
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Table 4. Description of the natural frequency and mode shape of the car-body mode.

Modal Order Number
Mode Shape of the Car-Body Mode

Frequency/Hz Vibration Mode

1 21.25 First vertical bending deformation
2 22.69 First diamond deformation
3 23.51 First transverse bending deformation
4 30.64 Breathing deformationAppl. Sci. 2024, 14, x FOR PEER REVIEW 10 of 39 
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4. Topology Optimization of Car-Body Structure
4.1. Topology Optimization Design

Before performing topology optimization, the mathematical model of topology opti-
mization should be established. The design variables, constraints, and objective functions
of topology optimization should be determined.

(1) Design variables
In order to ensure that the computer can complete the optimization calculation task

and obtain the ideal optimization result, reasonable and appropriate design variables are
indispensable. The more design variables, the more detailed the optimization results and
the more in-depth the optimization degree, but too many design variables will also cause
an increase in computing time. Therefore, when selecting design variables, the design
variables should be reduced as much as possible to ensure the complete representation of
the requirements. Based on the above principles, this paper takes the whole vehicle as a
design variable with a minimum member size of 150 mm and a maximum member size of
400 mm.

(2) Constraints
Constraints are necessary to control the direction of the result generation in the op-

timization calculation. The constraint conditions can be divided into two types: size
constraints and behavior constraints. Size constraints are mainly geometric restrictions on
the design variables, while behavior constraints are used to characterize the state of the
reaction structure, such as the frequency and intensity.

(1) Yield constraints
The yield strength is used as the constraint condition. The allowable yield utilization

factor λperm is defined, and the finite elements meet the yield criteria as follows.

λy ≤ λperm (7)

where λy is the yield utilization factor, λy = 0.78σvm/235, and σvm is the Von Mises stress.
(2) Volume fraction constraints
Different volume fractions are used as response constraints to explore the influence of

different volume fraction constraints on the optimization results and determine the value
range of volume fractions.

This paper discusses only the constraints on the yield strength and first-order deforma-
tion frequency. The yield strength constraint limit is 215 MPa, the first-order deformation
frequency constraint limit is 10 Hz, and the second-order deformation frequency constraint
limit is 12 Hz.
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(3) Objective function
This paper is a topological optimization solution analysis of the car-body structure,

aiming to obtain the minimum material surplus in the design space to meet the design
requirements. The optimization design should take the minimum volume of the residual
material as the objective function. The formula for the volume as the objective function is
as follows.

V =
n

∑
i=1

ρijV0
i (8)

where ρij represents the unit material density of the micro-element, and V0
i is the initial

volume of the ith element.
For the car-body model in the initial state, the density of all unit materials is 1. After

iterative calculation, if the unit material density is still 1, the unit material is more important
for the car-body structure, and the unit is preserved. Meanwhile, when the unit material
density is 0 after the iterative calculation is completed, the unit material is not important
to the car-body structure, and the unit is deleted. Table 5 shows the specific topology
optimization parameter settings.

Table 5. Topology optimization parameter settings.

Parameter Description Value

MINDIM Minimum member size 150
MAXDIM Maximum member size 400
OBJTOL Tolerance of target function 0.005

CHECKER Checkerboard parameter 1
DISCRETE Discrete parameter 1

4.2. Topology Optimization Results

The force flow transfer path of the vehicle body is different under different loads,
which leads to different topology optimization results under different loads. Based on
different load conditions, this section describes the topology optimization analysis of single
and multiple load conditions, respectively, to obtain the new main bearing structure of the
vehicle body, satisfying multiple load conditions simultaneously.

(1) Topology optimization results of single working condition
After 75 iterations of analysis and calculation, the topology optimization calculation

for the longitudinal load condition is terminated. Figure 6 lists the topological density
cloud images with different thresholds.
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After 200 iterations of analysis and calculation, topology optimization calculation
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(2) Topology optimization results of multiple working conditions
In the multiple working condition topology optimization of the structure, the optimal

topology optimization structure corresponding to different conditions may also differ. A
material element deleted in one working condition may be retained in another. In other
words, there may be conflicts between the deletion and retaining of material elements under
different working conditions. To obtain the comprehensive optimal solution under various
working conditions, the linear weighted relationship between the topology optimization
results of each single load working condition is considered. By assigning different weight
coefficients to each working condition, the complex multi-working condition optimization
problem can be simplified to a single working condition optimization problem. The
mathematical model is as follows.

F(X) =
m
∑

j=1
ωj f j(X) = ω1 f1(X) + ω2 f2(X) + . . . + ωm fm(X)

P
∑

i=1
ωi = 1 (i = 1, 2, . . . , p)

(9)

where F(X) represents the equivalent objective function under multiple working conditions,
m represents the number of optimized working conditions, ω corresponds to the weight
coefficient of each working condition, and f (X) represents the input load under the single
load condition.
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When creating the response in the simulation software, it is necessary to set the corre-
sponding proportion of each working condition. However, due to the different frequencies
of each working condition during the operation of the vehicle body, the proportion of
each working condition in the topology optimization is different, so two groups of weight
coefficients are selected for comparative analysis.

(1) Topology optimization scheme with the same weight coefficients
In this group, the specific gravity of the five working conditions is set as 0.2 for

topology optimization and submitted for calculation. Figures 11 and 12 show the changing
trend of the objective function under topology optimization with the same weight coefficient
after 139 iterations.

The optimization results of multiple working conditions with the same weight co-
efficient show that the residual material distribution of the car-body structure after the
topology optimization of multiple working conditions is relatively straightforward. With
the increase in the number of iterations, the truss structure in the middle of the car body
is apparent. However, there are still more materials on both sides of the car body, and no
apparent truss structure is generated.
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(2) Topology optimization scheme with different weight coefficients
A vertical load is always present in the daily operation of high-speed EMUs. The

torsional load and transverse wind load are the most frequent loads of trains entering
and exiting curves, intersections, and tunnels, while the longitudinal load and three-point
support load are less frequent. According to the frequency of the five working conditions,
the specific gravity of the five topology optimizations in this group is set as 0.4, 0.2, 0.2,
0.1, 0.1, including the vertical load of 0.4, the torsional load and the transverse wind
load of 0.2, and the longitudinal load and the three-point support load of 0.1, and the
calculation is performed based on the above optimization settings. Figures 13 and 14 show
the changing trend of the objective function under topology optimization with different
weight coefficients after 75 iterations.

The multi-condition optimization results with different weight coefficients show that
the distribution of residual structural materials of the car body is clear after the multi-
condition topology optimization. With the increase in the number of iterations, the material
of the end walls on both sides is removed from the early stage of calculation, the structure
of the bottom beam of the frame gradually becomes clear, and the cross-type grid structure
of the side wall and the roof also gradually becomes prominent.

The multiple condition optimization with different weight coefficients is adopted by
comprehensively comparing the above two schemes. This scheme can better integrate
the characteristics of the topology optimization results of each single condition, and the
optimization results are reasonable. The truss structure is evident, which can provide
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critical guiding suggestions for the establishment of the truss vehicle body structure in the
later stage.
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5. Reconstruction of Car-Body Bearing Structure

Although topology optimization can reflect the load transfer path by optimizing the
resulting material distribution, this result cannot be directly applied to machining and
manufacturing, and it can only provide ideas for subsequent design. In this section, the
reconstruction scheme of the car-body bearing structure is determined, and the dynamic
performance is checked.

5.1. Design Method of Truss Car-Body Structure Reconstruction

The bearing structure of high-speed EMUs mainly comprises the roof, side wall,
bottom frame, end wall, end part, etc. By extracting the topology optimization results
of each part of the car body, the basic shape of the new car-body structure of high-speed
EMUs is obtained. The basic design principles of each car-body part are as follows. The
end wall mainly adopts the triangular bearing structure; the end part is the coupler–seat
rear inclined beam structure; the bottom frame mainly considers the longitudinal beam
structure in the middle and both sides of the bottom frame; the side wall and the roof adopt
the cross-beam structure; and the structure near the supporting point of the car body needs
to be strengthened locally. In order to ensure that the vibration mode frequency meets the
design requirements, the side wall and upper beam structure are strengthened.

The topology optimization results contain the residual distribution range of materials
under different working conditions. However, this result is limited by the conceptual
design stage of topology optimization, which does not consider various complex situations
in vehicle body operation, such as the counterweight of cables, ventilation ducts, toilets,
etc. Therefore, the topology optimization results are more suitable to guide the subsequent
detailed design stage.

This process includes measuring various working conditions in the finite element
software, examining the surplus material in the topology optimization results, determining
each part’s hole position and its sizes and conditions, evaluating multiple conditions
considering the multiple and single topological optimization results, and incorporating
the welding manufacture process, including the simplification of irregular holes and the
identification of each part of the body after obtaining the neat hole position and its size.

5.2. Establishment of Car-Body Geometry Model and Finite Element Model

Many factors should be considered in the reconstruction of the truss car-body model.
This paper establishes the main bearing structure model of the truss car body based on
the basic data of the CRH vehicle contour and topology optimization results. In order
to facilitate the subsequent simulation calculation, only a quarter of the car-body model
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is established, and the comparative modeling of each part of the car body is shown in
Figures 15–21; different colors are used to distinguish the components.
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Figure 21. Contrast modeling of supporting structure: (a) results of topology optimization of
supporting structure; (b) geometric modeling of supporting structure.

Each part’s topology optimization modeling results are combined to obtain the truss
body structure of high-speed EMUs after topology optimization. Figure 22 shows the
model diagram of the quarter-truss vehicle. At the same time, to further improve the
strength and stiffness of the car body and consider the tightness of the car-body structure,
a layer of aluminum alloy skin with a thickness of 2 mm is added to the inner and outer
surfaces of the car body. The quarter-body model with the skin added is shown in Figure 23.
Different colors are used to distinguish the components.
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The 3D model of the vehicle is imported into the finite element modeling software,
and the car-body structure model is meshed. The mesh size is 20 mm × 20 mm, and the
mesh shape is dominated by four-node thin-shell elements, totaling 1,865,412 elements
and 1,772,788 nodes. The vehicle body model after finite element dispersion is shown
in Figure 24. According to the measurement, the weight of the car body after topology
optimization is 8.62 t. According to the relevant information, the weight of a CRH EMU’s
body is about 10.5 t. Compared with the CRH EMU’s body, the weight of the reconstructed
car body is reduced by 1.88 t from the original 10.5 t, which is about 18%.
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5.3. Finite Element Analysis of the Reconstructed Model

In the above simulation calculation, the weight lifted by the off-board equipment and
the weight of the passengers are not considered, and the traction transformer, auxiliary con-
verter, sewage box, compressor, exhaust air cylinder, brake module, and other suspension
equipment are not set separately. In this simulation analysis, it is necessary to consider the
counterweights of cables, lighting equipment, ventilation ducts, toilets, inner end walls, tea
rooms, seats, and other car components. However, the car-body structure design is only
in the conceptual design stage, and the suspension position of the mass equipment has
yet to be determined, so the mass equipment and the cable and other equipment are set
by uniformly distributing the mass points. The reference design quality of the car-body
structure is shown in Table 6.

A load and constraint are applied to the reconstructed finite element model of the
car-body structure, and the simulation solution is carried out. The stress cloud diagram of
the truss vehicle structure under different working conditions is obtained. The calculation
results are shown in Figure 25.
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Table 6. Body reference design quality.

Sequence Description Number/t

1 Weight of vehicle maintenance equipment
(excluding bogie and car-body structure) 25.46

2 Weight of bogie 8.0

3 Passengers (80 kg/per person) Capacity: 85 6.8
Overcrowding: 120 9.6

4 Servicing equipment 0.4

5 Weight of vehicle with capacity passengers
(excluding bogie and car-body structure) 32.26

6 Weight of vehicle with overcrowding passengers
(excluding bogie and car-body structure) 35.06
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According to the calculation results, the maximum Von Mises stress of the car-body
structure under these five working conditions is 157.6 MPa, less than the allowable stress
of the material of 215 MPa. The maximum stress points are mainly concentrated at the
window corner, the joint between the rear seat of the couplers and the bottom frame, and
the corner of the side wall.

6. Conclusions

This paper uses topology optimization design for the car-body structure design domain
based on CRH profile data. The following conclusions are drawn from the research analysis.

(1) The geometry model is established based on the contour size of the car-body
structure. The design space of the topology optimization design domain is determined,
and the finite element model of the vehicle body is established. The finite element analysis
of the initial design domain is completed, and the correctness of the design space is
checked, which provides a comparative reference for the subsequent topology optimization
calculation results.

(2) The input parameter values of the design variables, constraints, and objective func-
tions of topology optimization are determined, and the mathematical model of topology
optimization is established. In the topology optimization design domain of the car-body
structure, the topology configuration of the car-body structure is obtained by performing
the topology optimization of the single and multiple operating conditions, respectively.
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(3) The truss-body bearing structure is reconstructed based on the topology optimiza-
tion results. The weight of the reconstructed structure is 8.6 t, which is about 18% lower
than that of the current EMU structure in operation. The finite element analysis of the
reconstructed truss car-body structure shows that the strength of the structure meets the
requirements of the corresponding standards.
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