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Abstract: The interfacial bond between cement concrete base plate (CCBP) and asphalt concrete
waterproofing layer (ACWL) is a weak portion in the newly developed Chinese high-speed railway
ballastless track. The interface damage caused due to fluctuating temperature load and dynamic
train load is one of the most critical problems in Northern China. This paper aims to investigate
the interface damage evolution process under temperature load via experimental and simulation
analysis. Full-scale transverse shear tests were performed to explore the interface bond-slip mode
of the adjacent ACWL and CCBP. Then, a finite element model of a ballastless track structure was
built and a cohesive zone model (CZM) was utilized to model the interface damage initiation, crack
propagation, and delamination process under uniform/gradient temperature load. Furthermore, the
dynamic response of the ballastless track where CCBP and ACWL were partly/totally debonded was
investigated and compared with the perfectly bonded structure. The results demonstrate that bilinear
CZM is capable of revealing the interface damage initiation, crack propagation, and delamination
process under temperature load. The interface state between the adjacent CCBP and ACWL was
greatly affected by temperature changes and the interface bonding state had a great impact on the
dynamic response of ballastless track.
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1. Introduction

Asphalt concrete has been tentatively used for a full-cross-section waterproofing layer in the
substructure of ballastless track in China [1,2]. Asphalt concrete has also been employed as an isolation
layer of the high-speed railway foundation, sub-ballast layer of ballast railway, or reinforcement layer
of the railway subgrade in Germany, Japan, France, Italy, etc. [3–7]. Compared with cement concrete,
which is brittle and prone to crack in cold regions, asphalt concrete has the advantages of waterproofing,
anti-cracking ability, vibration reduction, and deformation coordination with the subgrade [8,9].
The accumulation of water in the subgrade can lead to subgrade strength decrease and subgrade
settlement. In seasonally frozen regions, the frost heave of the accumulated water in subgrade will
cause uneven deformation. Thus, asphalt concrete with good anti-cracking performance is conducive
to the integrity and stability of ballastless track [10–12]. The high-speed railway development offers a
broad application market for asphalt concrete.
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The designer of the high-speed railway usually treats the under-rail structure as a completely
continuous state. In other words, slippage or debonding is not allowed between adjacent layers [13,14].
As a layered structure composed of track-slab, cement concrete base plate (CCBP), asphalt concrete
waterproofing layer (ACWL), and cement concrete base or supporting layer, the adjacent layers in
the ballastless track subgrade are bonded by the interfacial adhesion force which is much smaller
than the strength of the concrete layers [15,16]. In this regard, the interface is the weakest part of the
whole structure. The stiffness difference between asphalt concrete and cement concrete will lead to
the inconsistent deformation trend of the adjacent CCBP and ACWL under train dynamic loads, and
thus, interface shear stress can be generated. Repeated shear action on the interface between CCBP
and ACWL will cause the initiation of interface stress. In Northern China, the annual temperature
difference is high, and the temperature changes rapidly in spring and autumn. For example, in Harbin
the annual temperature difference exceeds 50 ◦C and the daily temperature difference is about 15 ◦C
in winter. The air temperature changes will cause temperature changes in the ballastless track, and
concrete materials tend to deform under temperature loads [17]. The thermal expansion coefficients of
asphalt concrete and cement concrete are different, and hence, interface shear stress can be generated
by the temperature–stress difference between the adjacent CCBP and ACWL under the fluctuating
temperature load [18–20]. The interface damage accumulates under the cyclic temperature loads and
the propagation process of interface cracks is accelerated because of train dynamic loads. The interface
cracks offer entry channels for rainwater to infiltrate into the subgrade body which can result in serious
freeze-thaw damage in cold regions [21]. The interface cracks can not only weaken the entire structural
integrity of the ballastless track subgrade, but also reduce the running stability and derailment safety
of the high-speed railway. Therefore, the high-speed railway engineers have paid great attention to the
interface safety of the ballastless track and have conducted several research works on the interface
delamination mechanism of the typical track subgrade structure [14–16,21]. But there has been almost
no research on the interface damage of the novel ballastless structure which utilizes ACWL under
fluctuating temperature loads and train dynamic loads.

The combination of laboratory and field full-scale shear tests and finite element numerical
simulations offers excellent possibilities for investigation of the interface properties of layered structures.
Shen et al. [22] analyzed the tensile splitting strength, crack initiation load, and damage characteristics
of the composite samples of different types of concrete based on the tensile splitting tests. Dai et al. [14]
explored the transverse and longitudinal interfacial shear capacity of full-scale prefabricated standard
track slabs and discussed the interfacial bond-slip law of continuous slab track based on the full-scale
field shear tests of ballastless track. Cao et al. [23] studied the interface damage mechanism of slab
track under the coupling effect of train load and water by embedding the quarter-points elements
at the crack tip. Zhu et al. [24] numerically analyzed the interface damage occurring between the
prefabricated slab and cement asphalt mortar layer in CRTS-II (China Railway Track System type II)
ballastless slab track by utilization of non-linear cohesive elements at the interface in the finite element
model of the track system. The interface damage, crack, and delamination process under the combined
action of temperature loads and train dynamic load was investigated and the results indicate that a
cohesive zone model (CZM) is capable of predicting the interface damage propagation process.

The objective of the current work is to study the interface bond-slip process of the adjacent CCBP
and ACWL in the ballastless track subgrade under temperature loads and dynamic train loads based
on the crack parameters of CZM obtained from field transverse shear tests. Firstly, full-scale transverse
shear tests were conducted to explore the interface bond-slip mode and obtain the interface crack
parameters between CCBP and ACWL. The suitability of bilinear CZM in revealing the interface
damage propagation was verified by comparing the experimental and simulation results of full-scale
transverse shear tests. Then, a 3D finite model of a new ballastless track structure which utilizes
the full-cross section ACWL was built in ABAQUS to model the interface damage initiation, crack
propagation, and delamination process under uniform and gradient temperature loads. The effects of
interface parameters including interfacial shear strength, interfacial shear stiffness, and critical fracture
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energy on the damage propagation process were explored. Finally, the dynamic responses of new
ballastless track structure containing slight and severe interface damage were analyzed.

2. Experiment and Computing CZM Parameters

2.1. Cohesive Zone Model

In this paper, a bilinear CZM was applied to analyze the interface damage between CCBP and
ACWL. The relationship between stress and displacement for the bilinear traction-separation law is
plotted in Figure 1. During the interface damage evolution process, the interface stress t increases
gradually to the maximum value t0, and then interface damage initiates. After interface damage
initiation, the interface stress decreases gradually. The interface cohesive element completely fails
when the maximum displacement δ f is attained. The area under the stress-displacement curve is
critical fracture energy GC.
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Initiation of interface damage is judged by the quadratic nominal stress criterion. As defined in
Equation (1), the interfacial initiates when the quadratic interaction function reaches 1.
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where tn, ts, tt represent the normal stress, shear stress in the first and second direction, separately, t0
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the tensile strength, t0
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t are the shear strength in the first and second direction, respectively, and 〈·〉 is
the Macaulay bracket, which means that no damage will initiate in the pure compression state.

The fracture toughness, which is the area under the stress-displacement curve, is used as the
crack propagation criterion of the cohesive element. The failure criterion adopted in this paper can be
expressed as following: {
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where Gn, Gs, Gt are energy produced in the normal, the first, and the second shear directions,
respectively, and GC

n , GC
s , GC

t are the critical fracture energy required to cause debond failure in the
normal, the first, and the second shear directions, respectively. Two damage variables in ABAQUS used
to describe the failure process of interface cohesive element are QUADSCRT and SDEG [25]. QUADSCRT
and SDEG are dimensionless variables and the in between ranges are 0~1. When QUADSCRT reaches
1, the microcracks expand into macroscopic cracks. When the value of SDEG reaches 1, the interface
completely delaminates.
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2.2. Full-Scale Transverse Shear Test and Parameter Computation

As it is difficult to implement the temperature load in full-scale transverse shear tests, the interface
characteristics were analyzed by applying the transverse horizontal load to the cement concrete base
plate in the composite plate, because the interaction mechanism of the two loading modes is same.
The China Academy of Railway Science and Southeast University conducted field full-scale transverse
shear tests on the interface characteristics between the asphalt concrete foundation and cement concrete
base plate.

A cement concrete base plate with dimensions of length 19.2 m, width 3.4 m, and height 0.3 m
was constructed on the asphalt concrete foundation. The interface bonding strength was created by the
cement hydration reaction. The experimental setup was composed of a cement concrete base plate,
an asphalt concrete foundation, counterforce piers, hydraulic jacks, dynamometers, and displacement
meters (see Figure 2). During the test, the transverse horizontal load was applied to the base plate
by hydraulic jacks (see Figure 3a), and the relative displacement between the base plate and asphalt
concrete foundation was measured using displacement meters (see Figure 3b). Ten counterforce piers
(1 m × 1 m × 1 m) were placed at every 1 m in one line on the lateral side of the asphalt concrete
foundation. Hydraulic jacks were installed between the slab plate and counterforce piers. They were
controlled via an automation system and worked synchronously.
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Two relative control points were established on the plain stage of the slope beside the track slab to
ensure the relative accuracy of the control network. The lateral displacement monitoring points are
marked in Figure 2. The stepwise loading method was adopted. Half a ton was loaded per stage until
the total load reached 5 tons, and then, 0.2 ton per stage was added until the interface was debonded.
The shear stress-displacement monitoring curve is plotted in Figure 4.
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The parameters of cohesive element in ABAQUS include interfacial shear strength t0, interfacial
shear stiffness k, and critical fracture energy GC. As shown in Figure 1, interfacial shear stiffness and
critical fracture energy can be expressed as:

k =
t0

δ0 (3)

GC =

∫ δ f

0
t(δ) dδ =

1
2

t0δ f (4)

where δ0 is the critical displacement, and δ f is the maximum displacement. τ0, δ0, and δ f are obtained
from field experiments. In order to obtain GC, the force-displacement curve from the field test is
extended with the original slope to intersect the horizontal axis. The CZM parameters obtained from
the full-scale transverse shear test are listed in Table 1.

Table 1. Parameters of the cohesive zone model (CZM).

Temperature (◦C) Interfacial Shear
Strength t0 (MPa)

Interfacial Shear
Stiffness k (MPa/mm)

Critical Fracture Energy
GC (mJ/mm2)

25 0.10 0.03 0.4

3. Numerical Simulations of Interface Damage Propagation in the Full-Scale Shear Test Specimen

3.1. Construction of the Finite Element Model

To prove the feasibility of applying the CZM to analyze the interface damage between CCBP and
ACWL in the ballastless track subgrade, a three-dimensional finite element model of the full-scale
shear test was established. The model size, boundary conditions, and load conditions were the same as
the field test. Cohesive elements with zero thickness and 8-node (COH3D8) were inserted between the
adjacent CCBP and ACWL. The two layers were assumed to be linear-elastic and modeled as element
C3D8R. The parameters of the CZM element were obtained from the full-scale transverse shear test:
Young’s modulus and the shear modulus of cohesive units were 1000 MPa and 30 MPa, respectively.
The material parameters of ACWL and CCBP are listed in Table 2.
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Table 2. Material parameters of the cement base plate and ACWL.

Layer Type Density (kg/m3) Young’s Modulus (MPa) Poisson’s Ratio

Cement base plate 2300 28,000 0.18
ACWL 2400 4568 0.3

3.2. Verification of the Model for Interface Damage Simulation

The shear stress-displacement curves of the experiment and simulation results are plotted in
Figure 4. The maximum shear load obtained from the field test is about 0.112 MPa and from the
simulation result is 0.114 MPa. As shown in Figure 4, the force-displacement curves derived from the
simulation and the field experiment are generally consistent with each other. The comparison results
show that the numerical simulation is reliable and it is reasonable and reliable to utilize bilinear CZM in
the research of the interface damage of the adjacent CCBP and ACWL in the ballastless track subgrade.

4. Numerical Simulation of Interface Damage of Ballastless Track under Temperature Load

4.1. Construction of the Finite Element Model for Ballastless Track

To investigate the interfacial bond-slip behavior of the adjacent CCBP and ACWL under
temperature loads, a three-dimensional finite element model of the ballastless track structure of
a high-speed railway test section in China was built up using ABAQUS software (see Figure 5). As the
rails have little influence on the interface behavior between the ballastless track foundation layers
under temperature loads, the rails and fasteners were not considered in this model. The model was
composed of track slab, self-compacting concrete (SCC), CCBP, ACWL, road bed, and soil foundation
(see Figure 6). Considering the boundary effect and computational time for mesh generation and
calculations, three base plates were selected for the model. The length of each base plate was 19.2 m
and an expansion joint measuring 0.02 m in width was set between the adjacent base plates. The length
of the other structures under the base plates was 80 m in Z-direction. The geometries and material
parameters of each layer are listed in Table 3 [26,27]. The CZM parameters of the interface between
CCBP and ACWL were obtained from the full-scale transverse shear tests. The displacement at
the bottom of the soil foundation was restricted, and four sides of the model were symmetrically
constrained. Tie binding contact was applied at the interface of all the layers. The model contained
53,232 eight-node continuum elements with reduced integration (C3D8R) and 3200 eight-node cohesive
elements (COH3D8). The C3D8R elements were assumed to be linear-elastic and the cohesive elements
were utilized at the interface between CCBP and ACWL.
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Table 3. Geometries and material parameters of ballastless track system.

Components Width (m) Thickness
(m)

Density
(kg/m3)

Young’s
Modulus

(MPa)

Poisson
Ratio

Thermal
Expansion
Coefficient

(◦C−1)

Track slab 2.55 0.2 2400 36,000 0.20 1 × 10−5

SCC 3.40 0.4 2300 28,000 0.18 1.5 × 10−5

CCBP 3.40 0.4 2300 28,000 0.18 1.5 × 10−5

ACWL 13.4 0.1 2400 4568 0.3 2 × 10−5

Surface layer of road bed 13.4 0.6 2200 160 0.3 1 × 10−5

Bottom layer of road bed 13.4 2.4 1900 100 0.3 1 × 10−5

Soil foundation 21.7 5 1850 60 0.3 -

4.2. Interface Damage Analysis under Uniform Temperature Load

In this case, the initial temperature of each layer was the same and varied synchronously.
Under uniform temperature load, the under-rail structural layers exhibited a uniform longitudinal and
transverse deformation trend. As the displacements of layers were constrained and thermal expansion
coefficients of asphalt concrete and cement concrete were different, there was a relative movement
trend between the two layers and shear stress occurred at the interface. When shear stress exceeded
the interface bonding strength, shear failure occurred at the interface and the restraint effect of ACWL
on the cement base plate failed. The results of previous numerical calculations prove that the bonding
performance of the interface between CCBP and ACWL is consistent with each other under the uniform
rise and drop in temperature load. Therefore, herein, the evolution process of interfacial bond-slip
behavior under uniform rising temperature load is analyzed.

The initial temperature was set as 15 ◦C, and the temperature rising ranges (∆t) were 1, 5, 10, 15,
20, 30, and 40 ◦C, respectively. To investigate the ∆t required to achieve complete debonding state,
50 ◦C and 60 ◦C rising ranges were also employed. The indicators that characterized interface state
included shear stress, an index for the interlayer damage initiation (QUADSCRT), and an index for
damage degree (SDEG).

Figure 7 shows the contour of damage indices (QUADSCRT and SDEG) under different temperature
loads. The interface damage evolution process can be divided into four stages. At the first stage
(∆t = 1–5 ◦C), damage accumulated at the interface and interface crack did not yet occur. At the second
stage (∆t = 5–15 ◦C), QUADSCRT reached 1 and interface microcracks generated at the expansion
joint, but the maximum value of SDEG was still lower than 1 which meant there were no macrocracks
generating at the interface. At the third stage (∆t = 15–50 ◦C), SDEG at the expansion joint reached the
maximum value first, and macrocracks started to generate at the expansion joint and propagated to the
other areas of the interface. Finally, when the temperature rising range exceeded 60 ◦C, the adjacent
layers were totally delaminated and interface contact state turned into sliding friction (see Figure 7f).
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As shown in the contour of damage indices, the interface under the expansion joint of the base
plate was the most vulnerable area under temperature loads. The variation of QUADSCRT and SDEG
at the expansion joint with ∆t is plotted in Figure 8. The variation of interface damage ratio and
detachment area ratio with ∆t is presented in Table 4. Interface damage ratio is the percentage of
damaged area (QUADSCRT = 1 and SDEG > 0) in the total area. Detachment area ratio is the percentage
of delaminated (SDEG = 1) in the total area. When ∆t= 5.9 ◦C, QUADSCRT at the expansion joint
increased to 1, suggesting that the interface microcracks started to generate. When ∆t was 19.2 ◦C,
interface macrocracks initiated and propagated. From the initiation of interface microcracks to the initial
debonding of the adjacent layers, the temperature increase was about 13.3 ◦C. The temperature rising
range was 45.8 ◦C for the macrocracks to expand completely and the whole interface to delaminate.

Then, the interface under the expansion joint of the base plate was selected as the research
object—the effect of interface parameters and temperature loads on the interface cracking performance
was analyzed. The interface parameters included interfacial shear strength, interfacial shear stiffness,
and critical fracture energy, and their values are listed in Table 5. When analyzing the impact of one
parameter, the other parameters, in the middle column of Table 5, are the corresponding values.
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Table 4. Interfacial damage and detachment area ratio.

Temperature Rising Range (◦C) Interfacial Damage Area Ratio Interfacial Detached Area Ratio

5 0 0
10 20 0
15 40 0
20 70 12
30 90 43
40 95 55
50 98 80
60 99 92

Table 5. Interface parameters of adjacent CCBP and ACWL.

Parameter Values

Interfacial shear strength (MPa) 0.04 0.06 0.10 0.50 1.0
Interfacial shear stiffness (MPa/mm) 0.01 0.02 0.03 0.04 0.05
Critical fracture energy (mJ/mm2) 0.2 0.3 0.4 0.5 0.6

The variation curve of the QUADSCRT index at the adjacent joint under different working
conditions with the temperature rising range is plotted in Figure 9. As shown in Figure 9a, ∆t needed
for the initiation of interface damage (microcracks) increased with the increase in interfacial shear
strength, but ∆t needed for the initiation of macrocracks was not impacted by the interfacial shear
strength. Also, the slopes of the QUADSCRT temperature rising range curves in Figure 9a indicate that
the larger the interfacial shear strength, the faster the interfacial damage propagation rate. Increasing
the interfacial shear strength is conducive to the stability of the whole structure. ∆t needed for the
initiation of microcracks decreased as the interfacial shear stiffness increased, while ∆t needed for
macrocrack initiation remained unchanged (Figure 9b). These results indicate that an increase in
interfacial shear strength makes the interfacial damage (microcrack) more sensitive to the temperature
changes, but has a little influence on the initiation behavior of interfacial macrocracks. As shown
in Figure 9c, with an increase in the critical fracture energy, ∆t needed for initiation of the interface
damage remained unchanged, while ∆t needed for the macrocracks’ initiation increased. One effective
way to reduce the sensitivity of the interfacial macrocracks to temperature changes is to increase the
interfacial critical fracture energy.
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As per the above analysis, the interface with larger interfacial strength and toughness has
a smaller damage area. The greater the interfacial stiffness, the stronger the interaction between
adjacent layers and the easier the generation of interface damage. Therefore, appropriate material
and necessary measures (such as toughening by brushing) should be adopted in the construction
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of asphalt concrete layer to guarantee excellent strength and toughness at the interface, in order to
enhance the deformation coordination ability between CCBP and ACWL, especially in the shear
direction. During the maintenance stage, patching material with high strength, high toughness, and
lower stiffness should be selected. Meanwhile, measures (such as laying geotextiles, etc.) should be
taken to reduce the interface stiffness and alleviate the initiation possibility of interface damage at the
expansion joint of the base plate, which is more prone to interface damage.

4.3. Interface Damage Analysis under Gradient Temperature Load

Because of large annual/daily temperature difference in Northern China and poor thermal
conductivity of concrete materials, the seasonal changes in atmospheric temperature can result in
a gradient temperature field in the ballastless track. Under the action of gradient temperature,
the interface damage caused by the relative displacement trend of the adjacent layers accumulates.
Therefore, this section analyzes the evolution process of the interface-bond-slip behavior between
ACWL and CCBP under positive and negative gradient temperature loads.

According to the recommended value in the “Code for Design of High Speed Railway” in China
(TB10621-2014), the positive temperature gradient load (the upper layer is hotter than the lower layer)
was set as 90 ◦C/m, and the negative temperature gradient in track slab (the upper layer is colder than
the lower layer) was set as 45 ◦C/m, respectively. Although the temperature gradient was negligible in
the layers that are over 0.2 m in depth from the track slab surface, 10 ◦C/m was set in the cement base
plate for design security. The temperature gradient in layers below the base plate was not set.

The effect of coupled action of gradient and uniform temperature loads on the interfacial
characteristics was also analyzed. The details of the simulation cases are listed in Table 6.

Table 6. Details of temperature loads for different simulated cases.

Case Gradient Temperature Load ◦C/m Uniform Temperature Load ◦C/m

1 Positive, 90 /
2 Negative, 45 /
3 Positive, 90 (+)5, 10, 15, 20, 30, 40, 50, 60
4 Positive, 90 (−)5, 10, 15, 20, 30, 40, 50, 60
5 Negative, 45 (+)5, 10, 15, 20, 30, 40, 50, 60
6 Negative, 45 (−)5, 10, 15, 20, 30, 40, 50, 60

As shown in Figure 10, in cases 1 and 2, only a few interface microcracks were generated at the
expansion joint of the base plate and the damage area was extremely small. The positive/negative
gradient temperature load had little effect on the interface between CCBP and ACWL. The transverse
and longitudinal shear stress and normal displacement at the interface between CCBP and ACWL in
cases 1 and 2 are listed in Table 7. The deformation of the interface was tiny and the stress between
the adjacent layers was smaller than the designed strength, which signifies that the ballastless track
structure was safe under a 90 ◦C/m positive gradient temperature load and a 45 ◦C/m negative gradient
temperature load.
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Table 7. Interfacial stress and displacement under positive gradient temperature load.

Case
Stress/MPa Displacement/mm

Transverse Longitudinal Normal Transverse Longitudinal Normal

1 0.021/−0.026 0.077/−0.072 0.001/−0.001 0.002/−0.002 0.001/−0.001 0.698/−0.018
2 0.025/−0.016 0.067/−0.064 0.001/−0.001 0.002/−0.002 0.001/−0.001 0.19/−0.10

The relationship curves of QUADSCRT/SDEG and temperature rising/dropping range (±∆t) in
cases 3~6 are plotted in Figure 11. As shown in Figure 11a, when the initial temperature load was
90 ◦C/m (positive), the microcracks started to generate when +∆t was 5.5 ◦C and macrocracks occurred
when +∆t= 18.8

◦

C. When the temperature was reduced and the initial temperature gradient was
90 ◦C/m (positive), the microcracks started to generate when the temperature dropping range was
7.7 ◦C. The interface started to debond when the temperature dropping range was 20.8 ◦C (Figure 11b).
As depicted in Figure 11c, when the negative gradient temperature load and the global warming load
worked together, the interface microcracks started to generate when −∆t was 7.4 ◦C and the interface
started to delaminate when the temperature dropping range was 20.5 ◦C. As shown in Figure 11d,
when the negative gradient temperature load and the overall cooling load worked together on the
structure, the interfacial microcracks started to generate when the temperature dropping range was
5.3 ◦C and the macrocracks generated when the dropping range was 18.6 ◦C.
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By comparing Figures 9 and 11a,b, the initiation of interface microcracks and interface macrocracks
was exacerbated under the combined action of a positive gradient temperature load and global warming
load, but they were delayed under the combined action of a positive gradient temperature load and
global cooling load. By comparing Figures 9 and 11c,d, the initiation of interface microcracks and
interface macrocracks was exacerbated under the combined action of a negative gradient temperature
load and global cooling load, but they were delayed when the loading state was a negative gradient
temperature load and global cooling load.

4.4. Dynamic Characteristics of the Ballastless Track with Interface Damage

The effect of existing interface damage on the safety and stability of high-speed railway operation
is worth exploring. In this case, the quasi-static damage analysis of the ballastless track under
temperature load was performed first to obtain the initial state of the track structure. Then, the train
vibration load was applied on the rails to analyze the dynamic response of the ballastless track with
three interface contacting conditions of CCBP and ACWL including the perfect bond state, partly
damaged but no slippage state (∆t= 5

◦

C, 15
◦

C), and the sliding friction contact state. The tensile
strain, vertical deformation in ACWL, and dynamic stress in the surface layer of the road bed were
selected as the indices.

In this section, a three-dimensional finite element model of a ballastless track structure containing
the rails and fasteners was established. This structure was composed of CHN60 rails, a fastener system,
track slab, self-compacting concrete (SCC), CCBP, ACWL, road bed, and soil foundation. The CHN60
rails were modelled by Euler beam element. The fastener system was modelled by spring-damper
elements. The vertical and transverse stiffness of the fasteners and pads were 70 KN/m and 30 KN/m,
and the vertical and horizontal damping were 60 KN·s/m and 50 KN·s/m, respectively. The geometries
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and the material parameters of other components and the model constraints were the same as the
former model.

The train vibration load is regarded as a periodic moving load and simplified to a sine function,
as shown in Equation (5).

F(t) = P0 + P1 sinω1t (5)

where F(t) is the train vibration load, P0 is the static wheel load, 130 KN, P1 is the vibration load,
P1 = M0aiωi

2, M0 is the unsprung mass of the train, 750 kg, ai is the height of geometric irregularity,
0.6 mm, ωi is the circular frequency of the vibrating wavelength, ωi = 2πv/Li, v is the train speed,
350 km/h, and Li is the wavelength of geometric irregularity curve, 2 m.

The train vibration load was applied on the rails at the joint of the adjacent track slab (case 1) and
the center of the base plate (case 2), respectively. The calculation results of dynamic responses are
summarized in Table 8.

Table 8. Dynamic characteristics of four interfacial bonding states.

Bonding State
Transverse Tension

Strain (µε)
Longitudinal

Tension Strain (µε)

Vertical
Displacement of

Asphalt Layer
Surface (mm)

Vertical Stress on
Unbounded

Aggregate Layer
(KPa)

Case 1 Case 2 Case 1 Case 2 Case 1 Case 2 Case 1 Case 2

Perfect bond 6 5 9 7 0.38 0.25 7.7 4.7
Microcracks’ initiation 87 87 43 41 0.33 0.24 13.3 13.3
Partly delaminating 245 240 75 73 0.66 0.65 43.4 43.1
Totally delaminating 800 800 450 450 1.61 1.61 181 180

As shown in Table 8, the dynamic indices at the adjacent joint and the center of base plate were
almost the same. The interface contact state had a great impact on the dynamic response of the whole
structure under the train loads. Compared with the perfectly bonded state, for the state where few
interface microcracks existed, the transverse tension strain of ACWL was about ten times that of the
previous state, while the longitudinal tension strain and the vertical stress in the surface layer of
subgrade were about 10 times and 2 times that of the previous state, respectively. When the interface
was totally unbonded, the transverse and longitudinal tension strain and vertical displacement of
asphalt layer surface were about 134, 50, and 24 times that of the original state. The interface damage
had a great influence on the dynamic response of the ballastless track.

5. Conclusions

To investigate the interface damage initiation, propagation, and delamination process between
CCBP and ACWL in ballastless track under temperature loads, a 3D finite model of ballastless track
which utilizes a bilinear CZM was introduced in this study. By comparing the full-scale transverse
shear test results and simulation results, the bilinear CZM was verified as capable of predicting the
initiation and propagation of the interface damage. The interface damage evolution process under
uniform and gradient temperature loads and the effect of interface material properties on the interface
characteristics was investigated. By setting partly and totally delaminated interface state as the initial
conditions, the influence of interface damage on the dynamic response was also analyzed. The main
findings can be summarized as follows

(1) It is reasonable to obtain the parameters of CZM from the full-scale transverse shear test and
apply them in the numerical simulations of interfacial damage evolution under temperature load.

(2) For the simulated conditions in this work, the microcracks between CCBP and ACWL were
initiated when the temperature rising range was 5.9 ◦C, and the adjacent layers started to
delaminate when the heating range was 19.2 ◦C. When ∆t exceeded 60 ◦C, the interface totally
delaminated and turned into the slipping contacting state.
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(3) The temperature rising range needed for the interfacial damage initiation was mainly affected by
the interfacial shear strength and interfacial shear stiffness, while the delamination of the adjacent
layers was mainly affected by the critical fracture energy. The interfacial damage evolution
process can be effectively controlled by increase in the interfacial shear stress and the critical
fracture energy.

(4) The research on effects of interface contacting state on the dynamic response of the ballastless track
indicates that a great interface bond state is crucial for the safety of ballastless track operation.

This interface damage propagation research will help engineers to predict the interface damage
propagation process more accurately and optimize the interface safety design of ballastless track
structure. To investigate the overall performance of the novel ballastless track, future work will focus
on the establishment of a non-linear mechanical model which analyzes the coupling effect of in-layer
damage and inter-layer damage.
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