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Abstract: In railroad construction—in particular, direct-fixation tracks—a longitudinal concrete block
known as a “plinth” is used to elevate the profiles of the railroad track from the aerial guideway
(e.g., bridge deck). A post-construction alignment revision is often required if the plinth elevation
surpasses its maximum tolerance after the concrete pour. In such cases, the plinth surface needs
to be grinded to meet the design elevation, or a shim should be inserted underneath the rail pad
to raise the profile elevation. Considering both sides of the rail plinths, vertical design factors,
and performance specifications, re-optimization of the vertical profile is of great interest, but the
process poses challenges and represents a practical research problem. An optimization model aimed
at minimizing the cost of post-construction alignment repairs is proposed and a real-case numerical
example is analyzed to check the effectiveness of the model.
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1. Introduction

Alignment design plays a critical role in the construction and serviceability of horizontal
transportation infrastructure. Alignment design is generally considered a control reference for
interdisciplinary coordination among various design disciplines for the project. Because the alignment
design of transportation infrastructure takes into account both the horizontal alignment and vertical
profile, the state of practice has been to design the horizontal alignment first, and to design the
vertical profiles as sub-solutions. Since such a two-step design process may not explore all possible
alternatives, many studies propose techniques to optimize the three-dimensional alignment of
horizontal infrastructures such as highways and railways. Jong and Schonfeld [1] proposed a
genetic algorithm to optimize highway alignment based on column generation from the combinatorial
optimization methods. Jha [2] expanded upon the Jong and Schonfeld [1] highway alignment
optimization model by considering the spatial analysis environment, in order to develop a geographic
information system-based highway optimization model. Several studies specifically explored railway
alignment optimization in mountainous terrain [3–5]. Lai and Schonfeld [6] jointly optimized the
alignment of rail transit and its station locations, given that the location of a station can effect demand
distributions and spacing between stations can affect travel times. Kim et al. [7] developed an improved
genetic algorithm to optimize the horizontal alignment design problem to include geographical
constraints such as bridges and tunnels. Kim et al. [8] also suggested a stepwise genetic algorithm to
improve the efficiency of the solution method. Many studies have explored ways to optimize both the
horizontal and vertical alignments simultaneously [9–11].

Because vertical profiles closely relate to travel times and energy consumption,
Kim and Schonfeld [12] explored vertical alignment design parameters and vehicle dynamics to
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minimize the cost of operations. Kim et al. [13] further applied a simulation-based optimization model
to jointly optimize the vertical alignment and cruising speed. They considered a vertical alignment
design known as the “dipped vertical alignment (DVA) profile” and optimized the design parameter
to minimize system costs, including the cost of operators and users. Kim et al. [14] explored further
to incorporate the concept of regenerative braking, recognizing that it can reduce operation costs
significantly. They also considered various types of vertical alignment design. Kim et al. [15] extended
their previous model to take into account the cost of construction. In that study, they considered the
arc length of the vertical alignment profile to estimate the cost of construction of the rail line. Although
many studies have proposed to optimize highway and railway alignments, most proposed models are
limited to the planning studies.

In railroad construction projects, two types of tracks are predominantly used for general
construction. One method of construction uses a ballasted track, while the other method is known
as direct-fixation track construction. Ballasted track construction is typically used for at-grade
construction where it is easy to maintain the track and it is cost-effective compared with other methods.
For both the aerial (elevated) track and the underground track, direct-fixation track is commonly
used. In direct-fixation track construction, the design elevation of the railroad profile is governed
significantly by the elevation of the plinth, which is the longitudinal concrete block located below the
rail. When the plinth construction is complete, the direct-fixation fastener is mounted to the plinth to
anchor the rail. Because plinth construction is generally done in the field, the elevation of the plinth
is subject to the quality control of the construction methods and overall workmanship. When the
elevation of the plinth does not match the desirable design elevation, it offsets the rail elevation.

It is noted that post-construction alignment may yield some offset from the design alignment
as construction processes can introduce some errors. Nevertheless, post-construction alignment
is very important because the operation agency or project client will not accept the project if the
post-construction alignment shows offsets from the design alignment. If the as-built track elevation
does not match the design profile, repairs to adjust the as-built track elevation are required; this is
generally done by adding shim under the rail to increase the elevation, or by grinding the plinth top
surface to lower the elevation. Either way, modifications require a significant amount of resources and
materials, and can lead to construction delays. We believe that revising post-construction alignment
is a complex yet practical problem; however, no study has been proposed yet to address this repair
challenge. To minimize repair work, this paper proposes a method to revise the vertical design
profiles. The following section provides the design criteria for both the horizontal and vertical curves,
followed by the repair cost formulation, numerical analysis, and conclusion.

2. Review of Design Criteria

In this section, we review design criteria for horizontal and vertical curves for railway constructions.
As an alignment enters a curve section, an amount of superelevation is required to prevent the train
from overturning due to the centrifugal force. In Figure 1, the effect of superelevation along a horizontal
curve is described as a schematic.
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As we assume the direction of travel is from right to left, the elevation of both rails is the same
until the alignment enters the curve, as denoted as the tangent to spiral (TS) point. For the length of
spiral curve Ls, the amount of superelevation Ea is linearly distributed between the TS and Spiral to
Curve (SC) point. Between the SC and curve to spiral (CS) points, the design amount of superelevation
is fully achieved and is maintained constantly. In the exit spiral, the amount of superelevation is
reduced linearly within the length of the spiral.

The amount of superelevation is determined by the relation between the train speed (V)
and the radius of the simple curve (R). The Washington Metropolitan Area Transit Authority’s
(WMATA) [16] design criteria for the horizontal curve design is referenced as follows. The total
amount of superelevation Et along the curve is the sum of actual superelevation Ea and unbalanced
superelevation Eu as shown in Equation (1).

Et = Ea + Eu (1)

Equation (1) is then expressed as a function of design speed (V) and the radius of the horizontal
curve R.

Et =
(4.011)V2

R
(2)

It is noted that the maximum amount of actual superelevation is typically four inches for at-grade
construction and six inches for elevated structures [16].

In general, a horizontal railroad curve consists of a circular curve and two spiral curves, one entering
and one exiting. Before the TS point, the track is tangent and the elevations of both rails are the same.
When the track enters a curved alignment, the amount of superelevation, defined as Ea, is imposed
along the length of the spiral curve, LS. In general, the amount of superelevation Ea is uniformly
distributed in the length of spiral curve LS which is determined as the following:

Ls = max(Ls1, Ls2, Ls3) (3)

Ls1 = 50Ea (4)

Ls2 = 1.22(Eu)(V) (5)

Ls3 = 100 ft (6)

where, Eu is the amount of unbalanced superelevation (=Et − Ea).
Vertical curve designs are based on a parabolic function. The parabolic formula that is used for

vertical railway alignment design is as follows [17].

yx = PVCelev + G1x +
(G2 −G1)x2

2L
(7)

In Equation (7), the elevation of point of vertical curve (PVC) is used as the intercept. The entering
grade (G1) and the exit grade (G2) are used as a percent value. The L is defined as the length of the
vertical curve in stations (i.e., 100 ft). The distance away from the PVC is defined as x in stations in
Equation (7). Figure 2 graphically describes the relationships between variables [17].
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If the track alignment is a tangent section, the elevations of both the left rail and the right rail are
the same because the amount of superelevation is zero. When the track alignment reaches a curved
segment, the low rail elevation is designated as the design elevation, and the high rail elevation is
the sum of superelevation and the elevation of the low rail. The elevation of the high rail may be
formulated as following:

yhigh, x = yx + Ea (8)

In general track construction, a ballasted track is typically used. The thickness of the ballast
directly under the rail is 12 inches, and the thickness of sub-ballast is 8 inches, minimum. The typical
cross-section is shown in Figure 3. The crosstie is equally spaced at 24 inches for the tangent track and
is adjusted for the curved track. The ballasted track is economical and it is easy to maintain; as such,
this type of track is commonly used in at-grade construction of railways.
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Figure 3. Typical ballasted track [18].

Whether the track is underground or above ground (i.e., aerial guideway), direct-fixation track
construction—also referred to as a concrete slab track system (see Figure 4)—is typically used,
rather than ballasted track construction. As shown in Figure 4, at the project site, reinforced concrete
block is typically constructed extending longitudinally alongside the track.
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As shown in Figure 5, in direct-fixation track construction, the surface of the plinth block should
be smooth and flat, while the direct-fixation fastener (DFF) system should be installed 30 inches apart
longitudinally on the top surface of the plinth in order to anchor the rail. If the elevation of the plinth
surpasses the construction tolerance, a repair is required either by grinding the plinth surface to lower
the elevation, or by adding shim underneath the direct-fixation fastener system to raise the elevation
of the rail. Figure 6 presents an example of lower plinth elevation whereby a shim is added between
DFF and the plinth.
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In Figure 5, it is noted that a railroad track requires two plinths, in which each plinth is constructed
in a separate manner but the elevations of two plinths should be coordinated to meet the elevation of
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the railroad track. Because the final elevation of the rail is largely controlled by the elevation of the
plinth, quality control of plinth construction is very important and repair work is generally necessary.
In the next section, we present a numerical study as well as a solution method.

3. Minimum Cost Repair Model for Post-Construction Alignment

3.1. Modelling Assumptions

In this paper, we make a few assumptions in order to make the developed model practically
applicable. The assumptions are as follows:

(1) Construction proceeds in phase. Railway alignment includes a series of tangent and curved
sections. Each section is constructed as one phase.

(2) The next phase of construction does not start until the prior necessary post-construction repair
work is completed.

(3) The post-construction alignment revision does not affect the work provided by other disciplines.
Otherwise, the necessary design revisions for other disciplines are assumed to be negligible or
are revised accordingly.

3.2. Decision Variable and Constraint

In this repair model, we define the revised location of point of vertical intersection (PVI) as the
decision variable. We seek the minimum repair cost by revising the alignment profile, mainly by
relocating the point of vertical intersection (PVI). Specifically, we look for the horizontal stationing
information for the PVI, as the vertical elevation of the PVI is assumed to be determined based on the
entering slope G1. The exit slope G2 is then automatically determined between the revised PVI and
the PVI of the next vertical curve. When it comes to revising the PVI, we have an unlimited number of
alternatives; as such, the problem has a large search space.

It is reasonable to assume that the revised PVI location may not be very far from the original
design values. Thus, we incorporate a constraint for the lower and upper boundaries of the PVI station.
We assumed that the new station of the PVI is in between +/−15% of the length of the initial vertical
curve from the original location of the PVI. With the new location of the PVI, the exit slope is newly
calculated based on the revised PVI coordinates and the next PVI coordinates.

3.3. Objective Function

The objective of the model is to minimize the cost of repair for post-construction alignment.
There are two kinds of repair measures. The first involves grinding the plinth surface to lower the
elevation—which requires high repair costs—and the second involves inserting a shim(s) beneath the
direct-fixation fastener to raise the rail elevation. The total cost of repair is provided in Equation (9).

TC =
2∑

i=1

∑
j=1

c
{
αγ

(
ya

i j − yr
i j

)
+ β(1− γ)

(
yr

i j − ya
i j

)}
(9)

In Equation (9), the value of i is denoted for each rail. For instance, i = 1 for the low rail and i = 2
for the high rail portion(s) of the alignment. The parameter j is denoted as elevation checkpoints.
Thus, ya

i j is defined as the elevation of rail i at checkpoint j. The superscript a means the actual elevation
and r means the revised elevation. We consider a binary variable γ to distinguish whether grinding
work is required, or shims must be installed, based on the difference between the revised profile
elevation and post-construction elevation. α is the unit cost of repair for grinding the plinth surface by
1/16 inch. β is the unit cost of repair for inserting a shim with 1/16 inch thickness. c is the conversion
factor for the amount of work from ft to 1/16 inch (= 12×16).
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It is noted that the elevation of the high rail is dependent on the elevation of the low rail. If the
railroad track runs tangentially, the elevation of the low rail and the elevation of the high rail are
the same. If the alignment is in a horizontal curve section—meaning that the superelevation is
non-zero—then the elevation of the high rail is the sum of the amount of superelevation and the
elevation of the low rail. Thus, by controlling the low rail elevation, the high rail is revised accordingly.

3.4. Solution Method

It is noted that the construction of the low rail plinth and the high rail plinth are managed
independently, despite the fact that their rail elevations should be coordinated by the amount of
superelevation along the alignment. If the repair work is required within a curved track, the re-alignment
of the design can become more complicated. In such a case, the realignment of the railroad track is
related to multiple design parameters in both horizontal and vertical curves. We note that there are
potentially numerous alternative solutions so we employ an artificial intelligent technique (i.e., genetic
algorithm as an evolutionary approach) to find the best possible solution for the minimum repair cost.

Genetic algorithms are search algorithms based on the mechanics of natural selection and natural
genetics. They combine survival of the fittest among string structures with a structured yet randomized
flair of human search. In every generation, a new set of artificial creatures (strings) is created using bits
and pieces of the fittest of the old; an occasional new part is tried for good measure. Genetic algorithms
repeatedly modify a population of individual solutions. At each step, the genetic algorithm selects
individuals at random from the current population to be parents and uses them to produce the children
for the next generation. Over successive generations, the population “evolves” toward an optimal
solution. The genetic algorithm uses three main types of rules at each step to create the next generation
from the current population: (1) selection rules select the individuals, called parents, that contribute to
the population at the next generation; (2) crossover rules combine two parents to form children for the
next generation; (3) mutation rules apply random changes to individual parents to form children [19].

Genetic algorithms are theoretically and empirically proven to provide robust searches in a
complex space [20]. Genetic algorithms are first used to solve an optimization problem by De-Jong [21]
and are used in many design studies such as alignment optimizations [8,9,15] and the scheduling of
interdependent projects [22]. Specifically, how the variables are coded plays a clear role in whether
or not a genetic algorithm is efficient. Real coded genetic algorithms use real numbers for encoding
and offer faster convergences rather than traditional binary or gray coded genetic algorithms [23,24];
thus, we employed a real-coded genetic algorithm. Further details regarding a real coded genetic
algorithm are referenced [23,25].

4. Numerical Analysis

4.1. Input Values

In this section, we generate a numerical case study using WMATA design criteria [16]. Table 1
provides the initial design parameters.

Table 1. Input values for a case study.

Parameters Input Values

Design Speed (V) 65 miles/l
Radius (R) 2535.63 ft

Length of Circular Curve (Lc) 709.42 ft
Length of Spiral Curve (Ls) 357.17 ft
Actual Superelevation (Ea) 6 in

Unit grinding cost (α) 10 dollars
Unit shimming cost (β) 10 dollars
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In Table 2, the track is assumed to be tangent vertically and horizontally before Sta 0 + 00.00,
and enters a vertical curve. We note that the length of the vertical curve is 200 ft as we see that the
distance from the PVC (point of vertical curve) to the PVT (point of vertical tangent) is 200 ft. The track
enters the horizontal curve at the Sta 0 + 84.86. The six inches of superelevation should be uniformly
distributed along the length of 357.17 ft. At the spiral to curve (SC) point, six inches of superelevation
is achieved and it is constantly maintained along the simple curve between SC and CS, which is
709.42 ft long.

Table 2. Horizontal and vertical curve data.

Station Point of Interest Elevation (ft)

0000 + 00.00 Point of vertical curve (PVC) 296.170
0000 + 84.86 Tangent to spiral (TS) 295.635
0001 + 00.00 Point of vertical intersection (PVI) 295.490
0002 + 00.00 Point of vertical tangent (PVT) 294.150
0004 + 42.03 Spiral to curve (SC) 290.108
0005 + 94.58 PVC 287.561
0007 + 44.58 PVI 286.046
0008 + 94.58 PVT 286.545
0011 + 51.45 Curve to spiral (CS) 289.114
0015 + 08.62 Spiral to Tangent (ST) 292.685

Figure 7 shows six inches of superelevation enforced between Sta 4 + 42.03 (SC) and
Sta. 11 + 51.45 (CS), a circular curve, in a horizontal curve.
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As Table 2 shows, a vertical curve with a length of 200 ft is considered; the vertical curve starts at
Sta 0 + 00.00 and ends at Sta 2 + 00.00. The parabolic curve equation, which is based on Equation (7),
is presented as follows:

yx = 296.17 + 0.35x− 0.33x2 (10)

where x is in station (100 ft).
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4.2. Estimating Vertical Profile Elevations

In the railroads, the design elevation always refers to the low rail elevation, as shown in
Equation (10). We note that at the beginning of the vertical curve, the elevations of both rails are the
same; this means that the alignment is a horizontally tangent track. The horizontal curve is introduced
so that the amount of superelevation is gradually imposed, starting from Sta 0 + 84.86. The design high
rail elevation is the sum of the design low rail elevation and the amount of superelevation. Figure 8
shows the vertical profiles with two curves, and Figure 9 presents the elevation of both sides of the
rails in the problem area.Sustainability 2019, 11, x FOR PEER REVIEW 9 of 14 
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Figure 9. Design elevation (low and high rails) along a vertical curve.

The post-construction alignment profiles are generated to verify that the post-construction
alignment meets the original design alignments. However, as we discussed in the introduction,
the post-construction alignment usually yields elevation offsets due to various factors (e.g., construction
quality control) requiring repair work. Table 3 shows that the post-construction alignment profiles are
generated in roughly 10-ft intervals.
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Table 3. Post-construction elevations in a vertical curve section.

Horizontal Distance
(Station)

Post-Construction Low Rail
Elevation (ft)

Post-Construction High Rail
Elevation (ft)

0.00 296.170 296.170
0.10 296.126 296.117
0.21 296.080 296.077
0.32 296.025 296.021
0.44 295.959 295.958
0.55 295.882 295.876
0.66 295.799 295.792
0.77 295.717 295.711
0.88 295.617 295.612
0.98 295.519 295.515
1.00 295.490 295.490
1.08 295.414 295.408
1.19 295.279 295.277
1.30 295.148 295.156
1.40 295.022 295.020
1.50 294.898 294.890
1.61 294.746 294.740
1.78 294.503 294.506
1.88 294.341 294.333
1.98 294.183 294.171

It is noted that it is not feasible to observe the elevation of post-construction at every check point.
Thus, we generate regression equations that work best with the data obtained from the field. As the
parabolic vertical curve formula is a second order quadratic function, we use a second order quadratic
function to estimate the elevation of the low rail, as shown in Figure 10.
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Figure 10. Regression model for post-construction elevation of low rail in a vertical curve.

Figure 11 presents the elevation of the high side of the rail. The R2 value of 0.9921 is slightly less
than the value for the estimation function shown in Figure 10. This is because the high rail elevation
consists of three different sections—specifically, two spiral sections and one simple curve section.
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Still, we treat these three sections as one whole grouping for the regression, as the R2 value is close
to 1.0.Sustainability 2019, 11, x FOR PEER REVIEW 11 of 14 
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4.3. Optimzied Design for Post-Construction Alignment

Below shows the optimal revision of the vertical curve that minimizes the cost of repair for
post-construction alignments. The optimized PVI location is determined as Sta 0 + 88.29 using a genetic
algorithm and corresponding elevation is found to be 295.86 ft. The resulting entering and exiting
grades are −0.35% and −1.496%, respectively. Table 4 presents the repair cost breakdown as well as the
initial repair cost estimates.

Table 4. Optimized repair costs.

Original Design

Parameters Results
PVI Station 1 + 00.00

PVI Elevation 295.82
Total Shimming Amount 2.4758
Total Grinding Amount 3.8856

Total Repair Cost 12,214 dollars

Optimized Design

Parameters Results
PVI Station 0 + 88.29

PVI Elevation 295.861
Total Shimming Amount 3.301
Total Grinding Amount 3.149

Total Repair Cost 11,866 dollars

As shown in Table 4, the point of vertical intersection (PVI) location is relocated to minimize the
cost of repair after the plinth construction. The total amount of shimming based on the revised vertical
curve is 3.301 ft, and the total amount of grinding from the revised profile is 3.149 ft. The total cost of
repair with optimized vertical alignment is approximately $11,866, which is $348 less than the original
repair cost—equivalent to a 2.85% reduction in repair cost.



Sustainability 2019, 11, 6166 12 of 14

4.4. Sensitivity Analysis

In this section, we analyze the sensitivity of the repair cost with respect to the cost parameters
for shimming and grinding as each project site may have different conditions for grinding repair and
shimming repair. As shown in Table 5, Case 6 is used as the Baseline Case. It is noted that Cases 1,
6, 11, and 16 have the same unit costs for both shimming and grinding. Therefore, the revised PVI
location is identical; it reflects the total repair cost based on the cost parameters. Cases 2 and 8 show
similar results (i.e., identical PVI location) as the grinding cost is twice as high as the cost of shimming.

Table 5. Summary of sensitivity analyses.

ID Grinding
Unit Cost (α)

Shimming
Unit Cost (β)

PVI
Sta.

PVI
Elev.
(ft)

Shim
Amount

(ft)

Grinding
Amount

(ft)

Total
Repair
Cost ($)

Cost
Change

(%)

1 5 5 0 + 88.294 295.861 3.031 3.149 5932.99 −50.00

2 10 5 0 + 90.091 295.855 3.713 2.639 8632.33 −27.25

3 15 5 0 + 91.322 295.850 4.276 2.410 11,044.68 −6.92

4 20 5 0 + 92.500 295.846 4.848 2.242 13,264.57 11.79

5 5 10 0 + 85.000 295.873 2.007 4.419 8096.27 −31.77

6 10 10 0 + 88.294 295.861 3.031 3.149 11,865.99 0.00

7 15 10 0 + 89.429 295.857 3.439 2.800 14,665.90 23.60

8 20 10 0 + 90.091 295.855 3.713 2.639 17,264.66 45.50

9 5 15 0 + 85.000 295.873 2.007 4.419 10,023.12 −15.53

10 10 15 0 + 85.000 295.873 2.007 4.419 14,265.68 20.22

11 15 15 0 + 88.294 295.861 3.031 3.149 17,798.98 50.00

12 20 15 0 + 89.196 295.858 3.350 2.864 20,647.14 74.00

13 5 20 0 + 85.000 295.873 2.007 4.419 11,949.97 0.71

14 10 20 0 + 85.000 295.873 2.007 4.419 16,192.53 36.46

15 15 20 0 + 86.250 295.868 2.385 3.909 20,415.19 72.05

16 20 20 0 + 88.294 295.861 3.031 3.149 23,731.97 100.00

Note: Cost change is calculated based on (Sensitivity Case – Baseline Case)/Baseline Case.

When the unit cost of shimming is held at $10, cases 5 through 8 provide the cost variations
based on the unit cost of grinding. When the grinding unit cost is $5—which is half of the Baseline
Case (Case 6)—we find that the total repair cost is reduced by 31.77%. As the unit cost of grinding is
increased from $10 to $15 (from Case 6 to Case 7), the total repair cost is increased by 23.6% compared
with the Baseline Case. When the unit grinding cost is twice as high as the Baseline Case (Case 8),
the total repair cost is $17.264.66, which represents a 45.5% increase in the total repair cost.

Overall, it is found that, based on the input values we used for the numerical study when the
grinding cost is higher, the location of the PVI increases. In other words, when the shimming unit cost
is relatively higher than the cost of grinding, the location of the PVI decreases. For instance, when the
shimming cost is $15 or $20, the revised PVI locations show Sta. 0 + 85, which is the lower boundary of
the constraint for the new location of the PVI.

5. Conclusions

In direct-fixation track construction, the concrete plinth elevation is very important as it directly
correlates with the elevation of the top of the rails. When the plinth elevation deviates from the design
elevations, the concrete plinths require either surface grinding or additional shim beneath the rail
fastener system. As either repair method can prove very costly, this paper proposes a method to
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re-optimize alignment design parameters—such as the point of vertical intersection (PVI)—to minimize
the cost of repair. Because the two plinth elevations should be treated as independent blocks of
concrete—despite the fact that their surfaces should be coordinated to maintain the elevation of railroad
tracks, which requires the distribution of superelevation along the high rail (in the curved segment)—we
consider this problem to be an optimization problem with large search regions. Thus, a genetic algorithm
is selected to redesign the parameter (stationing) of the PVI location.

We consider a vertical curve section as a numerical example in order to take full consideration
of the effect of superelevation from the horizontal design, and its correlations with the vertical curve
design parameters. The optimized PVI is found at Sta 0 + 88.29 (it was originally at Sta 1 + 00.00) and
the corresponding elevation of the revised PVI is 295.86 ft; this represents a 0.04 ft increase from the
original design elevation. We find that the repair cost from the optimal revision of the post-construction
alignment is reduced by 2.85% compared with the repair cost estimate based on the original alignment.
A series of sensitivity analyses is presented to understand how the optimal location of the PVI and the
repair cost are determined with respect to the grinding and shimming unit costs.

This research may be further extended to investigate the repair model for ballasted track in order
to comprehensively cover railroad alignment repair models. This study can be easily adopted to
minimize the repair cost of horizontal transportation infrastructure projects.
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