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Shield Tunnel Boundary for 120 ~ 160 km/h Subway Engineering

TANG Yun
( Beijing Urban Construction Design and Development Group Co., Ltd., Beijing 100037)

Abstract: With the improvement of the operation speed of subways and the passenger comfort requirement, the cross section of

the traditional metro shield tunnel is no longer suitable. Through the research on the size of the existing shield tunnels in China,

combined with the latest research results of Beijing new airport line, the influence of speeds on equipment gauge, the influence

of tunnel blocking ratio and power supply system on the cross section dimensions of shield tunnels are analyzed. The paper puts

forward a way of making shield tunnel section boundary, and applies it in relevant engineering projects.
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Fig.1 Circular tunnel limit of Beijing Metro R1 Line
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