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TRANSPORT PLANNING ON THE LIBERALIZED MARKET OF PUBLIC
SERVICES

Ing. Vit Jano§, Ph.D., Ing. Karel Baudys, Ph.D.
Czech Technical University in Prague, Faculty of Transportation Sciences, Czech Republic

E-mail: janos@fd.cvut.cz; E-mail: baudys@fd.cvut.cz

Abstract: The importance of transport planning in public services gradually becomes to be fully appreciated in the context of
the Czech Republic. Public transport such as investment and operationally intensive industries require a guaranteed long-term
strategy, not only in the field of transport infrastructure, but also in the field of transport services. The first prerequisite for
successful transport planning is the most accurate description of passenger flows, including the parameters affecting the choice
of transport mode. These inputs are an important basis for additional steps: the creation of a line network, timetable design,
creating circulation of vehicles and courses of staff, controlling, and any requests for infrastructure improvements. At the end of
this article are referred specific practical examples, where thank to a compliance with the rules of theoretical transport planning
it has been achieved the increased operational efficiency of public passenger rail-transport.

KEYWORDS: RAILWAY TRANSPORT, PUBLIC TRAFFIC, RAILWAY TECHNOLOGY, TIMETABLE DESIGNING, PERIODIC
TIMETABLE, TRANSPORT PLANNING, TRANSPORT DEMAND ESTIMATION, VEHICLE CIRCULATION

1. Defining the
planning

objectives of transport

Currently, the transport planning in the Czech Republic
stands in their factual beginnings. Institutionally transport
planning establishes the "Law on public passenger transport
services" (194/2010 Coll.), and individual orderers of public
transport are thus required to build transport plans for its scope.
Public transport in the concept of quality of transport service is
more than just a social service for those who have no other
option but to achieve an overall transport accessibility of the
region so that public transport represent an attractive alternative
to individual transport. The law on public passenger transport
services (194/2010 Coll.), Title 1, § 2, defines the transport
service as follows:

Transportation services means the ensuring of transport
every day of the week, especially in schools and educational
institutions, the public authorities, to work, to health facilities
providing basic health care and to meet the cultural,
recreational and social needs, including transportation back,
contributing to sustainable territory development.

The interpretation of this provision is quite clear, because it
does not specify objectives, waiting time, number of transfers,
number of connections, the number of people with the same
destination and purpose of the trip, walking distance or other
parameters of transport services and thus depends entirely on the
specific access of the orderer to public transport services. All
these parameters of transport services must identify the orderer
and transport services are defined as the transport plan.

It is clear that public transport cannot cover all the passenger
flows, nor all the transport needs of individuals. Public transport
with regard to the need for compensation (income from fares do
not cover the cost of providing) must have elements of the mass.
If in a particular place and time together transportation needs of
individuals in a transport flow, then it can be addressed by public
transport organized on a collective basis. With regard to the
rational planning of public transport and the final volume of
funds for compensation payments (compensation) cannot be on
the one hand these resources inefficiently spent on transportation
of individuals and on the other hand not to have the resources to
ensure transport in relationships with much higher demand.

Theoretical public transport planning takes place at 7 classic
steps:

1) Estimation of passenger flows, part of transport modelling
2) Formulation of the line network plans

3) Implementation line network to the infrastructure, revision modal
choice

4) Timetable design

5) Circulation plans of vehicles and stuff courses

6) Evaluation of the operation performance, controlling

7) Defining the requirements for the infrastructure improvements

This article briefly summarizes selected procedures leading to
greater operational efficiency. On the example of planned tender for a
rail carrier in the regional transport on the selected lines in the Region
Jihodesky kraj, it is shown, how the compliance with the theoretical
rules can lead to a reduction in the number of operating rolling stock,
while increasing the supply of the connections. Because the regions
compete in a regular public transport by the so-called "gross
principle”, where the yield risk is on the side of the public authority,
this article focuses primarily on such transport-planning processes that
affect the cost side of the transport concept.

1.1. Characteristics of passenger flows

The information of passenger flows is currently available mainly
from the CSO data - data on the number of permanent residents in the
municipalities and their local areas, information about regular
commuting. Further information is available from carriers -
information about the load-factor, number of boarding and alighting
passengers at each stops, shortly will be provided the origin-
destination matrices. For more information on the origins and
destinations relate mainly to number of employment opportunities
(data from major employers) and regular commuting school children -
these data are used in abundance in the case of larger optimization of
timetables in the region.

Available CSO data are not broken down by mode of transport
attributable to a specific origin-destination, because this is the
information about the total passenger flows - across all modes of
transport. On the contrary, data from carriers are related only to a
particular type of service and thus have explanatory power only for
passengers who already use the public transport.

For a description of all passenger flows in the region across all
transport modes can only be used the theoretical transport models.
Thus established passenger flows can be followed on the basis of the
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availability of origins and destinations of share assigned to each
mode of transport - theoretically calculated passenger flows thus
assign theoretical modal split. It shows how important is the role
of public transport in a whole transport system where there is
generally a high demand for transport and the passenger flows
which makes it suitable to be targeted and at the same time, in
which relations there is a most unused potential for public
transport.

Contemporary no region today has processed quality
transport model, because the benefits of high-quality and
comprehensive transport modelling in the Czech area are still
not fully appreciated. What is missing, is a quality travel
surveys, surveys on the transport behaviour and sensitivity of
users to parameters of public transport offer. Finally, it is
difficult, often impossible, to group the time incommensurable
data needed for the transport model setting.

For the purpose of transport planning are so often used
incremental theoretical gravity models of passenger flows in the
region. The output of these models is the proportional
comparison of significance of passenger flows, often associated
with the theoretical calculation of the modal split.

From the gravity model taking into account the modal split
can be seen, how the public transport is successful in individual
relations. Clearly then follows the disproportion in the region and
the relations that represent the greatest potential for growth in
public transport. Juxtaposition of relations can also be inferred
where is potential for core railway lines, collecting railway lines
and core bus services.

All the above information is important for line network
planning and timetable improvements. Outputs of gravity model
introducing the core and collecting lines with high (not yet used)
potential will be applied gradually to the ongoing optimization of
individual areas in the region.

1.2. General rules for the ensuring of transport services

Definition of passenger flows form the first input for the
formulation of the line network. The second input is the
restrictive conditions, which formulates each individual public
service orderer. These restrictive conditions usually relate to the
minimum limit for operating public transport. From our
experience, there is a "critical" size of settlements where the
passenger flows are not possible to capture on the collective
principle and where the providing of public transport is very
inefficient. Operation of such settlements is left to individual
transport, or social services, and in these cases there are not
provided public transport services. They are defined as:

- Municipalities and local area without an operation of public
transport (where it is possible to solve transportation services
using e.g. subsidized taxi service, social services, etc.)

- Community and the local area that are served to a minimum -
there is usually used the limit according the number of
permanent residents, combined with the requirement of
minimum average daily exchange of passengers at the bus stop

- Parameters of the hierarchical organization of other lines that
make up the network core / superior and subsidiary network

It is clear that in regular commuting is the greatest potential
for public transport and should thus concentrate on measures that
affect the modal split in favour of public transport in just this
type of passenger flows. The key is to make the public transport

system so attractive that it will use and the passengers who are free in
their choice of means of transport (driving license holders and owners
of a car - referred to as captive drivers and choice drivers) and not
only those who do not choice (e.g. school children - captive riders).

1.3. General rules for line-planning in public transport

When creating a line network plan is necessary to combine aspects
of passengers and technological and operational aspects, which
combine the need of such a proposal, on the one hand positively
affects Modal-Split in favour of public transport and on the other
hand, such a proposal will be operationally viable.

This combination includes consideration the most important
factors monitored by passengers:

e can be used between all points "shortest time" path
e the minimum number of changes
and most important operating factors:

e similar need of the vehicle-capacity along the whole length
of the line

e minimum number of vehicles on providing the required
operation performance

Based on the generated line networks of public transport, it is
necessary to proceed to the definition of each segment of transport
services. In this step, the plan will specify the stop/service strategy
of lines in the network and define the function of individual lines in
parts of the network where multiple lines were proposed
simultaneously. When positioning time slots of each connection of
particular line are assayed assuming the achieving of certain nodes in
the network.

The line draft must consider the needs of homogeneous groups of
passengers, for which is the line intended in terms of segmentation.

The main modifiable criterion is travel time, which is mainly
based on network suspended waiting time. Due to operational
capabilities and transport requirements (mainly interconnections for
transit passengers) there are produced technology links in the
timetable, i.e. the time dependence between two connections,
respectively systematically between the lines. Scheduled line network
significantly influences the Modal-Split and so should be given to the
preparation of appropriate attention.

When creating the structure and hierarchy we can use a variety of
terms that are easy to characterize a soft system (for example
"regional services"), but if we want to project these concepts into a
hard system, we are dealing with certain problems, since in the fully
deterministic system is not possible to use intuitive definitions that
work with the majority interpretation.

Building the structure of the public transport system must follow
the hierarchy downwards, i.e. building the functional core systems.
The reasoning used model layers (segments) of public transport,
which together form an integrated structure. Segmentation method
clarifies the structure of public transport.

Segmentation according to transport functions:
- Rapid transit between agglomerations (A)
- Rapid transport service between regions and within regions (B)
- Core regional transport (C)

- Collecting/distributing regional transport (D)



- additionally it could be considered an alternative segment (E)
of additional transport systems

The individual operating segments have with regard to the
time competitive with individual transport general recommended
length of intervals based on general assumptions that the mean
waiting time for a service should not be longer than the actual
travel time. In the segmented system by transport function is very
difficult to define the concept of regional transport, which is
essentially perceived very intuitive. In practice, although
institutionally defined by another orderer, but the actual impact
of passenger flows this definition does not logically.

Regional transport we can delineate the way that a regional
transportation means all that falls within the daily commuting.
The structure and size of the confidence ellipse can be so
intuitively define the concept of regional transport, while
regional transportation is implemented in this concept across all
segments A - E.

1.4. General principles of timetable design

Timetable of public transport is a direct result of the
application of transport planning in the area and determines the
structure and form of the offer.

The distribution of types of timetables for timetables without
a fixed interval and with fixed period so there is a choice of type:

- Classic commercial timetable (connections are spread in the
projected traffic demand)

- Interval schedule (fixed intervals always unchanging within
part of the operational period, without a broader network of
interconnections)

- And integrated periodic timetable (systematic coordination of
timetables of individual lines, which are used in the selected
interconnected periodic nodes to achieve maximum of optimal
connections, to create a coherent network-wide interconnected
periodic timetable. Unified cycle time on all lines is observed
throughout all the civil day. Local requirements are addressed
beyond periodic system by additional special connections)

The following figure expresses general applicability of
different types of schedules depending on demand and interval
combination:

Demand :

r
traffic
Urban Networked regular
offér | interval timetable }

\i

——  Offer:
"7 Frequency [min]

15" 30 60' 1200 2400 480°

Fig. 1: Models for the three levels of offer and demand (SMA und
Partner)

In the concrete operational level is not easy to find a specific
time / place to change the type of schedule, because if the
individual lines are hierarchically interconnected, then the
change type between fixed and without a fixed interval almost
always at the expense of transfer relations.

In the case of scheduled commercial applications are usually
mostly covered with rush hours, which clearly determines the number
of necessary sources (vehicles, staff), which are then often during the
day unused. Commercial timetable means at our conditions almost
always less operation performance than in periodic timetable and its
ensuring is so associated with a relatively high proportion of fixed
costs. The unit's performance is usually very expensive.

The transition from a commercial timetable to periodic in the
initial phase all of the vehicles needed to ensure the transport peak in
the intervals seeded throughout the operational period. So decreases
the relative loss per unit of output, even though the variable costs are
rising. Increasing offer leads to a progressive increase in the number
of passengers carried and thus a more favourable development of
revenues and reduce pressure on operating compensation payments.

The main benefit of integrated periodic timetable is consistency of
public transport offer for passengers. Simplicity, ease of
memorability, transfers without undue delay, and above all territorial
and network availability. The concept of periodic and integrated
periodic timetable is particularly appropriate where there are large
passenger flows without clearly grasp time requirements (as in the
commercial timetable), while the frequency of operation cannot be so
high as to be able to give up on interchange links (as in the interval
schedule). The concept of integrated periodic timetable is currently
the highest possible level of public services offer.

1.5. Methods of circulation of vehicles and staff courses

There are many methods of production cycles of vehicles and staff
courses. In the methods of operations research, this is called the
assignment problem to be addressed such as the Hungarian method,
which is generally known, and therefore will not be reported in detail.

Number of vehicles on the line does not be in itself determinative
of their circulation. In any software solution assignment problem is
passed optimization confronted with the need for operational
maintenance. Existing software currently cannot take into account the
operational maintenance in a particular location in the network after
driving certain number of kilometers necessary for operating the
maintenance. Number of possible combinations gives rise to NP-hard
problems. Most software allows you to manually enter the transition
vehicle (connection/connection) - so if there is circulation, which is at
the normal operating maintenance option noticeable time vehicle
downtime for this maintenance, then the transition will be set
manually and optimization of the number of vehicles will take place
again with this restrictive condition. But this is a manual intervention,
which must always be done by the user. In an extreme case, this
intervention leads to an increase in the number of vehicles. Operating
maintenance options and associated increases the regular number of
vehicles, as well as the extent of empty runs are directly associated
with the location of depots/service centers. Choosing the appropriate
service center for line servicing is connected to the schedule - his
appearance, scheduled downtime of connections etc.

2. Application methods of transportation planning
to the operating area of Sumava

On the concrete case of the operating regular public transport in
the area Sumava in the region Jihocesky kraj were in the operational
planning previous general principles applied. Jihocesky kraj is one of
14 regions in the Czech Republic responsible for ordering of public
transport. Operating area Sumava is now generally geographically
bounded by the towns of Ceské Budé&jovice — Strakonice — Volary —
Cesky Krumlov. Operational performance of around 1,38 million
train-km per year providing 12 trainsets (vehicles), the average daily
run of one vehicle is about 315 km in a day. This value is low and



create opportunities for increase. The costs associated with the
vehicle (depreciation, maintenance), personnel costs (salaries,
payments) and traction costs (fuel, electricity) are generally
usually more than two-thirds of the total costs of transport
capacity. When designing the most realistic operational concepts,
from the outset attempt to apply maximum operating efficiency.

Operating concept Sumava is characterized by containing
performances, that have character of purely regional
transportation with daily commute, and performances, that are
mostly tourist. Seasonality of several trains is so high, that in the
summer, occupancy of individual connections are reaching to
quadruple levels than during the off-season.

Based on the review of known facts about the occupation and
load of individual train connections and CSO data were applied
methods of timetabling leading to shorten of transfer- and travel
times, with the following modifications:

e narrowing of transfer connections in the nodes

e introduction of fast regional trains in the peak tourist
season (as a substitute for some of today's passenger
trains)

e introduction of new embedded connections during the
downtime of vehicles

e reducing the travel times during the tourist season
contributed to the shortening of the vehicle-circulation-
time, which extended the combinatorial possibilities
for creation of their circulation and helped to reduce
their number

e definition of the two-stage operation concept with
identical demand of the number of the vehicles (where
the second concept defined the requirements for
modification of the infrastructure - with particular
benefits to additional travel time reducing)

After designing of the basic structure of the periodic
timetable and IPT-junctions were made minor changes in the
raster of periodic timetable. In the morning peak hours were
separately taken into account the requirements of the local time
(starting times by significant employers, beginning of school
hours) and the structure of IPT was often partially deflected. At
the same time, during the morning peak hours was usually a
structure of IPT preserved primarily in the main transport
directions and main change linkages, which led to the
minimization of the number of vehicles in the morning peak hour
of the workday. It is just a morning peak hour of the working
day, which determines the number of vehicles. The total volume
of operational performace has been increased to 1,57 million
train-km per year.

To minimize the number of vehicles in the network was used
authors-own heuristic procedure, which can achieve such
solution that takes into account the specifics of the operational
processes (or as refueling or changing staff in a specific place,
etc.). This procedure has 6 basic steps:

1) for every point in the network, where are starting or
ending courses of single lines in the operational area, is
created table of arrivals / departures

2) create a sets of "network conditional transitions" (such
transitions of vehicles between course to course,
whose failure leads to necessary occupying the default
connection of an additional vehicle)

3) from these sets of network conditional transitions are by a
sequence of courses created integrated continuous strings
(the string terminates just at such place and time, when the
vehicle has equivalent combination, crossing to another
string - i.e. there does not arise network conditional
transition)

4) individual strings are evaluated by its kilometric (for an
operating treatment, or tanking) or time (in case of
deployment of personnel and compliance with time breaks)
length

5) thereafter follows coupling of strings into the complex
circulation (for vehicles), or stays (for staff)

6) if the fact, that a string exceeds the beginning of the
specified limit (the mileage or time duration), it is obvious,
that it is necessary to use additional vehicle / personnel,
which will further extend the possible combinations

This approach is equally usable for the production cycles of
vehicles on road and rail, as well as for creating personal session. The
procedure itself does not guarantee the creation of an optimal proposal
(in terms of steady running vehicles, or optimal use of staff), provides
however, that will be deployed only the minimum number of vehicles
(or staff) in compliance to the boundary conditions. Limit to the
number of vehicles in the application of this procedure lies in manual
processing of approximately 30 vehicles, which from experience
usually leads to the need for a combination of about 60-150 strings.

Application of these principles fully reflected in the operation
costs. In operational area Sumava was the number of operating
vehicles reduced by optimizing from 12 to 11, while the average daily
running of the vehicle has increased from the current 315 km/day to
the proposed 390 km/day. Since the extent of ordered transport was
limited, it was not possible to further enhance the performance of
vehicles. Such modified operational concept is prepared for the tender
of Jihocesky kraj for selecting new rail-carrier.

3. Conclusion

The overall problem of transportation planning is very extensive.
The aim of this article is not to describe in detail all the procedures
and methods, which hides behind each step of transportation planning.
Transportation planning as such is a complex task that is involved in
many scientific disciplines. Individual tasks are closely related and
cannot be resolved individually, without overlap in the overall context
of the transport plan. The aim was to go through the steps that are
necessary from the initial entry, the need to create operational concept
to final product, including its timetable technical support. It was also
the purpose to show, that the theoretical rules compliance can be
achieved by increasing operational efficiency.

On the specific case of the operating area Sumava in the region of
JihoGesky kraj, these principles fully take effect, when the current
number of vehicles has been reduced, performance volume slightly
increased, and additionally it was observed shortening travel times.
The operating concept was also prepared for two states of operation -
without modification of the infrastructure, and with infrastructure
modifications. To ensure upward compatibility are both operational
concepts optimized for the same number of vehicles, and the differ is
in benefits in the region in the travel times. Thus prepared optimized
operational concept is ready for the competition on the rail-carrier. In
the case of market opening of public services should be preparation of
the operational concept performed together with operational
optimization. It's one of the few ways to ensure long-term
sustainability of public rail services. In a liberalized bus market in the



Czech Republic, the optimizing procedures of the operation
brought the transport price reduction by 10-25 %. These savings
were reinvested back into enhancing the quality of public
service. It will be interesting to see, whether similar results come
even in regional rail transport.
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Abstract : Relationships that are the subject of logistics in general, in principle have still not been resolved from a juridical
standpoint. Even individual types of logistics do not have holistic, integrated legal regulation. However, even the legal regulation of the
transport logistics is a fragmented set of norms regulating individual types of transportation, but not a transport logistics in general.

It is hard to imagine that in principle it is possible to develop a set of international legal standards, which would constitute a coherent
legal system ensuring the functioning of macro-logistics systems, i.e. the so-called ““the international logistics right" or "the right of
international logistics systems™. International practice is on the way of the development of legal regulation of individual logistics operations,

but not of the logistics in general.

Many of the logistics spheres are not regulated by international law even on that level. Moreover, a large number of logistics
operations is not regulated, even at the level of national law. Management of the goods distribution process, from the legal point of view, is

one of the most “non-image” fields of economic activities.

There are adopted many international agreements in the field of international goods distribution (especially in the field of transport and
customs regulation). However, majority of these agreements have hardly representative character (many of them, which are adopted quite a
long time ago, still await either entry into force, because they do not have the required number of ratifications).

International trade interests, the process of international division of labor, and the internationalization of economic life have created a
special tool of legal regulation - "Lex mercatoria” (international commercial law).

KEY WORDS : INTERNATIONAL LAW; LOGISTICS; LEGAL FLOW; TRADE TERMS.

1. Introduction

The progress of the logistics in all spheres of economic activities
significantly exceeds its regulation by the state and state institutions.
Functioning of the separate areas and spheres of logistical activities is
subject to laws and subordinate legislation, whereas there is need for
the methodologies of centrally unified regulation of the logistics
chains as the set of subjects, objects and logistical activities for
moving the material, information, financial and other flows from the
initial point to the receiving point.

Insufficient readiness of the methods of legal regulation of the
logistics processes in the supply chains, including the relevant legal
framework, has a direct and indirect effect on: the activities of the
logistics subjects, creation and application of documentation flows,
execution of logistical operations and functions. In this context, there
is required a scientific explanation of the processes of distribution
and ownership exchange for the economic resources inside the
logistical systems, as well as of the delegation of rights, duties and
responsibilities of logistics subjects at all levels of logistics.

Guidelines for regulation of the interactions of the supply chain
participants inside the logistics flows allow implementing more
effectively the logistical management of material and followed flows
inside and outside enterprise. It would be advisable to address the
main logistics processes with a view to application to them the
methods of legal regulation.

At present, such scientific areas began to take off as, on the one
hand, legal economics, which combines an economic approach to
legal aspects and, on the other hand, considering the economic and
logistics theories from a juridical standpoint.

2. Preconditions and means for resolving the problem

The research data are based on the analysis of “boundary”
zones of logistics as an area of the economics and other sciences —
information technology, commerce, and employment and labor law.
A logistical approach to the management of economic processes is
based on the operation of information standards, business and other
statutory acts in the field of logistics.

In the process of the development of logistics as a science,
there have been studied the issues of the existence and functioning of

logistics flows. Along with the generally accepted — material,
financial and information — flows, they also started to consider the
supporting, accompanying flows, including the documentation and
legal ones.

Some issues of the application of the statutory acts in logistics
are considered in the majority of manuals on logistics. However, they
dwell on administrative or legal accompanying of the logistics
procedures at meso- and macro-levels, for example, conclusion of the
supply agreements, transport operations, considering the basis terms
of delivery, legal status of the trade agents within the distribution
channels, transfer of ownership during the process of the delivery of
goods and so on. Thus and so, it is time to pose the question of the
elimination of gap in the theoretical-methodological tooling of
investigation of logistics chains with a view to legal regulation.
Based on the analysis of statistical data of the contract-based
activities of enterprises, as well as on the information on the pre-
action and legal controversies on the issues of non-fulfillment of
obligations flowed from these agreements, taking the account for the
legal constituent in the modeling of meso- and macro-logistical
systems contributes to the decrease in the number of violation of
administrative and contractual obligations of enterprise to their
employees, contractors and state, and consequently, the reduction of
the amount of losses incurred in connection with payments of
penalties. For the clearer substantiation of the character and role of
legal regulation of the activities of enterprises, there is introduced the
concept of legal flow as a kind of logistics flows. It is defined as a
combination of legal standards and in-house acts of the organizations,
and legal actions based on them, which regulate the rights and duties
of the subjects of logistics in the management and control of
logistical operations and functions for reaching the efficient solution
of goals and objectives at micro-, meso- and macro-logistics levels.
There is a need for the inclusion of legal flow in synchronizing band
of the logistics flows that allows, on the one hand, considering the
legal aspects of the activities of enterprises as an element of the
logistical system, and on the other hand, taking account for the legal
constituent of the logistical management during the enterprise
costing, including determination of transaction expenses [1].

The role of the legal flow within the logistical system consists
in: legal regulation of participants (subjects) of the logistical systems;
setting the norms and rules for execution of logistical operations and
functions; accompanying other types of logistics flows; creating the
regulatory environment acting within a single logistical system or
going beyond its limits.
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The structure of the legal flow is represented by the following
elements: documents; rights and functional duties of the logistics
subjects; logistical operations and functions as a basis for arising the
rights and responsibilities of participants of logistical processes.
These elements act at three levels of logistics: micro-, meso- and
macro-logistics levels. Based on the classification and structure of
flow, there are identified the following main functions of it: ensuring
the principles of economic efficiency, legal environment and
optimizing logistical processes; creating the integrated legal
environment, in which the subjects and objects of logistical system
are acting; creating the effective basis for authorizing the subjects of
logistical systems with rights, duties and responsibilities during the
process of logistical activities; ensuring the integrated system of
interaction of material, financial, information and other flows;
ensuring the coordinated operation of all logistical sections during
execution of logistical operations and functions; efficient distribution
of rights of logistics subjects during vertical and horizontal
integrations; inclusion of legal foundation in vertical hierarchy of the
supply chain management.

Legal regulation of logistical processes is based on the
application of regulatory and legal framework as one of the
instruments of centralized and objective impact on the activities of
economic entities. An important thing is the correct definition of
legal regulation principles of logistics management of the production-
commercial activities of company at micro-, meso- and macro-levels
of logistics that allows assessing the necessity of effective application
of the regulatory legal acts in organization of logistical processes.

The methodology of legal regulation of the analysis of
company’s economic activities is based on the elements of general
economic analysis with consideration of logistics principles. At each
logistics level there are used the same particular principles. For
example, the micro-level is represented by company’s internal
structure and combination of main stages of its activities. Taking
into consideration of the matter of logistic analysis of legal flows, as
well as their character, structure and link with other logistics flows as
an algorithm of analysis, the outline of analysis of management of
micrologistical system is applicable.

The meso-level is represented by commercial activities of
enterprise, its relationship with the state, municipal organizations,
legal and natural persons during the execution of all logistical
business-processes.

The macro-level is represented by the external environment of
enterprise, which is conditioned by economic, social, political and
other factors of regional, federal and international importance. The
highest significance is given to the analysis of the activities of
enterprise at a meso-level, which consists of the following stages:

1. Defining purpose and performance evaluation criterion
of legal ensuring with account for peculiarities of
logistical system of a particular enterprise, tiesd with
logistics subjects at meso-level, and strategic and
tactical plans of the company;

2. Decomposition of purpose, its breakdown into sub-
purposes according to strategic, tactical and operational
plans, functional area of logistical activities and subject
matter of existing commercial relations of the
company.

3. Evaluation of objectives and factors with a view to
time, resource and financial costs, conditions of
environment and interdependence of objectives.

4. The analysis of the structure of mutual relations —
studies of subject and object matters, and logistics
tooling of commercial activities of enterprise with
account for legal constituent.

5. Identification of problems in functional areas of
logistical activities — studies of drawbacks in logistics
chains of different functional areas of logistics, in
commercial and contracting documentation, violations
of requirements of legislative and regulatory acts.
Identification of problems includes finding and exact
defining of problem, analysis of its statistical and
dynamic state, defining the ties with other problems.

6. Decomposition and analysis of sources of problem —
determining the factors influencing on origin,
development and transformation of problem, its
breakdown with respect to object and functional signs.

7.  Determining the means for problem solving:

- the availability of possibilities of problem solving;

- defining and evaluating the options of solving;

- selection of option (options) for problem solving.

8. Forming of the program and control include elaborating
the program, projects and development plans of legal
logistical system, their regular succession and stage-by-
stage approach, determination of executives, their
rights and duties, and control of program performance.
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Fig. 1. Nature of the change of total cost structure of the
company for legal support of the production-commercial activities.

The increase of the effect occurs owing to decreasing, but not
excluding expenses, including for legal support of the activities of
enterprise. With effective legal servicing, the economic losses of
company go down, but there are appeared the service costs. Thus and
so, there is a certain optimum relationship of the volume of legal
ensuring and total costs incurred by enterprise (Fig. 1).

Performance evaluation of legal support of the production-
commercial processes in logistical systems has a complex nature of
dependency on the degree of covering the costs for this support. The
legal ensuring of the company’s activities is carried by legal service,
and it can be evaluated by using a number of legal indicators. Thus
and so, it is possible to set a question about performance evaluation
of the activities of legal service in the enterprise with a view to
relation of costs for its maintenance and savings, which is ensured by
it for the enterprise.

The formation process of the model of logistical activities of
enterprise comprises conducting the following steps:

1) Analysis of exiting legal regulation of logistical
processes within supply chains;

2) Planning of statutory-legal support of company’s
logistical system.

3) Developing the project of public administration of
processes company’s logistical system, including legal
support.

4) Approbation and application of proposed logistical
system.

5) The process of using and evaluating of logistical
system with account for its state regulation.



6) Approbation and application of proposed logistical
system.

7) The process of using and evaluating of logistical
system with account for its state regulation.

3. Conclusion

The model of logistical activities of company with account
for legal elements fosters identification of economic, legal,
production and other factors influencing on passing all stages from
the initial point to the point of destination by material and followed
flows, with account for logistics subjects, objects and activities at all
levels. Taking account for the combination of these factors should
allow lowering the negative impact of these factors and increasing
efficiency of company’s logistical activities due to reducing costs,
decreasing the number and volume of penal sanctions and losses
caused by legal infringements in the activities of logistical systems at
micro, meso and macro levels.
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A MATHEMATICAL MODEL OF OIL SPILL DIFFUSION IN NEAR-SHORE ZONE OF
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Abstract : The oil products remain the main contaminant of the Black Sea, as well as of the entire world's oceans. A main
amount of oil is transported by tankers and reloaded in port terminals. 12 per cent of overall marine pollution is the share of
transportation, oil congestion and accidents losses. At the Caspian-Black Sea-Mediterranean area there are actively used the Black

Sea ports of Batumi, Poti and Kulevi.

A huge damage to the nature is doing by oil spills on the surface of the oceans and seas owing to transportation oil by
tankers. These spills are associated with loading and unloading operations as well as with tankers accidents. In this case, the oil

spreads as a spot on the surface of the sea.

Problems associated with environmental pollution from the oil spill in the sea, made necessity to develop mathematical
models that describe the transportation and transformation processes of oil spills. The proposed mathematical model can be used for
prediction of the spread of an oil spill during the process of spreading of oil products on the water surface, and it also enables to take
into account the reduction of the area of spill due to the action of sea-surface winds and turbulence of the water surface.

KEY WORDS : BLACK SEA, OIL SPILL, MATEMATIKAL MODEL, TRANSFORMATION PROCESSES.

1. Introduction

The oil products remain the main contaminant of the Black
Sea, as well as of the entire world's oceans. According to
International Energy Agency, oil production is 91,3 million barrels
per day, from which 3/5 — is transported by tankers, 2/5 — through
pipelines, i.e., a main amount of oil is transported by tankers and
reloaded in port terminals; 12 per cent of overall marine pollution
is the share of transportation, oil congestion and accidents losses.
Experts estimate that by 2020, the world consumption of crude oil
will be increased by 1,2-1,5. Besides, the demand for oil in
developing countries will be increased by 2,5-2,8, and in advanced
countries — by 30-35%.

In the near future, the annual volume of oil transportation
in the Black Sea may be increased to 220-250 million ton. Besides,
it is expected to transport annually: 50 min through the ports of
Ukraine; about 60 min — through the ports of Russia; about 30 min
— through the ports of Georgia; about 25 min — through the ports of
Bulgaria; about 35 miIn — through the ports of Turkey. Without
regard to accidents, only with technological loss at 0,01% of the
volume of transported oil products, about 20 thousand ton of oil
products may be discharged into the marine environment. During
accidents, these losses may be increased tenfold.

At the Caspian-Black Sea-Mediterranean area there are
actively used the Black Sea ports of Batumi, Poti and Kulevi.
Navigation and the maritime transport objects of Georgia have
significant impact on the Black Sea ecosystem.

A huge damage to the nature is doing by oil spills on the
surface of the oceans and seas owing to transportation oil by
tankers. These spills are associated with loading and unloading
operations as well as with tankers accidents. In this case, the oil
spreads as a spot on the surface of the sea. Just one liter of oil is
enough for forming of spill of almost 1 hectare. Besides,
depending on the quantity of oil and the velocity of spreading the
spill can be appeared either in the form of “peak” emission or as a
continuous ingress of oil within a certain period of time.

2. Preconditions and means for resolving the problem

Problems associated with environmental pollution from
the oil spill in the sea, made necessity to develop mathematical
models that describe the transportation and transformation
processes of oil spills. Such models are used for prediction of the
spread of an oil spill and for estimate of its characteristics required
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for planning and carrying out activities for the liquidation of spills
in the events of accidents, as well as for assessment of
environmental impact.

The process of spreading the oil spills in the sea is a
fairly complex process, which depends on a large number of
factors defining as the state of the environment so the properties of
substance itself. Thus, the solution of this multifunctional problem
requires a comprehensive and integrated approach.

When setting the problem on oil pollution transfer into
the sea, it is necessary to adequately describe not only physical-
chemical properties of oil itself and the character of the source of
pollution, but also such characteristic as the diameter of oil spill.

The realized complex takes account for the following
processes that occur with oil as the object under study: 1. Oil
spread; 2. Displacement caused by the sea water flow and wind.

For the first process of spilling of liquid lighter than oil
over the water surface, it is necessary to emphasize several
merging one into another stages, from which the most important
for spills less than 2000 m?® is the phase of spreading under the
action of forces of the superficial tension of oil so far as the spill
remains a single whole. This process is thoroughly investigated
through the experiments of John Fay by modified semiempirical
formulas.

The oil spill diameter against the wind direction Ry is
determined as follows::

[P:V - Par
aTg=|—-

Here, o

where, @117 - is the sea water density;

PH _ojl density; M — the volume of the initial spill of
oil.
t — time of spill;
a, B, ¢ — spreading coefficients of layer (a=42,5; B=1/3;
c=1/4)
The oil spill diameter in the direction of wind Ry:

where, W — the wind velocity, m/sec;

B=1,82; d=4/3; e=3/4.

2. The process of displacement of oil pill under the action of
sea current and wind. msATHA MOJ NEWCTBHEM TEYEHHH MOPS W
Berpa; It is assumed that the oil products move by means of the
following factors:
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1.Sea water current;
2.The wave action arisen near the margin of coast of water
area.
The process of displacement is described by the expression:
Ve = Ky We + K, Uy + Ko (L)F;

where, Vi - the vector of velocity of the shift of the center of
“micro-spill”;
W - the vector of wind velocity at a height of 10 m from the
surface of coast;

Uy - the vector of the total wind and flood currents;

F: _ the influence vector of the coast and its configuration;

K17 - the influence coefficient of wind — in the calculations it is
assumed that each spill has its own coefficient of permissible range
2-4%;

Ky - the influence coefficient of the sea water current. In
calculations it is taken as equal to 100%.

K5 - the influence coefficient of the coast by the distance from
spillage.

3.The wave action arisen near the coast-line.

The coast-line has a significant influence on “micro-spills”,
since with decreasing water depth the waves turn toward the coast.
This factor is especially evident when the angle between the coast
normal and vector is under 90°. When the distance to the coast is
reduced this influence is more violent. The influence coefficients of
the coast are the empirical values and they are determined during
the experiments.

As the input data the following information is used:

1. The sea-coast configuration;
2. Meteorological situation for
modeling;
The real or calculated currents;
The place and dynamics of spillage of oil products.
The air temperature on the Georgian coastline during the
most cold months — in January and February — is an average
minimum of 4,3°C, 3,8°C, but some days it can be lowered to -
5,3°C, -7,5°C. During the most warm

the entire period of

Hw

months — in July and August — the mean temperature of air
is 22,3 -23,1°C, the absolute maximum is 37,6 — 41,0°C.

For most of the year, the north-east winds blow in near-
shore zone of Georgia, which are characterized by considerable
velocity and duration, but in the winter they bring cooling. In the
summer, the south winds are not unusual. The violent winds occur
mostly in winter and autumn. The currents mostly depend on winds.

The process of merging of oil into the “micro-spills” occurs
as follows:

a) by gravitational viscose forces and by surface tension
forces, which move under the action of water and wind
current during a certain period of time;

by the division of spill into individual particles under the action of
wind and current (there is applied the Lagrangian method by using
of the stochastic nature of the formation of spills by particles).

It turned out that right after the spillage, there begins the
spreading and displacement of oil over the water area of reservoir;
when reaching the specified thickness of lash, the spill is divided
into individual N particles, each of which has a certain mass and
henceforward is considered as the «micro-spill”. Then for each
particle there begins the iteration (repetitive_ process of calculating
its displacement trajectory. This process proceeds for each particle:
a) until it reaches the coast; b) until it goes beyond the boundaries
of computational region.

The results of theoretical calculations have shown that the
diameters of petrol and diesel fuel spill are not very different from
each other. This is explained by their densities, the values of which
are almost the same.  Similarly, the diameters of the mazut and oil
spill are also not different from each other, but their values are by
23% lower than the diameters of petrol and diesel fuel spill.
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Fig. 1 shows the change of the oil spill diameter with the
dependence on time of spreading. As is seen from the diagrams
(Fig. 1), the diameter of spreading of oil spill depends significantly
on the wind direction.
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Fig. 1. The change of the oil spill diameter over the water
surface with the dependence on time

According to the results of studies (Fig. 2), there are
constructed the diagrams of distribution of mazut both in the water
area and in near-shore zone of Georgia.
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Fig. 2. . Distribution of mazut in the water area and near-
shore zone of Georgia

The movement of the layer of mazut spill in near-shore zone
of Georgia and in the water area is determined by the field of wind,
the state of the sea surface and physical-mechanical properties of
the mazut itself. The use of the method of spill division into
elementary particles allows assessing the quantity of distributed oil
products within particular territories, as well as determining the
trajectory of displacement of these particles.

3. Conclusion

It has been established by the calculations that the diameter
of spill increases with increasing quantity of the spilt oil. The
maximum diameter, which can be reached by oil spill also depends
on the quantity of the spilt oil and oil products over the water
surface.

The wind direction as well as its rate has more significant
influence on the oil spill diameter than the density of oil and oil
products.
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Abstract: Today global shipping transports over 90% of the world’s commodities in intercontinental traffic. Within the EU,waterborne
traffic accounts for more than 90% of foreign and approximately 40% of domestic trade, transfers around 12 billion tons of ballast water across
the planet each year. While ballast water is essential for safe and efficient modern shipping operations, it may pose serious ecological, economic
and health threats. Trends anticipate an increasing role for global and local shipping in the future Apart from harmful effects such as
consequences of shipping disasters, shipping activity exerts other negative influences on the environment; e.g. sea pollution through the
discharges of oily water and sewage water from vessels, air pollution from exhaust gases emitted from the vessel’s machinery, pollution of water
and marine organisms from toxic protective underwater hull coatings(antifouling paints), and one of the most recent water born concerns — the
translocation of harmful organisms and pathogens via ballast water and sediments inside ballast water tanks.

Ballast water is absolutely essential to the safe and efficient operation of modern shipping, providing balance and stability to unla-den
ships. However, it may also pose a serious ecological, economic and health threat for sea nature life.The introduction of invasive marine species
into new environments by ships ballast water is an issue that does not always receive the public exposure that it merits.

Despite the serious degradation that has already occurred in the Black Sea, studies have indicated that concerted action can both restore
and protect the environment. But the problem clearly requires a multi-lateral approach .The introduction of invasive marine species into new
environments by ships’ ballast water attached to ships’ hulls and via other vectors has been identified as one of the four greatest threats to the
world’s oceans. The other three are land-based sources of marine pollution, over exploitation of living marine resources and physical
alteration/destruction of marine habitat. Quantity of ballast water is change depend of ship’s type. The release of ballast water may introduce
non-native organisms into the port of discharge.

Black Sea geography contributes to the manifestation of additional environmental risks: these sea or do not have access or have a very
limited relationship with the oceans. Pollution from land-based sources is one of the main causes of environmental degradation of rivers and, as
a consequence, seas and coastal areas. Pollution from ships and other activities in the seas are another factor contributing to the deterioration of
the environmental status of marine waters and coasts.Much of Georgia’s coastal zone is subject to significant anthropogenic pressures, that
could be reason of causing the pollution of marine environment.

KEY WORDS : COASTAL ZONE, MARITIME TRANSPORT, BALLAST WATER MANAGEMENT, MARINE POLLUTION.

1. Introduction ships discharge wastewater or unload cargo, and discharged at the
next port of call, wherever more cargo is loaded. Ballast water
discharge typically contains a variety of biological materials,
including plants, animals, viruses, and bacteria. These materials
often include non-native, nuisance, exotic species that can cause
extensive ecological and economic damage to aquatic ecosystems,
along with serious human health issues including death.

The ballast water inside a ship can be seen as an onboard

Today global shipping transports over 90% of the world’s
commodities in intercontinental traffic. Within the EU,waterborne
traffic accounts for more than 90% of foreign and approximately
40% of domestic trade, transfers around 12 billion tons of ballast
water across the planet each year. While ballast water is essential
for safe and efficient modern shipping operations, it may pose - . & )
serious ecological, economic and health threat. Trends anticipate an aquarium full of microscopic life forms. That’s because small
increasing role for global and local shipping in the future organisms living in the sea water are pumped into ballast tanks
What is ballast water? along with the water. Moreover, coastal sediments and any
associated organisms may be pumped into ballast tanks.

The ballast water is taken from coastal port areas and
transported inside the ship to the next port of call where the water

may be discharged, along with all the surviving organisms. This

I way, ballast water may introduce organisms into the port of

discharge that do not naturally belong there. These introduced

species are also called exotic species. Populations of exotic species

Why ballast water anyway?  To stabilize the unloaded :argo%

Buv discharging ballast water means

ey e ek may grow very quicl_(ly in_ the absence of natural predators. In that
case they are called ‘invasive’.
Non-native Only few species are successful invaders, because most species
species - - -
\ ? s i / are not able to survive in new surroundings, because temperature,

food, and salinity are less than optimal. However, the species that
do survive and establish a population are very hardy species that
have the potential to cause major harm (to ecology, economy or
human health).

Ballast is defined; “ballast is any material used to weight and
balance an object. It is the additional weight necessary to bring the
vessel to a suitable draft and trim and reduce stresses and improve
stability.” In the ship’s terminology ballast is divided two types:
clean ballast and dirty ballast. Clean ballast, if discharged from
vessel that is stationary into clean,calm water on a clear day would

Figure 1.

Ballast water provides stability and manoeuvrability to a ship.
Usually ballast water is pumped into ballast tanks when a ship has
delivered cargo to a port and is departing with less or no cargo.
Large ships can carry millions of gallons of ballast water.

Ballast water discharged by ships can have a negative impact on
the marine environment. Ships use a huge amount of ballast water,
which is often taken on in the coastal waters in one region after
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not produce visible traces of oil on the surface of the water or on
adjoining shore lines. Dirty ballast, to seawater introduced into
cargo tanks upon completion of cargo discharge (Huge, 2001).

Ships have carried solid ballast, in the form of rocks,
sand or metal, for thousands of years. In modern times, ships use
water as ballast. It is much easier to load on and off a ship, and is
therefore more efficient and economical than solid ballast. When a
ship is empty of cargo, it fills with ballast water. When it loads
cargo, the ballast water is discharged. Shipping moves over 80% of
the world’s commaodities and transfers approximately 3 to 5 billion
tones of ballast water internationally each year.

@ During voyage

Discharging ballast water
) At destination port

Ballast tanks empty
& o @ puring voyage

Figure 2. Ballast exchange between ports (IMO GloBallast)

There are thousands of marine species that may be carried in ships’

ballast water; basically anything that is small enough to pass through a ship’

ballast water intake ports and pumps. These include bacteria and other
microbes, small invertebrates and the eggs, cysts and larvae of various

species. The problem is compounded by the fact that virtually all marine

species have life cycles that include a plank tonic stage or stages.

2. Preconditions and means for resolving the
problem

The release of ballast water may introduce non-native
organisms into the port of discharge. These introduced species, or
bioinvaders, are also referred to as exotic species, alien species and
no indigenous species. Typically, very few organisms are able to
survive in new surroundings because temperature, food, and salinity
are less than optimal; however, the few that do survive and
establish a population have the potential to cause ecological and
economic harm. Populations of bioinvaders may grow very quickly
in the absence of natural predators. In turn bioinvaders may
displace native organisms by preying on them or out competing
native species for food and habitat space. Economic damage may
occur when a bioinvader displaces species that are harvested for
food or other goods, or when bioinvaders damage structures.

Apart from harmful effects such as consequences of
shipping disasters, shipping activity exerts other negative influences
on the environment; e.g. sea pollution through the discharges of
oily water and sewage water from vessels, air pollution from
exhaust gases emitted from the vessel’s machinery, pollution of
water and marine organisms from toxic protective underwater hull
coatings(antifouling paints), and one of the most recent water born
concerns — the translocation of harmful organisms and pathogens
via ballast water and sediments inside ballast water tanks.

Ballast water is absolutely essential to the safe and efficient
operation of modern shipping, providing balance and stability to
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un-laden ships. However, it may also pose a serious ecological,
economic and health threat for sea nature life.The introduction of
invasive marine species into new environments by ships ballast
water is an issue that does not always receive the public exposure
that it merits.

But the problem clearly requires a multi-lateral approach .The
introduction of invasive marine species into new environments by
ships’ ballast water attached to ships’ hulls and via other vectors
has been identified as one of the four greatest threats to the world’s
oceans. The other three are land-based sources of marine pollution,
over exploitation of living marine resources and physical
alteration/destruction of marine habitat. Quantity of ballast water is
change depend of ship’s type. The release of ballast water may
introduce non-native organisms into the port of discharge.

Black Sea geography contributes to the manifestation of
additional environmental risks: these sea or do not have access or
have a very limited relationship with the oceans. The Black Sea
region presents a most unusual environmental problem. Of all the
world is inland seas, it is the most isolated from the world is oceans.
Its only link with other seas is with the Mediterranean, through the
narrow channel so for the Bosphorus strait, the sea of Marmora and
the Dardanelles. Relative to its size, this is indeed a tenuous
link.Yet almost a third of Europe and huge areas of Asia drain into
the Black Sea and more than 160 million people live in the overall
Black Sea catchment area. The Black Sea coastal zone is densely
populated. In the summer season, the permanent population of
around 16 million swells to around 20 million with the influx of
tourists.

During the last 30 years, the Black Sea environment has
been transformed by the harmful effects of
modern industry, agriculture and fishing. The add aditional damage
caused by exotic marine species and pathogens in ships ballast
water is another major contributor to the degradation of the
environment, Pollution from land-based sources is one of the main
causes of environmental degradation of rivers and, as a
consequence, seas and coastal areas. Pollution from ships and other
activities in the seas are another factor contributing to the
deterioration of the environmental status of marine waters and
coasts.Much of Georgia’s coastal zone is subject to significant
anthropogenic pressures, that could be reason of causing the
pollution of marine environment, and should be adopted the
measures that will represent a significant  step forward in the
battle to reverse those harmful effects.

The introduction process of alien species is still ongoing in the
Black Sea and it needs to be monitored at the national, regional and
international level. A special monitoring programme is requested
for key areas, in order to understand better the dispersion patterns
of alien species. The impact of the alien species is complex and
most of the time unpredictable due to lack of monitoring and the
lack of scientific knowledge about those species. Experts on alien
species, such as taxonomists, should be trained and encouraged.
Capacity building for riparian countries is essential for the
monitoring of alien species. Initiatives for the database management
on Mnemiopsis and other jellyfish should be continued by an
international organization like the Black Sea Commission. The
International Convention for the Control and Management of Ship’s
Ballast Water and Sediment (BWM Convention) within the
International Maritime Organization (IMO) system was adopted in
2004. This convention has not come into force yet but in some
countries like, the Russian Federation,

Turkey and Ukraine the port authorities request the reporting of
ballast water and follow ships to their ports. In a port Novorossisk,
ballast water is monitored for chemical contamination. Ukrainian
authorities sample ballast water to assess possible chemical
contamination (Matej and Gollash, 2008). Turkish authorities
conduct a project for the impacts of the ship ballast waters on the
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Turkish Seas. This kind of implementation should be encouraged to
prevent alien species to enter local seas. To control alien species via
incoming ships, a defined concerted area for discharging ballast
water should be established in the Black Sea. Some of these
national or local Ballast Water Management legislations are
generally consistent with the IMO Convention but others impose
different and often more  stringent requirements on ships.
Inevitably this leads to confusion amongst owners, operators and
seafarers.

There may be conflicting requirements at different parts of a
voyage which inevitably increase the risk of regulations being
breached. Most introductions of non-indigenous species result from
ballast discharge and sediment from vessels after ocean crossings.
Georgia is an exporting country. Most vessels arriving in Georgian
ports discharge ballast and then load oil. According to the
Convention on the Protection of the Black Sea emptying
segregated, un-contaminated ballast water is allowed. But different
countries of the region enforce the Convention differently. For
example, vessels calling for the port of Odessa have to change their
ballast water immediately upon entry into the Black Sea area. This
has to be recorded in the ship logbook. This policy is not a viable
solution, since ballast waters are emptied upon arrival in the Black
Sea.A synopsis of known national and local ballast water
management regulations for Georgia .

Figure 3.

According to the National ballast water management requirements
(January 2014) ,Lloyd’s Register Marine

2.8 Georgia .

Authority: Georgian Environmental Protection Ministry;

Ports affected: All Georgian ports;

Ships affected:All;

Implementation:Mandatory;

Start date: No information;

Acceptable methods: Ballast water exchange (BWE): BWE must be
conducted in the

Black Sea;

Unwanted organisms and pathogens:
Uptake control:No information;
Sampling:No information;

Ballast Water Management Plan: Required ;

Records and reporting:No information;

Alternatives to en route management procedures: No information;
Procedure for unacceptable ballast water: No information;

Notes: No information.

No information;

3. Conclusion

Despite the serious degradation that has already occurred in the
Black Sea, studies have indicated that concerted action can both
restore and protect the environment, and should be adopted the
measures that will represent a significant step forward in the battle
to reverse those harmful effects.
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DIESEL ENGINE’S COMBINED CARBURETION PROCESS
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Abstract : The carburation process in modern diesel engines practically begins with the moment of fuel injection in into the cylinder,
and ends at the same time as the combustion process. The improvement and development of the carburation process depend on the injection
parameters, particularly on: the motion of charge in the combustion chamber; fuel properties; combustion chamber sizes; a surface
temperature; interdependent motion of charge and fuel. With a view to carburation in diesel engines, we obtain a nonhomogeneous mixture
in diesel engines. First of all, the internal carburation process cannot ensure uniform distribution of the injected fuel’s steam and air.
Besides, the improvement of carburation process is impeded by fact that as a result of the combustion process development there occur the
fuel injection and carburation that increases that amount of fuel, which is burnt in the expansion line. All this causes increasing thermal
heat losses and growing amount of toxic substances in exhaust emissions. Also, the improvement and efficiency largely depends on the length
of self-ignition impeding period that directly defines the engine’s dynamic magnification factor. The paper dwells also on the possibilities of
partial eradication of negative phenomena and increasing the engine’s efficiency, as well as reducing toxicity. In the engine’s intake
system, the electric injector is inserted, by means of which, at the beginning of the intake process, there is carried out the injection of a
certain amount of fuel in front of the inlet valve, and together with the air coming into the cylinder it creates the mixture, which occurs
during the filling and compression process, and at the end of the compression process, the main amount of fuel is atomized by means of basic
injector.

By the end of the compression process, until the fuel is atomized from the basic injector, we have the depleted, but almost
homogenous mixture, and therefore, this mixture is uniformly distributed in the combustion chamber. At the same time, the primary oxides,
to a certain extent, are created for starting combustion. Immediately after the fuel atomizing from the basic injector, we will obtain the
mixture required for combustion, and the combustion process begins earlier than during the process of the creation of a standard mixture,
and this means that the length of self-ignition impeding period reduces, and consequently the efficiency goes up, and the amount of soot in
exhaust emissions is reduced.

KEY WORDS : DIESEL ENGINE, CARBURATION, FUEL INJECTION, TOXICITY.

1. Introduction p 4

The work process of ignition mixtures for diesel engine is
conventionally divided into the following main phases: [1]

« initial stage of time 1, - during which the temperature
rise is negligible, or it may be a decrease of temperature, so that
the pressure does not increase.  Completion by the end of this
stage formed aldehydes, oxides of carbon, oxidants and
decomposition products;

* Initial stage refrigerating plasma t, - during which
allocated 10% of the heat evaporation of burned fuel, whereby /\
there is a slight increase in temperature and pressure. Suggest
that at this stage of the process , take place the oxidation of

v

acetaldehyde and achieved critical concentration of new types of - - . t
oxides and the accumulation of their products. - ale -
« secondary cold-flame stage t; - during the passage h 1 1 "

which chemical reaction has as endothermic and exothermic
nature, There are a slight total heat allocation process, and it is Figure 1. Schematic representation of the ignition
accompanied by shades of blue flame. process in the diesel engines.

Thus, each review stage, which is carried out in a specific
time period, gives the ignition delay: =, - Cold flame; , - blue Duration of the various phases of the autoignition delay
flame, which also refers to a stage cold flame and 15 - thermal period depends on the specific conditions. Thus, with increasing
explosion. Thus, the ignition delay period is equal to T =1, + 7, + pressure during the ignition delay period, the first and the third
73 Which is shown in Fig. 1.~ Of the three stages of the ignition stages are greatly reduced,at the same time, the initial process of
delay period long stage period period 1, is long stage period - the nature of the flame remains generally unchanged.
cold flame , that is 75-80% of the total ignition delay period. respectively, for ignition of fuel in a diesel engine will not be
Thermal explosion spreads srapidly in  the cavity of the necessary the existence of all three consecutive steps. So, for the
combustion chamber and is characterized by the release of the 13 stage ,with a very small period of time process is a two step
total thermal energy, followed by Instant increase pressure and process. In this case, the second and the third stage correspond to
temperature. (Fig. 1). the initiation high cold ignition flame in the first stage. So at the

same time periods second and third stages of t,,3 = 1, + 13 are
considered as a hot flame delay. interpretation of this ignition
delay period, comfortable enough, because somewhat difficult to
distinguish (separate) the time of appearance of the blue flame
and thermal explosion. Accordingly, the essence of the final
process of auto-ignition in a diesel engine is the implementation
of a possible auto-ignition of the working mixture provided when
the working mixture with an initial low temperature.
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2. Preconditions and means for resolving the

problem

The duration of the time of the ignition delay period i of
diesel engines depends upon many factors, including
temperature and air pressure in the cylinder at the fuel injection
timing. The influence of these parameters for a ignition delay
time is important because  fuel injection moment into the
cylinder, the process of mixing at the end of compression
depends on the compressed air and temperature. This means that
if the allowable temperature and pressure values are lower, then
the ignition delay increases and therefore worsens mixing process
which negatively affects on the efficiency of the engine and
toxic properties .

Air pressure and temperature during the filling process -
Increasing values of these parameters at the end of compression
occurs with increasing temperature and pressure, respectively,
with fuel spray. As a result decreases time of autoignition
delay, therefore heating the incoming air is a good opportunity to
ensure the normal development of the combustion process, but it
should be noted that heating the inlet air reduces the quality of
the degree of filling of the cylinder and, hence, efficiency engine
performance ; increase of quality of compression increases the
pressure and temperature at the end of compression at the
beginning of fuel atomization. Thus, the ignition delay time
decreases. Heating the incoming air in the inlet system will cause
thermal stress major parts,as increase compression degree, and
the increase in of nitrogen oxides due to maximizing
temperature in cycle.

Quality - hydrocarbon fuels quantitative increase carbon
atoms shortens the delay period autoignition.The higher the
cetane number of diesel fuel more likely to self-ignition
propensity therefore reduced auto-ignition delay period.

The shape and dimensions of the combustion chamber-
studies carried out with diesel engines with fuel injection can not
reveal the precise regularity between the size of the engine and a
latency period of auto-ignition; Therefore it is logical to consider
the impact of the main dimensions of the cylinder on the value
indicators of pressure and temperature at the start of the process
the fuel injection. Usually taken into account the value of the
specific heat area transfer on the impact the geometrical
dimensions of the engine and the duration of the autoignition
delay period, the more engine power, the less marked area and
minimal amount of heat consumed from the mixture, respectively
unto the completion of compression the temperature increases
and reduces the period the ignition delay.

Pressure and saturation charge of vortex motion injection -
Higher fuel injection pressure reduces the average diameter of the
fuel spray droplet, Increases the total area of evaporation,
evaporation rate Accordingly fuel carburetion, As a result, this
leads to a decrease in the ignition delay period. It is difficult to
create pressure the equipment fuel pressure with high-pressure
spraying. Therefore, more and more widely used diesels with
separated chambers where intensive mixture formation occurs
mainly due to strong turbulence kinetic energy of the new charge,
so do not require the use of sophisticated equipment for fuel . At
the same time,remains the problem of unsolved undivided diesel
engine with low efficiency. So now, more widespread received
the diesel engines with combustion chambers separated by half.
Thus at present, more widespread diesels, with a half-separated
combustion chambers, used in the result a relatively high
pressure for the fuel injection which significantly increases the
rate of production of steam and the delay period of autoignition
is reduced.

The intensity of the vortex motion charging - when it is
possible to select slightly higher intensity motion to improve
mixing. le The higher the intensity of the vortex motion, the
lower the autoignition delay period. At the same time, increasing
the intensity of the vortex motion can cause deterioration in
performance of the engine.
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As a result, one can observe, that analysis of the facts
above shows that they affect the duration of the autoignition
delay period, but do not provide an exhaustive answer.

Thus the development of fast transient diesel engines, the
effective use of the working volume and opportunities undivided
cameras , hinder-inferiority of the internal mixing of mixture, le
Inability achieve a relatively uniform mixture, is a significant
limiting factor in the excess air ratio (Rated power o > 1,35).

To implementation partial elimination of side effects and
increase efficiency and reducing the toxicity of the engine to the
inlet cylinder system of the diesel engine , set fuel injector (Fig.
2) by means of which starts the injection of process a certain
amount of diesel fuel in front of the inlet valve and begin the
process of carburetion with air, entering the cylinder with air
which occurs during the filling process and at the end of
compression which occurs during the filling process and at the
end of compression and the compression process in the
combustion chamber by means of the main injector (in a
prearranged lean fuel mixture) injected the amount of fuel

Figure. 2. atomization of the fuel circuit in the input system of
cylinder;

1 - inlet channel; 2 - fuel injector or dispenser; 3 - inlet valve; 4
- soot from the atomized fuel

that is necessary for the selected mode. In this case, the fuel
mixture formed as in the process of filling or compression
process. At this time, the fuel vapor with air in contact with the
heated surface of the engine and begins the process of mixing
intensively before. Before reaching the top of the critical state of
piston compression should spray from the main injector the
amount of fuel that is required to implement the selected mode.

3. Conclusion

By the end of the compression process until spraying fuel
from the main injector, in combustion chamber, we have lean
mixture, but almost homogeneous mixture,which is uniformly
distributed in the combustion chamber cavity. At the same time,
to some extent primary oxides are formed for begin the
combustion process,but insufficient for realization of the
combustion process. As soon as a the fuel is sprayed from the
ground sprayer, we could obtain necessary quantity of fuel
mixture required for combustion and the combustion process
starts earlier than the formation of the standard mixture, and
hence declining value of the autoignition delay period.
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STUDYING OF VIBRATIONS, ACTING OF THE DRIVERS OF THE ROAD-
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Abstract: The vibrations caused by road-building machinery affect drivers equally harmful to the three axes of the coordinate system.
Assessment of exposure to vibration hand-arm system is based on the calculation of daily exposure value for the 8-hour A (8).
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1. Introduction

The impact of vibration on humans is associated with the
oscillation of certain internal variable force effects on the machine,
or on its system. At the beginning of this kind of oscillations may be
associated not only with power but with kinematic excitation,
typically for vehicles in their movement on rough roads.

The minimum requirements to protect workers from existing or
potential risks to health and safety associated with exposure to
vibration at work are set out in Ordinance Ne 3 of 5.05.2005,
Acording to this Ordinance, the vibrations are divided into vibration
system "hand -arm" and vibrations transmitted to the whole body.

(2]

Vibrations of the whole body disturbs the human body. It is
normalized by taking into account the source of the impact that a
sign is divided into:

- transport - result from movement of machinery in areas and
roads;

- transportation technology - are formed during operation of
machines performing technological operation in stationary and/or
moving of a specially prepared portion of the production area or
industrial site;

- technology - arise when working on stationary machines or
transmitted jobs, havent got source of vibration.

The purpose of this study is to identify and demonstrate the
values of vibration experienced by drivers of different types of
road-building machinery (trucks, excavators, tractors and other
vehicles).

The transport machineries and vehicles are randomly selected,
the only condition for their research is more common types
operating in the region of Smolyan.

In accordance with the ordinance, the values of vibrations of
hand-arm system should not exceed the daily exposure limit value
set for the 8-hour (5 m/s?) and the daily exposure value action
specified period 8 h (2,5 m/s?).

The values of the vibrations of the whole body must not exceed
the daily exposure limit value set for the 8-hour (1,15 m/s?) and the
daily exposure value action set for the 8-hour (0, 5 m/s?).

2. Theoretical formulation and methodology of the
study
Used in the article terms and definitions of Ordinance Ne 3 of

5.05.2005, and BDS EN ISO 5349-1 Vibrations: exposure, daily
value of exposure action, daily value of exposure set for the 8 hours
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(A (8) or any(eqsn), (m/s?), the total value of vibration frequency
weighted rms acceleration ay,, (m/s?), RMS acceleration frequency-
weighted vibration in hands, one axis (an), (M/s2).[3]

Assessment of exposure to vibration hand-arm system is based
on the calculation of daily exposure value for the 8-hour A (8).

The daily vibration effect is obtained from the magnitude of
vibration (vibration of a total amount) and the length of day effects.

Daily exposure value for the 8-hour is calculated by the
formula:

T
A(B) = a,, T 1)
where:

A (8) is the daily amount of exposure to vibration in m/s?;

ay, - total vibration values in m/s?;

T - total daily duration of exposure in h (s);

T, - duration 8 h (28 800 s).

The total value of the vibration is determined by the formula:

2 2 2
ahv = \/ahwx + a'hwy + ahwz ) 2)

where:

ay, is the total value of vibration in m/s%;

2 2 2

B By, B grg frequency-weighted RMS acceleration

in m/s?, measured in three axes - X, y and z the vibrating surface in
contact with the hand.

From the cited methods, it is clear that the longer the time of
impact, the driver will be exposed to a higher exposure and at eight-
hour working day, the exposure will be equal to the total value of
the vibrations - a,, and when the length of the impact is less than 8
hours, it is necessary recalculated leftmost value of the daily
exposure to vibrations A (8).

Measurement of vibrations in the system "hand-arm™ and the
whole body were made with a meter conforming to 1SO 8041.
Device is calibrated by an accredited laboratory valid until 2015.
Before each measurement, the device is controlled with
vibrokalibrator, which is also calibrated by an accredited laboratory
valid till October, 2014

The apparatus allows measurements to be made in three axes
simultaneously.
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Vibration arm were recorded for the three strands of rectangular
coordinate system, as shown in Figure 1. Orientation of the
coordinate system in measurements correspond to BDS EN ISO
5349-1.

Fig. 1. Scheme targeting the coordinate system
Biodynamic coordinate system
Basecentered coordinate system

Methodology in Ordinance Ne 3 of 5.05.2005, and BDS EN
ISO 5349-1 requires the sensor to be placed in areas where there is
contact of the body with a vibrating surface. When measuring
vibration system "hand-arm", the sensor is located between the arm
and the vibrating surface, which in this case the steering wheel.

Drivers of road-building machinery - trucks, excavators,
tractors and other vehicles are tested parameters of vibration system
"hand-arm." Observed parameters apply to both hands in contact
with the steering wheel.

According to standard BDS EN ISO 5349-1, the vibrations in
each of the three directions defined by the axes of the rectangular
coordinate system shown in Figure 1, are equally harmful and that
the same frequency weighting can be used for each axis. Therefore,
the risk of damage caused by vibrations, transmitted by hand, are
evaluated by the total value of the vibrations, ay,, calculated from
three frequency components weighted (for the individual axes) of
the acceleration of a surface, which is in contact with the arm.

In that standard is assumed that the method for obtaining the
total value of the vibrations, which is equivalent to the energy for a
period of 8 hours, the appropriately reflects the relationship between
the different sizes of the vibration and the duration of the daily
action.

3. Analysis of the results of studies of production
of vibration

The purpose of the statistical survey is to identify and
demonstrate the level of vibration experienced by drivers of
different types of road-building machinery (trucks, excavators,
tractors and other vehicles), without focusing on the duration of
exposure. They focused reported and registered by the device totals
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2 2 2
vibration a,, and RMS acceleration 3w« 8my. 3w measured of the
three axes - x, y and z the vibrating surface.

Conditions under which the measurements were performed are
the same for the groups of machines: type of road surface (asphalt,
stone, rough road); movement of the car (loaded or unloaded, in no
time flat, horizontal gradients); state of the road surface (wet, dry,
snow, smooth, rough, flat, downhill, uphill) and instantaneous
technical condition of machines.

The researches has been aimed to determining exposure, which
requires measurement of the vibration level for the time of impact,
i.e. for the entire period of operation of the machines, the data
presented in this article apply only to the level of vibration
measurement time of 30 min.

Of each machine have been studied a number, and reported by
the device parameters are averaged for each species.

Object of study in this article the vibration during the work in
the operating conditions of the following types of road construction
machines and vehicles:

- excavator: excavator "JCB" - 4 pcs.; wheel excavator
"ATLAS 1304" - 2 pcs.; front loader "ATLAS 52 D" - 2 pc.; mini
excavator "Bobcat" - 2 pcs.;

- Tractors wheel - "Universal" 651 M - 2 pcs.; UMZ 61 - 2 pcs.;
"TK-80" - 2 pcs.;

- Tractors chain - T 170-1 pc.; DT 75 - 1 pc.

- Trucks: KAMAZ 5511-12 pcs.; DAF cf 85-5 pcs.; MAN
TGS - 10 pcs.; STEYR 91; IFA L60; IFA W 50; Mercedes 914;
Mercedes 409.

In carrying out a statistical measurements are made as one of
the two factors of the said standard, which affects the impact of the
vibration arm, namely the magnitude of the vibrations. The
parameters considered were: the total value of the vibration of hand-
arm system, frequency-weighted RMS acceleration in m/s?
measured along three axes - x, y and z of the hand-arm system.

Table 1. Results of measurements

a -
3 - RMS Tot;
acceleration of the vibration
Types of Source of frequ)Jerl(_:y We'_gh,FEd frequency
machines vibrations vibra |0n2aX|s ' weighted
(m/s?) ms
accelerati
X y z | on, (Mis?)
Backhoe
_ICB” 0,31 | 0,33 | 0,15 0,48
Wheel
excavator 3,15 | 4,01 | 2,99 591
Excavators | »ATLAS 1304
Front loader
ATLAS 52 D 2,14 | 323 | 245 4,58
Mini excavator | 4 o7 | 93 | 089 | 227
Bobcat
Un've{\f{al 651 | 527 | 371 | 182 5,27
Wheeled
tractors UMZ 6J1 2,75 | 3,38 | 2,22 4,89
TK-80 472 | 6,83 | 9,25 10,68
Crawler T 170 488 | 521 | 4,26 8,31
tractors DT 75 425 | 483 | 3,67 741
Trucks KAMAZ 5511 251 | 148 | 2,47 3,82




DAF cf 85 0,77 | 0,93 | 0,51 1,31
MAN TGS 063 | 0,71 | 0,41 1,03
STEYR 91 1,32 | 2,29 | 0,99 2,82
IFA L60 251 | 1,48 | 2,47 3,82
IFA'W 50 1,12 | 0,74 | 0,68 1,50
Mercedes 914 1,87 | 2,32 | 1,06 3,16
Mercedes 409 1,84 | 2,23 | 1,08 3,09

Results obtained from the survey were processed using methods
of mathematical statistics and probability theory, and are
summarized in tabular and graphical dependencies.
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Fig.2. Changing of vibration direction for different types of handling

equipment
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Fig. 3. Distribution of level of vibration for different types of transport

vehicles in the direction Lenin

4, Conclusion

1. From the measurements, calculations and built graphical
relationships shows that in the tractors levels of vibration of the
"hand-arm" are higher than other tested machines.

2. Investigations show that the vibration measured on vehicles
and road construction equipment are higher in tractors and trucks
from older models.

3. Vibration system "hand- arm" are higher in axis "y" in the
majority of the machines.
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Abstract: Drivers of road-building machinery are subjected to noise pollution variable nature of the noise. The purpose of this study is to
show the values of noise experienced by drivers of different types of road-building machinery (trucks, excavators, tractors).

Keywords: NOISE, ROAD-BUILDING MACHINERY, AFFECT DRIVERS.

1. Introduction

The noise on its health matter takes one of the first places
among the adversely existing physical work environment factors.
The increasing production of noise which is often accompanied by
deterioration of the noisy parameters, leads to increase in both
occupational groups exposed to excessive noise levels and
occupational risk of noise injury and illness.

The purpose of this study is to show the values of noise
experienced by drivers of different types of road-building
machinery (trucks, excavators, tractors). The machines are
randomly selected, and only one condition of this research is more
common species in the region of Smolyan.

Therefore the noise standards apply to protect the health of the
drivers of the machines, the values obtained for the noise in this
article are considered as noise production. About the measured
values of noise are measured at Ordinance Ne 6 of 15.08.2005 on
the minimum requirements for ensuring the health and safety of
workers at risks related to exposure to noise [2]. Methodology of
measurement complies with BS ISO 1999:2004 Acoustics.
Determining the impact of noise at work and assessing hearing
damage reasons, but noise [3].

2. Theoretical formulation and methodology of the
study

In accordance with Ordinance Ne 6 of 15.08.2005, the limits of
the exposure and the exposure action are determined with based
daily rates of exposure to noise and peak sound pressure as follows:

1. Exposure limit values: Lex,8h = 87 dB (A) and ppeak = 200
Pa, respectively 140 dB (C);

2. Upper values exposure action: Lex,8h = 85 dB (A) and
ppeak = 140 Pa, corresponding to 137 dB (C);

3. Lower values exposure limits for action: Lex, 8h = 80 dB
(A) and ppeak = 112 Pa, respectively 135 dB (C).

Peak sound pressure level represents ten times the logarithm of
the ratio of the square of the peak sound pressure to the square of
the reference sound pressure, where the peak sound pressure is the
maximum absolute value of the instantaneous sound pressure for a
specified period of time at a standard frequency weighting or
standard width of the measuring tape.

Sound pressure is a variable which changes the frequency of
sound waves. Sound pressure is the difference between the pressure
at the time and static. Sound pressure characterizes the intensity of
the sound wave at a given point of space and represents the variable
component of the pressure, arising as a result of tremulous
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movements of the sound source and accumulation on pressure.
Sound pressure is denoted by P and its benchmark (atmospheric
pressure) - Pc.

In BS 1SO 1999:2004 is a methodology for determining the
"level of exposure to noise, standardized for nominal working day
of eight hours - (Lex,8h)", which according to Ordinance Ne 6 of
15.08.2005 on a 'daily level noise exposure (Lex,8h) “.

The methods include direct measurement of "daily level of
exposure to noise (Lex,8h)", standardized for nominal working day
of eight hours or calculation of the "level of daily noise exposure
(Lex,8h)" for the time of impact. Standard requires measurements to
be made with equipment conforming to IEC 804 Class 2 or better.
The device must be directly measured equivalent continuous A-
weighted sound pressure level Lagq 1. This parameter is calculated
automatically by the device according to the following formula:

1 % pi()
n [t
27 My 0

Laeqr =101g ,dB, 1)
where:

to-t; is the period T for which the averaging is made, starting
fromt;, and ends in t;

pa - A-weighted sound pressure in Pa;

po - reference sound pressure - (po = 20 pPa in accordance
with 1SO 1683);

If the noise is unchanging level for the specified period, the
Laeg, T [dB] is equal to Lpa, which is level A-weighted sound
pressure is given by the formula:

2

L, =10Ig| P~

Po

,dB. 2)

Calculation of "Level of noise impacts, standardized for
nominal working day of eight hours - (Lex,8h)" is carried out
according to the time impacted action. Calculation is made using
the following formula:

T
Lex an = LAeq,T +10lg .I__e ,dB, 3)

o]
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where:

T, is the effective length of the working day (time of impact) in
h;

T, - length comparison (8 h).

By that method, it is clear that for longer time impact, the
driver will be exposed to higher exposure and at eight-hour working
day, the exposure will be equal to the figure of the device
equivalent continuous A-weighted sound level pressure Lagg 7.

When the duration of the impact is less than 8 hours, it is
necessary to do calculation of "Level of noise impacts, standardized
for nominal working day of eight hours - (Lex,8h)".

The methodology allows short high equivalent continuous A-
weighted sound pressure level Laeq T over the limits of exposure,
since calculating the impact of noise, standardized earlier for
nominal working day of eight hours may be reduced values below-
the-limit levels.

Methodology in BS ISO 1999:2004 requires the measurement
noise, the microphone of the device to be placed at a distance 10
cm from the ear of the driver. Under this condition, the reported
noise will be a total noise of the engine, transmission, movement of
vehicles on the aerial resistance, etc.

The device used is an integrated meter volume 2238 Mediator,
which was calibrated by an accredited laboratory for a period of
calibration until 2016. Before each measurement, the device is
controlled by an acoustic calibrator, which is also calibrated by an
accredited laboratory valid until 2016.

The device automatically detects the peak sound pressure level
and equivalent continuous A-weighted sound pressure level Laeg, 1.

3. Analysis of the results of the manufacturing test

Therefore the objective of the study is to show the levels of
noise to which drivers are exposed to machinery, without focusing
on the duration of exposure, the research focussed reported and
registered by the device "an equivalent continuous A-weighted
sound level pressure” Laeq, 7. and “peak sound pressure™

Conditions under which the measurements were performed are
the same for the groups of machines — type and state of road
surface, movement of the car (loaded or unloaded, in no time flat,
horizontal gradients) and instantaneous technical condition of
machines.

During the measurement, the nature of the noise was variable.

As the researches did not focus on determining of the
exposure, which requires measurement of the noise level for the
time of impact, ie for the entire period of operation of the machines,
the data presented in this article apply only to the noise emitted by
machines measurement time of 30 min.

Each machine has been tested several numbers, as the reported
and registered by the device parameters are averaged.

The object of study in this article is the noise when working on
these types of road-building machinery and vehicles:

- Excavator: excavator "JCB" - 4 pcs.; wheel excavator
"ATLAS 1304" - 2 pcs.; front loader "ATLAS 52 D" - 2 pc.; mini
excavator "Bobcat" - 2 pcs.;

- Tractors wheel - "Universal" 651 M - 2 pcs.; UMZ 61 - 2 pcs.;
"TK-80" - 2 pcs.;

- Tractors chain - T 170-1 pc.; DT 75 -1,

- Trucks: KAMAZ 5511-12 issue.; DAF cf 85-5 pc.; MAN
TGS - 10 pcs.
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In the process of manufacturing the experimental study are
reported and the following parameters:

- Peak sound pressure (ppeak);

- Equivalent continuous A-weighted sound pressure level L
T

- Type and model of trucks;

- Type and model of road construction equipment.

Results obtained from the production study of changing noise
of road-building machinery for the region of Smolyan region are
subjected to statistical processing and are summarized in tabular
and graphical relationships.

4. The value recorded noise

Table 1. Results of measurements

Equivalent
continuous A-
Types of . weighted Peak sound
: Source of noise pressure
machines sound
(ppeak), dB
pressure level
LAeq, T, dB
Backhoe ,,JCB” 73 93
Wheel excavator
LATLAS 1304 73 92
Excavators Front loader
LATLAS 52 D 72 93
Mini excavator
"Bobcat" 85 104
Universal 651 M 78 110
Wheeled UMZ 6J1 79 88
tractors
TK-80 81 93
Crawler T170 81 92
tractors DT 75 75 98
KAMAZ 5511 78 91
Trucks DAF cf 85 69 90
MAN TGS 73 89
@ Backhoe ,, JCB”
90
m 80 Il B Wheel excavator ,ATLAS
© 70 ] 1 1304
E 60 +— | — |OFront loader ,ATLAS 52 D
3 50+ -
e 20 L | | |0 Mini excavator "Bobcat"
i;; 30 1 | |® Universal 651 M
S5 20 7 —
& 19 L |mumzeL
0
Source of noise B TK-80

Fig. 1. Equivalent noise level for various types of road construction

machinery

FIG. 1 shows the change of the equivalent noise level of the
different road construction machinery in Smolyan. Adduced by the



histograms shows that the equivalent noise level is highest for
tractors.

120

@ Backhoe ,JCB"

100 B Wheel excavator ,ATLAS 1304
2 O Front loader ,ATLAS 52 D
g 80 O Mini excavator "Bobcat"
2 W Universal 651 M
S e BUMZ 6L
S = TK-80
E 40 aT170
8 mDoT75

20 B KAMAZ 5511

o O DAF cf 85

O MAN TGS

Source of noise

Fig. 2. Peak sound pressure for different types of road construction
machinery

FIG. 2 shows the change in peak sound pressure various road
construction machinery. From the displayed histogram shows that
diesel engines of an older generation exhibited higher values of
peak sound pressure.

5. Conclusion

1. It was made production experimental study of the noise
effect on load drivers for various types of road-building machinery
of Smolyan.

2. Incurred research and built graphical relationships indicate
that drivers of tractors are subjected to higher noise levels than
other drivers (Figure 1).
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Abstract: This paper presents a method of vehicle-pedestrian accident reconstruction in case of vehicle low beam illumination and
transverse movement of the pedestrian. This method allows to determine the pedestrian visibility time and pedestrian visibility distance in the
case of nighttime accidents. The analysis of this type of accident is only possible if a certain shape and size of the illuminated area. This
method can be very useful in the pedestrian accident reconstruction expert practice.
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1. INTRODUCTION

In the Bulgaria alone approximately 130 pedestrians are killed
as a result of motor vehicle crashes every year, and approximately
2000 are injured. In urban areas about half of vehicle accidents with
killed people are pedestrian accidents. Pedestrian injuries from
vehicle collisions arise from both the vehicle and the ground
contact. Above 7 m/s collision speed, the vehicle impact is
responsible for higher severity injuries [5]. The injury outcome in
elderly pedestrians was more severe and the head severe injury
proportion in children was more than that of an adult. Multiple
injuries were common in pedestrians. The pedestrian injury
outcome was relative to the impact speed [7].

Assessing the ability of a driver to see objects, pedestrians, or
other vehicles at night is a necessary precursor to determining if that
driver could have avoided a nighttime crash. The visibility of an
object at night is largely due to the luminance contrast between the
object and its background [6]. This difference depends on many
factors, one of which is the amount of illumination produced by a
vehicle’s headlamps.

Vehicle-pedestrian accidents reconstruction is becoming critical
in the field of traffic accident reconstruction [4]. Pedestrian accident
reconstruction at nighttime differs from typical pedestrian accident
reconstruction. Little attention has been paid to the investigation of
such accidents in Bulgaria. The aim of this work is to be present a
method of vehicle-pedestrian accident reconstruction in case of low
beam illumination and transverse movement of the pedestrian.

2. METHOD AND DISCUSSION

Pedestrian visibility distance at night is limited in space, which
is illuminated by the vehicle headlight beams (high or low). When
the driver uses the vehicle's high beams, they illuminate the road
over a distance of 100 meters and the driver can see and identify
objects in this area. In this case the driver have enough time to react
in case of hazard, provided that moves permitted by law speed.
Furthermore, the pedestrian visible at a distance greater than the
stopping distance for a car [3].

When the driver uses the vehicle's low beams the form of
illuminated space in front of the car is asymmetric. In this case at
transverse movement of the pedestrian the driver has a different
time to see pedestrian and react. This time depends on the location
at which the pedestrian crossing and enters the illuminated area in
front of the car.

The main difficulty in this type of accident reconstruction is to
determine the moment at which the pedestrian enters in the
illuminated area where it is possible to be seen by the driver and
pedestrian visibility time. Theoretically, this is the moment when
the pedestrian crosses the 2,0 Ix border luminance by a vehicle’s
low headlamps. The determination of this moment allows to
determine the time at which the driver of the car has to perform
action to prevent an accident.

The analysis of this type of accident is only possible if a certain
shape and size of the illuminated area. Another prerequisite is
known character of the movement of the car since the illumination
of the pedestrian until the moment of impact - constant speed or
deceleration.

Fig. 1 shows the low beams illuminated area in front of the car.
The same figure shows and pedestrian that enters in the illuminated
space.

Pedestrian

Fig. 1. Low beams illuminated area and pedestrian

With point A indicated the place of the vehicle, which hit the
pedestrian. This point moves on the line LL, provided that the
vehicle moves rectilinearly.

From the moment of illumination of the pedestrian until the
collision, vehicle travels a distance D, = AB. For the same time the
pedestrian travels a distance D, = PB. Consequently, the time for
movement of pedestrians from point P, which is on the border of
the illuminated area to point B, located on the line LL, can be
calculated by the equation 1:

t,=PBIV,s o

where PB is the pedestrian distance Dy, travelled from the moment
of illumination of the pedestrian until the collision, m;

V,, - pedestrian speed, m/s;

Once known shape and size of the illuminated area can be
calculated pedestrian movement time t,; for each point P; from the
border of the illuminated area to the line LL and draw appropriate
graphics. Practical for this purpose are required at least 8-10 points.

Fig. 2 shows a graph that displayed the pedestrian movement
time t,; from point P; to point B; in a certain interval 4L along the
illuminated area.

Along the X axis is applied the illuminated area, and on the Y
axis — the pedestrian movement time.

B: B Bs B

L a0 L
s gt | | o

X
,m
2 Pz B "

Fig. 2. Pedestrian movement time in illuminated area

The width of the vehicle B, is given by the time for which
pedestrians can travel that distance. It can be calculated by the
equation 2:

t,=B,/V, s @
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where B, is the width of the vehicle, m.

If the vehicle is moving at a constant speed, it will go the
distance S,; = 4B; (Fig. 2) for the time t,;:

tvi :Svi /Vv’S

where V, is the vehicle speed, m/s.

@)

The time t,; is equals to the time t;. These two times are equal
to the pedestrian visibility time - t,, from the moment of
illumination of the pedestrian until the collision.

Vehicle movements in the coordinate system “distance — time”
at a constant vehicle speed is shown a straight diagonal line that
passes through the coordinate system start.

2.1. Determination of the shape and size of the illuminated
area on the road from vehicle's low beams.

The shape and size of the illuminated area on the road from
vehicle's low beams is determined by measuring in 2,0 Ix border
luminance. Measurement data are filled in table 1.

Table 1. Vehicle illuminated area

Ne 1 2 3
D, m 5 10 15
By, m

The symbols in the table 1 have the following meaning: D is the
distance ahead of the vehicle; B, - width of the right (left) half of
the illuminated area in front of the vehicle.

2.2. Determination of the distance that the pedestrian travels
in the illuminated area.

The distance Dy, which the pedestrian travels in the illuminated
area is determined by considering the position of the impact point
on the width of the vehicle relative to its longitudinal axis by the
equation 4:

D,=B,£4.m ©
where 4 is the distance between the longitudinal axis of the vehicle
and the impact point on the width of the vehicle B,, m.

Calculation data are filled in table 2.

Table 2. Distance and time for the movement of
pedestrians in the illuminated area

Ne 1 [ 2] 3
D, m 5 | 10 | 15
Dp, M

t S

2.3. Determination of the time that the pedestrian travels in
the illuminated area.

The time t, that the pedestrian travels in the illuminated area can
be calculated by the equation 5:

®)
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Pedestrian speed V, is determined by the rate of movement, age
and sex of the pedestrian. The results of the calculations for the time
t,, that the pedestrian travels in the illuminated area are filled in the
last row in table 2.

2.4. Drawing of chart for the pedestrian movement.

Based on data from table 2 drawing of chart for the movement
of the pedestrian according to the distance ahead of the vehicle (Fig.
3). X-axis is applied to the distance ahead of the vehicle D, and on
the Y-axis - pedestrian movement time t, in the illuminated area.

2.5. Drawing of chart for the vehicle movement.

By different vehicle accident reconstruction methods known in
expert practice is determined the vehicle speed V, [1]. Set value of
time (for example, t = 2,0 s — Fig. 3) and calculate the distance that
the vehicle trqveled for this time at constant speed by the equation
6:

D, =tV, (6)

Using the coordinates of the value of the time (used for the
above example t = 2,0 s) and the calculated distance D, determined
point in the coordinate system (poin A). Drawing a straight line
through the coordinate system start and the point A (Figure 3). This
straight line represents vehicle movement.

2.6. Determination of the pedestrian visibility time and
distance.

The place, where are crossed the line 1 constructed in the order
specified in paragraph 2.4 and the straight line 2 that describes the
vehicle movement (paragraph 2.5), determine the pedestrian
visibility time (Y axis) and the pedestrian visibility distance (X
axis) — Fig. 3.

tp, S
3,0 .
25 EPYL,,, B, - 2

>

209 >
15 /oy
1,0 7/ | V
’ / A
05 / b
Dvi iDpvd _
00 5 10 15 D, m

Fig. 3. Determination of the pedestrian visibility time (t,.) and distance
(Dpva): 1- Pedestrian movement; 2 — Vehicle movement

After determining the pedestrian visibility time and pedestrian
visibility distance, analysis continues on known vehicle-pedestrian
accident reconstruction methods [2].

2.7. Analytical determination of the pedestrian visibility
time.

Based on data from table 2 to the time that the pedestrian
travels in the illuminated area and the distance ahead of the vehicle
can be obtained an equation by which discloses the graph that
depicts the function of the time for the movement of the pedestrian
according to the distance in front of the vehicle.

When a pedestrian has entered from the right side of the
vehicle, equation which describes the movement of the pedestrian is
equal to:



y=-ax’+bx+c @

When the pedestrian has entered from the left side of the
vehicle, for obtaining of the equation which describes the
movement of the pedestrian are required from more points. It is a
polynomial of the sixth degree:

y=—ax’+bx® —cx* +dx® —ex*+ fx+g (©®

Vehicle movement graphics is described by the equation of the
first degree. This equation has the following form:

y = ax ©)

By solving the equations 7 and 9 or 8 and 9 (depending on the
direction of the pedestrian) was obtained value of the pedestrian
visibility time.

Determination of the pedestrian visibility time by analytical

method can be applied when is necessary determining at the
visibility time for different variants of pedestrians movement.

3. CONCLUSION

In this paper, a new method for vehicle-pedestrian accident
reconstruction in the case of nighttime accident was constructed.

The most important part of the paper is the possibility of
determining the pedestrian visibility time and pedestrian visibility
distance in case of vehicle low beam illumination and transverse
movement of the pedestrian.

This method provides investigators a new possibility to
reconstruct pedestrian—vehicle accident.
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Abstract: Recently, the issue of safety has not been whether or not Safety Management Systems are necessary to secure a high level of
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1.Introduction

The understanding of railway operational safety and its primary
role for securing quality of the overall transportation process has
evolved over the past several decades. The process of evolution
started at a stage when safety was identified only as the number of
incidents (accidents) which occurred within a given period. Railway
safety experts usually call this stage the traditional approach to
safety understanding. This initial attitude to safety is characterized
only by incident (accident) reporting, spontaneous (unplanned)
inspections, design and enrichment of operational regulations on the
basis only of accident consequences, poor level of awareness,
separate examination of the human factor, equipment and
technology, etc. The second stage of safety understanding is marked
by evolution of the elements (separately or in combination) of the
first stage, for example: complex analysis of the relation between
staff and equipment, more comprehensive and developed on the
basis of consistent analysis rules, increasing role of personal
liability, planned supervision and increasing supervisor's role, etc.
The third stage of safety understanding is called Safety
Management. Safety Management is based on a system-based
approach that stresses the interactive nature and interdependence of
external and internal factors in a structure (for instance: railway
undertaking). In this connection, all written procedures and
regulations, operating (management) logic and company's strategy
for decision-making is named Safety Management System (SMS).
Recently, the question has not been whether or not Safety
Management Systems are necessary to secure a high level of
operational safety in railways but if they could eventually be
improved. The answer is yes and that improvement can be done on
the basis of well known (and adapted to the problems of safety)
scientific approaches and methods. In other words, safety
understanding will be developed into a new stage - Modern Safety
Management System. The present paper discusses the possibilities
for introduction of some scholarly methods into safety management
in railways.

2.Fundamentals of SMS

2.1.Background

The idea of a Safety Management System is inextricably
connected with the concept of system safety. This concept itself has
a long history beginning in the late 1950s when it wss recognized as
a separate scientific discipline. Prior to the 1950s, designers,
engineers and managers relied mainly on a fundamental method of
solving safety problems known as the trial-and-error method.
Initially this simple approach gave a modest contribution towards
the achievement of safety design. But with the growth of
complexity of systems, this approach began to be unsuitable for
qualitative decision-making process in the field of safety. The
primary reason for this was the increased sensitivity of society
regarding safety. The old model of creation of safety rules after a
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technical failure, incident or accident was no longer able to give
enough positive results to prevent the future occurrence of similar
failures or accidents. A new approach was necessary for better
results in prevention.

Thus, trial-and-error approach gradually developed into a
system-based approach of the attitude to safety. System-based
approach to system safety considers safety problems in their
entirety and its specific characteristic can be summarized as: instead
of waiting for something bad to occur it is better to take action to
prevent this occurrence.

All the above apply to a variety of industries including railways.
It could be said that the increased complexity of railway technical
and technological systems played the role of a catalyst for the
origin, gradual adoption and present utilization of the concept of
system safety in railway industry. Nowadays, the system safety
approach is extensively used by a variety of railway undertakings
and its practical realization is known as Safety Management
System.

2.2.Pillars of Safety Management in railways

In order to illustrate the possibilities for the utilization of
scholarly approaches and methods in design and functioning of a
railway SMS, it is firstly necessary to define its nature and
foundations. The next three items form the basics of the concept of
Safety Management System:

-Key definitions:

-System. The term system is mentioned in [1], [7] and [8].
But from the point of view of railway technical exploitation and
operational management, the following definition is probably more
accurate: A railway system is a combination of people, procedures
and/or specific equipment all functioning within a specified working
environment to accomplish a specific task or set of tasks for
conveyance of people and commodities (adapted to [6]). A railway
undertaking (company) could be considered as a technological
system including a variety of technical objects (also called technical
systems/subsystems: vehicles, specific equipment, etc.), natural
resources, people (designers, managers, operators, and customers),
scientific and technical knowledge, regulations, norms of culture
and behaviour, etc.

-Hazard. This is a situation that can occur within the
transportation process capable of causing harm, injury, death,
and/or damage.

-Risk. According to [2] risk is the probable rate of
occurrence of a hazard causing harm and the degree of severity of
that harm.

-Safety management. Application of engineering,
technological, economical and management principles, criteria, and
techniques to optimize the operating process of transportation on a



level where all potential risks are tolerable in line with predefined
railway authority requirements.

-Principles and related conclusions:

-Every man-machine system entails some kind of risks
(nothing can be perfect). As a matter of fact, whatever the railway
undertaking (Carrier or Infrastructure operator), it consists of a
variety of subsystems which are usually a complex mixture of man-
machine systems and could be a source of risk. Therefore, only a
qualitative, profound and system based analysis will identify risks
and assess their elements, probability of occurrence and possible
consequences.

-ldentified and assessed risks do not require managerial
confusion or relief (no need of prejudice). It is well known that
within transportation process total absence of risks is practically
impossible, a fact that should not be taken for granted or as source
for panic. Therefore, only a reasonable and well-balanced
identification, monitoring and controlling of risks will lead to an
adequate response (in compliance with company's features,
knowledge and experience about safety, regulations, etc.) to
whatever internal or environmental changes influencing the
operating process.

-There are no obvious safety issues within an operating
process, just engineering, technological and managerial ones which
could cause serious mishaps (nothing can be absolutely obvious).
Therefore, It is very important to define clear purposes regarding
subsystems to be analysed (including their attributes, components
interrelations, role in the overall operating process, inherent
potential risks, etc.) and employ appropriate scholarly analytical
tools (econometric, statistical, probabilistic, simulation, etc.).

-Whatever safety issue leads to the necessity for solution
(mitigation measure), that can never be the best, just optimal.
Therefore, decision-making needs to be put in place in order to
achieve a reasonably practicable option of possible solutions.

-Most events and conditions influencing safety have a
stochastic and unique nature. Therefore, a knowledge based
approach to decision making with permanent involvement of
operating staff in it is very important in safety management.

-Hazards may happen any time (and also many times) and
in transport industry they usually impact not only the system where
they occur but others (other companies, local people, etc.).
Therefore, continuous efforts for safety improvement with mutually
beneficial results are needed.

-Basic components:

-Safety Policy - It is company’s commitment that safety is
a key element of the entire operating process. This commitment is
usually in form of written document from highest level of
management and should be circulated to all operating staff. The
safety commitment has three elements: design and future
improvement of SMS (including all company’s rules, procedures
and standards), encouragement of the staff acting on all levels of
the operating process and ensuring all needed resources are
available to meet safety requirements.

-Safety encouragement — It is a company’s duty to
promote the right understanding of safety at all levels of technical
exploitation. It includes: safety behaviour (safety culture), training
of the staff regarding structure and requirements of SMS and the
exchange of knowledge (communication).

-Risk management — This is an analytical procedure used
to make decision regarding the nature of potential risks and the
necessity for their reduction, involving the following main subtasks:
hazard identification, risk assessment, defining and implementation
of mitigation measures.

-Safety monitoring — It is a general and permanently
implemented procedure to ensure that a railway undertaking follows
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the defined safety policy. It includes: company’s scheme of
periodical audits (internal or/and external) and procedure of
corrective actions.

3.Possibilities for monitoring of SMS components
with utilization of scholarly methods

The achievement of a safe transportation process is a very
important task. At the same time even with well-established and
good working SMS, this is a complex requirement, not easily
achieved. The main reason for that is that a variety of processes and
events typical for the above-mentioned components of SMS are
characterized by complexity, uncertainty and ambiguity. A number
of scientific approaches and methods exist that could be
successfully utilized in SMS design, implementation and further
improvement. The application of a very popular analytical method
to improve the functioning of SMS will be presented within this
section.

3.1.Bayesian network relevance to SMS

3.1.1.Background

Bayesian networks (also known as Bayesian belief networks)
are probabilistic graphical models that make it possible to arrive at a
decision regarding the sequence and interdependence of defined
events at the conditions of uncertainty and ambiguity [3], [4], [5]. A
Bayesian network consists of nodes (vertices) and arcs (direct
edges). The nodes X =Xq,..X5,..X, o0f the network represent

random variables (or events) whilst the arcs describe their causal
relationship. In other words, the arc X; — X j represents a statistical

dependence between events X; and Xij that is: the first event

(also named parent event) can cause the second one (also known as
child event). Due to the fact that an event may have some "parents",
a Bayesian network can be deemed as a mixture of "descendant"”
sets (sets of nodes that can be reached by a direct connection from
the considered node) and "ancestor" sets (sets of nodes from which
the considered node can be reached by a direct connection). A basic
property of Bayesian networks is their acyclic design - there is no
causal feedback in their structure (the graph does not involve nodes
which are their own ancestor or descendant).

Each event (variable) in a Bayesian network is characterized by
a probability set (table). For a child event, the table consists of some
conditional probabilities covering all combinations of states of an
event's parents. Depending on the number of parents the probability
tables can dramatically increase.

Events without parents have simpler
consisting just initial probability distribution.

probability tables

The design of a Bayesian network encompasses two basic
stages:

-Definition of consequence (hypothesis) events. These are
events for which the investigator wants to know the probability
distribution allowing him to make a respective solution.

-Definition of initial events. These are events giving evidence
(initial) information about the process under consideration.

-Definition of intermediate events. These are events providing
additional information regarding the process under consideration.

-Graphical design of the network. Construction of the network
is made by connection of events (arcs) having logical relationship
(in the context of the investigated process). It is very important to
follow causality direction.

-Constructing the probability tables. Tables can be filled by
using subjective probabilities (on the basis of expert's knowledge),
statistical methods and gathered data, simulation, etc.



-Reasoning. Depending on the analysis Bayesian networks can
be used for two types of reasoning (conclusions):

-Top-down reasoning (follows the direction of the
network arcs) — predictive reasoning from the information about
causes to the beliefs (expressed by conditional probabilities) in
effects.

-Bottom-up reasoning (follows the opposite direction of
the network arcs) - diagnostic reasoning from consequences to
causes

3.1.2.Feasibility

The ability to make effective SMS decisions largely depends on
the presence of sufficient information about different operating
situations. Unfortunately, due to the essence of the transportation
process, it is almost impossible to gain as much reliable information
as safety managers would like to have. Therefore, an appropriate
analytical tool used to handle uncertainty (basic problem for an
effective decision-making) is to be used. Due to the fact that
Bayesian networks use probability to represent uncertainty and
ambiguity (and in such a way the respective operating scenarios
connected with them) they are a very good example of such an
analytical tool.
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Fig.1. Exemplary Bayesian network

There are lots of possible applications of Bayesian networks
within the procedures of implementation of SMS. Let us consider a
simple example that illustrates some of the characteristics of
Bayesian networks and their specific feasibility in railway SMSs
(Fig.1). The example describes the influence of SMS over
transportation process safety. More specifically, it considers railway
technical equipment reliability and its impact on safety in two
possible scenarios — with and without SMS - of the railway
undertaking. Furthermore, the network takes into consideration the
SMS reliability that can be defined as its possibility to encompass
all possible safety issues (risk assessment, scope of safety rules,
adequacy of procedures, etc.). So, in this operational diagnosis
example, we might ask whether and to what extent SMS presence
(and its efficiency) mitigates the equipment imperfection. All
network variables (events) are binary, i.e.: they are either TRUE
(denoted by “T”) or FALSE (denoted by “F”). For instance:
equipment reliability is described by event A - “equipment failure”
with probability of occurrence P(A=T)=0.25, such as SMS
reliability is represented by event B - ““SMS failure to detect and
prevent an equipment failure from developing into a mishap” with
probability of occurrence P(B=T)=0.3. Conditional probability

tables describing all possible scenarios of dependence between
events are shown beside each node. Following the network topology
and quantifying the relationship between connected events (by
using conditional probability distribution about each one of the
nodes) it is possible to determine the final events (effects). In the
present example they are events C and D. There are two scenarios
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of equipment reliability influence over safety and it is very easy to
notice the effect of SMS. The presence of a well-established and
properly working SMS (within the operating process of a given
railway undertaking) helps to diminish almost two times the impact
of equipment over operating safety represented by the probability of
accident occurrence - P(C=T)=0.2 and P(D=T)=0.11.

The example above of Bayesian network can be deemed as a
causal model of relationship between some predefined safety
attributes and their strengths. Similar models could be developed
regarding many safety management problems and could
successfully be used to implement qualitative decision-making.

3.2.Using simulation in Bayesian networks

As it is explained above, the inference through Bayesian
network relies on a set of probability tables representing uncertain
events. Sometimes, there is no need to compute the exact value of
the unknown probability but only its approximate assessment
(which could be improved later by using supplementary computing
resources). That could be done by stochastic simulation and such an
approach is applicable in safety management where a decision-
maker must urgently respond to the occurrence of specific events
(changes) within operating environment. Thus, the manager would
have permanent knowledge (although not too precise) about the
specifics of the operating environment. This approach will be
illustrated in the following example.

Let us have a Bayesian network describing a given scenario of
accident occurrence B caused by two causes A and C (Fig.2).
Probabilities of occurrence of causes A and C which are under
consideration regarding the investigated type of accident are
P(A=T)=0.75 and P(C=T)=0.25. The conditional probabilities of
event B are also depicted in figure 2. As a matter of fact, they
represent all possible scenarios of accident occurrence B as a result
of occurrence (or not occurrence) of cause A and/or cause C. The
diagnostic reasoning of constructed in such a way Bayesian network
allows obtaining probability of occurrence of cause A given that
accident B has not happened - P(A=T /B =F,C=F). In other words,
this is the probability of occurrence of cause (causal factor) A
which is under investigation within the operating process of
transportation. The diagnostic reasoning could be implemented by
simulation following the next algorithm involving three main steps:

P(A=T|B=F ,C=F)=7?
P(B=TIAC)
0.95

P(B=FIAC)
0.05

06 0.4

T 0.4 0.6

LRI R
m

F 0.2 0.8

P(C=T)=025

P{A=T)=0.75

Fig.2. Accident scenario B with causes A and C

Step 1: Simulation of event Afollowing previously predefined
prior probability - P(A=T)=0.75.

For this purpose a random variable Rp e[0,1]is generated. Each
value of Rp as a single representative of event A has to be
compared to prior probability P(A=T). If Ry <0.75 event Acan be

considered as TRUE (A) otherwise as FALSE (~A). The simulation
process regarding event A is shown in figure 3.

Step 2: Simulation of event B.



Depending on the results connected with the first step of
simulation, the respective conditional probability of event B has to
be chosen for continuation of the simulation process following the
same approach as this on step 1, namely:

Uniform Distribution
A
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Fig.3. Simulation of event A

-If after the first step A=TRUE then a random variable
Rg €[0,1] is generated and compared to conditional probability
PB=T/A=T,C=F)=06. If Rz <0.6 event Bcan be regarded as
TRUE (B) otherwise as FALSE (-B).

-If after the first step A=FALSE then a random variable
Rg €[0,1] is generated and compared to conditional probability
PB=T/A=F,C=F)=02.If Rg<0.2 event Bcan be regarded as
TRUE (B) otherwise as FALSE (-B).

The simulation process including steps one and two should be
fulfilled many times (K) and each iteration of implementation

increments  two counters - Kj = Ka=TRUE B=FALSE and
K2 = Ka=FaLsE,B=FaLsE With one, that is..
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Fig. 4. Estimation of parameter K ,
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-Ky=K;+1 if A=TRUE, B=FALSE;
- Kp=K,+1 if A=FALSE, B=FALSE.

The ratios Kj/Kand K,/K  represent probabilities
P(B=F)and P(A=T AB=F). Having their values and by the
usage of conditional probability formula the obtaining of probability
P(A=T/B=F,C=F) is very easy to calculate as the ration
K, /Ky =0.66. The results about parameters K; and K, are shown
in figures 4 and 5.
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4. Conclusion and Discussion

The successful management of operational safety in railway
industry requires understanding of railway undertaking as a
complex system. Such a system could never be designed perfectly
and every constituent of it can be subject to failure - technical
equipment, operating staff, procedures and rules, etc. System
failures entail incidents which are usually considered as normal to
occur (it is impossible to absolutely prevent them from occurring).
At the same time, serious ones (accident) could and should be
prevented and that can be done by implementing certain measures,
e.g. company's knowledge of incidents. On this basis and by the
usage of appropriate scholarly approaches and methods, the risk
management regarding incidents and serious accidents becomes not
only possible but extremely effective.

The present article demonstrates that Bayesian networks are
applicable in designing and functioning of Safety Management
Systems of the railway undertakings. The possibility to manage
reasoning and decision making under uncertainty is their main
advantage. It all makes them appropriate tools for analysis of
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Fig.5. Estimation of parameter K,

interactions and relationships characterising a railway undertaking
which under certain conditions could turn into causal factors of
accidents, e.g.: organizational deficiencies, operating environment
influence, etc. Due to their simplicity to use, applicability and
comprehensive results, Bayesian networks will become more
popular analytical tool within all components of railway
undertakings' SMSs.
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Abstract: According to WHO, more than 1.2 million people die in road traffic crashes every year and 50 million are injured or disabled.
Over the last decade nearly all EU countries record a decrease in number of traffic casualties. However, in the same period Montenegro’s
figures generally point in opposite direction. The fatality rate on Montenegro’s roads, measured as deaths per capita, is 50% higher than
that of EU average; however, car ownership in Montenegro is considerably lower than the EU average. Having traffic safety figures so bad,

efforts have been made in recent years to address this issue.
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1. Introduction

More than a million people die each year on the world’s roads.
According to World Health Organization (WHO), approximately
1.24 million people die every year in car accidents and more than
50 million are injured, /1/. Road traffic injuries take an enormous
toll on individuals and communities as well as on national
economies. At the national level, road traffic injuries result in
considerable financial costs, particularly to developing economies.
It is estimated to cost countries up to 4% of their gross national
product. In high-income countries, number of road deaths is
decreasing in last few years, but low-income countries, such as
Montenegro, saw increases over the same period. Current trends
suggest that by 2030 road traffic deaths will become the fifth
leading cause of death unless urgent action is taken.

Road safety in Montenegro is at low level. One of primary
reasons is poor road infrastructure. Montenegro has a road network
totaling approximately 7,000 km — with approx. 900 km of main
and primary roads, 950 km of regional and secondary roads, and
around 5,000 km of local roads. This is equivalent to a road density
of 500 km per 1,000 km?. This figure is broadly consistent with the
density of some new EU member states (see Table 1), /2/.
Regarding road infrastructure quality, Montenegro ranked only
107" of 131 countries surveyed, for the quality of its road
infrastructure. 90% of Montenegro’s road network is high risk,
including those segments with a high traffic volume, /3/. Also, 47%
of the entire road network is in poor or very poor condition,
reflecting inadequate maintenance. To improve the road safety
situation on the main road network, costs an estimated €105-138
million.

Table 1 Road network density

Road density
km of roads per km of roads per

1000 km? 1000 inhabitants
Montenegro 500 111
Southeast Europe, average 555 5.9
Albania 657 35
Bosnia and Herzegovina 427 5.6
FYR Macedonia 513 6.4
Serbia 500 5.2
New EU member states 1427 19.9
Czech Republic 1646 125
Estonia 1320 41.2
Hungary 1733 15.7
Slovenia 1007 10.2
Croatia 506 6.4
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Other factors, such as the distribution and density of population
and the country's geography, play a considerable role in determining
country's road network. These effects become evident when making
the comparison on a different measure of road density — viz. road
kilometers per 1,000 people.

With this measure, with more than 11 km of road per 1,000
inhabitants, Montenegro is ahead of most of its regional
comparators and comparable to those of the new EU countries, /5/.

Table 2 Number of vehicles in Montenegro

2010 2011 2012 2013
Registered cars 164653 171973 173865 178662
per 1000 inhabitants 266 277 279 286

During last few years, the number of registered vehicles is around
200,000 counting all vehicles category and about 85% are passenger
cars. The rate is approx. 286 passenger cars per 1,000 populations,
(see Table 2), /4/. Compared to both the EU average and neighbors
in the region, Montenegro’s level of motorization is moderate (Fig.
1).
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Fig. 1 Number of passenger cars per 1000 inhabitants in 2010

2. Road safety indicators

Number of road accidents, deaths and injures in OECD
countries is decreasing, despite larger number of vehicles. Number
of accidents reduced by 15% in period 1990-2010, fatalities by
25%, while number of injures remained the same. In EU-27 states
in 2010 the number of fatalities was down to almost half of the
figure from 2001, /5/. According to CARE — EU road accidents
database, the largest reduction of number of fatalities achieved
Malta, 48%, Cyprus, 28% Denmark 18% and Portugal, 16%.
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Fig. 2 Accidents indicators in EU

Countries of West Balkans as developing countries are trying to
comply with the rules and regulations of the EU, including those in
the field of transport. Despite that, all indicators of road safety in
Montenegro have been increased over the previous ten years.
Compared to 2000, in 2010 the number of road accidents went up
63.2%, fatalities by 17.3% and number of injured by 8.5%.

Over the last decade more than 1,000 people died on
Montenegrin roads and more than 23,300 were injured. Mortality
rate was the highest in period 2007-2009, over 10.000 accidents in
2008 and 122 killed in 2007 (see Table 3 and Fig. 3), /4/. However,
in 2011 and 2012 Montenegro reduced number of road accidents
and fatalities. The percentage of fatalities that occurred in crashes in
2012 was reduced by 52% compared with 2010 and by 62%
compared with 2007. In spite of encouraging dates in last few years,
studies show that number of fatalities in first six month of 2013 is
already as high as in 2012.

Comparison of road safety performance depends somewhat on
what indicator is used as a measure of exposure to risk; population,
number of registered vehicles or distance travelled by motorized
vehicles.

Fatalities per 100,000 head of population. This rate expresses
the mortality rate, or an overall risk of being killed in traffic, for the
average citizen. This is a particularly useful indicator to compare
risk in countries with the same level of motorization.

Fatalities per 10000 registered vehicles. This is more objective
indicator of situation on the roads. However, it’s useful only when
comparing the safety performance between countries with similar
traffic and car-use characteristics.

Table 3 Traffic accidents and casualties on Montenegrin roads

Evolution of accidents, fatalities and injured in Montenegro
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Fig. 3 Accidents indicators in Montenegro (2000=100)

According to OECD 2012 statistics, /6/, the rate in terms of
fatalities per 100,000 populations in Montenegro in 2010 was 29.6.
Comparing to both EU countries and neighbours in region, the risk
of dying as a result of a road traffic injury on Montenegro roads is
significantly higher.

Figure 4 shows the evolution of mortality expressed in terms of
deaths per 100,000 population in European countries in 2011, /7/,
and in EU-27, Montenegro and its neighboring countries in 2010
(*), 16, 8/.
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Fig. 4 Fatalities per 100,000 head of population (2010/2011)

Year Accidents Killed Injured
Total 2000=100 Total 2000=100 Total 2000=100

2000 5597 100 81 100 1933 100
2001 5275 94.2 105 129.6 1957 101.2
2002 5503 98.3 81 100 1834 94.8
2003 5094 91.0 84 103.7 1702 88.0
2004 5377 96.0 91 112.3 1750 90.5
2005 6192 110.6 95 117.3 1942 100.4
2006 7185 128.4 85 104.9 2257 116.7
2007 8882 158.7 122 150.6 2796 144.6
2008 10170 181.7 111 137.0 2473 127.9
2009 10112 180.7 100 123.4 2542 1315
2010 9138 163.2 95 117.3 2099 108.5
2011 8519 152.2 58 71.6 2075 107.3
2012 8103 144.7 46 56.8 1722 89.1
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Number of fatalities per 10,000 registered vehicles is also higher
comparing to other countries. However, there is a matter of vehicles
from foreign countries in accidents on Montenegro’s roads during
the tourist season which are not included in the number of 10,000.
Considering that fact, this rate (in terms of fatalities per 10,000
registered vehicles) is at same high as neighbor countries (Fig. 5).
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Fig. 5 Fatalities per 10,000 registered vehicles

All indicators show very poor road safety on domestic roads.
Years 2007 and 2008 were particularly evil, which was the “price”
of uncontrolled growth of motorization (in precedent years) and
inadequate road infrastructure that couldn’t “bare” an increasing
traffic volume. The highest density of fatalities is found on main
north-south route Border with Serbia — Bijelo Polje — Podgorica —
Cetinje — Budva and Podgorica city zone.

According to WHO 2013 (World Health Organization), over
one third of all road deaths in Montenegro is among drivers (34%),
/1/. High mortality rate have both occupants and pedestrians, over
20% for each group (see Fig. 6).
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Fig. 6 Fatalities per 10,000 registered vehicles

3. Contrameasures

In May 2011, the United Nations launched a Decade of Action
for Road Safety. The goal of the Decade (2011-2020) is to stabilize
and reduce the increasing trend in road traffic fatalities, saving an
estimated 5 million lives over the period. This report builds on the
2009 report, and provides additional data in a number of important
areas. It is supported by a Global Plan for Road Safety. As a
response, several countries released or updated in 2011 their
national road safety strategies, /5/.
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Although EU statistics clearly shows the progress that has been
made over the last 10 years, road traffic safety performance in
Montenegro is very poor.

Having traffic safety figures so bad, efforts have been made in
recent years to address this issue. In 2010 National Coordination
Board was established in Montenegro to monitor road safety
parameters. In addition, government adopted Strategy for
improvement of road traffic safety. Main goal of this strategy is to
reduce number of fatalities by 30% and injuries by 20% before
2014 (compared to 2007). Long-term goal is to reduce these figures
by 50% and 30% respectively by 2019, compared to the same year.
Sadly, the growing interest in reducing road traffic risk is not
accompanied with active road safety policies. Proposed measures
are inadequate and insufficient — partly because addressing the
situation properly requires considerable investments.

4, Conclusion

Over the last decade nearly all EU countries record a decrease
in number of traffic casualties year after year. However, in the same
period Montenegro’s figures generally point in opposite direction —
until 2007 — 2008 trend is towards an incline (with small
exceptions) and declines only in last 2 — 3 years.

Dynamic growth of motorisation over the last 5-6 years took the
government by surprise. With the road infrastructure unsuitable for
the growing needs, a largely differentiated fleet of cars, difficulties
with effective traffic enforcement and too few effective preventative
schemes, the effects of growing motorisation have turned into a
painful experience. In 2011 and 2012 Montenegro reduced number
of road accidents and fatalities. The percentage of fatalities that
occurred in crashes in 2012 was reduced by 52% compared with
2010 and by 62% compared with 2007. Major mortality rate is
among drivers — about 34% of all road deaths.

Even though some improvements were made (government
adopted Strategy for improvement of road traffic safety), the overall
risk indicators in Montenegro remain above the EU average, not
showing a decrease in their trend and a lot of work is yet to be done.
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of seat belts. Agency for Traffic Safety in the Republic of Serbia in December 2013 celebrated 4 years from foundation and on that occasion
the importance and necessity of connecting and coordination in work of all subjects competent for the field of safety was emphasized.
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1. Introduction At the Serbian market models“Nissan Qashqgai 360
Family* as well as “Nissan Juke*, alluring from the advertisements
in our surroundings at the end of 2013, are offered.

Cooperation with “Mercedes” company is dated from
1997.* when the long-term contract on cooperation in production
and investment in the“Mercedes-Benz Icarbus* buses was signed.
And the contract on strategic cooperation between the world’s giant
in auto industry “Mercedes“ and domestic producer of buses
“Icarbus” should be signed in the middle of 2014. and then in
Zemun®, near Belgrade the production of entire production program
of Mercedes buses would start.

The first bus “Icarbus* was produced in 1954 by the
license of the company “Saurer from Austria. The founder of the
“Icarbus® company was Dimitrije Konjovi¢, a Serbian pilot and a
maritime officer. In 1968 year the first bus with its own frame was
produced and till today more than 80% of produced buses are with
“Icarbus” frames. The production of the prototype bus on
“Mercedes” frame has already started. This vehicle was made by
the most modern standards and it was presented at the end of March
2014. on the International Fair of economic vehicles in Belgrade,
Serbia. These are so called gama models of buses which meet strict
professional but also ecological standards, because they have the
motors of ,.euro 6“ standard. The present production capacity of
“Icarbus* is around 250 buses per year.

In the world, “Detroit Auto Show*, was held in USA
where the “Lincoln* motor company presented the most fuel-
efficient, inspired, innovative, ingenious new “Lincoln 2014 MKZ
. . .. Hybrid“. But since its start, in 1911. “Chevrolet* has sold more

2. News in the world and in Serbia in the area of ¢4t than any other auto maker providing itself to be the “US brand*

Auto Industry in these iconic models. In 2013 “Ford* fuel-efficient line® are as we

know: “Fiesta”, “Focus“, “Fusion“, “C-max“, “Escape“, “F-

Italian “Fiat”* has very strong presence on the American 150 while they also must introduce all new 2015 “Ford Mustang*

market. In 2013 in Detroit negotiations with trade union of too.

In March 2012, on the International Car Show in Genéve,
Serbo-Italian automobile “Fiat 500L” had its world’s premiere and
then it was stated precisely that this automobile is going to be
produced only in Kragujevac, in Serbia.

The important changes are happening all over the world.
During October 2013 public was informed about the action of the
women from Saudi Arabia, who took the steering wheels in their
hands in spite of the prohibition of the Government. Defying to the
measures of the Government, threats of arrest and criminal
prosecution, few women were driving cars in the streets of the
Saudian towns. Then The King Abdulach gave support to some
cautious reformes, such as the development of women’s education
and their employment, taking care to avoid the conflict with
conservatives.

In this paper important events in the auto industry all over
the world, situation with automobile industry in Serbia, obligation
of the environmental protection, as well as the concern for safety of
drivers and other participants in traffic, with special stress on the
protection of children in traffic are presented.

Organization of Serbian drivers pointed out to their rights
that they are also fighting for: - the obligatory privileged length of
service, - recognizing of daily wages in foreign currency for drivers
for the days spent abroad, - and to respect the rights of drivers and
the help “friend on the road”

automobile workers were successfully ended and conditions for It is interesting that competing with more than 1000
Italian producer “Fiat”® to become 100% owner of the “Crysler” participants from the whole world Marko Lukovi¢ ’ from Belgrade,
and car company with global reach were created. This agreement Serbia, for the second time won prize on the contest in Detroit, that
was realized and in 2014. “Fiat” completely took over “Crysler”, is, the automobile of the Serbian designer is among the best in the

the smallest member of the Detroit “big three”, founded in 1925.
At the same time Serbian Auto-Moto Union reported that

according to all criteria of the Euro NCAP tests for security the 4 1t was predicted that “Merceds-Benz* delivers frames with agregates and other

H 73 ® H 3 1
Ch'_nese car “Coros 3 Se_dan \_/vas the best "_1 2013°. This car equipment, and in “lcarbus“ the buses of European standard and quality with
achieved the best result with maximal five stars in all segments of recognizable sign of “Mercedes“ are installed. By the contract production of 5 types
evaluation. of buses, among which “Icarbus* took over 2-low ground bus for city transportation

and high-tourist class bus, encircling with this the assortment of its products, was
defined. After realisation of few buses according to this contract, further cooperation
was abandoned because of too high price for domestic market.
® In Zemun section the most modern city, intercity and tourist buses, as well as pickup
! The greatest Italian employer in private sector was founded in year 1899. trucks will be made on “Mercedes* frames, while “Icarbus” would do the annex.
2 In 2009. “Fiat“ bought 58,5% of “Crysler”, the smallest member of the Detroit “big © 2013 C-max Hybrid with fuel efficiency and smart technology too.
three” at that time in bankruptcy. The sale of “Fiat“ and “Fijata 500* produced in
Mexico and “Fiat 500 L“ coming from Serbia (on the market from the summer
2013.) during year 2013. was 1,4% less. “Peugeot” contest at the Frankfurt Car Salon with the futuritic car concept for year
% In 2012. year 33 vehicles were tested, and criteria were protection of adult passengers, 2020
children, pedestrians and safety equipment these vehicles have . ’

7 In 2001, this professor at the Faculty of applied arts in Belgrade, won the first
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world At “Detroit Auto Show” cool colors and concepts of cars
were exhibited.

The “Tokyo Motor Show 2013“ took place in Japan and
the new “Toyota” named “Tundra” is at disposal in 2013. and
”Toyotathon” and all new Nissan Rogue R.

In September 2013. the public was informed about all
innovations in auto industry at the Car Salon in Frankfurt
/Germany/. “Forester”, the new “Subara” model was presented.

The technological company “Google”® appeared in the
world of automobilism i.e. auto-moto industry came to an
agreement with big producers (partnership was concluded with
companies “Audi”, “General Motors”, “Honda” and “Hundai”) at
the opening of Auto Show in Las Vegas. Partners will think out
together how to include mobile operative system “android” in cars
operation, what should make operation more simple and improve
safety. In that way, “Google” tends to reach the competitor “Apple”
which has already been working on this with “Mercedes” company.

3. Importance of Environmental Protection

In the middle of May 2013. the draft Program for
environmental protection of the city of Belgrade for the period of 10
years was presented with the aim to define directions of
development and environmental management politics on the whole
territory of the city and after the adoption it will be an obligatory
document in the process of local policy creation in all 17
municipalities of Belgrade. This project predicts realization of
several projects, the adequate treatment of waste waters and waste
disposal being some of them. The city transportation company
points out that the total consumption of fuel is about 100.000 liters
on work days .

In our country, Pandevo will become the only local

autonomy in Serbia with 7 vehicles with electric drive, and
simultaneously the first charging spot® for electrical cars.
The vehicle of the Chinese company “BID” that will be included in
public transportation is currently being tested in our capital
Belgrade. We speak about the new generation of high technology
ecological buses, the wuse of which considerable reduces
maintenance costs and improves air quality, because there is no
emission of harmful gases.

It is well known that Germany is the residence of big car
producers (“BMW?”, “Wolkswagen”, “Deimler”) and that the
drafts of new EU regulations might endanger industrial production
and its business sector.

Anyway, “Mercedes” has the famous bus brand “Setra” under its
wing which currently produces the most modern and “the greenest”
buses that do not in the least pollute the environment. In October
2013. the public found out that Germany protected its car industry
from European Union (EU) regulations.

The Ministers of environmental protection of member countries of
the European Union adopted the German request to alter already
reached agreement on the introduction of the new regulation on the
emission of harmful gasses of the new automobiles in June again.
This agreement which is now going to be altered, would limit
emission of CO2 from new cars to 95 gr per covered kilometer by
2020. The implementation of the decision was prolonged by 4 years
and activists for environmental protection have criticized that
decision and the European Commissioner for climate changes, as
well as director competent for EU transportation policy at
“Greenpeace”.

According to the European directives, by the end of 2020
we should increase the share of biofuels in public transportation fuel
consumption. It is well known that the advantages of hybrid
vehicles are at lower level of harmful gasses emission, smaller
consumption of diesel fuel and lower noise level, while the
shortcomings are certainly their high price, they are considerably

8 The American internet giant ,,Google“ intends to expand its popular operative
system ,,android*“ in the cars.
° This is the present of the Italian province Ravena in order to protect environment.
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heavier than classic buses, the battery duration is limited and they
require special maintenance and additional caution measures
because they operate under high voltage of around 600 Volts
(hybrid buses are used most in North America, where passengers
are transported by around 6.200 buses, while they appeared in
Europe not until 2007. and for the first time in London).

4. Traffic Safety - risks and solutions

Unfortunately, mortality in traffic is becoming epidemic.
The interactive map showing the basic parameters of traffic safety
in all countries in the world has been started. Every year on the
roads throughout the world even 1.240.000 persons are killed. On
the roads in Serbia the most frequent causes of traffic accident with
serious consequences are: speeding, driving under the influence of
alcohol and not fastening seat belts.’® Children in traffic are killed
mostly as passengers. Reasearch! shows that Serbia is positioned
very low comparing to European Union countries when it comes to
the safe transport of children in vehicles and the use of seat belts.

It is interesting that in Serbia during the last 4 years,
around 300 drivers have passed “corrective tests because their
driving licence has been taken away for received 18 negative points.
In the same period, close to 3000 drivers lost their licences because
of violent driving.

Agency for Traffic Safety in the Republic of Serbia in
December 2013 celebrated 4 years from foundation and on that
occasion the importance and necessity of connecting and
coordination in work of all subjects competent for the field of safety
was emphasized.

However, thanks to the Law on traffic safety which came
into force in December 2009, this year 176 persons less were killed
in traffic accidents compared to the same period 4 years earlier.

During 2013 according to the newest data that number
was reduced by more than 9%, i.e. 59 persons less were killed
compared to the same period in 2012. We should point out that
2.813 pedestrians were killed in Serbia in the period from 2001 to
2012, and more than 13.000 were seriously and more than 28.000
slightly injured.Only last year 165 pedestrians were Killed, that is by
10 more than in 2012. The results of this research are also the base
for further activities of the Agency for Traffic Safety on the
protection of pedestrians.

The UN action for traffic safety on the Planet is under
way. United Nations have started global initiative titled “My world
after 2015 in which they call for citizens of the Planet to choose
the priorities for the better world and life in it (16 priority goals of
human community development were offered, among which voters
should choose the 6 most important).

The International Automobile Federation /FIA/ and
Serbian Auto-Moto Union joined the action of the United Nations,
because one of its parts is related to the improvement of road traffic
safety. That is connected with the preparation of the Resolution on
Global Road Traffic Safety in the framework of the 10 year-lasting
action of the United Nations for traffic safety on the Planet from
year 2011. to year 2020.

The idea to drive auto-plane that would be a combination
of aircraft without pilot and car-robot coming from Technological
Institute in Masachusets is interesting, but this is not favorite in
public, because it is understood as the carrier of spy equipment.
Those special machines would be computer-operated. Technology
of wireless guidance is used by all “Airbus” and many “Boing”
planes. Experts of aeronautics and astronautics consider that there

0 Examples of France and Germany show that in these countries 95% of passengers
fasten seat belts also on the back seats in the wvehicle, while in Serbia that
percentage is barely 4% of passengers.

1 project with title “Methods of monitoring indicators of road safety and their
importance for the strategic management of traffic safety” done by the Faculty of
transport and traffic engineering in Belgrade on the request of the Agency for
Traffic Safety, which is a member of the European Council for Road Safety.



are no obstacles for starting road-air traffic by flying cars -
DRONES. However, there are certainly some cultural and
psychological obstacles, because we are not ready to give up cars
(published by “Tanjug“ from London, at the beginning of
November 2013.).

It is planned that drones will soon start to be part of the
everyday life, for example, for delivering packages®?, but also as the
assistance in space orientation. The laboratory of the American
University MIT constructed a robot with the aim to help people, but
it takes time to find the interaction between people and robots.

5. Conclusion

This paper is written with a wish that the cited newest
improved models of automobiles throughout the world lead to as
little as possible traffic accidents, injuries and destruction, to
increase traffic safety in all countries, and also to reduce pollution
that trafic causes. It should be insisted on the reduction of CO2
emission by year 2025 and of course on its inclusion in the
regulations. It is interesting that the position of Germany was
supported by Great Britain and Poland, while France, Belgium and
Italy took the original agreement’s part.

It is neccessary to stress in media and inform wider public
on the importance of environmental aspects of traffic taking into
consideration the well known fact how much cars reduce air quality
by emission of harmful gases.

At the opening of Auto Show in Las Vegas company
“Google”**® appeared in the world of auto-moto industry coming to
an agreement with few big producers (partnership was concluded
with companies “Audi”, “General Motors”, “Honda” and
“Hundai”). Partners will think out together how to include mobile
operative system “android” in cars operation, what should make that
operation more simple and improve safety. It is well known that the
price of the secret program of drones is high and that in the world
debate “for drons and against them” is lasting. In the era of
sophisticated technologies however humans are irreplaceable.

In the Republic of Serbia a lot is invested in the traffic
safety on the national as well as on the local levels all over the
country. Cooperation between countries is something we should
lean on more in the future in order to find solutions for
environmental and traffic safety problems easier and fight them
together.

12 Company ,,Amazon* will use these aircrafts for delivering packages up to weight of
5 kilograms.

¥ American internet giant ,,Google* intends to expand its popular operative system
»,android“ in the cars.
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Abstract: The traveling salesman problem (TSP) is one of the most studied problems in management science. Optimal approaches to solving
traveling salesman problems are based on mathematical programming. But in reality, most TSP problems are not solved optimally. When the
problem is so large that an optimal solution is impossible to obtain, or when approximate solutions are good enough, heuristics are applied.
Two commonly used heuristics for the traveling salesman problem are the nearest neighbor procedure and the Clark and Wright savings

heuristic.

In this paper will be present using of the solver software and principles of TSP for optimal solution of vehicle routing for domestic
bottled water and different juices in the different parts of the Republic of Macedonia.
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1. Introduction

Logistic system of a company contains a fixed number of
places where raw materials, materials, semi-finished and finished
products remain appropriate time, whether they are in undergoing
treatment or in the warehouse. The link between fixed locations is
provided by the transportation system. Transport provides goods to
move between various fixed points which bridges the space
between buyer and supplier .For efficient and economical operation
of the logistic system it is necessary to have knowledge of the
transport system . The role of transport is especially important
today in terms of globalization , when companies are geographically
dispersed or are distant from the sources of supply , causing
dependence of transport whose task is to connect companies with
sources of supply on the one hand and consumption on the other.

The goal of most transportation problems is to minimize
the total cost of providing the service. It includes capital expenses
for the vehicle, mileage and distance or personal expenses. But
other goals may also come into play. In [6], [7] and [8] vehicle
routing problem is solved using different optimization methods as
dynamic optimization, linear optimization, graph theory, game
theory. For optimization criterion is chosen transport costs [6, 8] or
fuel consumption [7].

Problems of Routing and Scheduling are commonly
displayed in graphical networks. Using networks to describe these
problems take precedence over allowing decision makers to
visualize the problem under study. The given picture below, which
consists of five circles called nodes from which four nodes (2-5)
represent the locations of delivery, and the fifth node (1) represents
a node of the store or warchouse, where the tour begins or ends of
vehicles.

Whit bonding of these nodes is obtained line segments
called arcs. They can mark time, cost or distance required to pass
from one node to another. Arches can be direct or indirect. Indirect
arcs are represented by simple line segments.

Direct arcs are displayed in brackets. These brackets
represent the direction of the drive in case of problems in routing
(e.g., one-way streets) or preferential treatment in case of problems
in the schedule (where a pick-up or delivered quantity must prevail
over the other).
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Figurel. Routing Network Example

From the image can be seen the simple routing of the
single vehicle. Road that the vehicle passes is called the tour, and
that is the direction 1 — 2 — 3 — 4 — 5 — 1 or when arches are
indirect, ] - 5 — 4 — 3 — 2 — 1. The total length of either of the
two tours is 51 km. The feasibility depends on the type of problem,
but in general, it implicates: The tour must include all nodes; node
must be visited only once, tour must start and end in the store or
warchouse. In the simplest case, you should start with a network of
nodes that must be visited by a vehicle. Nodes can be visited in any
order, no priority, travel expenses between two nodes is also
irrelevant to the driving direction. In addition, the bearing capacity
of the vehicle is not taken into account. The performance for the
problem of single-vehicle road or tour where each node is visited
only once and routing begins and ends at the warehouse. The tour
is being created in order to minimize the total cost of the overall
tour. The simplest case is known as the Traveling Salesman
Problem (TSP). Traveling Salesman Problem (TSP) is one of the
most studied problems in management science. Optimal
achievements to solve traveling salesman problems are based on
mathematical programming. But in reality, most of TSP problems
cannot be solved optimally. When the problem is real big and
complex, then an optimal solution is impossible to obtain, in these
cases programming techniques and principles are applying. Two
techniques are generally used for TSP problems including: Nearest
neighbor procedure and Clark and Wright savings heuristic.

Nearest neighbor procedure (NNP) builds a tour only in
accordance with the cost or driving distance from the last visited
node to the nearest node in the network. In this case, the technique
is simple, but it has the disadvantage of having nearsightedness or
inaccuracy, which is evident from the following example. The
procedure is outlined in the following: Start with the top node of the
tour (warehouse or storage node), finding the closest node to the last
node added to the tour, a return to step 2. Whilst all nodes are
added, connecting the first and last nodes to create a complete tour.



The table below provides the complete distance matrix for
symmetric six-node network shown in the figure below.

Tablel. Distance matrix for symmetric six-node network
J1o jazon

On (aucTuHAnNUjaTa
jason  BO KHJIIOMETPH)
1 2 3 4 5 6
1 - 54 28 105 82 4.1
2 5.4 - 50 95 50 &5
3 2.8 50 - 78 6.0 3.6
4 10.5 95 78 - 50 95
5 8.2 50 6.0 50 - 92
6 4.1 85 36 95 92 -

Figure2. Traveling Salesman Problem

According to the picture, the solution is determined as

follows: Beginning at the initial node (node 1) and it is examined
and considered the distances between one node and every other
node. The created complete touris 1 >3 -6 —>2 -5 — 4 —1.
The length of the tour amounted is 35,4 km.
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Figure 3. Nearest neighbor Procedure

However, the question is whether this represents the best
tour or driving route? Consider again the network and try to find a
better tour. Suchas 1 -2 -5 —>4 — 3 — 6 — 1? The total
length of this tour is 30.9 vs. 35,4 km to Nearest neighbor-
constructed tour. This results in limitations of the technique and the
principle or the application of this technique does not guarantee
optimality. In this small network, it would be possible to re-label all
possible tours. However, a number of problems with 100 to 200
nodes, re-labeling or renumbering every possible combination
would be impossible. Before leaving this technique (NNP), it is
necessary to note that, in practice, the techniques are applied to
denote repetition by every possible initial node to node, resolving
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the problem, and then selects the lowest cost tour as a final solution
. For example, if you repeat the procedure using the node 6 as the
starting node, the tour will result in another lengthor 6 — 3 — 1 —
2 —-4—5— 6andalength of 31,3 km.

Clark and Wright savings heuristic procedure is one of the
best known techniques and methods to solve TSP problems. It
begins with the selection of a node as the starting node and marking
the node first then it is assumed, for the moment, there are available
n-1 cars, where n is the number of nodes. In other words, if we have
6 nodes in the network, then there are 5 available vehicles. Each
vehicle travels from the warehouse or from the starting node to
another node and returns to the starting node. But this is not
practically possible solution because the purpose of TSP-problem is
to find a tour in which all the nodes will be visited by a vehicle,
rather than two separate vehicles, as shown in the picture. To reduce
the number of vehicles required, it is necessary to combine n-1 tours
originally specified.
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/
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Figure4. Initial C&W Network Configuration: Three-Node Problem

The key to Clark and Wright savings heuristic procedure
is to calculate savings. "Savings" is a measure of how much the
driving range or cost can be reduced with "hooking up" - hanging a
pair of nodes (in the case of the picture above nodes 2 and 3) and to
create a tour 1| — 2 — 3 — 1, which can be marked for one vehicle.
"Saving" is calculated as follows: By connecting nodes 2 and 3, add
5 km (distance from node 2 to node 3), but save 10 km of road from
node 2 to node 1 and 8 km route from node 3 to node 1, total
distance or length of tour 1 — 2 — 3 — 1 is 23 km. "Saving" which
is obtained with the new configuration is 13 km. For a network with
n nodes, calculate savings for each possible pair of nodes, and the
amount of savings reaches Descending savings, so tours are
constructed by linking the different possible pairs of nodes until a
complete routing is obtained. The exhibit S & W savings heuristic
procedure is as follows: Select any node as the starting node (node
1) Calculation of savings, Sij for linking the nodes i, j, and Sij = cli
+ clj-cij for i, j, = nodes 2, 3, ..... , n, where cij = cost of driving
from nodes i — j, Order of the savings from the biggest to the
smallest, Starting at the top of the list of most sub-tour by
connecting the appropriate node s and j. Stop when full tour is
formed. As a demonstration of this procedure a TSP-problem is
used, the network shown in the image below. It is assumed that
there is one vehicle for each node (excluding the starting node) in
the network. Full drawn lines show arches in use when starting with
S & W savings heuristic procedure. Dashed lines show the arches
that can be used, but are not currently used.
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Figure 5.S & W savings heuristic procedure.



The next row of the savings for each pair of nodes is still
connected. In order to save, the couples [2,3], [2, 4] and [3, 4]. The
first step in the specification of a tour is to connect nodes with the
highest savings, which are nodes 2 and 3. The resulting path is
shown in Figure (a) below. Processing the future top savings, nodes
2 and 4 are connected according to Figure (b) below. The tour is
now complete, as the last pair of nodes, 3 and 4 cannot be merged
without disruption of the tour. The complete touris 1 -4 —2 — 3
— 1, which has a total length of tour of 21 km. The total savings
obtained for the configuration "one vehicle per node" which is
shown in the picture is 25 km.

. b -
. ) ’ o
oS ) &
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Cknag N Crnag \
\G 10 km :/ @ & )

CJ )

Figure 6. (a) 2-3 node connection, (b)2-4 node connection

In general, because S & W savings heuristic procedure
takes into account the cost when construct the tour; achieve better
quality solutions compared to the nearest neighbor procedure
(NNP). However, both procedures can easily be adjusted to suit the
problems with direct arcs.

2. Traveling Salesman Problem (TSP)

When the problem is real big and complex, and it is a
transportation of juices or carbonated mineral water, energy drinks
Gorska - Koding - Skopje, then an optimal solution is impossible to
obtain or when sufficient or sufficiently accurate approximate
solutions are apply, than programming principles and techniques
are used. Generally are used for solving TSP problems and the
technique is: Nearest neighbor procedure.
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the TSP
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Conclusion

Reviewing the solutions of vehicle routing above picture
you can create a completetour | -2 -4 —->5—-7—-56—->3->1
whose length is 535 km. Because this method does not always give
the optimal value of the tour, we will again consider the network
and try to find a better tour, suchas 1 -4 —->6—->7—->5—-53—>2
— 1. Total length of this tour is 461 km, versus the previous 535



km, or 48 km difference. Reviewing the solutions of vehicle routing
as in picture 45, we can create a complete tour | — 13 — 12 — 14
— 10 5> 8 5 9 — 11 — 1 whose length is 479 km. Because this
method does not always give the optimal value of the tour, we will
again consider the network and try to find a better tour, such as 1 —
13— 12— 14— 10 - 9 — 11 — 8 — 1. The total length of this
tour is 456 km, versus the previous 479 km, or difference 23 km.
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Abstract: Effective deployment of ITS technologies depends in part on the knowledge of which technologies will most effectively address the
issues of congestion and safety. Thus, it is important to understand the benefits or risks of both existing and emerging technologies. Based on
documented experience locally and throughout the country, ITS deployments in urban areas have the potential to offer the following benefits:
« Arterial management systems can potentially reduce delays with the implementation of advanced control systems and traveler information
dissemination.

 Freeway management systems can reduce the occurrence of crashes, increase capacity, and decrease overall travel times.

« Freight management systems reduce costs to motor carriers with the implementation of the commercial vehicle information systems and
networks.

« Transit management systems may reduce travel times and increased reliability with automatic vehicle location and transit signal priority
implementation.

« Incident management systems potentially reduce incident duration and offer numerous other benefits.

There is a wide range of benefits that can be obtained from ITS deployments. For example, fuel consumption, travel time, and delay can be
reduced. ITS deployments can also result in higher travel speeds, improved traffic flow, and more satisfied travelers for all modes.

Keywords: ITS, RISKS, BENEFITS, DEPLOYMENTS

1. Introduction It must be mentioned that the existence of ITS software and
hardware (architecture) allows a systematic basis for expansion of

The use of information technology is implemented and . o -
all possible systems and applications to be interoperable.

expanded in almost all areas and fields of human labor, so any
transport not an exception. Intelligent Transport Systems (ITS) is
the application of information technology in the transport sector.
Intelligent Transportation Systems are defined as: ;

“Application of advanced sensors, computers, electronics oo : i vancad
and communication technologies and management strategies - in iatiicia et

. ' ITS
an integrated manner - to increase the safety and efficiency of ekt \/ feme
surface transportation system” \‘--- m
This system can help transportation planners and operators.
Accordingly tackles congestion, pollution, poor accessibility, may e e D vercad
also help to reduce travel time, provide reliable, safe and convenient Oerations Trargartalion Srtemns

transport while reducing energy consumption and protecting the
environment and working environment.

Advanoad Transportatson Manadament Syatams

Figure 2. Application of Intelligent Transport System

e o e, " iy 2. Possible long-term problems and risks
Human The biggest change in the development of road safety is a
Coardination of izchnologics Crwation of rarw sexvice change of focus and philosophy of integrated traffic system and
|ﬂtE||[Q'Em Tranmort Systm traffic parameters of the process. Vehicle safety, internal passive
Smooh rallc tiows (lizmtion of vesicie dath occupant safety and road improvements in the existing
Roads . _ . .« Vehicles environment, with specific targets risk groups (young drivers) and
ool risk behaviors (drunk driving, speeding) - and prudent levels
ificiost Eranspo o A sanctions - are activities and synergies in integrated access systems.
The development of intelligent transportation systems (ITS)
Arens of research at the JARITTS Centor suggests that road transport will become increasingly dependent
Figure 1. Intelligent Transport System structured by new and additional requirements for vehicle safety

i d driver / tor.
1.1 Intelligent Transport System and driver / operator

Most cases occur is creating problems with crowds and
delays in road traffic. Therefore, it is necessary to find ways to
manage traffic more efficient ways of existing roads. In all this, ITS
can contribute to solving these problems. In the 60s of last century
to optimize the traffic in the cities were designed computer control
systems. More recently emerging and developed a range of
sophisticated products and systems , which appears in a wide range P - |
of systems for commercial transport services for freight and public INTELLIGENT
transport , the occurrence of ITS in our vehicles and informing the '
passengers in them. They extend to all modes of transport such as TRANSPORTATION
road, rail, water and air. Of course you need full coordination to SYSTEMS

exploit the full potential of ITS in the transport network both
national and European level. St =

Figure 3a. Some examples of Intelligent Transport System
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Figure 3b. Some examples of Intelligent Transport System

Intelligent Transport Systems ITS is widely known as
Supervisory Control and Data Acquisition (SCADA) systems,
which are designed for operations and safety. These systems are
now connected to the internet and use available commercial
technologies that introduce new security risks and threats.

In June 2010, anti-virus Security Company announced
the first detection of the virus (malware) that attacks SCADA
systems. The virus called Stuxnet was discovered and initially 14
systems internationally.

Brisbane City Council and Department of Transport and
Main Roads stressed the need for implementation of secure
information technology with full protection against malicious
attacks on the system. According to the Brisbane City Council and
Department of Transport and Main Roads was established high
susceptibility of attacks on road systems in Brisbane,Australia. "The
systems for traffic management of critical infrastructure in Brishane
were obviously not as secure as they should, and they were
vulnerable to targeted attacks." The report presented by the
Brisbane City Council and Department of Transport and Main
Roads showed that the sensitivity of the system lies largely in the
use of common information technology and internet connectivity .

Just like Australia in Brisbane and Israel learned this
lesson the cruel way when virus was used to access and closing the
network of cameras on a major arterial tunnels in Haifa.
Consequently it was disabled and paralyzed highway in periods of
two hours.

Also in Germany there are doubts about the abuse with
changes in light of lights so drivers can create confusion, delays,
congestion or causing accidents and incidents. With the introduction
of ITS wvehicle is expected to have a very positive safety
improvements, which may contribute drivers to change their ways
of taking along not intended for system engineers and implementers
design. Identified downsides and unintended effects of ITS include:

« Risk and taking along satisfactorily. ITS can change the
perception and the perception of risk drivers from driving , bringing
up taking along risky driving , if their level of risk sensitivity is
lower than their preferred level of risk. Drivers can also engage in
the risky driving desire for compensation of reduced mobility (at
low speed driving). According to US Federal Highway
Administration Speed Management Information, accelerating too
fast and driving under the circumstances given the speed limits are a
factor of nearly a third of all fatal accidents. In 2011 there were
32,367 deaths on the roads, of which 9944 were associated with
accelerated drive, which means a decrease of 5 % from the previous
year. Driving too fast is a problem with the safety of all roads.
Although much of the public concern and is associated with
premature focused driving, almost half of the fatal cases are due to
this.

« Excessive confidence. Drivers can take much greater
responsibility for driving certain of the existing system and can
leave you indifferent to accountability system without it being
designed for such an undertaking. Excessive trust in ITS can create
problems when the system is active while, so when driving a
vehicle without ITS staffed, or if the system gives up and the driver
should re-gain control.
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 Subtract attention. ITS can overwhelm the driver to
drivers if they wish to pursue more information in long periods of
time. The National Highway Traffic Safety Administration reported
that in 2010 drivers were the cause of 18 % of the total fatal
accidents, killing 3092 people and themselves accidents resulted in
416 000 people injured . Forty percent of American teens say most
were in cars or vehicles when the driver used a cell phone, GPS and
other devices, putting people in danger. According to research at
Virginia Tech Transportation Institute6, shown that text messages
generate 23 times more likely to crash than driving without such
activities. Eleven percent of drivers aged 18 to 20 years who
participated in a car accident and survived, admitted that the
accident had been accepted or sent emails or texts, monitoring,
commands etc.

In [9] and [10] is presented experiment of observation and
analysis of the movement of means of transport in real time through
the application of GPRS. A method for controlling the
movement of aroad train with minimum fuel consumption
is experimented with optimization of technical and operational
parameters.

Models for Baszic ITS Elements

;
Satallits Positioning and ?\ 'ﬁ
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Roadside
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and Route Gusdance

Figure 4.Models for Basic Intelligent Transport System Elements

The biggest risk serious deficiency can be detected in the
overall application failed because ITDZ assessment of the full
implications of its integration into existing or additional
components. At the same time it is possible to ascertain that no
valid technical application which is effectively impossible to apply
due to organizational reasons. And to work for government, public
administration or provider of ITS, ITS architecture helps in the long
run to get the best value for the investment and effort invested in
this whole effort. Risk and lack of ITS architecture that can create"
islands of technology"”. However, the time when their boundaries
will merge as a result of the need for expansion or connection will
appear incompatibility.

Conclusion

The goal of intelligent transportation systems (ITS) is to
improve the efficiency and safety of the transportation system.
Effective scheduling of ITS technologies depends in part on the
knowledge that the technologies most effectively answering
questions about congestion and safety. In addition, it is important to
understand the benefits from both, existing and emerging
technologies.

The problems and risks must be disclosed by users of
intelligent transportation systems (ITS), in order to make a real
assessment of their resolve and overcome. After the assessment,
you will surely get the desired result, i.e. the correct technical
solution for removing them.
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BBb3MOKHOCTHU 3A IIOBUIITABAHE HA KAYECTBOTO B
I'PAACKUTE ABTOMOBUJIHU TIPEBO3H

POSSIBILITIES OF IMPROVEMENT OF THE QUALITY OF CITY AUTOMOBILE
TRANSPORT

BO3MOXXHOCTH JIJ11 IIOBBIIIEHU ST KAYECTBA B TOPOJICKOM ABTOMOBMJIBHBIX
INEPEBO30OK

Assoc. Prof. Eng. Dragneva N. PhD,
Bourgas Free University

E-mail : dragneva@bfu.bg

Abstract: In order to improve the quality of the city automobile transport, it is necessary to identify the problematic

fields in the transport system such as events, bad weather and road conditions, emergency and repair activities, as well as
some economic factors. Through the city mobility plans and the positive change of the public transport characteristics, the
conditions shall be substantially improved upon finding out the reasons and solving the existing transport problems.

Keywords: QUALITY, PUBLIC TRANSPORT, CITY MOBILITY

1. Yeoo

Bwp3oro, ynobHo m Ge3omacHO MpPUIBIKBAHE
OT eJHa TOYKa 10 Jpyra MOXXE Ja HalpaBH eIUH Ipaj
MHOT'O IIO-TIpUBJICKATEJICH 3a JkuBeeHe. JloOpe pasBura
NeLIeX0AHa M BelOo MHPPACTPYyKTYpa MOTHUBHpA IOBEYE
X0opa Ja M3MNON3BAaT  aITEPHATHMBHM METOAM HA
NPHUIBIKBAHE M JONPHHACS 3a MO-YMCTA, 3PaBOCIOBHA
W TIpUBETIMBA Tpajcka cpepa. Bce mo-romsMoro
pa3pacTBaHe Ha rpajCKUTE arJoMepaluy, IpoOIeMUTE OT
MacoBaTa aBTOMOOHIM3ALMS M OOIIECTBEHUST TPAHCIIOPT
(OT) 3aTBapsT Kpbra Ha rpaackata cpena. (¢ur.1)

/

2 no-manko rossim Gpoit
norpebuTenu Ha ABTOMOOHIIH;
OT; S 3anpbeTBAHUS;

2 no-manko S paspacrBane Ha
npuxoau ot OT; ypGanusnpanuTe

2 mo-6asen OT; TEPUTOPHH;
> noseye mpTHILA;

4 9

O  HamaieHo

npejularase Ha
OT;

2 no-HHUCKO
kauectBo Ha OT;

3aBHCHMOCT OT
JMUHT
aBTOMOOWIIH;
peHacsHe Ha
JICHHOCTH KbM
npe/rpausTa;
'Y ca no-
HENIPHBJICKATEIH
",

@ur.l1 3arBopeH Kper Ha mnpobiIeMUTE B

rpajckara cpesa

EBpornelickute rpaioBe BCE IOBEYE M INOBEYE
ce cOIbCKBAT C MpOOJIEMH, IPUYUHEHN OT TPAHCIOPTA U

tpaduka. IIpes

EK ny6muxysa

TpancnoptHara bsna Kuwura ,IIpTHa kapra 3a eguHHa

EBponelicka

TPaHCIOPTHA
KOHKYPEHTHOCIIOCOOHA

obact - KBbM
epuKacHa  TpAHCIIOPTHA
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cucrema.” Tsa mpemmara pa3spaboTkara Ha HporpaMu 3a
oOIECTBEHUsI TPAaHCIOPT U IUIAaHOBE 3a TpajcKa
MOOMIIHOCT 3a IpaJioBe C ONpEeAeeHa roJeMHHa, CIIopex
HaLMOHATHUTE CTaHJapTH. IMom3ute oT
MPOrpaMUPAHETO, 3a TPaZOBETE M TAXHOTO HACENEHHE,
EBpomnetickara xomucus GopMynupa B HIKOIKO OCHOBHH
HACOKH:
IMomoGpen nMumx Ha Tpaza;
IMo-06po Ka4ecTBO Ha )KUBOT;
[Mono6peHa MOOUITHOCT M JIOCTBITHOCT;
[Momn3u 3a 31paBeTo U OKOJIHATA CPeAa,;
IloTennman 3a mnpuBIMYAaHE HaA IOBEYE
Xopa;

S Tlo-KOHKypeHTeH TIpaj M JOCThI [0

(uHaHCHpaHe.

B exenneBHus cu kuBoT 80% OT HACEICHUETO
Ha EBpona kxmBee B rpajacka cpeia M CIOAETsS €IHO H
CBIIO IPOCTPAHCTBO, a 32 TAXHOTO NPHIBHKBAHE — €1HA
u cbia uHppacTpykrypa. ToBa e npuunHara 3a 70% ot
E€MHCHUTE OT BBIJIEPOJEH IBYOKHUC OT aBTOMOOMIHHSA
TpaHcnoptT u 10 60% OT Apyru 3amMbpcsABalld OKOJIHATA
cpena BemectBa ot TpaHcnopra.| 1]

00000

2. Ilpeonocmaséxku u HauuHu 3a
paspeutasane Ha nPodIEMA

IlporpamMara 3a pa3BUTHE Ha OOIIECTBEHUS
TpaHCIOpPT € e(eKTHBHO M CTabWIHO MOIOOpeHHe Ha
cHCTEMaTa, ChboOpa3eHo ¢ pa3pacTBaHETO TPAHCIOPTHHUTE
MOTPEeOHOCTH Ha JKMTEIUTE M TOCTHTE Ha rpajga. Tosa
MOXeE J1a C€ OCBINECTBH, UpEe3 Pa3BUTHETO HA YETHPH
KITFOYOBH XapaKTEPUCTUKH:

1. VYcroitumBocT -YCTOHYMBOTO pa3BUTHE € eJHA
JBJITOCPOYHA KOHUEMIHSA, KOSTO BKIIOYBA THPrOBCKH,
COLIMAJTHY ACHEKTH, KaKTO U T€3U CBBP3aHHU C ONa3BaHETO
Ha OKOJHAaTa cpena. TeXHUYECKOTO CBHCTOSHHE Ha
MPEBO3HUTE CpPEACTBA M TpelIaranus KoM(popT ce
OIIEHSIBAa OT MOTPEOHTENUTE HOpPU KaTO II0-BaKHO OT
CTPUKTHOTO CHa3BaHE Ha BPEMEBUTE pa3MHUCaHUSL.
HoBute nmpeBo3HU cpeicTBa ca rapaHius 3a HaMaJsiBaHe
Ha IIyMOBUTE M MPAaXxOBUTE 3aMbPCSBAHUS U TapaHTHUpAT
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KakTo KoM(OpTa Ha MBTHHUIMTE TaKa W Ha IPaKIaHHUTE

YHUTO OKWINIIA Ca B HEMOCPEICTBEHA OJIM30CT JI0

elieMeHTUTe Ha HH(QPacTpyKTypata Ha OOLIECTBEHHS

TPAHCIIOPT.

2. WHoBaumum - pa3BUTHE M HHTEIPUpAHE Ha JBE

OCHOBHH aBTOMATH3MPAaHH HHQMOPMAILIMOHHH CHCTEMH,

CBBP3aHH C MAacOBHUs T'PaJCKH TPAaHCIOPT KAaKTO M Ha

CHCTEMUTE 3a IPEAOCTaBsiHE Ha HHpopMauusTa 3a

YCIIYTHUTE Ha OOLIECTBEHHS TPAHCTIOPT:

S ABromaru3MpaHaTa CHCTEMa 3a TaKCyBaHEe Ha
nerauLmre /ACTIL/;

S Msrpaxpmane Ha ABTOMAaTH3MpaHata CHCTEMa 3a
KOHTPOJI M YIpaBlIeHHE Ha Tpaduka, KOSTO IIe
OCHTYPH I10-PaBHOMEPHO Pa3Npeie/icHHE Ha BCUUKH
MPEBO3HH CPEJCTBA IO IIbTHATAa MpPEXkKa, a OT TaM U
BB3MOXKHOCT 3a OE3MpPernsTCTBEHO MABIKCHHE Ha
MAacoOBHS IPaJCKH TPAHCIIOPT.

Te3u JBEe CHCTEMH MO3BOJISIBAT T'bBKABO U
e(eKTUBHO pa3BUTHE HA OOIIECTBEHHS TPAHCIIOPT, KATO
OCHUTYpsIBaT HaACK/IHA, TOYHA, CBOEBPEMEHHA M 00XBaTHA
nH(POPMALMSA KAKTO 32 NPOILIECUTE, CBBP3aHH C YCIOBHATA
3a JBWKCHHME, Taka W 3a H3BbpLICHaTa JIEHHOCT OT
TPAHCIIOPTHHUTE OllepaTopy Oa3zupaHa Ha OpOil peBO3eHN
IIBTHULM U W3MHHAT HPOOer KakTo W BB3MOXKHOCTH 32
e(eKTHBHHU HOJIMTHKH 32 LIEHOOOpa3yBaHe Ha yciIyrara.
S Pa3BurHe Ha CJICKTPOHHHUTE YCIYTH, MO3BOJISBAILH

Ha MOTPEOUTENUTE HA YCIAYTHTE CBBP3aHH C
napkupase, oOIIECTBEH IMPEBO3 KAKTO U ThPCEIIH
nH(pOpPMAIMS CBbP3aHa C MOCTOSHHA MM BPEMEHHA
OopraHu3zalus Ha JBIDKCHHE HWIM  MOMEHTHH
3aTpyAHEHHs B TpaduKa, 3a MOoTydaBaHe Ha Obp3 U
KauecTBEH JOCTBII JIO aKTyaJlHa M HAIIbJIHO
JOCTOBEpHA MH(OPMAIIHSL.

3. YIoBi1eTBOpeHOCT HAa MOTPeONTEINTe- BCE TIOBEYE
Xopa Jia ce yOensT aa IMoJi3BaT IpajCKH TPaHCIOPT
OCHOBaHO Ha TMOAOOpsiBaHE Ha Ka4yeCTBOTO Ha
o0ciyKBaHe Ha MbTHHILIUTE Ype3:

UH(POPMALMOHHHUTE CHCTEMH 38
ITHTHUIIATE;

OCHTypsiBaHE Ha PETyJISIPCH U HA/IeKICH
TPaHCIIOPT;

Ch3J[aBaHe Ha YIOOHH M (YHKIIMOHATHI
BPB3KH MEXKIy OTICITHATE JINHHH;
U3rpaXkaaHe Ha MOJEPHH, 100pe
OCBETECHH U JOCTBITHH CITHPKH;
H3rPaKIAHE HA CIIUPKH OPUEHTHPAHH
KBbM 0€30M1aCHOCTTa Ha IPYIH [IbTHALK
ChC 3aTPYIHEHO NPHIBHKBAHE U HA
Jenara;

S  BBBEKJAHE B GKCIUIOATalMs — Ha
NPEBO3HM  CPEJCTBA,  OCHIYPSBAIH
0Bp3, Oe30maceH U KOM(OPTEH MPEBO3;
H3MBIHEHNE HA MEPKH 32 JIOCTHITHOCT;
no100psABaHe Ha KBATU(UKALKSATA HA

O 0 0 o o

00

Kaapure.

4. EdexTuBHoct

S u3rpaxJaHe Ha ONTHMAIIHH BPB3KH
MEXIy pa3IHYHUTE BUJOBE TPAHCIIOPT;

S aBTOOYCHHMS TPAHCIOPT Ja 00CITyXBa
paiioHH ¥ OCBILECTBSBA BPB3KH Ha
IIBTYBAIIUTE B 30HUTE, KOUTO HE Ca
00XBaHATH OT APYT BUJ TPAHCIIOPT;

S [oeranHa peopraHM3alys Ha Mpexara ¢
1[eJT BHCOKA €KCIIOATAllHOHHA CKOPOCT
" eheKTHBHOCT

B mnocnexHute roamHM ce HaOnmonaBa BIOLIEHO
Ka4yecTBO Ha MPEBO3UTE B OOIIONPUETHUS CMHUCHI —
BHCOKa CKOPOCT Ha MPUJBIKBAaHE, MaJKH UHTEPBAIN Ha
JIBI)KEHHE, PEryJIPHOCT Ha TIPEBO3HUTE CPEACTBA.
CkopocTra Ha JIBIDKGHHE [0 MapuIpyTUTe Ha
OOLIECTBEHHsI TPAHCIOPT € B MpsAKa 3aBHCHMOCT OT
pacTsiiata MOTOPHM3alMs W IPOM3THYAIIOTO OT TOBA
YBEIMYEHO BpeMe 3a H3YaKkBaHE M0 KPHCTOBHINATA.
Veunuata B INOCOKAa yBENIMYaBaHE Ha CKOPOCTTAa IO
MapIIpyTUTE HA TPajCKUs TPAHCHOPT  BBBEXKAAT
OOIIECTBEHUsI TPAHCIOPT B KOHQUIUKT C OCTaHAJIMTE
y4acTHHIM B Tpaduka. balaHcupaHeTO Ha HHTEpECHUTe
Ha IIbTHHULHUTE C JIMYHM TPEBO3HH CPEICTBA U TE3M C
oOIIeCTBEH TpPaHCIOPT € OCHOBEH TpodieM B
TPAHCIIOPTHATA MOJUTHKA HA BCEKH TOJISIM IPajl.

Enna ot nenure Ha [Iporpamara 3a pa3surue Ha
IPAfCKHs TPAHCIOPT € pEaM3UPAHETO Ha MEpPKH 3a
nofoOpsiBaHE HAa Ka4yecTBOTO Ha Yyciyrara C Il
NPpUBJINYAHE Ha IIOBEYC KIMEHTH OT UKOHOMHYECKU
aKTUBHOTO HAaceJleHWe Ha rpaja. Ycuiudra ca
chOOpa3eHn ¢ H3UCKBAaHMATA Ha IOTPEOUTENH C TIO-
BrucOKa MoOmmHocT. ChIieBpeMeHHO TpsiOBa Oa ce
MOAAbPKA M TOJNHMTHKA Ha JOCTBIIHOCT Ha TPAACKHsS
TPaHCIIOPT 3a BCHYKH CJOEBE Ha HACENICHHETO dYpe3
MIPOBEXXIAHETO Ha ITOIXO/SIIA Tapru(HA TOTUTHKA. [1]

3. Pesynmamu u ouckycusn

OGEKTHBHUTE TCHICHLHMU 3a IOBUILABAHE Ha
HOJBIDKHOCTTA HA HACEIECHUETO M C YBEIMYCHHUETO Ha
B3UCKATEHOCTTA 10 OTHOIICHHE Ha KaueCTBEHOTO
3a/I0BOJIIBAHE HA HYXKIUTE OT IIPEBO3H U3HCKBAT
pasBUTHE U YCHhBBPLICHCTBAaHE HA TPAHCIIOPTHATA
cucTeMa.

OOuIecTBEHUAT ~ TPAHCIOPT  HMMa  MHOTO
MPEUMCTBA, KOUTO T'0 TPABAT MO-npeArnodnTaH. (1admn.1):

Tabmn.1 [IpeguMmcTBa Ha OOIIECTBEHUS TPAHCIIOPT

IO0-MaJIko IIOBCYEC

LIeHa Oe3omacex

MPOCTPAHCTBO JOCTBII 10 paGOTHOTO

MACTO

€HepruitHu pecypcu MOOMIIHOCT 32 BCHUKH

3aMbpCSBaHE

B cBeroBeH Mamab ce ThbPCAT peUIeHUS 3a
peanusupaHeTo Ha eQEeKTUBEH OOLIECTBEH TPAHCHOPT (
Tab1.2). be3cropHuTE TOM3H OT TE€3U PELICHHUS IOKa3BarT,
4e AeHHOCTHTE B ABJITOCPOUCH IUIaH e peliaBar Bce Io-
YCIICIITHO IPOOJIEeMUTE B TPpajicKaTa cpefa.

Ta6u.2 CeetoBen onut [3]

I'panose Meponpusrus

Manpun, *  VYawmpKaBaHE Ha METPO-MpeKaTa
+10 xm/roguHa

Hcnanns ( )

*  Peopranmsamnus Ha aBTOOyCHaTa
Mperka U BbBEX/[aHE Ha aBTOOYCHH
KOPHIOpH

*  VCBBBpIICHCTBAHE
(YHKIIMOHMPAHETO Ha BH3JIOBUTE

O H R w o g




TOYKH
¢ EnuHHO TakcyBaHe

+60% B wus3nomsBanero Ha OT
(1986-2003)

Bborora,
Komymbus

H o8 g% wo g

e Cp3raBaHe Ha BUCOKOCKOPOCTHA
TpaH3UTHA aBTOOyCHa Mpesxa (41 kM
mpe3 2002, 388 kM mpe3 2015)
e Peopranmsanus Ha aBToOyCHaTa
Mpexa (JINHUH 33 KAMHOHU, JTIMHUT
3a 3apexIaHe)
¢ OrpannyaBaHe Ha
aBTOMOOMIITHOTO ABMKEHHUE -32% BBB
BpeMe 3a IbTyBaHe

-40% 3aMbpcsBaHE HA Bb3IyXa

-93% Opoii katacTpodu

Jp6uH,
Wpnangus

S8 < W o g

¢ Cs3aasane Ha 100 km
aBTOOYCHH KOPUIOPH

¢ Csp3aaBaHe Ha cucTeMa
“ITapkupane u OT” ¢ uHTETpUPaHO
TaKCyBaHE

¢ Ckopoctra Ha aBTOOYCHTE € ¢
30 1o 50% 1mo-BHCOKa OT Ta3H Ha
JIMYHUTE aBTOMOOWIIN

+29.7% npTHULM B aBTOOycuUTE
(+38% B MMKOBHUTE YaCOBE)

65% HOBM MOTpPEOUTENIN 32 CMETKa
HA JIMYHUTE aBTOMOOIIIH

Bprokcen,
Benrus

H 8 g% wo g

e VYBenuuaBaHe Ha Ipe/JIaraHuTe
yeiyru B OT

¢ TlonoOpeHo kauecTBO (HOBH
aBTOOYCH, YECTOTA, HOLIHY YCITyTH)
* Hoga Tapu¢dna nonurrka

+50% pwer B u3nonsBanero Ha OT
B nepuona 1999- 2004

Ceya,

FOxna
Kopes

H o8 EO< wo g

¢ Cp3gaBaHe Ha BHCOKOCKOPOCTHA
TpaH3UTHA aBTOOYyCHa cucTeMa (84
kM 1pe3 2005)

e Peoprannzanus Ha aBToOycHaTa
Mpexka (JICHTH 32 KAMUOHH, JICHTH
3a 3apexaHe, MECTHU JINHUN)

e HHrerpupaHa cucTeMa cMapT-
Kapn (TakcyBaHe CIIOpen
HW3MHHATOTO Pa3CTOSHHE)

e Hndopmanus B peaaHo BpeMe 3a
MECTOHAXOXKACHUETO Ha
aBTOOyCcHTE 1 HH(OpMAIKS 32
IIBTYBaHETO

+11% notpedutenu Ha OT 3a exna
roJiHa

YHOBHGTBOPEHOCT Ha KIMCHTHUTC

IXour-Konr

H 8 < W o g

e Jlecen gocten 10 OT u
NoK0OpEeHN YCIIOBUS

*  YCKOpEH JOCTBII 10 BIAKOBUTE
neponu (100 ms/pax)

¢ Tlo-nobpa undopmarus 3a
KIIMEHTUTE

¢ CrectsBaHe Ha pa3XxoIH 3a
AJIMMHHCTpALHS U TTOJIPHKKA C
BBBEK/IAHETO HA MATHUTHH OHIICTH
*  3acuUIICH KOHTPOII CpelLy
IpaTHCUHH
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7.5 MUJIMOHA U31aJJCHU KapTU
Oxkmonyc
6 MUJIMOHA CAEJIKH Ha eH
90% OT BCHYKH TIBTyBaHHA C€
3ammamar ¢ kaptu Oxkmonyc

Tonemu
rpazoBe

Boarapus

e [loxmsiHa Ha ABTOMOOMIHUS
HapK;

* Msrpaxnase Ha Benoayeu

* Hosu cniupkuy;

¢ UndopmannonHo obciyKBaHe
ype3 LHI'M;

* ABTOMaTH3UpPaHU CUCTEMHU 3a
TaKCyBaHE Ha IBTHUIINTE

* Peopranm3anus Ha aBTOOycHaTa
Mpexa, [2]

4. 3axnrouenue
3agpbcrBanudra crpyBar 2% ot BBII Ha EC,

T.e. 4 IBTH TOBeYe OT M3APHKKATA Ha OOIIECTBEHHUS
TpaHCIIOPT. 3aTOBa € HEOOXOANMO Ja C€ ThPCAT HAYMHU
3a MPUIIaraHeTo Ha CIEAHUTE PEIICHHUS !

* BmBexgaHe Ha TpPaHCHOPTHUM CXEMH, KOHTO [Ja
OTpaHMYAaBAT M3MOJI3BAHETO Ha JIMYHU aBTOMOOMIH
B IIEHTPAITHUTE I'PAJCKH YacTH ;

* DBeBexngane Ha IleHa 32 HM3MOI3BAHETO HA JIMUCH
aBTOMOOMJI, KaTo KOMIIEHCAIUs Ha HeynoOcTBarta
(Hamp. 3amlamane Ha Takca 3a IPUYHHEHHTE
3a/IpbCTBaHUN);

¢ Koutponupano napkupase (Ha pabOTHOTO MSCTO, B
KWIHIHATE U PEIaKC 30HH) ;

e OO6oco0sBaHe HAa NEMIEXOIHN 30HU .

JAOMBJIHEH OT TI'bBKaBU PCHICHUS,

OOmiecTBeHNsT TpaHCIOPT TpsOBa na Obae
3a Ja MoXxe Ja

MPEUIOKH ISUIOCTHO TPAHCIIOPTHO O0OCITyXKBaHE KaTo
Hanpumep:

e Uurerpupanara cxema “Tlapkupane + oOliecTBeH
TpaHcnopt”’ Ch3JaBa CTHUMYJIHM 3a JIOOHTENHTE Ha
JIMYHHU NPEBO3HU CPEJICTBA J1a U3M0JI3BAT O0LIECTBEH
TPaHCIIOPT;

¢ Kap-mebpunr (0T aHri. “CroieneHo bTyBaHe”)

npeajara HU3NOJ3BAHCTO Ha

JIMYHA  TIPEBO3HU

CpeICTBA OT JIOSUIHM KJIEHTH Ha OOIECTBEHHS
TPAHCIOPT NPU HYXKJa;

e CBbBMECTHOTO M3IIOI3BaHE HA TAKCUTA U TPAICIOPT
Ha TOBUKBaHE ca MOAXOAAIIN PEIISHUS 3a 30HUTE C
MaJjika I'bCTOTa.
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IMPACT OF RAILWAY INFRASTRUCTURE PARAMETERS ON SAFETY OF
GOODS TRANSPORTATION BY RAILWAYS
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Abstract: It is important to load and fix goods in railway wagons in well done way to reduce the number of accidents on the railway.
The bad way of loading and fixing of the goods in the railway wagons can bring a very dangerous results as a damage of the transported
goods or accident of the train. This paper deals with the analysis of the railway infrastructure parameters which affect the well done way

of loading and fixing of goods in railway wagons.

Keywords: LOAD, FIXING, GOODS, RAILWAY INFRASTRUCTURE, PARAMETERS, SAFETY

1. Introduction

The basic rules for loading and fixing of goods in railway
transport are Regulations UIC. Their application ensures operational
safety and avoids damaging of transported goods and wagons.
Consigner of sent goods is responsible for the observance
of the rules. If the provisions of regulation directives are not
respected, railway operators are entitled to not accept the shipment
for transportation. Rules of regulations are valid for international
aswell as for national transportation. They are the higher legal
standard than the operator’s transport rules and the lower legal
standard than laws. Operator’s transport rules have to accept
loading and fixing rules of regulations. Therefore their knowledge
and application is a prerequisite to make good contract of goods
transportation and safety transport. Railway operators may also use
their own, supplemented and modified rules (examples of loading),
which in their entirety may or may not be mandatory for all railway
undertakings.

2. Loading regulations

Loading regulations were issued by the International Union
of Railways (UIC) and are applied since the 1st January 1999. They
were issued in UIC official languages - French, German and
English but there are also national translations. For example holder
and the main responsibility of loading rules in Slovakia is Railway
Cargo Company of Slovakia, Inc. About 20 changes were received
till today and range of rules is about 350 pages.

Loading directions consist of three volumes:

*  Volume 1: Principles - contains binding principles that
must be followed by fixing and loading of goods.

*  Volume 2: Goods - provides methods for loading different
types of goods which correspond with principles
of Volume 1 or which have been developed on the basis
of practical tests.

* Volume 3: Line category - contains information about

the railway lines of UIC stakeholders. They are currently
published on the website of the UIC (LOCA).

3. Rules of loading and fixing of goods

Nature of the goods, the technical characteristics of the wagon
and used railway line must be taken into account at the time
of loading. The railway operations may not be endangered by:

e bad stowage of goods,

*  bad location of goods gravity center,

e the effect of wind, ice and snow on the loading ramp
or goods etc.

Therefore the goods must be stably stored and fixed against
raising, falling, sliding, rolling off and overturning not only
in the longitudinal as well as in transverse direction. At once
the goods may not be damaged by its mounting and fixing. There
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are used walls, side walls, stanchions and integrated locking devices
in wagons to fix goods. Side walls and stanchions are therefore
fundamentally bring into the active position. If this is not possible,
for example transported goods exceed the width of the wagon,
the goods must be fixed with the consent of the sending railway
undertaking by the special fixing devices. In this part
of the direction there is loading and fixing of the goods dividing
by the various kinds of goods:

e goods loaded freely and disordered,

e bulk goods,

e compact or rigid mounting,

e loading with mass displacement in the longitudinal
direction,

e goods that can roll,

e goods that can be inverted,

e stacked goods,

e goods loaded on more than one vehicle,
e solid loading units,

e flexible loading units.

If a new way of goods loading is used it is necessary
the security of loading proved:
« inthe longitudinal direction of the wagon by the crash tests
based on the corresponding table,

e in the transverse direction of wagon by the driving tests
or by the tests on a test stand.

Safety of railway operation must be always guaranteed in each
case.

4. Basic parameters

There are several parameters which could affect safety and
quality of goods transportation by railway transport. They could
be divided into two categories of parameters:

e track parameters,
e train parameters.

The basic track parameters are:

e number of the track lines,

e track speed limit,

e traffic signaling system,

e track leaning ratios,

¢ minimum curve radius,

e track resistance (slope, curvature, crossovers, tunnel).



The basic train parameters are:

« load capacity (per axle, per usual loading meter),

. maximum train weight,

e maximum train length (in meters, in number of the axles),
e train driver (driving style, driver skills),

e pull force of the locomotive engine (indicated,
circumference of the drive wheels, at coupler, adhesion).

Traffic signaling system T_l'an nlength
) -in meters

Q -in number of axles
The train driver (driving style}
Pull farce:
- Indicated (traction) |

- Circumference of drive wheels ‘\‘\
- At coupler (hook) \
i:;h.—“::;;mnem] Minimum curve radius
ur,
e
-

Maximum mass capacity:
-per axle
-per usual loading meter

Track speed limit

Q_\

e

=7 Maximum train weight

—
—
Resistance:
- Wehicle (bearing, ralling, acrodynamics)
- Track (slope, curvature, crossovers, tunnel)

Fig. 1 The track and train parameters

5. Dependence of the observed indicators
on changes of the railway infrastructure
parameters

Description of the main parameters, which are necessary for
the railway transportation:

+ minimal transport time ( | ;,):
0 maximum of the track speed limit (Vmax ),
0 minimum of the track curve radius (I, ),

* maximum capacity (N

max )

o number of the track rails (TR),
0 minimum of the track curve radius ( I, ),
o maximum of the track speed limit (Vmax)

e maximum capacity of the transported wagon units per track

relay ( NVTVu ):

o number of the track rails (TR),

o0 minimum of the track curve radius ( I, ),
o maximum of the track speed limit (Vmax ),
0 maximum track mass capacity (M ™)
o maximum train length ( Ly ),

0 maximum number of axles ( N;:?:m ),

o maximum train weight (M /).

6. Relationship between transport time
and infrastructure parameters

If we simplify the train drive just to a drive with a fixed speed
and zero acceleration, then the travel time is proportional
to the train passed distance and inversely proportional to its
maximum speed.
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Vmax

Than we can calculate the travel time for each track section and
the total travel time on the passed track by adding the partial travel
times.

T )

min

Thn =2 @

In the curve ride with the radius r (m) by a fixed speed v (m.s™}),
we must add also the centripetal force to the tractive force acting
in the same direction as the curve tangent (Majercék, J. et al. 2008).
The centripetal force is directed into the curve center and it makes
the trajectory curvature. Then the dimension of the centripetal force
is:

2
p="Y"[N] @)
r

This force causes the wvehicle response, which is equal
to the size of the centripetal force but has the opposite direction —
centrifugal force. This force is reflected at the railway vehicle on its
wheel flange and gives the wvehicle curvilinear movement.
The centrifugal force and the wvehicle weight together make
the resultant into three typical aspects:

e resultant cuts the drive plane in the middle of rails —
the equivalence is stabilized,

« resultant cuts the tangent point between the vehicle wheel and
head of the rail — the equivalence is labile,

< resultant cuts the drive plane in general out of the rail track —
the turnover of the vehicle:

o inside the curve - the track camber is
abnormally high,
o from the outside of the track — the camber is

abnormally low.

For the smooth curve ride and also the stabilized vehicle ride
position we must eliminate the negatives of the centrifugal force
effect:

P (4)

sina =

s

The dimensions of the superelevation can be figured out
of the resultant of the vehicle gravity and the centrifugal force
which is perpendicular to the drive plane and axis of it.
The pressure on the rails is the same.

The resultant R consists from centrifugal force P and the gravity
force (G=m.g) which acts on the ride plane.

2
tgazv—
g.r

®)

The angle o can be described also from the range of the liaison
circles of the wheel set and the superelevation

P (6)

S

sina =

Fig. 2 The superelevation of the track in the curve (left: ideal situation;
right: common situation)



Because the dimensions of angle o are too small, it can be

written with the sufficient accuracy sin a=tg o and than
p_v O]

s gr
from this situation, the superelevation is
_sv ()
~or

For the railway needs better suits the using of the superelevation
in mm and the speed in km.h%,

P

We can describe this superelevation as theoretical and we mark
it [, . The theoretical superelevation is used for the ideal situation -

all the trains travel at the same speed. Generally the trains don’t ride
at the same speed, however, so this equation must be transformed
(slower trains can damage the lower rail in the curve

superelevation). The transformation is made multiplying with %

This superelevation can be denoted as normal and sign it p,, .
V2

S
2sv? 2 367  2sv?

3 7gr 3 98Lr 38LALr

©)

Pn =

The superelevation of the curve rails can be stated by each
country on its own decision. That’s why we can count the maximum
speed in the curve ride in the general conditions

_2sV? T \/381,41.rmm.p,TaX :13,81_\/rmin-pﬁnax (10)
S

T 38LALny, |V omax 25
Maximum (theoretical) volume of the capacity is proportional
to the calculated time and inversely proportional to the occupation
time of the track per one train.
T 11
| (D

0CC

max

Pn

The resulting track volume capacity is given by the volume
of the capacity of the constraining section (it is the section
with the lowest capacity)

; i {i }
=minin
I"Imax max

(12)

7. Comparative indexes

The logistics performance index (publish by World Bank)
iscomposed by 6 pillars. The second one is infrastructure.
The infrastructure means in this case — quality of infrastructure
based on evaluation of the quality of trade and transport related
to infrastructure in country. The quality of infrastructure shows
situation in each country in ports, airports, roads, rails, warehousing/
transloading facilities and telecommunications and IT. The global
competitiveness index framework is based on three sub indexes —
the basic requirements, the efficiency enhancers and the innovation
and sophistication factors. Those three sub indexes can be split
deeper into 12 pillars, 4 pillars are required for basic, 5 pillars
for efficiency and 2 pillars for innovations. The second pillar in sub
index basic requirements is infrastructure. The infrastructure pillar
is calculate by ranking of quality of overall infrastructure, quality
of roads, quality of railroad infrastructure, quality of port
infrastructure, quality of air transport infrastructure, available airline
seat Kkilometers, quality of electricity supply, mobile telephone
subscriptions and fixed telephone lines. The Global innovation
index is composed by two sub indexes (innovation input
and innovation output). Innovation input is based on five indicators.
The third one is infrastructure which consists from ICT, energy and
general infrastructure. Three global comparative indexes which
show competitiveness in different type cases use one very similar
indicator — the infrastructure. This indicator is compiled three times
but every time by different procedures. The result from this
comparison is knowledge that infrastructure is very important
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foreach country for and international

competitiveness.

own development

8. Decisive infrastructure parameters

Every infrastructure is a system of components — energy supply
network, communication network, system of safety devices and
tracks (paths, roads, waterways, pipelines, airways). Each parameter
from those main systems influences final product of transporters/
carriers (Gogola, M. 2005). Carrier can offer services just in size
which enable the infrastructure parameters in each country. Carrier’s
services are different for example in provided feeder systems,
payment system possibilities, the highest measure/ volume/ size
of one package (consignment), 24 day services, distribution system,
delivery system, time of delivery etc. The resulted quality
of performed service is directly depended on the real time situation
on infrastructure, its current operation parameters and limits
for different type of reasons.

The railway infrastructure parameters which are directly
connected to quality of provided services are:

e Type of locomotive (pull forces of locomotive engine -
indicated, circumference of the drive wheels, at coupler, max.
adhesion forces), type and system of driving, driving style,
drivers experiences;

* Number of track lines, track speed limits, traffic safety system,
track leaning ratios, minimum curve radius, track resistance
(slope, curvature, crossovers, tunnels);

¢ Loading capacity (per axle, per usual loading meter), maximum
train weight, and maximum train length (in meters, in number
of the axles).

More about infrastructure parameters can be found in
(Kendra, M., Babin, M. 2012) and (Kendra, M., Babin, M,
Barta, D. 2012).

9. Dependence between railway infrastructure
parameters and quality of provided services

Dependence between railway infrastructure parameters and
quality of provided services can be explained with following
example. Consignee and also consignor expected high quality
service — compliance of delivery time (on right time), right volume
(mass/ pieces/ etc.), right place (door2door/ freight village/ etc.) and
fair prices (Nedeliakova, E. et al. 2013). Fair prices depends
onmany factors — especially energy consumption, volume
efficiency - unit costs. Delivery time is depending on traffic
schedule, real time traffic management, train ride, operational
problems, working (building) shutdowns and others. Right volume
(mass...) is close depending to efficiency (economic, energetic) —
but shipper requirements are usually not in conformity with carriers
requirements (unit parameters) — feeder and delivery system
problem. The efficiency problem is also closely connected
to vehicle and track path (route) parameters (loading capacity —
track/ vehicle, minimum curve radius, track leaning ratios, track
speed limits etc.). Most of these parameters depend on right type
locomotive (carrier’s ownership) with well experienced driver.
Conclusion for this part is knowledge that quality of transportation
services is closely depended to infrastructure parameters, which
means direct impact to country competitiveness in global market.

Storage stress

i 1. Loading/ fixation
processes
2. Dynamic stress (vehicle
moving)
3. Static stress (load
distribution)
4. Type of driving
[acceleration,

Transportation stress deacceleration)

Fig. 3 Stress analysis



10. Conclusion

Loading of goods onto railway freight wagons and its fixing
is a very important issue, which is directly related to protection
of the transported goods, saving lives endangered by accidents,
safety of operations and also the economic and commercial interests
of the carriers. The proposed solution and additional information
is useful for railway transportation and elsewhere as well. One
of the most important areas of implementation is the transportation
of dangerous goods (inflammable, explosive etc.) and prevention
of danger by clear information how to load and fix the goods.
The result of LOADFIX project will be a powerful information tool
based on universal international data warehouse. It will allow
a structured approach to complex data on goods loading. It will
provide structured and up-to-date info for managers, staff and
the professional public. It is especially intended for the employees
of the carriers who deal with the issue of how to load and secure
the cargo safely and economically. The info will also be useful
to the professionals who deal with the method of storage and fixing
(safeguarding) of cargo in the vehicle as a part of their job,
particularly the specialists and institutes dealing with transportation
such as sales agents, staff of non-standard shipment services and
security advisors. Furthermore, the data is especially to be used
by the operations staff who carries out the activities connected with
handover of shipments and cars from the carriers and the inspections
of the vehicles and goods during transport — wagon master, transport
workers, transport warehousemen. It mainly covers inspection
of storage and securing of goods during loading and the subsequent
care of the transported goods during transport.
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Abstract: Safety of all road users on the roads is one of the fundamental social objectives. Measures for improvement or remediation of
dangerous sites (black spots) in Croatia are carried out in several phases, from planning the envisaged measures, valuation measures, the
implementation of measures to observation and assessment derived measures. Certain dangerous places are repaired only by changing
traffic signalization and those sites and measures are described in this paper. In last eight years on the roads in Croatia, 215 dangerous
places were repaired and partial restoration was carried on the 46 dangerous places. The success of provided measures, expressed through
an analysis of the number and consequences of accidents on dangerous places for three years before and three years after restoration, shows
the drastic reduction in traffic accidents on this places. The conclusions and solutions of these measures are presented in this paper.
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1.

The National Program of road safety in Croatia was first planned
and implemented in 1994. Since then, it has been conducted the
four National Programs, and the latest, fifth, is in force since April
2011. (Period 2011-2020).Considering the positive experience in
the implementation of these programs, which have resulted
decreasing fatal casualties and decreasing injuries in traffic
accidents, it has continued with the adoption of the program, with
addition to tracking the latest trends in increasing road safety and
compliance with best practice in European countries, which
recorded the best results. In determining the cause of the accident or
wrong behavior of participants that started the accident event is of
crucial importance.ls it for wrong behavior that caused the accident
responsible only the subjective factor, i.e. direct participant in
traffic, or the incorrect behavior that caused the accident occurred
in some form of interaction between subjective and objective
factors.

Introduction

2. Defining black spots in Croatia

There are several definitions of “black spots“ and two of them are
most commonly used: 1. ,,Black spot is a place, location in the road
network (point or road section), or the streets network where is more
likely thatan accident will happen, depends on the other network
elements.

2. In accordance with the methodology of traffic safety, the "black
spot" can be called an intersection or road segment lengths up to 300
m, or "dangerous section" can be called a part of the road length of
300 m to 1000 m, with conditions that they have to comply in
following criteria:

« If at the critical location in the last three years occurred 12 or more
accidents with injuries,

« If at the monitoring location in the previous three years recorded
15 or more accidents, no matter the consequences,

« If at the critical location in the previous three years happened three
or more identical traffic accidents, with the same group of
participants, same direction of movement, on the same conflict areas
etc.
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In Croatia, since 2001 was detected 220 black spots (on 95
remediation is completed or is in progress). In 2012 was detected 45
new black spots, mostly in the Splitsko-dalmatinska (16) and
Krapinsko-zagorska (7) county. Figure 1 shows the network of
national roads and highways on the Croatian territory with the risk
assessment of the causing accidents. The risk assessment is carried
out in accordance with the rules of EuroRAP (European Road
Assessment Programme), and it can be seen that on the majority of
the network of national roads there is a very high risk of causing
accidents, and the majority of black spots are just on the network of
national roads.

P EuroRAP

i A

Procjena rzika na vaznijim cestovnim
pravcima u Republici irvatskoj

2> EUroRAP

Figurel. Risk assessment on the major roads in Croatia

Source: http://www.hak.hr/vijest/176/eurorap-mapa-rizika-za-3400-
kilometara-nasih-cesta

3. Elimination of black spots
3.1. Methodological approach

Determination of dangerous places or "black spots" on the roads is
an important aspect of managing traffic at places that represent a
potential threat. Situation analysis of traffic safety on all roads in
Croatia was carried out in three phases:

1. The general analysis of the situation and tendency of traffic
safety has enabled the understanding the size of the problem,
international comparisons, review the structure of accidents, the
time distribution of accidents, trends and other general
characteristics of the condition.
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Quality information base for the analysis and identification of
critical points in the transport system requires the following
information:

* Types of accidents (according to the consequences, type of
collision, vehicles participants, etc.)

e Type of location (rural/urban, road, street type and class,
crossing/not crossing etc.),

* Time (day time, day in week, date)

» Environment (physical conditions,
temperature, rain, snow, etc.),

» Participants characteristics (age, ability, experience, behavior,
status, influence of alcohol, drugs, etc.)

» Vehicle characteristics (type, age, technical requirements, etc.)

* Road characteristics (the precise location, geometry, visibility,
surface quality and condition, equipment, clarity, etc.)

e Traffic characteristics (intensity and structure of the flow,
average speed, etc.)

» Expert opinion (factors that have contributed to the accident,
estimated speed, position and behavior of participants)...

light, visibility, wind,

2. Situation analysis on the traffic sections and risk mapping by
sections enabled the betterunderstand the spatial distribution of
traffic accidents and specificity of certain road sections in terms
such as risk of accidents, risk of injury, the most common types of
accidents, the categories of participants, the most common mistakes
etc. Thus, the conducted analysis allows the definition of the most
dangerous sections or "black spots". For the detection of critical
points on the road network it is used different types of criteria:

* Number of accidents during a certain period that is higher than
certain norms,

» Weight of accidents during a certain period,

» Combination of the number and severity of accidents during a
given period,

* Number of accidents at the point that we observe in relation to
other points along the road,

» Opportunities for reducing accidents

* Accidents costs during a given period,

» Danger indicators method

» Rating according to characteristics of place, not byhistoryof
accidents,

e Current annual cost of accidents that occur at this point, based
on the average cost of accident and by type of accident.

3. Situation analysis by the road kilometer and determination of
“dangerous kilometers”. Based on a detailed analysis of accuracy,
condition and quality of data on accidents it was observed the
precision of the location of the accident. In the accidents analysis
there are two phases:

» Phase when the driver detects a situation that leads to accidents
» Phase when the driver is trying to avoid accidents.

These phases are related with the appropriate categories of
measures that seek to improve safety. One group consists of active
safety measures. These are measures that help to stop the
occurrence of accidents, help driver to avoid them or to put him to
know that there is a situation of increased risk and the possibility of
accidents (information about the risk, improving of visibility,
controlled direction, etc.). Another group, measures of passive
safety, are those measures which are becoming an indicator during
the accident. They prevent the serious consequences of accidents
(road safe environment without hard solid objects or trees, the
equipment on the road that will cause serious injury, etc.).
Identifying method of "black spots" on the roads is based on a
previous analysis of data on traffic accidents, road and traffic. The
aim of implementation method is to highlight the meaning and
importance of establishing "black spots" on the roads and stimulate
further theoretical and practical work on the consideration of these
issues. Interventions at places of accumulation of traffic accidents
are considered one of the most effective approaches in prevention of
traffic accidents on the roads. Considering the scientific literature
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there has been a series of attempts to find and define the most
effective method, which would enable the measurement of the
security of certain road sections and identify the most vulnerable
and dangerous place, or "black spots™ of traffic on the roads.

3.2. Traffic signalization

Croatian roads Itd. continually since 1998 in cooperation with the
competent police authorities, collects data on the number and
consequences of accidents on the micro locations of state roads
where is noticed certain grouping of traffic accidents. The collected
and processed data basically contains information about accidents,
casualties, and micro-location where the traffic accidents occurred.
Besides there are collected and processed data on traffic density,
road and its surroundings, equipment and road signaling, etc. Data
on the road and its surroundings include geometric characteristics of
the road alignment (horizontal and vertical), construction elements
(longitudinal and transverse slopes, type of paving, drainage),
paving condition (cracks, potholes, the state of the macro and micro
texture), road equipment (fences, poles, street signs Retro-
reflection), visibility, road marking and lighting, etc. In this system
very important role is on traffic signs, which represents the basic
meaning of communication between road authorities and road users.
Factors that help to identify the sign and his understanding are:

e Size of sign

e Simplicity of symbols or used text

« Color of the sign

* Retroreflection.

One of the most important properties of the retroreflective foil for
drafting traffic signs except the clarity is ability to restore lights, i.e.
reflectivity.There are several principles of classification
retroreflective foil depending about the institution which it
specifies, but the most common and used by CEN are:

e Class | (closed glass beads, at the present time and micro
prisms)

e Class Il (embedded glass beads, at the present time and micro
prisms)

e Class Il (micro prisms).

Materials class | are retroreflective sheeting’s made of a durable
material with the bounded glass micro beads or prisms.
Retroreflection of materials class | with glass micro beads is about
70 cdelx-1em-2 and because of its low retroreflection it is in most
cases used in areas with low-speed and calmer traffic flow.
Materials class | that have bounded micro prisms have significantly
higher retroreflection (around 200 cdelx-1em-2) than materials with
glass micro beads.

Materials class Il are retroreflective sheeting’s that contains
encapsulated glass micro beads or micro prisms that are three times
brighter than materials class I. The signs made from materials class
Il are clearly visible, even from a wide viewing angle, and the
lighted environment, effectively warning drivers of approaching
danger on the roads. Retroreflection of materials class Il with glass
micro beads is around 250 cdelx-1em-2 and 500 cdelx-1em-2 for
materials with micro prisms.

Materials class Ill are retroreflective sheeting’s that are made of
highly effective micro prisms that enables retroreflection around
700 cdelx-1em-2. Therefore, they provide the drivers with adequate
visibility in all day and night and adverse weather conditions. The
prerequisite for safe driving at night is a sufficient level of visibility
for the driver which is consistent with the permitted speed.The
different qualities of materials enables certain traffic signs to adjust
on higher or lower levels of luminance. Some materials are
designed to maximize the durability of the traffic signs, while
another intended for short-term use.The different quality of
materials for traffic signs, different sign production processes and
selection of materials for the surface of the sign will have an impact
on the ultimate lifetime of traffic signs. By being placed on the open
road signs are exposed to the impact of unfavorable atmospheric
conditions; their unfavorable factors such as the influence of



ultraviolet rays in sunlight, humidity, and large differences between
day and night temperatures. Such negative effect of weathering at
the end reduces transparency, color and integrity of the materials
used in retro-reflective road signs and thereby reduces their
visibility at night.

The dynamics of “black spots” remediation in Croatia was
conducted in a way that in 2001 was remediated 4 dangerous places,
during the 2002 remediated 15 dangerous places, 2003 remediated
36 dangerous places, 2004, 51 dangerous places, 2005, 26
dangerous places, 2006, 13 dangerous places, 2007 remediated 12
dangerous places, 2008 remediated 19 dangerous places, 2009
remediated 15 dangerous places, 2010, 8 dangerous places, and
2011 was remediated 16 dangerous places. The most common
causes of traffic accidents that occur on the roads which must be
taken into consideration in the selection of measures that should be
applied are:

» The conflict level in traffic regime,

* Clarity of the road,

» Inappropriate speed (poor conditions that contribute to driver
defective estimating of safe speed)

» Conditions imposed by the environment (visibility, slippery,
lighting, etc.).

Measures for short-term and long-term remediation of dangerous
places can be systematically divided according to time and place of
origin and the manner of elimination. With regard to the duration
may be temporal or permanent.

I. Class of measures (temporary measures, mostly traffic-technical
properties) - those that result from occasional or periodic condition
at a specific location (ice, driving traffic, temporary blockages, etc.)
or a result of various of other causes (the inevitability of taking
action, additional land acquisition , lack of resources, etc.). Traffic
signs on the road must meet the following conditions:

« alert the driver to any unusual and non-standard solution,

* inform drivers about road conditions that a driver must be
considered at time, and they must adapt,

* guide the driver through an unusual situation (it clearly focus on
appropriate behavior)

« direct its movement in zones of conflict and at other road surfaces,
» compensate for certain errors and behavior by drivers with
elements that mitigate the effects and help to avoid accidents.

This class of measures are undertaken at those locations where they
are not needed construction works, and where are already adequate
road signs (better class to create traffic signs, new traffic signs,
maintenance ...) sufficient to achieve a higher level of safety in road
traffic. Examples of such repairs are shown in Table 1 under regular
maintenance program (Karlovac D3, Cibaca, Velika Muéna...),
which includes the maintenance or replacement of existing traffic
signs. Picture 2 gives an example of taking measures for the
rehabilitation of a first-class dangerous place where the existing
signs are replaced and supplemented with new traffic signs and road
markings.

Picture 2.Dipaying dangerous place bhefore and after the
implementation of measures of class |

Source: http://www.skyscrapercity.com
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I1. Class of measures (permanent measures) - measures that should
completely eliminate the condensation of traffic accidents. This
class includes construction-technical measures and adequate traffic
signs and represents the most expensive but also the best solution
for the remediation of hazardous places. Building technical
measures include:

« Extension of the roadway,

« Correction of cross slope,

« Creation of visibility in curves,

« Construction of the rotor,

« Setting of additional protective fence,

« Changing the roadway with new asphalt layer

 Milling of asphalt surfaces to increase friction road surface during
the summer rains and winter ice...

In Croatia, this type of measures is usually implemented through
programs Betterment and national road safety program (Table 1).
The national program of road safety of Croatian basic document and
a platform to raise the level of road safety in our country to a
higher, more acceptable level than current, while the Betterment
Program (a program of increased maintenance and project specific
rehabilitation) is the rehabilitation of the road network, and is
funded partly of loan funds from the European Investment Bank,
and partly from its own resources Croatian Roads Itd. Picture 3
gives examples of taking action of 1l. Class measures that include
building technical measures and traffic-technical characteristics
(Betterment Program).

Picture 3. Displaying dangerous place before and after the
implementation of measures of class |

Source: http://www.skyscrapercity.com

These measures in the short-term and long-term remediation of
dangerous places are based on:

1. Established conflicting events observing traffic on that place;

2. Mentioned traffic technical deficiencies and irregularities of the
road, affecting traffic safety;

3. Justification of the measures by the valuation methodology (cost
— benefit), established traffic technical irregularities of the road and
considering the dangerous behavior of road users.

Table 1. provides data of traffic accidents and the consequences of
these accidents (number of minor and serious injuries, and the
number of fatal accidents and easier injuries) for the period from the
last 3 years (data for the 2012 and 2013 year are processed
completely) which include information on traffic accidents three
years ago and three years after the measures implemented. Under
the program, there are measures which were taken at each
dangerous section. On some sections it was enough to replace
existing traffic lights, with adequate new traffic signs (regular
maintenance program), and in this way reduce the number of fatally
injured persons, while individual stocks require more remediation
and construction-technical measures and also adequate traffic signs.



Table 1. List of remediated dangerous places in last 6 years
(Source: Croatian Roads Itd.)

REMEDIATED 2009
TRAFFIC ACCIDENTS
DESCRIPTION OF LOCATION CHARACTERISTICS OF ROAD | POSITION OF DANGERQUS PLACE COUNTY ROAD SECTION CHAINAGE NUVBER OFTRAFFCACCDENTS DIED INJURED MAINTENANCE PROGRAM
3VEARSAGO | 3YEARSLATER | 3VEARSAGO | 3VEARSIATER | 3VYEARSAGO | 3VEARSLATER
Karlovac D3 intersection seftlement Karlovatka D23 Karlovac (D6) - Josipdool (D42) od km 14315 do km 1+465 23 1 0 0 9 1 REGULAR (tratf. signalization)
Plominsko zagorje section outside settlements Istarska D66 003 Vozilci (D64) - Matulji (08) od km 9+050 do km 10+050 9 3 0 0 1 0 Betterment
Ferovac section outside settlements Poiesko-slavonska D51 001 Gradiste (D53) - Podega (D38) od km 9+600 do km 9+300 3 1 0 0 2 0 Extraordinary maintenance
Beketinci curve outside settlements Osjecko-baranjska D7 005 Cepin (2 4105) - Dakovo [D38) od km 8+350 do km 8+652 2 2 0 0 0 2 Betterment ||
Dubrova intersection seftlement Istarska Db6 002 Most Rasa (D421) - Vozilici (D64) | od km 11+200 do km 11+400 8 1 1 0 2 1 Remediated OM
Vukusica strana curve settlement Splitsko-dalmatinska D39 | 002 Cista Provo (D60) - Sestanovac (D62) | od km 74500 do km 8+000 4 1 0 0 3 0 Betterment ||
Plominsko zagorje curve outside settlements Istarska D66 003 Voilici (D64) Matulji (D8] od km 24000 do km 2+200 9 0 0 0 3 0 Betterment
Cepin intersection outside settlements Osjecko-baranjska 07 004 Osiek (02) - Cepin (24105) od km 124540 do km 04050 1 6 0 0 9 3 Praject NPSCP, HAC
REMEDIATED 2010
Srebreno intersection settlement Dubrovacko-neretvanska | D8 029 D223 - Krasovici (D516) od km 34200 do km 3+500 A4 4 2 0 1 2 Project NPSCP
Budatka Reka section outside settlements Karlovatka DL 011Krmjak (D) Grabovac (0217 od km 24700 do km 3+300 2 1 0 0 1 0 Remediated OM
Tudetici curve outside settlements Istarska D21 004 Ponte Portone (D44) - Vignjan od km 24150 do km 24500 4 2 0 0 1 1 Project NPSCP
Starigrad, D2 intersection settlement Koprivnicko-krizevatka 02 005 Koprivnica (D41) - Burdevac (43) | od km 04900 do km 14150 1 4 0 0 5 3 Project NPSCP
(ibaca intersection settlement Dubrovacko-neretvanska | D8 029 D223- Krasnovici (D516) od km 14300 do km 14500 21 6 0 0 1 2 REGULAR tratf. signalization]
Velika Muna section outside settlements Koprivnicko-krizevatka | D41 003 Koprivnica (D2) - Krizevei (D22) od km 7+530 do km 8+130 0 3 0 0 0 0 REGULAR ratf. signalization]
Vukovar intersection settlement Vukovarsko-srijemska D57 001 Vukovar (D2) - Oralik (D46) km 04680 7 2 0 0 4 1 Project NPSCP
Vinkovei-Nustar section outside settlements Vukovarsko-srijemska D55 001 Borovo (D2) - Vinkovei (D46) od km 124550 do km 13+100 8 3 0 1 4 2 REGULAR ratf. signalization]
Palednik curve settlement Bjelovarsko-bilogorska D45 001 Veliki Zdenci (D5) - Garesnica od km 134900 do km 14+200 3 1 0 0 1 0 Remediated OM
Plovanija intersection settlement Istarska D200 | 001 GP Plovanija [gr. R. Slov.) - Buje (D21) - 3 3 0 0 3 1 REGULAR ratf. signalization]
Zapadna obilaznica Osijeka intersection outside settlements Osjecko-haranjska 07 003 Osfjek (D2) - Beli Manastir od km 22+200 do km 224500 A4 4 0 0 1 1 Remediated OM
Vodinci-vankovo section outside settlements Vukovarsko-srijemska D46 001 Dakovo (D7) - Vinkovei {D35) od km 24+700 do km 25+300 7 2 0 0 7 1 REGULAR tratf. signalization]
Veliki Zdenci curve settlement Bjelovarsko-bilogorska D5 | 003V.Zdenci (D28) - Donji Daruvar (D34) | odkm 0+950 do km 14250 2 0 2 0 0 0 Remediated OM
Most Raéa curve outside settlements Istarska D66 001 Pula (D3) - Most-Rasa (D421) od km 31+800 do km 32+000 16 0 0 0 3 0 Remediated OM
Obilaznica Vinkovaca intersection settlement Vukovarsko-srijemska D46 001 Dakovo (D7) - Vinkovei {D35) km 39+048 16 2 1 0 8 2 Project NPSCP
Bjelopolje 2 curve settlement Licko-senjska D1 013 Korenica (D52) - Udbina (0522) od km 9+000 do km 9:081 10 0 2 0 3 0 REGULAR ratf. signalization]
Barban curve outside settlements Istarska i 001 Pula (D3) - Most-Rasa (D421) od km 30:000 do km 31+000 2% 2 0 0 1 0 REGULAR tratf. signalization]
Pisarovina intersection settlement Tagrebacka D36 | 001 Karlovac D1)- Cerje Pokupsko [D31) | od km 31+500 do km 314650 11 4 0 0 8 2 REGULAR ratf. signalization]
REMEDIATED 2011
Rovinsko selo section outside settlements Istarska D303 001 Rovin] - évor Kanfanar (D3) od km 3+000 do km 4+000 16 2 1 0 6 1 Remediated OM
Cerje Nebojse curve settlement Varatdinska D35 001 Varaidin (02) - Lepoglava (D508) | od km 14+600 do km 15+200 10 1 0 0 4 1 Betterment ||
Karlovac - Smiciklasova intersection settlement Karlovatka D1 010 Cvor Karlovac D3) - Krnjak (06) od km 34000 do km 3+150 15 2 1 0 2 0 Project NPSCP
Predavac intersection settlement Sisacko-moslavatka D28 003 Zabno (022 - Belovar [D43) od km 4+600 do km 4+750 6 0 0 0 1 0 Remediated OM
Split, Put Trstenika intersection settlement Splitsko-dalmatinska D410 001 Split{trajektna luka) - Split (D8) km 14930 37 0 1 0 15 0 REGULAR ratf. signalization]
Veliko Brdo intersection settlement Splitsko-dalmatinska D8 020 Dubci (039) - Makarska (D512) od km 15+000 do km 15+300 2 0 0 0 2 0 Extraordinary maintenance
Rijeka, raskriije Zvonimirove i Benecove section settlement Primorsko-goranska D8 003 Matulji (A8) - Rijeka (D403) - 19 5 0 0 9 4 REGULAR ratf. signalization]
Cakovec D208/22031 intersection settlement Medimurska D209 | 001 G.P. Mursko Sredisce - Nedelisce (D3) | od km 15+700 do km 15+850 11 4 0 0 7 2 REGULAR ratf. signalization]

4. Conclusion

Safety of all road users on the roads is one of the fundamental social
objectives. Traffic accidents related to some area, are due to
unfavorable interactions between subjective and objective "factors -
the road” to "dangerous place”, meaning that the some road
characteristics have a significant effect on driver behavior, and that
such behavior would result in a traffic accident. The road and its
effects are not the only or the biggest factor in road accidents. Most
common cause is the human factor, but eliminating possible causes
of the events of traffic accidents due to road conditions, appropriate
amendments to traffic signs and road equipment is quickest and
most efficient way to affect the reduction in the number and
consequences of accidents at critical locations. Determination of
"black spots” on the roads on the basis of registered safety
indicators (number of traffic accidents, the number of deaths, and
the number of minor and injured people on certain sections of the
road) is the first step to be taken in order to later be determined and
implemented preventive and repressive measures to increase traffic
safety.

Measures for improvement or remediation of dangerous spots in
Croatia are carried out in several phases, from planning the
envisaged measures, valuation measures, the implementation of
measures to observation and assessment derived measures. In the
previous period, Croatian Roads, through various programs, have
spent to complete the remediation of 215 dangerous spots and
partial rehabilitation of 46 dangerous spots around 24 million Euro,
while for the same purpose from the funds of the National program
of road safety in Croatia, was allocated 0,7 million Euro, which
makes a total of 24,7 million Euro spent for remediation of
dangerous spots on state roads of Croatia. The success of the
remediation projects, expressed through an analysis of the number
and consequences of accidents on retrofit dangerous places for three
years before and three years after remediation, is evident through a
drastic reduction in traffic accidents on those dangerous spots.
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In the period since 2001. until 2011.,, was huge reduction of
number of traffic accidents (from 6326 to 1568, which is 75.2% less
accidents). The number of deaths on retrofit dangerous places was
reduced from 131 to 12 (90.8%), serious injuries from 548 to 141
(74.2%) and the number of light injuries decreased from 1,980 to
555 people (71.9%). This results clearly shows that with even small
measures (like changing traffic signalization on some dangerous
spots), great reduction on traffic accidents number can be reached.
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Abstract: The objective of vehicle routing problem (VRP) is to deliver a set of customers with known demands on minimum-cost routes
originating and terminating at the same depot. Similar to most GA that a chromosome S is a permutation of n positive integers, such that
each integer is corresponding to a customer without trip delimiters. Christian Prins proposed an optimal splitting procedure to get the best
solution, respecting to a given chromosome. In this paper, application of this splitting procedure to get the best solution, respecting to a
sequence of vertices, produced by the heuristic approaches(or a new chromosome produced by the mutation procedure), is considered.
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1. Introduction

In the vast majority of the literature, finding tours visited by
commercial vehicles is considered as a Vehicle routing problem.
The vehicle routing problem (VRP) consists of designing m vehicle
routes of least total cost and: each starting and ending at the depot,
such that each customer is visited exactly once; the total demand of
any route does not exceed the vehicle capacity, and the length of
any route does not exceed a preset maximal route length. The basic
VRP can be extended by taking into account: time windows of
customers’ requests, heterogeneity of vehicle fleets, tasks conducted
by vehicles, the number of home depots, and operational restrictions
faced by vehicles.

A large number of algorithms have been developed to solve the
VRP problem. Depending on whether an exact optimal solution or
an approximate solution is reached, they can be categorized as the
exact algorithms or the heuristic methods.

There are different families of heuristics for the VRP. They
can be classified into two main groups: the classical heuristics,
developed mostly between 1960 and 1990, and the metaheuristics,
developed after this period.

The classical heuristics perform a relatively limited exploration
of the search space and generally produce good quality solutions
within modest computing times. The typical classical heuristics
include the well-known savings algorithm (Clark and Wright,
1964), the sweep algorithm (Gillett and Miller, 1974), the petal
algorithms (Balinski and Quandt, 1964; Ryan et al., 1993; Renaud
et al., 1996), the cluster-first-route-second algorithms (Fisher and
Jaikumar, 1981), and the improvement heuristics (Lin, 1965;
Thompson and Psaraftis, 1993).

Compared with classical heuristics, metaheuristics perform a
much more thorough search of the solution space, allowing inferior
and sometimes infeasible moves, as well as recombinations of
solutions to create new ones.

Exact algorithms: Branch-and-bound; Branch and Cut Method
etc.

Classical heuristics: Route construction heuristics; Savings
algorithm - Clarke and Wright (C&W); Two-Phase Methods;
sweep algorithm; Solution Improvement; A-opt heuristic etc.

Metaheuristics: ~ Simulated  Annealing; Deterministic
Annealing; Tabu search; Genetic Algorithms; Ant System; Neural
Algorithms etc.

Metaheuristics commonly used the initial solutions, typically
created with some cheapest insertion heuristic.

In this paper is proposed a method for evaluation of the
heuristic approaches (or new sequence, obtained by the procedure
of mutation), in order to optimize them.

2. Problem Description

As mentioned above, for usage of sequence of vertices, derived
from the use of heuristic approaches, we need of splitting
procedure, that give an adequate solution, ie with a cost equal to or
better obtained by using the initial Heuristic approach. Based on a
literature review, widely used is Splitting algorithm [6]. In its
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application, it was found that the result obtained by the algorithm,
was not adequate to that, obtained of the used heuristics, as shown
in Table 1. If output routes and their first-last vertex are arranged in
a certain sequence, i.e. last vertex of a route and first of the next
route are in the same cluster, then the result could be with even
greater differences. For example, about the problem R101 [7] was
obtained:
- ,Clarke & Wright“, classical: 10 routes, total mileage -
892,464;

- ,Clarke & Wright* + opt.: 17 routes, total mileage — 1
361,639.
Table 1:  Problems and result from used models for optimization
prob. | method | R,nr | cost method | R,nr | cost
Cc1 C&W 10 892,464 | + opt. 11 | 1070,284
C1 Sweep 10 [1096,739 - 22 | 1860,281
R1 c&W 8 888,266 - 10 | 1094,554
R1 Sweep 8 [1029,858 - 10 | 1150,004
Cc2 C&W 3 632,432 - 3 740,894
Cc2 Sweep 3 800,268 - 5 950,471
R2 C&W 1 523,204 - 1 523,204
R2 Sweep 1 620,492 - 1 620,492
RC1 C&W 6 676,175 - 6 834,543
RC1 Sweep 5 556,480 - 18 | 1738,847
RC2 C&W 2 693,330 - 2 724,657
RC2 Sweep 2 809,187 - 2 809,187

To improve the result, we will investigate the possibility of
using two main parameters - the distance of each vertex from the
Depot and the distance from the previous one, according to the
proposed order. They are applied to modernize the classic algorithm
of Clarke & Wright [1]. Using these two parameters is shown in (3).
1 Sij=Cio + Coj — Cij
here Sj; is the corresponding savings and Cj — corresponding
cost.

Several improvements to the C&W algorithm have been
proposed, to lead to better results overall.. Gaskell and Yellow
(1967) have suggested using a positive parameter A ( the route
shape parameter), through which taken of the relative importance
of direct arc between two customers in the calculation of "savings".
Paessens (1988) introduce in the model weight x , for " asymmetric"
solving ( the distance from the depot for each of the pairs
considered customers). The formula for the resulting savings is as
follows:
) Sij=Cio + Coj — aCyj + pu(Cip — Coj)

Here 7 is a parameter that controls the relative significance of
direct arc between two customers and u is the asymmetry between
two customers with respect to their distances to the depot.
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To take into account the use of the vehicle capacity, Altinel
and Oncan introduce another parameter, aiming at increase the
loading of vehicles. The principle is — ,larger combined route is
better*.

(3) Si]—=Ci0 + CO} - (ZCL']' + #(CiO - CO]) + y(dl - d])/ti

here d is the average demand of all customers, d; is the demand
of customer i.

Since the chromosome may be broken into several diferent
routes, Prins [6] proposed an optimal splitting procedure, which can
find the optimum split, ie routes, by minimizing the total cost. The
main idea can be described as follows. Let S = (1,2,3..,n) be a given
chromosome. Based on the auxiliary graph H = (V’,E’), where
vertices V’={0,1,2..,n}, and arc Ej; c E”:

j-1 Jj
(4) Ejjooll‘ + Z (tk + Ck,k+1) + t] + Cjo < L; Z (7% < Q
k=i+1 k=i+1
here t; is the service time at customer, g, - the demand for

customer.

Then E;j is the total travel cost (time) for the route (i+1, i+2,..,
). An optimal split for S corresponds to shortest path P from vertex
0 to vertex nin H.

Vo = 0,
for (i = 1;i<n; i++){V; = +o0; Pj = 0;}
for (i = L;i<n; i++){
cost=0; load=0; j=i;
repeat
load = load + gs;;
if (i==]) cost=Cy,sj+ds; + Csjo;
else { cost = cost — Csj.1;0 + Csj.1,Sj + dsj + Csjo;
cost’ = a. Csj.y,5 + M.(abs) (Csj.10 - CSj0);
cost = cost + cost’; }
if ((cost <L) && (load < Q)) {
if ((Vifl + COSt) < Vj ) {
V;j = Vi1 + cost;
Pj =i-1; }
=ity

until ((j > n) || (cost > L) || (load > Q))

Figure 1 A modified algorithm by using of the coefficients
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Figure 2 Routes for C7-Sweep, produced by splitting procedure

In [6] by example the method was demonstrated. The auxiliary
graph helps us understand the idea how to split a given chromosome
S into optimal routes. But, we do not have to construct such graph
H. It can be done by a labeling algorithm and a splitting procedure
[2]. Let S = (1, 2, .., n) be a given chromosome. Two labels V; u P;
for each vertex j in S are computed. V; is the cost of the shortest path

from node 0 to node j in H, and P; is the predecessor of j on this
path. The minimal cost is given at the end by Vn. For any given i,
the increment of j stops when L or Q are exceeded. The labeling
algorithm is shown in Figure 1.

3. Application of the proposed algorithm

The influence of the coefficients o and p was studied, for
variant C1 Sweep with 22 routes, Figure2.

In Table 2 gives the parameters for the routes of the viewed
variant.

Table 2: Routes for C7-Sweep, produced by splitting procedure

Ne sequence Q.. cost

1 0,90, 89,88, 85,84, 83,82,94,92,87,86,0 190 | 130,061
2 0,91,75,1, 98,96, 95,97, 100, 0 150 111,786
3 [0,93,0 40 | 86,023
4 10,99,0 10 | 67,082
5 10,5,30 20 | 32,257
6 |0,7,4,6,9,8 11, 10,12, 14,2,23,0 170 119,064
7 |0,26,0 10 | 31,623
8 |0,28,13,17,18,19,15,0 140 | 90,800
9 ]0,16,0 40 | 80,623
10 |0, 20,21,0 30 | 22,198
11 10, 22, 25, 27, 29, 34, 36, 39, 30, 24, 47,0 160 |105,041
12 10, 49, 52, 50, 51, 31, 35, 37, 38, 32,0 150 | 97,873
13 /0,33,0 40 | 67,052
14 |0,43,0 10 | 33,106
15 |0, 42,41, 40, 59, 58, 60, 44, 45, 48, 46, 69, 66,0 (180 |117,468
16 |0, 68, 64, 61, 72, 55, 57, 54,53, 0 150 |105,164
17 10,56,0 30 | 90,000
18 |0,67,0 10 | 24,413
19 |0, 65, 63, 62, 74, 80, 79, 77,73, 0 170 (122,431
20 /0,81,0 30 | 94,868
21 10,78,76,71,0 50 114,298
22 |0,70,0 30 [117,046

The results obtained are shown in Tables 3,4,5,6.

Table 3: Results for the influence of the coefficient a
o routes cost o routes | cost
0 22 1860,281 | 2 19 1 450,715
0,2 22 1866,047 | 2,5 20 1 439,570
0,4 20 1735151 | 3 21 1 459,526
0,6 17 1571,181 | 4 22 1 498,915
0,8 15 1473184 | 10 35 2 039,400
1 14 1435,887 | 20 75 4 013,692
1,2 15 1393,637 | 30 91 5111,453
1,6 16 1323,340 | 105 100 5 770,962
Table 4: Results for the influence of the coefficient 1
U routes cost U routes cost
-1 24 1891373 | 4 19 1433,824
-0,6 25 1923,156 | 5 20 1 454,848
-0.4 25 1901,894 | 10 | 31 1 875,220
0 22 1860,281 | 15 | 44 2 533,716
0,2 20 1808,386 | 30 | 70 3 950,366
0,6 16 1548,751 | 50 | 84 4 682,807
1 15 1480,879 | 100 | 94 5 300,032
1,5 15 1448,808 | 200 | 95 5402,110
3 17 1401,447 | 300 | 97 5 529,406
Table 5: Results for the influence of the coefficients & and L
U o routes cost
0,15 1 14 1 349,104
0,5 1 15 1 382,475
0,8 1 17 1 462,267
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4. Results

The influence at issue parameters, independently apart, on the
number of received routes are illustrated in Figure 3 and 4. In Table
5 is shown the results obtained when combining them, and in table
6 are the routes and cost, corresponding for the best combination.
When comparing the obtained results with those of Table 7, we see
the difference in the number of routes - 4 and about 23% in cost.

The results obtained at researches done with other test
examples, shown in Table 8, are closer to the input variants.

Table 6: Routes for C1-Sweep, produced by splitting procedure and « =1,
n=0,15

Ne sequence Qs cost
110,90, 89, 88, 85, 84, 83,82, 94,92,0 160 116,723
210,87,86,91, 75, 1, 98, 96, 95, 97, 100, 0 180 123,730
310,93,99,0 50 87,733
410,5,3,7,4,6,9,8, 11, 10, 12, 14,0 150 97,423
5|0, 2,23, 26, 28, 0 70 66,007
6(0,13,17,18,19, 15,16,0 160 93,117
710,20, 21, 22, 25, 27, 29, 34, 36, 39, 0 160 83,916
810, 30, 24, 47, 49, 52,50,51,31,35,37, 38, 32,0 180 124,161
9/0,33,0 40 67,052

1010, 43, 42, 41, 40, 59, 58, 60, 44, 45, 48, 46, 0 170 104,449

110, 69, 66, 68, 64, 61, 72, 55, 57, 54, 53,0 170 107,745

120, 56,0 30 90,000

1310, 67, 65, 63, 62, 74,0 140 43,056

1410, 80, 79, 77,73, 81, 78, 76, 71, 70, 0 150 | 143,989

Total 1349,101

Table 7: Optimal routes for C1Sweep

Ne sequence Q. cost
110,90, 89, 88,85,84,83 82,94, 92, 87,86, 91, 0 200 133,756
2| 0,75,1,98, 96, 95, 97, 100, 93, 99, 0 190 106,068
3/10,53,7,4,6,9,8,11, 10,12, 14, 2,0 180 106,141
41 0,23, 26, 28, 13, 17, 18, 19, 15, 16,0 200 100,336
5] 0,20, 21, 22, 25, 27, 29, 34, 36, 39, 30, 24,0 | 180 88,037
6| 0,47,49,52,50,51, 31, 35,37, 38,32,33,0 | 200 102,594
71 0,43,42,41, 40,59, 58, 60, 44, 45, 48,46,0 | 170 104,449
8| 0,69, 66, 68, 64, 61, 72, 55, 57,54, 53,56,0 | 200 111,568
9| 0, 67,65, 63, 62,74, 80,79, 77,73,0 180 122,831

10| 0,81,78,76,71,70,0 110 120,957

Total 1096,739
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Figure 5 Optimal routes for C1Sweep

Table 8: Problems and results of applications optimization model

Mpobn.| Method | rout. | cost 1] o

C1 C&W 10 922,619 | 0,3 0,2

c1 Sweep 10 |1349,101 | 0,15 1

R1 c&W 9 949,878 | 0,2 0,4

R1 Sweep 9 (1088,836 | 0,2 0,4

Cc2 c&W 3 632,432 | 0,2 0,4

Cc2 Sweep 4 869,468 | 0,2 0,4

RC1 Sweep 7 830,142 | 0,2 0,7
From these results is seen that with the introduced

modifications, we do not achieve the desired final results.

We can get the desired final results, using these coefficients
with higher values, and achieve variant with more routes. Through
an additional procedure for their optimization (applied to the "label"
array P; ,Figure 1), was prepared desired result.

5. Conclusions

A large number of algorithms have been developed for
obtaining the routes of commercial vehicles, ie to solve the VRP
problem. TIpu MeTa-eBpUCTHKUTE IIMPOKO CE M3IMOJI3BA CBPUCTHKA
3a ToJlydaBaHe Ha M3XOJeH BapuanT. Particular attention must be
paid to then local search method.

The proposed modification, by examining the two parameters
to the decoupling algorithm generally has a positive effect, and
through subsequent optimization, we obtain the result, with the
parameters of the heuristics.

The proposed modification, using two parameters examined,
to the splitting algorithm generally has a positive effect, and
through subsequent optimization, we obtain the result, with the
parameters of the initial heuristics.

The method is used for splitting a sequence of vertices
resulting from the procedures for the drawing-up of new sequences
by genetic algorithms, and also as a procedure for getting the routes
after the use of the algorithm for the Traveling salesman problem.

REFERENCES:

[1] Clark, G., and J.W. Wright, 1964. Scheduling of vehicles from a
central depot to a number of delivery points. Operations Research,
Vol. 12, pp. 568-581.

[2] Yaw Chang, Lin Chen, Solve the vehicle routing problem with
time windows via a genetic algorithm, (2007) website:

www.AIMSciences.or.g. pp. 240-249
[3] Altinel I K, Oncan T (2005). A new enhancement of the Clarke

and Wright savings heuristic for the capacitated vehicle routing
problem. J Opl Res Soc 56: 954-961.


http://www.aimsciences.org/

[4] Battarra M., Golden B., Vigo D. (2006), Tuning a Parametric [6] Prins Christian, A simple and efective evolutionary algorithm for
Clarke-Wright Heuristic via a Genetic Algorithm, or.ingce.unibo.it the vehicle routing problem, Computer and Operations Research, 31

[5] M. M. Soloman and J. Desrosiers, Time Window Constrained (2004), 1985 - 2002.
Routing and Scheduling Prolems, Transportation Science, 22 (1988), [7] w.cba.neu.edu/~msolomon/problems.htm
1-13.

Acknowledgements: The paper is published with the support of the project BG051P0O001-3.3.06-0043 “Increasing, Improving and Extending the Scientific
Potential of the University in Transport by Support to Development of PhD Students, Postdocs, Trainees and Young Researchers in the Field of Transport,
Power Engineering and ICT in Transport™ within the Human Resources Development Operational Programme co-funded by the European Social Fund of the
European Union.

59



NATURE, TOPICAL ISSUES AND GUIDELINES TOWARDS RESEARCH OF
FUNCTIONAL RELIABILITY OF TRANSPORT SYSTEMS

Nikolay Georgiev, Silviya Krasteva
University of Transport ‘Todor Kableshkov’, 1574 Sofia, 158 Geo Milev str., Bulgaria

safetyniky@mail.com, silviya_krasteval987 @abv.bg

Abstract: One of the most important characteristics of transport systems is the reliability of their performance. Significant global efforts
are being made in this direction, both by the relevant government structures, and individual transport operators. These efforts are justified
because improvements in the sphere of safety and reliability entail considerable benefits to transport users (reducing the waiting time of
passengers, improving the quality of service in general, increasing supply chains reliability level, etc.) and for operators offering such a
service (higher level of competitiveness, more revenues, etc.). This article examines the nature, existing problems and opportunities for
improvement of approaches and methods of analysis, evaluation and management of exploitation reliability (and respectively transport

service quality) of transport systems.

Keywords: FUNCTIONAL RELIABILITY, TRANSPORT, TRANSPORT SERVICE QUALITY

1. Introduction

One of the most important characteristics of transport
systems is the reliability of their performance. Significant
global efforts are being made in this direction, both by the
relevant government structures, and individual transport
operators. These efforts are justified because improvements in
the sphere of safety and reliability entail considerable benefits
to transport users (reducing the waiting time of passengers,
improving the quality of service in general, increasing supply
chains reliability level, etc.) and for operators offering such a
service (higher level of competitiveness, more revenues, etc.).
This article examines the nature, existing problems and
opportunities for improvement of approaches and methods of
analysis, evaluation and management of exploitation reliability
(and respectively transport service quality) of transport
systems. It must be recognized that the management of
functional reliability of transport systems is not unequivocal
and cure for the problem solving. This is because
transportation systems are complex hierarchical structures
distinguished for their the availability of a wide variety of
technical devices (rolling stock, means of communication and
information management, special equipment, etc.) located and
operated a large area. Nay, the normal work (and respectively
offered by these systems transport service) could be impaired
due to effects of great variety of influencing factors: technical
refusals of the means of transport and / or other equipment and
devices operating conditions (to which the transport process),
characteristics of the organization and management of the
transport system itself, etc. There are rare cases where single
and seemingly insignificant events exploitation activities give
rise to serious operational disturbances of transport systems.
The problem of functional reliability of transport systems is
not new to exploitation science and practice. Today, however,
when the national and global economies are highly dependent
on transport, this problem is becoming more and more relevant
and significant. Undoubtedly, its solution implies a systematic
approach and taking of adequate decisions (including measures
to improve) requires adaptation to the problem on known or
developing of new methods models for analysis and
management of functional reliability. In this article are
examined the nature and characteristics of the functional
reliability of different types of transport systems, the
guidelines and the problems of her the research.
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2. Nature of the functional reliability of transport
systems

Through physical movement of people and goods transport
systems play an important role in the economic development of the
country, linking social and economic interaction. Key element of
every transport system is the functional reliability. The market of
functional reliability is determined by the demand and the level of
the proposed reliability, which inevitably change over time.
Functional reliability is at once product and factor contributing to
the trends in the development of the transport sector. [1]

It should be recognized that today the development of reliable
and quality transport services is spent substantial funds globally
each year. As a result of the increasing complexity of transport
systems and supply chains in combination with rising consumer
expectations, functional reliability becomes increasingly necessary
and important. On the other hand the vulnerability of the system
also increases. Functioning of transport systems can be disrupted by
various types of errors, leading with her problems to solve that there
are different models.

Some of the primary sources of reliability problems associated
with rail schedules are unexpected events such as lack of rolling
stock and locomotives, lack of crew or long delays at border
stations. For public transport sources of reliability problems can be
connected with lack of capacity, lack of drivers, repair of the road
network and congestion.

Most of us are faced with unreliable transport services in their
everyday life expressed with unexpected delays, leading to a later
arrival to school or work or to a missed train or bus. Whether for
business or social event or supply of goods reliability is a key
quality of movement. The success of rail and road transport is
highly dependent on the ability of a transport system to deliver
reliable customer service. Transport operators aim to provide higher
levels of reliability for consumers, because reliable services are
more attractive and can also reduce operational costs.

It must be acknowledged that there have been significant
efforts by transport operators and agencies for increasing the quality
and reliability of services. Improvements in reliability beneficial
both for consumers and for transport operators (fewer variables
services reduce the waiting time of passengers and allow efficient
use of resources by the operators). This is a situation where
everybody wins.
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The reliability is a term that may be defined in different ways.
This article will examine the reliability in terms of quality of travel,
travel time meet the needs of consumers and enabling them to
organize their activities.

3. Defining the problems of reliability and guidance to
solve them

In order to define the problems associated with the reliability of
transport systems must be determined:

« the role and tasks of transport in the lifestyle of the individual
and society as a whole;

« the influence of unreliable transport systems on personal and
commercial activities.

» measures to be undertaken for the development in the field of
transport.

Transport systems are vital arteries of modern economies that
facilitate the lifestyle of modern man. A transport enables economic
development and enables travelers to travel, socialize and have fun.
Transport is vital for our personal and commercial prosperity.
Therefore, reliability of transport systems is gaining more
importance.

The main function of the transport system is facilitating
movement of people and goods between chosen destinations.
Insignificant damages can lead to a serious deterioration in state of
the entire functionality of the system. Unreliable transport systems
have an impact on both personal and on commercial activities.
Consumers of transport systems rely on reliable schedules and
delays, as well as the early arrivals on the selected route adversely
affects the commercial and personal activities. Unreliable transport
system increases the time to reach the desired destination. The
consequence of delayed transport leads to disappointing trip causing
stress.

When talking about the reliability of transport systems, it is
important to mention that can be defined in terms of transport
operators and from that of consumers (fig.1) using the service.

Transport operators responsible for the designated transport
lines are interested in the probability that the means of transport
(trains and buses) used for the service will be operated in
accordance with a pre-planned schedule (which may be designated
as a reliable schedule). For them reliability involves costs as they
have to devote part of their resources to deal with the consequences
of unreliability. The user on the other hand is interested in the
probability that he or cargo will reach its destination at the desired
time.
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Fig.1 Tracking reliability in terms of transport operators and
users.
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It should be noted that the reliability of a given transport system
influences the decision of the trip (time of departure, those
decisions are made in order to reach the defined destination at a
specific time). This is particularly relevant for business trips when
the delay shall be adopted that there is a very high value of the
harm. When deciding on departure time traveler strives to minimize
the waiting time (futility) in his journey. The traveler should plan
extra time for travel since it is forced to leave early to add buffer
time and thus devour the unreliability of the transport system in
time. This extra time the passenger is considered as costs of the
person as taken away his time traveler can use for other potentially
more productive activities.

Lack of reliable transport services can have a significant impact
on costs and may also affect the transport system. On the other
hand, the increase of reliability allows the operator to optimize the
use of resources. By reducing the recovery time, operators can
increase the availability of drivers and vehicles. Observance of
schedules allows the operator to reduce the number of spare
vehicles and drivers. The improvement of regularity will reduce the
average waiting time of passengers and improve the efficiency of
capacity utilization of vehicles. According labor [2] by improving
the infrastructure can increase capacity: enhance transport service
lines and transfer points, building new highways and roads,
improving and constructing new railway lines and terminals.
Increase the supply reliability of transport systems leads to reduced
likelihood of an unexpected meltdown in service.

Reliability of the various transport systems can be defined in
different ways. In the labor [1] reliability defined as the probability
of realization of trips within a specified period of time. Travel time
depends on many factors. It must be recognized that there are many
indicators which are used for expression of efficiency of system
reliability. Reliability of public transport is often expressed by the
accuracy of the arrival and/or departure of stops and stations. In the
railway transport accuracy can be defined as the number of trains
run on time.

Unlike rail, the reliability of the road sector is often measured
by the average travel time. Average travel time is determined by the
expected and unexpected delays (fig.2). Unexpected delays lead to
differences in the trip any subsequent trip. Can be identified two
forms of unexpected delays. The first concerns the travel time for
trips taken at the same time each day (variability) and the second,
which concerns the random delays that are the result of accidents or
repairs.

Given that the user of the transport system must take into
account the expected average travel time and its variability.
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Fig.2 Travel time distribution

To reduce the risk of delay to reach the desired destination, the
traveler must provide more than the average travel time. This is
shown in Figure 2, where p represents the average travel time. User
expectations in terms of travel time are related to the variable of
parameter .



Common featured indicator for the reliability of the transport
system is that they do not relate to possible options of travel time
(day to day), its distribution or particular form of distribution. The
distribution of travel time from day to day can be characterized by
two features of this trip-width (variance of travel time) and the
distortion (the model of distribution of travel time) or more widely
or more distorted timing travel to definitely time of day and day to
day of the week, less reliable travel time.

By increasing the quality of transport infrastructure that
provides the ability to cope with the consequences of extreme
weather conditions the probability of reliability (safe travel, meeting
the requirements of the traveler, and allows you to organize
activities) increases. Bad weather conditions affect the reliability of
the transport system. On the one hand deteriorating road conditions
leading to a reduction in speed and delays, and the other severe
weather conditions increase the likelihood of accidents, leading to
disruption of traffic flow and unreliability. The provision of higher
capacity may also improve the reliability of the transport system,
especially when the unreliability arises from high levels of traffic.
The extra capacity can also lead to less vulnerability of the system,
if they are provided with alternative connections.

Information plays an important role in the management of
reliability. The provision of information to the user who uses a
transport system, gives the opportunity to organize your trip (choose
another route to arrive on time to the selected destination; delay
may be inevitable, if no there is an alternative route). In this case
the provision of information can soothe the user and reduce the
stress of unforeseen delays. The information can be divided into
pre-and during the trip. Probably consequences of delay can be
reduced by both forms of information. Information before traveling
enables the planning of the trip and thus avoids the possibility of
unreliable trip. Information during the trip allows the user of the
transport system to change initial planned trip according to current
traffic conditions. The provision of information is helpful for both
consumers and operators of transport systems. The prediction of
travel time allows the operator to plan the response time to incidents
and operational problems, while real-time information allows
effective monitoring of events development. Reliability of transport
systems can be influenced by the quality of information. The more
accurate the information provided to the consumer, the more
expected travel time approaches the actual travel time and leads to
higher reliability of transport systems.
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Fig.3 Optimized reliability of transport systems
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4, Conclusion

We can conclude that in terms of solving the problems of
reliability, (fig.3) a transport system can be optimized by:

e Increasing the physical infrastructure capacity or by
providing additional capacity or improving existing capacity;

o Better management of existing capacity. This can increase
the reliability as well as poor management can increase
unreliability;

e Provision of information to consumers, which enable them to
reduce the adverse effects of reduced reliability. This can be a cost-
effective way to reduce the unreliability and possible impact of
unexpected delays in business or personal travel.
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1. Introduction

Reducing the number of road accidents and their consequences
can be sought in the amendment of factors, which determine the
accidents rate, such as behavior of road users, the level of conflict
of road infrastructure and its active and passive safety.

The purpose of this article is to explore accident prediction
models in order to be considered working methods for predicting
traffic accidents in Bulgaria and to reduce their number. By
examining the current state of the problem, the interrelationships
with other types of accidents and the overall situation on the road,
the resources and tools that would lead to an integrated, safe,
responsible and maintained transportation system, can be identified.

In recent years engineers tend to focus on human and technical
errors as causes of accidents. Responsibility for the accident should
not be thrown solely on drivers, but also on other elements that
build the transport system: planning and maintenance of the
infrastructure, organization and traffic conditions in the settlements,
increased knowledge of the population and specialists who define
harmony in movement and the degree of conflict of infrastructure.

The reduction of casualties on the roads requires the combined
efforts of a large number of institutions and the will to undertake
specific activities for better performance and decrease errors in
system 'Driver - Vehicle - Road".

This study examines models for prediction of accidents
(Accident Prediction Models) for signalized intersections and
crosswalks. These models are developed to calculate the likely
change in accidents involving motor vehicles and pedestrians and
also the degree of risk of accident to one participant, even in case of
his transport mode. Large flows of vehicles can often compete with
moving pedestrians, mutually cross their planned directions, which
in turn leads to delays and creates conditions leading to the
separation of the city to different areas.

2. Choice of method for traffic safety evaluation
2.1 General characteristics of road accidents

Scientifically based system for limiting and eliminating the
negative effects of the increasing number of vehicles on the road
can be built only after a thorough and comprehensive study and
analysis of the causes and conditions, facilitating the occurrence of
accidents. The analysis of accident allows detection of the
organization of traffic and pedestrian flows, verification of planning
effectiveness, reconstruction and control events.

The analysis can be done by studying in detail an individual or a
group of accidents that occurred on a section of the road network.
The purpose of the analysis is to provide information for the
majority of accidents to find out whether the statistical data actually
contributes to the occurrence of the accident, what are the trends, if

63

this process continues, what to expect, how to concentrate and
allocate the available forces and means of prevention.

Traffic safety can be evaluated using statistical data and by
measuring the parameters of indirect assessment.

2.2 Statistical Methods

Statistical methods allow researchers to obtain the summary and
accurate assessment of road safety and should be used for controls
of indirect estimates. The use of these methods is associated with
certain difficulties - the need of accident data for 1, 2 or more years,
without change in the traffic conditions. Since these methods are
used in many countries, there is a possibility to make a comparative
analysis of individual indicators.

2.3 Indirect methods

Indirect methods for the evaluation of traffic safety have one
very important advantage over statistics — there is no need for data
on accidents.

a) Method of conflict points - this method is used to assess the
potential risk of an intersection or junction [8, 15]. It has been
discovered that the degree of risk of a conflict point of intersection
depends on the angle between the trajectories of the two vehicles.

b) Method of conflict situations - this method was proposed by
C. Perkins and J. Harris (USA) in 1968. Specialized organizations
connected with traffic safety appreciate the positive qualities of the
method and it is one of the most used and the most promising for
visual assessment of road safety nowadays. According to the
authors of the method, conflict situation is a situation that can lead
to accidents if the participants do not take protective actions or
adequate rescue maneuvers. There are still differences in
terminology, methodology and grading the risk of conflict.

¢) Method 'sound/noise on acceleration' - the basis of the
method lays on the hypothesis that travel is safe and that the relative
speed between the vehicles is close to zero. Dispersion of the
longitudinal acceleration of the vehicle while driven is used as
evaluation indicator. Increase in ‘sound/noise on acceleration' is a
sign of potential danger to traffic.

d) Methods of complex measurements - in these methods
quality parameters are used, which are obtained from the values of
the various parameters of the movement - time, path, speed,
deviation of the steering wheels etc. [9, 13].

2.4 Registration and analysis of traffic accidents

A traffic accident is an event that occurs during the movement
of the vehicle and causes death or injury, damages to the vehicle,
road, road infrastructure, cargo or other property damage [12]. The
definition shows that in order an event to be classified as a road
accident, it is necessary a vehicle movement and harmful effects to
take place.



- Registration and reporting of accidents - the total number of
accidents that are not subject to registration is from 6 to 8 times
greater than officially recorded. Although the damages are smaller,
their analysis would contribute to a more objective assessment of
safety and a more precise determination of the causes for accidents.
Accident register is enrolled in the 'traffic police' of the territorial
unit. They do not keep records of accidents, which started
deliberately in order to suicide, homicide, injury or damage caused
by natural disasters and others. Operating services prepare daily,
weekly, monthly and annual report of the accident area or for the
country. A detailed compendium on traffic accidents' statistics is
issued every five years.

- Analysis of data on accidents - the main objective of the data
analysis for accidents is to obtain complete information on the
conditions and causes of accidents. Achieving this goal is limited by
two reasons. It is practically impossible to get all the information
about an accident because the elements of this event pass
irreversibly with time and purely due to technical reasons. The
second reason is related to the accuracy of the information and its
transmission. The main tasks of the analysis of accidents are:
receipt of sufficient quantity and quality of information, processing
of the information by various methods (statistical probability,
topographical characteristics, etc.), analysis of groups of accidents,
analysis of individual accidents.

Quantitative method - the purpose of this analysis is to obtain
estimates of absolute and relative indicators of safety using
accidents data. Absolute statistical indicators are: total number of
accidents, deaths and injuries. They are calculated for a given
period and comparing them with past years allows conclusions
about the level of safety to be made. The comparison can be done
for the same periods between separate administrative territories or
countries in comparable conditions.

Topographic analysis - the purpose of topographical analysis is
to identify the places where road accidents are concentrated. These
places are called black spots, hazardous areas and outbreaks of
accident record, but their essence is one - places where accidents
occur frequently. Areas with a concentration of accidents can be
separated into two groups. The first relates to intersections and
junctions, railway crossings, bridges, tunnels and other road
facilities. The nature of traffic on such sites is determined uniquely
by the highest probability of occurrence of accidents. The second
group should join the rest of the roads and streets. Analysis of
individual accidents is to identify its causes, mechanisms of
development and possibilities for its prevention and to provide a so
called expertise of accidents.

2.5 Literature review of sources related to accident
prediction models

There is a large number of scientific papers and publications on
methods and approaches for assessing road safety and influencing
factors. What unites all of them is the search for an appropriate
solution for improving road safety depending on individual
characteristics: areas designated as hazardous after conducted
surveys (black spots or black sites); roads and areas associated with
particular types of accidents at a number of individual sites
throughout the area.

The issue of safety is reviewed in [4]. The main purpose is
development of reliable transport system on the territory of Sofia
Municipality in the Republic of Bulgaria as well as detailed analysis
of the contemporary transport system and projections for future
growth and development of the city. During the development of the
plan some key conclusions are made: the density of the road
network in the city is unsatisfactory; the structure of the network
traffic is not complete; the frequency and duration of trips, as well
as the number of private cars, are increased; there is a decline in
people traveling by mass public transport at the expense of private
car users. The main priorities for the city are to improve the living
conditions and quality of the environment in Sofia.
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Studies [5], [17] and [18] analyze traffic counts and data of
signalized intersections in many urban centers in New Zealand. In
different periods of time accident prediction models for common
types of accidents were developed. One of these models was
adopted in the present article for safety assessment.

Works [10] and [11] reveal that during his study Jackett uses
information about accidents, traffic volume data from the
environment and geometric data taken for 523 urban roads to
calculate average accident levels in order to take timely measures.

Law on Road Traffic and the Regulations for its implementation
[12] governs the rules of the road, open to the public, the
requirements for vehicles, the requirements for driver qualification,
the rights and obligations of participants in the movement and the
relevant departments and officials, as well as coercive measures to
be applied, and the penalties for violating the contents of this law
and the issued hereunder regulations. The purpose of this law is to
protect the life and health of the participants in traffic, to facilitate
their movement to protect the assets of companies and individuals,
and the environment from pollution by motor vehicles.

Labor [7] informs about urban intersections with four lanes in
one direction, the most common form of roads in the UK. Accidents
at intersections are 1772 over the period of 4 years. Accidents
involving pedestrians are more than 28.8% of all accidents.

Labor [16] examines 300 road links between major junctions in
the United Kingdom. During the 5-year study 1590 accidents
occurred on the territory of these road links. Some of the more
important discoveries of the study are that the models predict more
than the average number of accidents with links connecting
pedestrian crossings than segments without pedestrians in any stock
vehicle and pedestrian density; some of the physical variables in the
model appear to be related to speed. For example, increased
visibility in the opposite direction of travel affects the general
increase in accidents, accidents with motor vehicles and accidents
with pedestrians.

In labor [2] a deterministic model is developed for accidents
with pedestrians and vehicles. According to the study accidents
have a random character. The Davis model is designed to allow
comparison of the possible accident (reducing effects through a
variety of techniques) to ‘calm' traffic. It focuses on the volume and
speed of traffic, borrowing default values for the other variables:
distance from the pedestrian lane before the collision; the speed of a
pedestrian moving towards the road; time perception and reaction;
reducing speed after brake (braking distance).

Study [14] addresses the measurement of risk, based on the
theory that each type of activity is related to exposure to a certain
degree of risk. Risk measurement, by distance only, offers a broad
risk assessment of accidents. Drivers are exposed to different types
of risk while traveling in different sections of a road. Risk and
Shaoul (1982) pay attention to the classification of the intersections
along the way with different levels of risk based on the number of
side roads, expected maneuvers in the intersection and the number
of expected points of conflict. They believe that a better level of
risk assessment can be achieved if assumptions about the number of
movements of pedestrians and traffic on the road segment are made.
The models show that the risk to pedestrians increases with the
traffic flow, but decreases with increasing number of pedestrians.
This effect is called 'safety in numbers'.

In study [3] the safety of pedestrians using crosswalks and
signalized intersections is investigated and compared to crossing the
street without signaling elements. Labor [4] places a table of studied
intersections that is used as a basis for counting the number of
transport vehicles and pedestrians. It was found that the data is
typical for the selected study area of Sofia, Bulgaria.

It is essential to mention it is advisable that the chosen accident
prediction model should be a consequence of expert opinion. This is
where the expert evaluation method and its feasibility for analysis



of safety management system can take place. The basic objectives
of safety strategy are:

- clear definition of the analyzed problem;

- creation of a certain questionnaire connected to the problem;
- implementation of a poll;

- analysis of poll results.

The method of expert evaluation has been used in a study of
Safety Management Systems functioning of a Bulgarian railway
carrier. This type of model is proposed in study [6], and it is not
applied in road transport in Bulgaria yet. By weighing the expert
assessments, calculation of parameters and determining the
statistical significance of evaluations, it would be possible to
determine the degree of influence of respective factor on operating
safety not only in rail, but also in road transport .

3. Accident Prediction Models for vehicles and
pedestrians

This paper uses the aforementioned model of work [17],
statistical data on volumes of flows of vehicles and pedestrians,
taken from the Bulgarian Ministry of Interior and Sofia
Municipality and data on the characteristics of the accidents. It was
considered that this data is relatively old or less complete, and
counting was performed in volumes of flow of vehicles or
pedestrians according to the method shown in [18].

Models for predicting accidents (APM) can be implemented by
transportation engineers and transport planners to predict the rate of
accidents, and to assess the effects of changes in safety at various
travel modes.

Accident prediction models can be used to determine the
possibility of change in the number of accidents involving a motor
vehicle, a pedestrian, also the level of accidents for each street and
to change the organization of the movement.

One of the most important reasons for accident modeling is the
prediction of the number of accidents. For this reason the task of
selecting the most appropriate methodology and feasibility study for
implementation in Bulgaria was given.

When it comes to modeling small samples, the Poisson-gamma
model (low mean problem) is usually the choice of transportation
safety modelers. Other modeling techniques are related to the non-
linear models and geographically weighted regressions but
according to the works in the field of transport modeling the best
model is the basic, which is a regression. That is because of the fact
that each of the approaches has its own strengths and weaknesses.
Difficulties arise from the collection of extensive statistical database
if it does not exist so far.

An examination of the literature and research in the field of
models for predicting the number of accidents (Accident Prediction
Models) shows that the most widely used model is of the following
form [17,18]:

1) A= boxfl ng ,
Where:

A - accidents (number of accidents per year);

X1, X — traffic flows (total number of vehicles or pedestrians
per day);

b, — parameters of the model.

It could be used with other variables characterizing the
influence of other traffic safety factors (width of the roadway,
crosswalk width, etc.). This further complicates the model and it
will not be used in this article. The coefficients by, b; and b, can be
determined by the use of relevant statistical data. Due to incomplete
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statistics for some accidents involving pedestrians the article checks
only the relevance of the above-described model in Bulgaria (using
coefficients is proposed in the works [17,18]).

4. Application of accident prediction models for
Bulgarian conditions

Accident prediction models can be used to determine the
possibility of change in the number of accidents involving a motor
vehicle, pedestrians, also the level of accidents for each street and to
change the organization of the movement. It could be used for
variables characterizing the influence of other factors on traffic
safety too.

This paper examines two variants of accident prediction models.
For each of the models coefficients proposed by New Zealand
authors were selected to check their adequacy for Bulgarian
conditions.

Based on the volume data streams of vehicles, pedestrians, and
data on the characteristics of the accident the adequacy of the
above-described model was examined (expression 1) for the

conditions in the country.
W q

The daily volume of the
traffic flows of vehicles
and pedestrians were taken
from the Sofia
Municipality and enriched
by observations (counts)
and use of the method
described in works [17,
18]. Due to the limited
volume of statistical data
on the investigated types of
4 accidents (complete data,
but only for the vyears
2009-2012) it was decided
coefficients obtained in
[17, 18] to be used. The applicability (the relevance) of the models
was reviewed and verified for the following types of accidents:
Model 1: An accident between a road vehicle that is making right
turn and pedestrian crossing the intersection (Fig. 1). The type of
the model for this type of collision is as follows:

>

.
|\Tv

Fig. 1 Road accident between vehicle that makes right
turn and pedestrian

(2) A, =0.0000548*3+3pP =127
Where:

qy - daily flow of right cornering vehicles for one direction;
p; - daily flow of pedestrians in the same direction.

The number of actually admitted and registered by the Police
and the State Automobile Inspection (SAI) estimated number of
accidents and incidents, obtained by the expression 2, distributed in
intervals in accordance with the daily flow of pedestrians are
compared in Figure 2.

Correlation between actual and estimated number of accidents
in model 1 is shown in Figure 2.

14

12

10

8 m Statistical Data

m Predicted Data
(Estimated number)

0-68 68-80 80-170  170-2450

Fig. 2 Accident Prediction Model 1




Model 2: An accident with a transport vehicle and a pedestrian
on a walkway (Fig. 3): The type of the model for this type of
collision is as follows:

(3) A, =0.00003064;>-6°84p9-2041,

Where:

g,- daily flow from
motor vehicles;

p, - crossing pedestrians.

Figure 4 compares the
number of actually admitted
and registered by the Police
and the SAI accidents and the
estimated number of
accidents (obtained by the
expression 3) distributed in
intervals in accordance with
the daily flow of pedestrians.

Fig. 3 Road accident between vehicle and
pedestrian on a pedestrian crossing

Studies show that both
models
work well
and can be
used to
solve
practical
problems
of safety
in
Bulgarian
conditions
The
exception
is the prediction of the number of accidents involving large volumes
of vehicle and pedestrian flows. This fact suggests further research
and determination of the coefficients of the models based on more
complete statistical data on the number and characteristics of the
admitted accidents.

W Statistical Data

m Predicted Data
(Estimated number)

0-275

275-680 680-1550 1550-6500

Fig. 4 Accident Prediction Model 2

Based on the analysis the following main conclusions can be
formulated. First - the analysis of the models found that they
generally work well and can be used to predict the safety of vehicles
and pedestrians in Bulgaria. Taking into account the safety of this
type of road users the following recommendations can be given:
development of guidelines to assist local governments in the
successful planning and implementation of programs for traffic
safety; updating the regulatory framework regarding the terms and
conditions of the road; development of programs with concrete
measures to improve the organization of the movement. Models for
predicting accidents could be used as a basis for helping to reduce
accidents involving pedestrians by providing data at what traffic
density a number of incidents will occur and how they should be
avoided or sufficiently reduced.

5. Conclusion

The forms and types of accident models vary considerably.
Individual types of models (e.g. different types of models for each
intersection) are of great interest but do not lead to the production of
significantly improved model for each accident than the so called
‘all accidents model' (basic model). Furthermore, the basic model
has proven its stability over the years and enjoys the confidence to
predict future levels of safety. The experience in the studies of road
accidents shows that they are due to a combination of the following
factors: highway geometry, driver and vehicle characteristics and
the environment. Accidents are typically caused by an interaction of
more than two of these factors. The proposed models can be
successfully used in decision making to improve traffic safety in the
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cities of Bulgaria where it is necessary to estimate the potential
number of accidents that could be expected at a given workload of
the respective intersection.
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Abstract: Within the transport process there is continuous interaction between the three main factors: behaviour of road users,
infrastructure conditions and characteristics and vehicles. As a matter of fact, the aforementioned factors are key sources of causes for

traffic accidents.

The purpose of the present article is to propose such a road traffic organization that would reduce congestions, minimize the number of
road accidents and the risk to health and life and would enhance safety. In this context certain characteristics of a specific road section in
Bulgaria will be examined. Furthermore measures for improving traffic conditions and safety will be defined.

Keywords: TRAFFIC ACCIDENTS, ROAD TRANSPORT SAFETY, VEHICLE, TRAFFIC

1. Introduction

Road accidents lead to huge social and economic losses for
society. They are becoming a serious problem for the Bulgarian
health, since they have a direct impact on mortality and morbidity.

The traffic process is a continuous interaction between the three
main factors: behavior of road users, safety of road infrastructure
conditions and characteristics and vehicles. An important indicator
also participates in the interaction - pre-medical and specialized
medical care. Equal attention should be paid to the improvement of
each of these factors by developing goals and programs related to a
higher level of safety.

Because of the mentioned above, the following study is related
to measures that would help to: reduce congestion in a chosen area,
minimize the number of road accidents, reduce the risk, prevent
traffic accidents and enhance safety. For the purposes of the study
and monitoring of infrastructure impact on traffic safety, the
following are selected: an intersection and a road area with a high
concentration of accidents. The activities that form the safe
behavior of road users, better construction and maintenance of road
infrastructure, lower traffic conflicts and ensure participants’
protection are of a particular concern.

2. Key factors affecting road traffic safety and the
choice of road section

2.1 Overview of the main factors affecting traffic
safety

Traffic safety depends on the failure-free operation of all the
elements in the ‘Driver - Vehicle - Road — Environment® System,
hereinafter DVR system. The system’s reliability depends on the
perfection of its individual elements, which can be represented by
the equation of the reliable operation of the system (1):

(1) Povgr =Pp-R/ -Pr ,
Where:

Pp - probability of a reliable operation of the driver;
R, - probability of a reliable operation of the vehicle;
Pr - probability of a reliable operation of the road.

One of the main objectives is to study the influence of typical
factors related to traffic safety. The most important and responsible
element of the DVR system is the driver. His psycho-physiological
capabilities are insufficiently studied and hard to maintain.
Therefore the reliability of the driver can be assessed indicatively
and this element appears to be the weakest in the system. According
to formula (1), reducing the probability of a reliable operation of
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one of the three elements of the DVR system, safety deteriorates
sharply and causes traffic safety problems, i.e. it leads to emergency
situations that most often end with accidents.

The solution to the traffic safety problems, based on the
systematic approach that takes into account the interactions and
relationships of all elements in the DVR system, is shown in
formula (2). The probability of an accident is presented as a
function of factors, depending on the driver - D, vehicle condition -
V, road conditions - R, traffic movement - TM and random factors -
RF:

(2) Pga = f(D,V,R,TM,RF)

The results of various studies on the factors above associated
with accidents in several European countries are shown in papers
[1, 6]. According to the data provided in these studies, it appears
that the human factor is decisive in 68% of the accidents. When
taking into account accidents in which the human factor is
combined with other factors that are considered to have contributed
for the accident, this rate reaches 91.5%. The human factor becomes
even more important for reliable operation of the DVR system, if it
is subjected to alcohol and drug influence. Research in Norway [3]
shows the relative risk of a participation in an accident when drivers
are with different levels of alcohol in their blood (grade of
intoxication). The relative risk of participation into an accident
increases in non-linear relationship with an increase in alcohol
intoxication.

Different studies show that the biggest accident rate is in the
highway and after that on secondary and tertiary roads. The traffic
condition is presented by the characteristics intensity and speed.
Accidents increase to about 80%, when the traffic intensity is
increased from 10 to 100%. The proportion of people killed also
increases by approximately 25 %, which means that an increase in
intensity (especially when it gets close to the throughput of the
road) raises driver's discipline, reduces the speed and hence leads to
lighter consequences of accidents. Furthermore, streets with greater
intensity are with better driving conditions. The rate of accidents in
highways is the highest due to the high intensity and dissipation
speed. Variance of speed has the most significant impact on traffic
safety compared to the average velocity of the flow. Deviation from
the average speed for the section leads to more interaction between
vehicles and a greater likelihood of accidents. Drivers who move at
a speed considerably lower or higher than the average speed of the
traffic flow participate more often in accidents than those who stick
to the average speed. Data for a tolerance of 50% of the average
velocity of the flow (50 km/h) is given in [2, 7]. Surprisingly, the
results show that the deviations from the average speed is the main
reason for the accidents, not the level of speed. The highest velocity
(speed limit) to pass through the turn without sideslip, provided that
the driver did not slow down and/or accelerate the vehicle can be
calculated by the expression:



3) V =/gR(p+tga) /(L gtga), km/h

Where:

R - turning radius;

a — transverse slope of the road;

g — acceleration of gravity;

@ - coefficient of adhesion in the transverse direction.

Taking into account all the factors that influence the number of
road accidents, it can be said that they are the same for Bulgarian
conditions, but it is necessary to pay attention to the statistics in
terms of the specific conditions of the chosen road section.

With regard to Bulgarian conditions as a result of road accidents
601 people were killed and 8193 were injured on Bulgarian roads in
2012. There is a decrease of 56 killed and 108 injured compared to
2011. The reduction of the victims for the two years (2012 and
2011) compared to 2010, which is the base - 156 (20.6%), shows a
significantly faster rate of decrement of the number of victims
compared to the national strategy objectives for improving road
safety in Bulgaria [5]. The implementation of targets for the
reduction of road casualties in Bulgaria by 50% until 2020 [4]
continues, paying close attention to the priorities set in the national
and regional strategies and action programs related to active and
passive safety.

2.2 Characteristics of the chosen road section

The causes of road accidents can be divided into two groups:
subjective - related to human behavior, as a participant in the
movement; objective - related to the imperfection of the traffic
conditions and vehicles. The aim of this article is to analyze
accidents in a chosen road section and to identify the most common
reasons for their occurrence. The following main tasks are settled:
identifying the object and scope of the study on various indicators
of registered accidents; collection and processing of data from the
records of accidents; identifying the methodology for processing
data; statistical treatment of the data; analysis of the results
obtained; conclusions and recommendations for improving traffic
conditions and traffic safety.

The 'Pernik - Vladaia' road section is selected for the study,
because it is part of the national road network in Bulgaria. The
importance of the road section is defined by its affiliation to class
road I-1, which is part of the national road network and important
thoroughfare in the country. It is also a key link between the two
neighboring countries: Romania and Greece. National Road I-1 is
the westernmost of first class roads and connects the city of Vidin
with the border checkpoint Kulata - Promachon, passing through
Sofia. Its total length is 453.8 km. The road is part of the European
route E79 - Oradea - Craiova — Vidin - Sofia - Thessaloniki. The
concerned section starts from the 'Dragichevo’ junction and ends up
in the 'Vladaia' checkpoint. The section has a total length of 8.3 km.
Daily thousands of cars, buses and trucks pass through it. The road
surface is worn and not in a good condition. There are many bumps
and holes that hinder the movement of vehicles and are a
prerequisite for serious accidents. The number of accidents is
extremely high and most likely the road is one of the busiest and
most dangerous in the country. Traffic jams that occur because of
the two-lane road pass 'Vladaia' are a routine.

According to the Bulgarian Road Infrastructure Agency the
condition of the road surface of the section at the end of 2012 is
acceptable. Cosmetic repairs associated with partial adjustments do
not lead to a qualitative improvement of the road surface condition,
as in the most cases increase roughness. There is a presence of
longitudinal and mesh cracks, local subsidence and damages. The
objective economic conditions in the country, the economic crisis,
the closure of almost all industries in Pernik, led to rising
unemployment in the city. The capital - Sofia, is a good alternative
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for searching and finding a job for many people living close to it. A
significant part of the workforce in Sofia uses railways but there is
also significant travel by private cars or public transport, using this
road section. Travelers to Sofia are around 30 000 to 40 000 people.
The movement is as follows: workers - 67 %, employees - 21 %,
unemployed - 2 %, entrepreneurs — 6 % and others - 4%.

In this sense, the 'Pernik - Vladaia' road section is not only a
part of the transport artery of the country and a mean for
improvement of the functioning of the transport links, but also the
impetus for socio-economic development of the region. The
commissioning of the 'Lyulin' highway significantly relieved the
traffic intensity (Tab. 1), but the section still remains extremely
busy. One reason is the steady increase in the number of vehicles.

Years 2008 2009 2010 2011 2012
Traffic intensity
vehicles/day 28000 20000  |29000  |18000 |18000

Tab. 1 Traffic intensity per vear in the chosen section

According to the 'traffic police’, traffic over the years has
doubled. The 'Lyulin' highway takes at least half of the potential
traffic at the 'Pernik - Vladaia' section and almost 100 % of that of
heavy vehicles. Traffic load reaches 90 % of the throughput of the
road section and a pronounced unevenness in the morning and
evening hours of the day. The flow is directed to the capital - in the
morning and to Pernik — in the evening. Results obtained from the
traffic counts show that the highest load is in the intervals 6:30 a.m.
to 8:30 am and 4:30 to 6:30 pm, which is why they are defined as
peak. An average daily traffic volume of 18 000 vehicles shows that
3 000 cars have passed through the terminal from which the
observation was made during the peak hours. In some parts of the
road section, where the traffic is one-way, separation of traffic
flows is made in two-way traffic through road cones, which
facilitates the movement.

An essential traffic characteristic is speed. Speed is limited
primarily in conflict points between vehicles or between vehicles
and pedestrians, as well as in areas with minimum turning radius
according to weather conditions (respectively the coefficient of
adhesion).

Parameters of the road that affect the speed driving mode are
horizontal curves with their characteristic radii and the condition of
the road surface (dry, wet and icy where the adhesion coefficients
are 0.7,0.2 and 0.4).

Drainage facilities in the greater part of the region are missing.
Due to roadside vegetation, which varies seasonally, the visibility is
limited. There is discrepancy between the actual road markings and
visibility when cornering at the observed section. Some parts of the
section are narrower than others. Speed limitation is made through
road signs and artificial obstacles.

In the present road section there are three pedestrian crossings.
Two of them are well signalized and marked with road signs. It
should be noted that the third, except lane markings, does not have
any other indicators. There are two well signalized intersections in
the chosen section. Speed is limited to 40 km/h at the intersections.
Speed limitation is 50 km/h in areas with high risk. Almost all of
the remaining parts of the section have a limit of 60 km/h. These
restrictions are aimed at reducing the number and severity of
accidents, but they also reduce effectiveness of the transportation
process, due to the lower average speed for the whole section,
which is about 50 km/h. This leads to the formation of traffic jams
in rush hours throughout the day. Continuous prohibitions for
overtaking with the help of road signs lead to a strong variation in
speed compared to the average speed of the site or the limited one.
There are significant variations in velocity - from under 30% to
over 110% at the section. The critical radiuses of the road curve are
2 and they cover about 800 meters of the road section or about 9.6
% of it. Longitudinal slopes uphill and downhill are negligible (less
than 3%) and they do not affect significantly the speed mode. The



vertical signalization is acceptable - there are about 70 signs. Limits
are signposted by road signs B26 and B24.

3. Analysis of traffic safety

Relative objective indicators to assess the status of road safety
are weight factor of the consequences (severity coefficient) and
mortality rate of the accident (fatality coefficient).

The weight factor is determined by the expression:

The mortality rate is determined by the expression:

Nt
OLYE ,
Ng +0;

Where:

n¢ - number of casualties (fatal) in a road accident;

n; - number of casualties (injured) in road accidents;
n - number of the registered serious road accidents.

3.1 Road conditions in the 'Pernik - Vladaia'
section
A summarized data for accidents in the 'Pernik - Vladaia'

section is given in tab. 2 for the 2008 - 2012 period. Coefficients K;
and Ky have the highest values in 2011:

Year Traffic Accidents|Killed Injured K Ky
2008 64 0 5 1.25 0
2009 48 0 3 1 0
2010 40 1 2 15 0.3
2011 36 2 3 1.67 0.4
2012 20 0 2 0.67 0
Total 208 3 15 1,22 0,14

Tab. 2 Accidents in the section "Pernik - Vladaia" (Aggregated data)

The distributions and estimations of road accidents are
presented in tables 3, 4, 5 and 6, depending on the weather
conditions, the condition of the road surface, the brightness of the
place of accident and visibility of the road and its infrastructure.

Year Clear Cloudy |Rain Drench |Snowfall
2008 £} 15 6 g 4
2008 23 16 6 - 3
2010 25 10 5 - -
2011 19 9 - 4 4
2012 15 - 5 — —

Tab. 3 Distribution of accidents according to the weather condition

Snowfall

Year Dry Wet (taken Aud
measures)

2008 35 27 1 1

2008 33 14 1 -

2010 30 10 -

201 28 g - -

2012 15 5 - -

Tab. 4 Distribution of accidents depending on the road
surface condition

Artificial

Year Daylight Twilight lighting Dark
2008 42 6 13 3
2009 39 5 3 1
2010 27 i i 1
2011 21 4 6§ 5
2012 10 5 2 3

Tab. 5 Distribution of accidents according to the brightness of
the place of accident
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Year Excellent Good Poor Unsatist
actory

2008 3 37 18 4

2009 1 31 15 1

2010 - 27 12 1

2011 15 13 4 4

2012 7 9 2 2

Tab. 6. Distribution of accidents according to the visibility of
the road and its infrastructure

Most accidents occur in normal weather conditions: in clear
weather - 113 or 54% (Tab. 3), dry roads - 141 or 68% (Tab. 4) and
good visibility - 117 or 56% (Tab. 5). For the period between 2008
and 2012, there is no data for the passing vehicles and their
distribution along the entire length of the road.

It can be assumed with sufficient accuracy that along the road
traffic volume was not large and in the variable range. Under these
conditions, the density of accidents for the mentioned period for the
individual sections can be calculated using the equation:

4) Kdg % number of road accidents per km.

From Tab. 2 the density of accidents for the period was 25
accidents/km.

3.2 Analysis of traffic conditions and safety of road
section with a high concentration of accidents - 1-1B

Terms and criteria for identifying and securing areas with a
concentration of road traffic accidents (RTA) and categorizing the
safety of roads (road infrastructure), open to the public, are
regulated by Ordinance Ne 5 of the Ministry of Interior of the
Republic of Bulgaria from 2003.

In the present 'Pernik - Vladaia' road section there is an area
with high concentration of accidents (black spot), which is the
intersection of Rudartsi. The identification number of the section is
I-1B, with length of 300 m. The relative indicator of accident rate
U, (column 5 of tab. 7), according to the ordinance is given by:

Z-10°
T-Q-L

B) U, = , humber of road accidents/ 1 min. vehicle km,

Where:

Z - number of accidents, occurring in researched road section
for one period,;

Q - average daily traffic volume for the same period of time
(vehicles per day);

L — length of the road section (km);

T — number of days in which Z number of accidents have
occurred, i.e. T = 365.

The severity of accidents occurring in the Rudartsi intersection
(column 6, tab. 7) is defined as the ratio between the number of
those who have been killed and/or injured and the total number of
accidents.

Severity

Year |7 \gitiea |byured |Ur of
accidents .

accidents
2008 34 0 3 11,089 0,059
2009 27 0 2 4.251 0.074
2010 29 1 0 6,621 0.034
2011 22 0 1 4.18 0.04
2012 11 0 1 3.15 0.09
Total 123 1 7 5,86 0,06

Tab.7 Aggregated data on accidents in site I-18

The distributions and estimations of accidents in site 1-B are
presented in tab. 8, 9, 10 and 11, depending on the weather and road



surface conditions, the brightness of the place of accidents and
visibility of the road and its accessories.

Year Rain
2008
2009
2010
2011
2012

Clear Cloudy
34 7
13 11
19 7
13 7
Q —

Drench Snowfall

=1 |- ==
|
T =11 [t=]r—=

Tab. 8 Distribution of accidents according to the weather condition

Snowfall
Year Dry Wet (taken Mud
measures)
2008 23 9 1 1
2009 18 g 1 -
2010 24 5 - -
2011 16 6 - -
2012 9 2 - -

Tab. 9 Distribution of accidents depending on the road
surface condition

Year  |Daylight |Twilight ["00¢al Ipo
lighting

2008 |23 3 7 1

B ES 1 1 _

2010 |23 1 s -

2011 16 1 4 1

2012 s 3 2 -

Tab. 10 Distribution of accidents according to the
brightness of the place of accident

Year Excellent |Good Poor Unsatisfactory
2008 - 26 g -
2008 - 21 6 -
2010 - 23 ] -
2011 11 9 - 2
2012 5 5 - 1

Tab. 11 Distribution of accidents according to the visibility of
the road and its infrastructure

Most accidents occur in clear weather - 88 or 72% (Tab. 8), on
dry roads - 90 or 73% (Tab. 9) and good visibility - 84 or 68% (Tab.
11).

The most of the accidents occur during the periods of most
active movement during the day, i.e. with the highest traffic
volume. There is a rise in accidents due to poor perception of the
movement and the road from drivers in the darkest part of the day.
Drivers underestimate the situation and risk more than in conditions
of poor visibility. The same applies to traffic movement on dry
roads. Drivers are more careful and cautious on wet and snow-
covered roads. Approximately 90 % of the accidents occur on
straight horizontal sections. The obvious reason here is the absence
of fast lane.

The most common accidents in the area are a consequence of
driver's fault and are 'crashes with a moving vehicle ahead' and
‘collisions between vehicles'. There is no practice in indicating poor
road and weather conditions in Traffic Police' reports as a reason
for an accident, although one of the accident causes is loss of
control due to attempt of the driver to avoid bumps and holes in the
lane. Most often the main reason related to road accidents is
speeding, which does not allow the driver to avoid the collision.
Other reasons include failure to comply with the necessary distance,
which is a prerequisite for avoiding accidents or withdrawal of
advantage. A small percentage of accidents are caused by
inexperienced drivers or due to technical fault in the vehicle.
Information processing allows a pooled analysis of the road section
characteristics, contributing to the accident realization, to be made.
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4. Activities for improvement of road conditions
and safety

Based on the analysis, carried out in surveys and taking into
account the objective and subjective factors the following measures
can be identified to improve road conditions and safety in Bulgaria:

- by the supervisory authorities of 'Traffic Police: making
arrangements for the exercise of active control, use of new tools for
operational monitoring of traffic and the behavior of road users;
increased control over compliance with the speed; zero tolerance for
drivers engaged in serious violations of the Law of Road Traffic;

- by road users: learning the techniques and skills to control
vehicles in complex traffic conditions, introduction to the benefits
of timely information on the state of the road and the traffic
conditions; targeted set of measures for younger and older drivers
(over 65), introduction to the benefits of active and passive safety;

- from the bodies of administrative management (municipal and
regional governments): to draw attention to the maintenance of
markings and lanes; strict control over companies concerned with
the excavation of roadways for maintenance and quality control of
pavement reconstruction, continuous information on the Internet
about the current status of road conditions and traffic in the area,
construction of information equipment for speed registration and
visualization of violations for places with high concentration of
accidents. It is necessary that the road sections meet modern
requirements for quality infrastructure.

5. Conclusion

The serious deficiencies in the training and qualification of
drivers lead to increased number of accidents due to speeding and
inability to respond quickly and adequately in distressed situations.
The low road culture of the majority of road users violating traffic
rules, poor state control and unsatisfactory road infrastructure
conditions lead to the occurrence of accidents, which are enormous
material and personal loss for society. It is necessary to identify
priority areas in which traffic safety organizations to work. An
interaction between state institutions is necessary to improve road
safety at national, regional and municipal level.
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1. Introduction

Factors influencing sea environment could be formally
divided into 2 groups:
influencing sea waters and influencing atmosphere.

All the wastes from fishing crafts sent to sea waters directly
or indirectly, intentionally or unintentionally can be included in
group 1. The quantity and type of these wastes depend on many
factors, such as:

- technical equipment,

- size of the craft,

- craft equipment with fishing devices,

- craft equipment with accommodation equipment,
- crew members number,

- pro-ecological education of the crew

Following the subject of the paper the hazards analysis for
the environment as a result of oils disposal on cutters and fishing
boats has been presented.

2. Hazards associated with lubricating oils

Engine lubricating oils pollute the environment while being
produced and on every level of their usage: being transported to
the users, being stored, during engine operation and during their
disposal and recycling after their time of operation. Each of the
mentioned levels presents different type of hazard and depends
on the following factors:

- possibility of the recycling of oil wastes or the used oil,

- working conditions of the device in the diesel engine,

- chemical compound of the oil,

- possibility of the oil biodegradation,

- way of using the oils

Working conditions of the engine oil determine its
consumption and quality (temperature influences the intensity of
physic-chemical processes mainly, e.g. oxidation.)

Chemical compound of oil is a decisive factor for the
environment and it also determines the most ecological and
economical way of oil recycling.

The level of toxicity is different and it depends on the
components structure, yet they are generally hazardous to soil
and water.

There are installed engines of total power 31827 kW [7,8] on
cutters and fishing boats on the west Pomeranian Sea fishing
fleet.

It is estimated that the quantity of the required lubricating oil
during normal operation of engines amounts from 0,3- 0,5 kg of
oil/engine power in kW.

Considering the fact that there are old generation engines on
cutters and fishing boats, their operating consumption should be
estimated for 5g of oil/lkWh. For new generation engines the
consumption of oil is about 3g/kWh.

The consumption of oil in the fishing float can be calculated
according to the algorithm:
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C=(3o0r5) P UP FD 24 10° [ton]
Where :

C — Consumption of lubricating oils in fishing fleet

P — Total power of the installed engines on fishing
crafts

UP —Simultaneity coefficient of the used power for
the installed engines
UP =} used power during fishing days /total

installed power
FD — Number of fishing days

3. Hazards
atmosphere.

associated with emission to

Quality, composition and physic-chemical properties of the
engine oil are an important operating factor of the engine which
may influence highly the composition and level of toxic
emissions being created during the engine operation process. Oil
influence on the m/a factors is a complex phenomena and not
totally known. The research was done by Manni, Flori and
Gommellini [4,5].

Toxic components emission is connected strictly with oil
consumption by the engine. The relation of cause and effect
between the intensity of oil consumption and the level of toxic
compounds emission has been described in publications [2,3]. It
refers mainly to hydrocarbons (PAH as well) and diesel
particulate filters.

The increased consumption of the engine oil is connected
with many processes inside the cylinder and their effects, such
as: [1]

- Scraping oil by a set of rings to the combustion

chamber.

- Increased and thicker oil layer remaining on the
cylinder after piston movement and average
temperature rise of this layer.

- Absorption and desorption processes of fuel vapours
and oil.

- Adsorption by soot (or other particles) of fuel vapours.

- The increase of vaporized oil because of cavitation

The main influence on the harmful factors emission coming
from lubricating oils to atmosphere is caused by technical
equipment such as:

- Type of the oil used,
- Engine construction
- Technical condition of the engine

From 50 % to 70 % of the used oil is emitted to the
atmosphere. Having in mind the m/a data it is possible to
calculate the quantity of toxic substances emitted to atmosphere
(E) from lubricating oils of fishing boats engines, applying the
given below algorithms.



E=(30r5) 05P UP FD 24107 [ton]
Where :

E — quantity of harmful substances emitted to atmosphere
from lubricating oils

P — Total power of the installed engines on fishing crafts

UP — Simultaneity coefficient of the used power for the
installed engines
UP = Y used power during fishing days /total

installed power

FD — Number of fishing days

Taking into consideration the received calculated values of
toxic substances emissions from lubricated oils used by fishing
fleet to atmosphere, it should be noted that the quantities are
frighteningly huge, despite the fact that they are calculated as
minimal ones and they can be higher practically. The errors in
real calculations come from difficulties of coefficients practical
determination for calculated algorithms and that is why the
received calculated coefficients could be regarded quite
optimistic. Due to their peculiar toxicity, atmosphere pollution
coming from this source is extremely high. The quantity of
emission depends strictly on annual average number of engines
working hours.

It is worth-noticing that for new generation engines
calculated average toxic substances emission from lubricating
oils is more than twice lower in comparison with the old engines
emission.

Oils coming from kerosene or esters which lost their
operating properties and cannot be applied for their primary
purposes any longer are considered the used ones, as well as oil —
water mixtures.

According to Polish ecological law, the used oils are

recognized as hazardous.

Fishing boats engine operation is the source of the used oil

“production”. The used oil can enter sea waters because there
aren’t any recycling devices for the used oils on fishing boats and
there isn’t any system for their disposal/collection in ports or
fishing berths. Due to outdated engine construction and their
sealing systems, we may say that the used oil as leakages enters
bilges and it is next pumped out to sea waters. There are no oil
separators because of the size and complexity of their
installations. It is estimated that leakages amount up to 10% of
the used oil. Fishing boats leakages could be regarded as simple
drop to sea waters.
“The drop” with reference to toxic substances or outflows
containing such substances means any, without any reason,
discharge, removal, spillage, leakage, pumping out, emission or
emptying.

The quantity of used oils coming to bilges as leakages is the
function of engine working hours and their technical condition.
The quantity of used oils coming to bilges as leakages on boats
(B) can be determined according to the algorithm:

B=(3or5) 0.1P UP DP 24 107 [ton]
Where:

B — Quantity of lubricating oils leakages
P — Total power of the installed engines on fishing
crafts

UP -Simultaneity coefficient of the used power for the
installed engines
UP = Y used power during fishing days /total

installed power
FD — Number of fishing days

It can be noticed that hundreds tons of oils coming from
engines operation on fishing boats and cutters can enter sea
waters. Such quantity of harmful substances coming into sea
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waters influences biological life development there very badly -
because:

- It limits light access for the development of zoo and
phytoplankton due to creation of oil film on the water
surface.

- Living organisms, fish and zooplankton absorb harmful
substances from lubricating oils (PAH).

- The quality of fish food gets worse (zoo and
phytoplankton) with toxic chemical substances and
leads to limited reproduction of fishes.

- Seaside areas get less attractive for tourists.

4. Hazards associated with hydraulic devices

West Pomeranian Sea fishing fleet crafts use hydraulic
fishing devices —hydraulic winches. Hydraulic oils used in their
hydraulic systems are a potential pollutant for the Baltic Sea.
Hydraulic oil high working pressure, lots of load and often
overload of hydraulic winches, outdated construction and the age
of the devices are the reason of frequent pipeline, hydraulic joints
or seals breaks leading to hydraulic oils leakages to bilges in the
boats. The oil is a potential “drop”, similarly as the used oil or
the oil from operating engine leakages.

Having in mind the specific hydraulic systems described
above, probability of the hydraulic system breakdown resulting
in oil leakage can be estimated as 0.25. There is about 150 | of
hydraulic oil on average in hydraulic systems of fishing boats and
cutters. The average oil leakage quantity from the system due to a
breakdown amounts to about 10% of the used oil volume in the
hydraulic system. The quantity of the hydraulic oil used on
fishing boats can be determined according to the algorithm:

CHO=0.25'0.1'N - C HW ' FD/365 [litres]
Where:

CHO - consumption of hydraulic oil by west Pomeranian
Sea fishing fleet

HW - simultaneity coefficient of the hydraulic winches
used
HW = % crafts using hydraulic winches during
fishing days/ total number of crafts with
hydraulic winches (205 crafts)

FD - Number of fishing days

C — Average capacity of the hydraulic system (150 L)

N — Number of crafts with hydraulic winches

Summary

In order to improve the situation and reduce the risk of
marine environment pollution, active and reactive policy of risk
management should be introduced:

- Introduction of pro —ecological education for fishing
crews.

- To modernize the fishing craft to match the eco-friendly
standard.

- Effective introduction of the best accessible technology
and the best ecological procedure.

- To modernize or exchange the propulsion engines to
meet the requirements of emissions ecological criteria. It
is extremely important to use proper constructions and
materials for different sealing in engines, in order to limit
the negative influence of lubricating oil on natural
environment. The choice of elastomers used for sealing
has to be exceptionally careful - having the working
temperature in mind and the chemical composition of the
used oils. At present, up-to-date elastomers provide
proper interaction with basic mineral oils.



- Introduction of the disposal for used oils, bilges polluted
with lubricating or hydraulic oils and the improvement of
fishing ports and berths to match the standards
determined by conventions.

- Introduction of understandable to fishing crews,
ecological procedures for each operation and emergency
procedures as well.

- Introduction of clear and effective control procedures for
wastes and their disposal management by state
administration

- The use of lubricating oils following EKO and Energy
Conserving criteria, biodegradable.

- To exchange or modernize the existing hydraulic systems
on the crafts - if applicable.
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Abstract: In view of the hazards to the environment resulting from operating fishing cutters, a proposal for energy saving and
proecological energetic systems for these vessels is presented in this paper. It also demonstrates the significance of the proecological
energetic systems, includes a review of the impact of fuel type, renewable energy sources and energy conversion methods on the degree of
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30 m. The solutions are divided into two groups according to currently available technologies and future technologies allowing for
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1. Introduction

The marine fishing industry constitute a major food supplier.
This task is performed by fishing fleets belonging to the
particular countries. The Polish fishing fleet operating at the
Baltic Sea, in 2013, comprised of 142 of the fishing cutters the
length of which equaled from 15 to 26 meters, while in 2004
there was 411 fishing cutters operated [3]. Such a considerable
decrease results mainly from the catch limits, compensations
granted to fishermen for vessels’ scrapping and from the age of
the operating fishing cutters, most of which is over 30 years old
[2,3]. The energetic systems of the Polish fishing fleet, due to the
old generations and the long operation periods of machines and
devices, are characterized by high energy consumption and
considerable environmental load [2]. Grants from the European
Fisheries Fund allow for obtaining financing only for the
replacement of engines for the main propulsion system with the
engines of newer generation with less fuel consumption, which
very frequently, does not provide an expected improvement of
the operational properties of the propulsion system [2].

The reduction of the energy consumption of the energetic
system may be obtained by a comprehensive approach to the
issue by: a development of concepts and system design, the
selection of energy saving and proecological machines and
devices, drawing up and the implementation of energy
management procedures.

When designing prospective energetic systems for the fishing
cutters, an option of using alternative fuels and renewable energy
sources should be considered, too.

Such an approach during a design process is furthermore in
compliance with the sustainable development principle, strongly
promoted in the European Union states, which consists in the
integration of ecological, economical and social goals, the IMO
requirements regarding the environmental protection and the
Code of Conduct for Responsible Fisheries developed by FAO
[5].

Aspiration to the sustainable development, in practice, requires:

- closing material cycle: raw materials — production
processes — product use — waste and impurities — after
utility raw materials,

- the reduction of energy consumption by increasing
energy efficiency [7], the use of the renewable energy
sources and the alternative fuels,

- quality promotion including, but not limited to, in terms
of product durability, the minimization of waste and the
environment protection.

This paper presents the developed conceptions of the
energetic systems for the fishing cutters of the length up to 30m,
divided into projects in which modern technologies were applied
and prospective projects including future technologies.
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2. Significance of proecological
systems

energetic

The most beneficial impact on the environment protection
may be achieved when certain actions, involving mainly the
improvement of the existing technologies and the development of
new ones, are undertaken at a design stage. The proecological
designing will, inter alia, contribute to the reduction of generated
waste and impurities, the limitation of materials’ and energy
resources’ consumption. Above all, a product, which in the
particular case is a fishing cutter, should have higher energy
efficiency and its operation should have the least effect on the
environment.

The processes of generating mechanical energy, electricity
and heat for the fishing cutters include the opportunities for
actions directed at the improvement of energy and environmental
indicators. The most significant are:

- further development of internal combustion engines,
boilers, electric generators and auxiliary devices and
control systems leading to the improvement of ship
energetic system efficiency and the reduction of the
burden on the environment,

- the wider use of alternative liquid and gas fuels, in
particular hydrogen,

- the implementation of fuel cells in connection with
hydrogen application

- the use of hybrid systems based on fuel cells and heat
engines

- the use of energy from renewable sources,

- energy use rationalization.

Certain abovementioned actions require a comment. The use
of energy from the renewable sources is strongly promoted in the
European Union member states. Not all onshore technologies,
using renewable energy sources, may be efficiently applied at
ships. One of the physical properties of the renewable energy is
its low density when compared with the conventional energy. For
instance, solar radiation is characterized by a density <1,33
kW/m2, wind by a density <3 kW/m?, while e.g. coal combustion
in a boiler is a value of 500 kW/m? [4,6,12]. This property of the
renewable energy causes that it is hard to use it at ships, in
particular at small vessels, where the space is limited.
Nonetheless, in case of bigger cutters it is worth to consider to
use photovoltaic panels installed at the roof of the superstructure.
Return to sail supporting main propulsion system may also be
intentional. The actions aiming at using the energy from the
renewable sources refer also to biofuels.

Hydrogen, the wider use of which is also postulated in
shipbuilding, is a perfect fuel in terms of the environment since
water is a product of the combustion process. In nature, hydrogen
in a free form occurs in a small amount as it combines easily with
other chemical elements. Its resources are considered to be an
infinite supply as it is a water component and together with it
circulate in a closed cycle in the nature. However, in order to
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produce hydrogen, energy is necessary. That causes that at the
current conventional fuel price level hydrogen is less attractive.
Nowadays the most of hydrogen is obtained from the
decomposition of hydrogen-rich compounds, including
hydrocarbon fossil fuels, which also involves CO, emission. If
hydrogen is intended to replace hydrocarbon fuels then its
production should be related with the use of the renewable
energy. Only with such a production method hydrogen is a clean
fuel.

Figure 1 presents a scheme showing how fuel type selection
or the renewable energy sources and the solutions regarding the
propulsion in an energetic system for a fishing cutter affect the
environment load.
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Fig.1. Impact of energy source and propulsion system configuration on
environmental load

Figure 1 contains liquid and gas fuels which may be used at
the ships. The renewable energy sources, as an alternative to the
fuels, are included given the fact that their use has the minimum
impact on the environment. In that case they are solar energy and
wind energy. The proposal to install wind engine as the least
burdensome environment may be also debatable, because in
effect its impact on the environment is comparable with a
photovoltaic cell supplying an electric motor.

Summing up, using the components listed in figure 1 leads to
the development of a propulsion system that is more
environmental friendly and energy saving, and thereby the entire
energetic system for a fishing cutter.

3. Proposed energetic system

Complex energetic systems are at the fishing cutters in
question. They consist of more technological devices of the
higher total energy demand. Therefore, a proper solution
regarding the energetic system is of particular relevance. In that
group of the energetic systems many opportunities providing
high efficiency occur. The selection of an appropriate energetic
system will depend on the specific balances of mechanical
energy, electricity and heat.

For instance, the systems with two engines for the main
propulsion system may be considered. Such a system, presented
in figure 2, is characterized by the high power availability of the
wide range of variable operational conditions. An open issue is a
power share of each engine i.e. whether to adopt two identical
engines or of diversified power. Such solutions also increase
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propulsion system redundancy. An alternative to the above may
be, presented in figure 3, an energetic system occupying less
space in the engine room with the use of a shaft generator, which
may work also as an electric motor supplied by an auxiliary
power generator set. Due to that an auxiliary or emergency
propulsion system is provided. Such system’s efficiency is
slightly lower comparing to a system with two internal
combustion engines driving the propeller by a mechanical gear.

The final selection may be determined by an engine room size
and operational issues. The said systems also include a boiler for
heat generation. It should be also mentioned about recommended
waste energy use contained mainly in the engine cooling water.

50 - maly engine
SP- auzliary enggne
W - trawl winch
KO- oil fired botler
G - electric generator
M - electric motor

AC

Fig.2. Energetic system scheme for a fishing cutter with two internal
combustion engines

50 —man engine
SP- auzil ary enging
W~ trawl wanch

KO- ail fired hatler
(5 —electric generator
M ~ electric motor

AC

Fig.3. Energetic system scheme for a fishing cutter with internal
combustion engine and shaft generator operating as engine

Particularly recommended solution regarding the energetic
system is a system corresponding to a concept of all electric ships
[1]. The proposed solution of such a system is presented in figure

®+ 5G
@_'@ . KO- oil fired hoiler
@-ur G M- electric motor

M AC - dternating current
; E G - electric generator
AC

Fig.4. All electric ship energetic system scheme

50~ main engine
W —trawl winch

As presented in the figures 2-4 it is possible to use hydraulic
drive for winches instead of the suggested electric propulsion,
however, the electric system is subsequently less effective.

4. Prospective energetic systems

It is essential that the decreasing resources of petroleum were
taken into consideration upon developing solutions regarding
prospective energetic systems for the fishing cutters and basing
their work on unconventional fuels. In the short term it will also
be possible to use natural gas since its resources are bigger than
petroleum. Whereas, in the long term, only unconventional fuels
as biofuels or hydrogen are remaining. Temporarily, it may also
be intentional to use hybrid propulsion systems based on the



conventional energetic systems in relation with the
unconventional energetic systems.

The use of hydrogen as the fuel is usually associated with
storage problems due to its specific volume which results in the
fact that its supplies require a large volume. In case of the fishing
cutters with very limited autonomy usually to 72 hours, the issue
virtually does not exist. The use of hydrogen as the fuel is
possible not only in piston internal combustion engines but also
in fuel cells constituting an electricity source.

For small vessels such as fishing cutters, low-temperature
fuel cells may be particularly useful, especially PEMFC (Proton
Exchange Membrane Fuel Cell) deemed as the most prospective
[9,11]. They are characterized by low work temperature not
exceeding 100°C, high density of generated current, short,
measured in seconds, start-up period and the possibility of fast
load changes. The efficiency of such systems is at the level of
around 40%-50% and is higher than the efficiency of internal
combustion engines of low power installed on the fishing cutters.
The difference is even more noticeable in the partial loads on
which internal combustion engines operate less economically
than on the nominal load. However, the efficiency of the cells in
that case is considerably higher. Such cells are promised to be
used extensively in the automotive industry. Apart from the
undoubted advantages presented above quite long durability
should also be mentioned for this type of cells as well as the lack
of competition for them in the ecology field.

The energetic system based on the fuel cell comprises of,
except the cell as an electricity source, an inverter converting
direct current generated in the cell into alternating current,
batteries and electric motors.

One of the advantages of the fuel cells is that water is a
byproduct of the reaction of so called hydrogen cold combustion
in the cell and therefore due to that there is no need to ensure
water supplies. Such a solution eliminates the necessity to
dedicate separate room for technical water tanks and reduces the
vessel weight. There is also an opportunity to use waste heat
from the cell cooling system.

Nevertheless, it appears to be the most realistic in the near
future to use the cells as emergency electricity source or to
supply the propulsion system during sailing at low speed in ports
or at water areas covered by restrictive regulations on exhaust
gases toxic components or noise emission. The fuel cells may be
also a very good alternative for diesel engine generator sets.
Their use in that case comes down to produce electricity only in a
limited period e.g. during maneuvers or stay at a port. They may
also be used as a local energy source for individual receivers at a
vessel.

The energetic system for the fishing cutter with the fuel cell
as an auxiliary power source is presented in figure 5 below.
While figure 6 shows the energetic system entirely based on the
fuel cell, which shall be treated as the furthest prospect for
execution.

303- main engne

W7 = taw] witich

FC fuel cell

M- electric motar

AC - dtetnding cursett

- H SG
ol 9T
Nl

i DC - direct cuerert
(- !‘ BAT- battaties
1 .
1 -
I e () - heat flme
AC 3 —electric generator

Fig.5. Energetic system scheme for fishing cutter with fuel cell as
auxiliary power source
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Fig.6. Energetic system scheme entirely based on fuel cell

Although costs regarding the energetic system solutions
based on the fuel cells are still significantly higher than the cost
of the energetic system solutions with internal combustion
engines, their development potential should be borne in mind.
Further price reduction should be expected upon cell volume
production is commenced for vehicles.

Another prospective energetic system that may be applied, in
particular at small fishing vessels using passive fishing gear, may
be the hybrid system [4], which apart from an internal
combustion engine, comprises also of the electric motor, supplied
by batteries charged from the photovoltaic cell or from the shore.

Figure 7 presents a scheme of the energetic system with a
photovoltaic panel.

B ffo

G- genetator’ motor
B0 —maih engine

BAT - batteries

PV — photovoltaic cell

supply for deck
devices

(2

CONTROL
SYSTEM

f

connection from shore

Fig.7. Scheme of hybrid system with photovoltaic cell

It is also possible to charge the batteries by the internal
combustion engine when the electric machine operates as a
generator. The propeller may be propelled by the internal
combustion engine itself, by the electric motor itself or by both
engines simultaneously. Sailing using only the electric motor,
beyond the emission limitation of harmful exhaust gas
components, has also an advantage that the energetic system does
not emit noise.

Summary

The energetic system proposals for the fishing cutters
presented in the paper are the concepts with regards to the
modern and future technologies which may be applied in the
shipbuilding, providing the reduction of energy consumption and
impact degree on the environment. In order to select the solution
for a specific vessel, the system efficiency should be determined,
demand for mechanical energy, electricity and thermal energy
should be specified on the grounds of an energy audit as well as
machines and devices should be fitted.

The energies’ demand is significantly affected by the hull
resistance which depends on it shape, by catch type and the
fishing gear related thereto. These issues are not presented in the
paper as they have no decisive impact on the energetic system
configuration. The employees of the Marine Engineering Faculty
of the Maritime University of Szczecin have conducted research
on marine energy issue for many years. An energy audit
methodology has been developed [10], energy research has been
carried out [2,3] as well as an energy audit of a number of the
fishing cutters. The possibility to use LNG as the fuel has also
been considered [8]. The research are implemented in close
cooperation with fishermen, scientific and research institutions in



Poland and abroad and with the financial support from the
European Union within the granted projects.
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Abstract: The role of international tourism in economic development of Georgia and its regions is very
large, which involves such significant tourism objects as customer-travel agents-tour operators- tourist transport
services providers. With account for interests and demands of customers, the key things here are correct planning and
operative management of such complex material-information processes, as tour formation and realization.
International Tourism is a highly effective basis for foreign currency inflows to the country. An advantageous form of
tourism export is capable of solving a number of social and economic problems for those countries, which actively

develop tourism sector

KEY WORDS : International tourism; transport services.

1. Introduction

Tourism came into everyday life of hundreds of
millions of people, and became an integral part of modern
life. Due to the rapid pace of development of tourism it is
often called a phenomenon of 20" and 21% centuries. In
2012, about 1 billion of international tourist arrivals were
recorded by World Tourism Organization (WTO) that
exceeds a similar indicator for 1950 by 40 times.
International tourism in many countries became one of the
leading sectors of the economy and the reliable source of
incomes to the budget. International Tourism is a highly
effective basis for foreign currency inflows to the country.
An advantageous form of tourism export is capable of
solving a number of social and economic problems for
those countries, which actively develop tourism sector.
The share of tourist servicing in total revenues of
international trade is about 7%, and they remain behind
just such sectors as oil products and motor-cars export.
According to international data the revenues of
international tourism are expected to be doubled during
the period of 2008-2014.

About 5 thousand companies are registered on
the World Travel Market in London. Practice shows, that
the strengthening of the role of international tourism
concerns with Georgia as well, where the development of
international tourism gathers the rapid paces.

2. Preconditions and means for resolving the
problem

of 20th century, the international tourism acquired
universal nature that resulted in formation of the world
tourism market, in which all the countries are involved.
On average 65% of international tourist travels is made to
the European countries, 20% - to USA, 15% - to other
regions. According to the World Tourism Organization,
21st century will be a tourism century. The influence of of
international tourism on the development of the country
and its regions as well, (Fig At the beginning.1)
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Fig. 1. The influence of international
tourism on the development of the country and

its regions

By tourist service cost per capita the countries are
subdivided into three groups: over $500, $150-500 and
$150 and lower (Table 1).

Average annual tourism costs per capita ($)

Table 1
Over 500 150-500 150 and lower
Kuwait Great Britain Korea
Austria Finland Iceland
Norway Canada Hungary
Switzerland Australia Ukraine
Singapore Italy Argentina
Belgium- France Rusia
Luxemburg
Denmark Japan Romania
Netherlands Czech Republik Thailand
Israel USA Turkey
Ireland Poland China
Germany Georgia
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The complex factors influencing the development
of tourism industry subdivided into two groups as follows:

1.Political, economic, socio-demographic and
cultural

2.Factors influencing tourism development and
they are often used by tourism organizations in their
activities (construction of new tourism infrastructure,
personnel development, technical modernization of
tourism facilities, and rational use of material resources,
objects and tours).

The paces of development of international tourism
over the recent 60 years, its prospective development by
2020, as well as revenues generated from international
tourism (USD) are shown in Table 2.

The paces of development of
international tourism

Table 2
Number of Foreign currency
Years Tourists inflows (USD)
1950 25 mil 2100000000
1960 69 mil 6900000000
1970 159 mil 17900000000
1980 284 mil 97 bin
1990 415 mil 230 bin
2000 698 mil 476 bin
2010 1 bil 1100 bin
2020 (fore 1,6 bil 2 trillion
cast)

With its economic-geographical location, Georgia
is one of the most distinguished countries. Despite
smallness of territory, there are combined both plain and
mountainous areas, sea and the land. Georgian resorts and
tourist destinations long ago had gained international
acceptance.

Due to beautiful nature, famous Caucasus
Mountains and unique view of the Black Sea Coast, the
number of people wishing to receive treatment in
Georgian seaside and mountain resorts grows rapidly.

Millions of people have relaxed in Georgia for
many years, and over 500 resort-tourism establishments
rendered services to them. It should be noted that
simultaneously over 120 thousand people were able to
receive treatment in our sanatoriums, boarding houses, rest
homes, holiday camps and other recreation-purpose
establishments. At present, tourism industry in Georgia is
redeveloping, so tourism is one again one of the main
source of economic revival of Georgia.

Georgia is known with resorts of universal
important in both plain and mountainous areas. There are
more than 100 well-known resorts in Georgia, some of
which have international importance, such as: Bakuriani,
Borjomi, Kobuleti, Bichvinta, Akhali Atoni, Mtsvane
Kontskhi, etc. Georgia is especially distinguished by
existence of balneotherapeutic health resorts such as
Tskhaltubo, Abastumani, Nabeglavi, Utsera, Sairme, etc.

According to recent data of National Statistics
Office of Georgia, the number of international travelers
and volume of revenues generated from them have
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increased threefold in recent four years. The main goal of
the development of international tourism in Georgia is to
create a product and promote it in Asian and European
countries. In recent five years, the number of international
tourists inflowing into the country and revenues from
international tourism has been increased considerably
(Table 3).

The number of international tourists in
Georgia and revenues from international

tourism
Table 3
The number of The volume

Years international foreign currency

tourists inflows (USD)
2009 1500 049 470 285
2010 2031717 659 245
2011 2822363 938 297
2012 4 389 256 1800 550
2013 5000 000 2 500 000

Statistical analysis of international tourists in
Georgia in 2013 has shown that the total number of
arrivals is as follows:

a)  Tourists - 1935767 arrivals (39% of total
number, growth in comparison with similar indicator of
previous year is 17,3%);

b)  Transit - 1094 159 arrivals (22% of total
number, growth in comparison with similar indicator of
previous year is 55,6%);

c) Other - 1943706 arrivals (39% of total
number, growth in comparison with similar indicator of
previous year is 14,2%).

International tourism industry grows considerably
in the regions of Georgia.

In 2013, especially large number of tourist flows
was registered at Bagrati Temple. The total number of
tourists was 120 795, including foreign travelers — 15 066.
With the number of visitors, the first quintuple consists of
the following countries: Ukraine — 3120; Israel — 2803;
Poland — 1914; Russia — 1233; Japan — 1135.

The marked interest in the Imereti region is
observed in the recent period in tourist routes as follows:

1.Kutaisi — Chiatura — Sachkhere;

2.Kutaisi — Tkibuli — Shaori;

3.Kutaisi — Tskhaltubo — Tsageri;

4. Kutaisi — Bagdati — Sairme;

5.Kutaisi — Khoni — Gordi;

6.Kutaisi — Kharagauli — Nunisi;

7.Kutaisi — Gelati;

8.Kutaisi — Sataplia Nature Reserve;

9.Kutaisi - Kumistavi Cave;

10.Bagrati Temple.

At present, under support of Shota Rustaveli
National Science Foundation, there are carried out studies
of mentioned routes and destinations, on the basis of
which there will be created the transport-visitor passports,
which will be widely available and they will undoubtedly



increase the capacities of both individual and tourist
groups to access these tourist destinations.

The Georgian Tourism Assiciation (GTA) was
founded in 2006. It represents the private tourism
companies, hotels and guest houses organization, which is
aimed to develop such significant aspects in tourism
sector, as follows:

- Successful cooperation between the tourism
companies in Georgia;

- Cooperation between private and public sector;

- Quality ~management in  tourism
industry;

- Accessibility of tourism information;

- Sustainable tourism development in Georgia.

The major business lines of the association are
incoming, domestic and outgoing tourism, conduction of
educational seminars and trainings, training of
professional guides. GTA assists to join to international
hotel booking system, dissemination of tourism
information, and lobbying, as well offers web-site
consultancy, preparing  video-materials, = marketing
support, seminars and trainings.

The Georgian Tourism Assiciation carries out
different projects, which assist to tourism development in
Georgia. Within these projects, GTA cooperates closely
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with Department of Tourism and Resorts of Georgia,
Agency of Protected Areas, International Donor
Organizations (EPF: USAID/SME; GTZ; SDC), local
partners (Elkana, GeoLand) and its member companies.

Conclusion

It is supposed that for the next fifty years, tourism
industry will be one of the real sources for generation of
new jobs in number regions of the world, including
Georgia. The humanitarian importance of international
tourism is increasing that is one of the means for
improving the living conditions for population.
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Abstract: Information systems ensure comprehensive integration of all components of management of material flows, their operative and
reliable control. Information and technical support of logistical systems is characterized not only by a combination of technical means and
character of information, but by those methods and principles, which are used for construction of them. The problems to be solved are as
follows: creation and optimization of the logistics chain links; the semi-constant ones, i.e. management of relatively constant data;
production planning; general management of resources; reserves management.
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1. Beenenne

Cpean »IIEMEHTOB JIOTUCTHYECKHUX CHCTEM Ba)KHYIO POJIb UIPaeT
«uHpopMatusy. OngHako «uWHGOPMAIS» paccMaTpUBAaeTCs B
KauecTBE 3JIEMEHTa TONbKO HA YPOBHE JIOTMCTUYECKOH CHCTEMBL
IIpu Oonee nmerampHOM mOAXOAE, «HMH(OpMAIUA» KaK 3SIEMEHT,
cama mo cebe mpeoOpazyercss B CIOXHYIO HWHPOPMAHOHHYIO
CHCTEMY, COCTOSIIYI0O M3 Pa3JIMYHBIX ITOJICHCTEM. Tak ke Kak H
mrobast apyrast moJcucTeMa, MH(GOPMAaIMOHHAs CHCTEMa JOJDKHA
COCTOSITh W3 YIOPSIOYEHHBIX B3aMMOCBSI3aHHBIX JJIEMEHTOB, a
Taloke JOJDKHA o0JanaTh HEKUM EeIMHCTBOM HWHTETPHUPOBAHHBIX
CBOMCTB.

JlekoMno3unuio HHGOPMAIMOHHBIX CHCTEM HA COCTABIIIOINIHE
JJIEMEHTHl BO3MOXKHO OCYIECTBUTh MO-pasHOMy. Yamie Bcero
HHQOpPMAIIIOHHBIE  CHCTEMBI  JENSAT Ha JBE MOACHCTEMBI:
¢yHKUMOHANBHYI0O W obecreunBaroiyto.  DyHKIMOHANIBHASL
HOJCHCTEMA COCTOUT M3 COBOKYITHOCTH PELIaeMBIX 3a/ay, KOTOPbIe
CTPYIIHMPOBAHBI 110 MPU3HAKY OOIIHOCTH Lelu. B cBoro ouepensp,
obecreunBarolas MOICUCTEMA COCTOUT U3 CJICAYIOIINX JIEMEHTOB:
TEeXHHYECKOe OO0ECIedyeHrne, T.e. COBOKYIHOCTh TEXHHYECKHX
CpPEICTB, OCYIIECTBIISFOIIIX 00paboTKy u nepenaqy
WHPOPMAIIMOHHBIX TOTOKOB; HMH(OpMamnoHHOe obecriedeHue,
BKITIOYAIOIIEE  PA3IMYHBIE  CHPABOYHHUKH,  KIACCH(UKATOPEI,
KOIU(UKATOPBI, cpeacTBa (OPMATN30BAHHOTO ONUCAHMS TaHHBIX;

MaTeMaTuyeckoe oOecreyeHne, T.€ COBOKYIHOCTb METOJIOB
penieHus GYHKIIMOHATBHBIX 3a/1a4.

2. Pe3yabTaThl U AUCKYCCHS

Jloructryeckne HWHGOPMALMOHHBIE CHCTEMBI, Kak IIPaBHIIO,
SBIISIIOTCS. ~ aBTOMATH3MPOBAaHHBIMH ~ CHCTEMaMH  YIIPaBJIICHUS
JTOTHCTUYECKUMHK MPOIIECCaMHU. B JTIOTHCTHYECKHUX
MHPOPMAIIMOHHBIX ~ CHCTEMax MaTeMaTH4ecKkoe oOecIleyeHne
NpeACTaBIsieT CO0OH COBOKYIHOCTh TMPOrpaMM U CPEACTB

MPOTPaMMHPOBaHHs, KOTOPOE OOCCHEeYMBACT pEIICHHE 3a1ad [0
YIPaBICHHUIO MaTepUaIbHBIMH MOTOKaMH, pPa3pabOTKy TEKCTOB,
IIOJIy4YEHHE CIPaBOYHOM uHpopmarmu, a TaKxKe
(hyHKIMOHMPOBAHNE TEXHHIECKAX CPEICTB.

OpraHuzanyss CBS3M MEXKIy J3JEMEHTaMH B JIOTUCTUYECKUX
HHPOPMAIIMOHHBIX CHCTEMaX MOXET 3HAYUTEIbHO OTIUYATHCSA OT
OpraHu3alyd TPAAUIHOHHBIX HH(MOPMAIUOHHBIX CHCTEM. OTO
00YCIIOBIICHO TeM, 4TO HWH(OPMAIMOHHBIC CHCTEMBI B JIOTHCTHKE
NpU3BaHBl  00ECHEeYMBATh BCECTOPOHHIOI HMHTETPALMI0  BCEX
3JIEMEHTOB YIIPABJIECHUS MaTepUalbHBIM [IOTOKOM, HX OIEPaTUBHOE
1 HaJIG)KHOE B3aMMOJCHCTBHE.

Oco00 HY)XHO OTMETUTHh TO, YTO HH(POPMAIHOHHO-TEXHHYECKOE
obecrieueHue JIOTHCTHYECKUX CHCTEM OTJINYACTCS HE
COBOKYIHOCTBIO TECXHUYCCKUX CpelCTB H XapakTepoM
HHPOPMAIIH, KOTOpasi UCIIONB3yeTCs Ui UX oOpabOTKU, a TeMHU
METOaMH U TNPHHLUIAMH, KOTOPbIE WCIOJB3YIOT M HX
MOCTPOCHUSL.
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Jloructuueckue MHGOPMALOHHbBIE CUCTEMBI MIOAPA3ZACIAIOT HA TPU
TPYTIIBL: TUIAHOBBIE; JIUCTIO3UTHBHBIE (mucneruepckue);
HCTIOJIHUTENBHEIE (OIIepaTHBHEIE).

Jloructiueckue WH(OPMAIMOHHBIE CHCTEMBI, CYIIECTBYIOIINE B
Pa3IUYHBIX TPYMIAX OTIMYAIOTCS KaK (YHKIHOHATEHBIMH, TaK H
o0ecreunBarOIIMH NOJICUCTEMaMH. OyHKIIMOHAIBHEIE
MOACHCTEMBI  OTJIMYAIOTCA ~ COCTABOM  pPEMIaeMBIX  33jad.
OO6ecneunBarone MOACUCTEMBI MOTYT OTIMYAThCS BCEMH CBOMMHU

JJICMCHTaMHU, T.C. TCXHUYCCKHUM, I/IH(I)OpMaI_II/IOHHBIM n
MaTeMaTHYECKUM 00ECIICUCHUEM.
[InanoBeie I/IH(i)OpMaL[I/IOHHBIe CUCTCMBI CO31ar0TCsA Ha

AIMUHUCTPATHBHOM YPOBHE YIIPaBICHHUS M HCIOJIB3YIOTCS IS
HOJyYEeHHs JIOJTOCPOYHBIX PEUICEHHH CTPAaTerHYecKOro XapakTepa.
Pemrennio  mojmiexxart — cleAylolMe  3ajadd:  CO3JaHUE |
ONTHUMHU3AIMS  3BEHBEB  JIOTUCTMYECKOW  IIENMH;  YCJIOBHO-
HOCTOSIHHBIE, T.C. YNPABICHHE CPABHUTENBHO MOCTOSHHBIMH
JaHHBIMH; IUIAHMPOBAaHWE IIPOU3BOJACTBA; oOOIIee ympaBieHHe
pecypcamu; yrpaBieHHe pe3epBaMu, U APYrHe 3a/1auH.
JlucriosutiBHBlE HMH()OpPMALIOHHBIE CHUCTEMBl CO3JAlOTCS Ha
YPOBHE YIPABICHUS CKIAJOM MM LEXOM W HCHOJIB3YIOTCS IS
obecriedeHHs] OTIaKEHHOW PabOThI JIOTHCTHYECKUX CHUCTEM. 3JIeCh
MOT'YT pelIanThesl CIEAYIOUIMEe 3aJadyd: AETAIbHOE YIPaBICHHE
3amacaMd (IO MecTaM  CKJIaHPOBaHMA);  PACHOPSDKEHHE
BHYTPHUCKJIAACKUM (MM BHYTPHU3aBOJCKHM) TPAHCIIOPTOM; OTOOp
IPY30B IO 3aKa3aM M HX KOMIUICKTAlLlHs; Y4YET OTIPABISIEMbIX
IPY30B U JPYTHE 3a1auH.

VcnonuutensHple  WHGOPMAIMOHHBIC CHCTEMBI CO3AIOTCS HA
YPOBHE aJMHHUCTPATHBHOTO WM OIEPATUBHOIO YIPABJICHUS.
O0paboTka WH(OpMAIMK B 3TUX CHUCTEMAaX OCYIICCTBIACTCS B
TeMIe, 4YTo OOYCJOBJICHO COBPEMEHHBIMH WH()OPMAIOHHBIMH
TEXHOJIOTHAMH. Takoil pexuMm paboThl B MaciiTadax pealbHOro
BPEMEHH IMO3BOJISIET MOJy4aTh HEOOXOAMMYK HH(OpMAILHIO O
MEePEeABIKEHHH TIpy3a B TEKYIIMH MOMEHT BpPEMEHH, YTOOBI
CBOEBPEMEHHO O0ECIEYUTh COOTBETCTBYIOIIEE aJMUHUCTPATHBHOE
WIM yIpaBleHYeCKoe Bo3jelcTBHE Ha 00beKT ympasieHus. C
IOMOLIBK JTUX CUCTEM MOXKHO peuiarbh pa3JMYyHbIC 3ala4du,
CBA3aHHBIE C KOHTPOJIEM MaT€pHajibHbIX IOTOKOB, OICPATHBHBLIM

yOpaBiICHUEM  OOCIYy)XMBaHHEM MNPENIpUATHSA, YIPaBICHUEM
HEPEMEILEHUSAMU U T. 1.
Co3aHue  MHOTOYPOBHEBBIX ~ ABTOMATH3HUPOBAHHBIX  CHCTEM

YIIPABJICHHs] MATEPHAILHEIMHA TOTOKAMHU CBA3aHO C 3HAYMTEIBHBIMH
3aTpaTaMH, IJ1aBHBIM 00pa3aM B cdepe pa3zpabOTKH MPOrpaMMHOIO
obecrnieyeHus, KOTOpasi, C OJHON CTOPOHBI JOJDKHA 0OecreduBaTh
MHOTO()YHKIIHOHAJIBHOCTh  CHCTEMBI, a C JAPYrod CTOPOHBI,
BBICOKYIO CTENEHb €€ MHTErpaluu. B 5ToW CBA3M, IIpU CO3JaHUU
ABTOMATH3HUPOBAHHBIX CUCTEM YIPABICHHS B cepe JIOTUCTHKH, MBI
JOJDKHBI MCCIIEN0BATh BO3MOXHOCTh IIPUMEHEHHS OTHOCHTEIBHO
HEJOpPOroro CTaHAApTHOTO IIPOIPAMMHOTO OOECIEYeHHs C €ro
ajanranged K MeCTHbIM ycrnoBusaM. Ha ceropnsmnHmi 1eHb
CO3JAI0TCA MAKEThI JOCTATOYHO COBEPLICHHBIX MPOrpaMM, OJHAKO
UX MOXHO HPHMEHATh HE BO BCeX BHIAX HH(OPMALHOHHBIX



CHCTEM. DTO 3aBUCHUT OT YPOBHS PEIIaeMbIX 3a/1a4 [IPU yIpPaBICHUN
MaTepHaIbHBIMHU TOTOKaMHU.

B cooTBercTBUM ¢ NpHHIMIAMH CHUCTEMHOTO MOJXO0Ja, JIOOYIO
CHCTEMY MbI JOJDKHBI MCCJIEIOBATh CHa4yajga BO B3aWMOJICUCTBHHU C
BHEIITHEH CPesIoil, a 3aTeM — BHYTPU COOCTBEHHON CTPYKTYpPBL. JTOT
MIPUHIMI — IIPUHIUI IOCJIEA0BATEIFHOIO X0/4a Ha 3Tale CO3JaHus
CHCTEMBI — MBI JIOJDKHBI COOJIIO/IATh TaKkKe MPH MPOEKTHPOBAHUU
JIOTUCTUYECKUX HHPOPMAIIIOHHBIX CHCTEM.

YpoBHH B JIOTUCTUYECKHX CHCTEMaX C MO3ULUUH CHCTEMHOTO
noaxona:

IlepBblit  ypoBeHb - pabouee MeCTO, TIIE OCYLIECTBIACTCS
JIOTHCTHYECKas ONepauds IO MaTephHaJbHOMY IIOTOKY, T.C.
NepeMenIaeTcs, BBITPY)KAeTCs, YMAKOBBIBACTCS W T.JA. TIPy30Bas
eIMHUIIA, AeTajb WIN JI000H ApPYrod ’JieMEeHT  MaTepUabHOI0
HOTOKA.

Bropoii ypoBeHb — B yuacTke, LieXe WM CKIaje, TJe MPOUCXOIUT
HpolecC TPAaHCIOPTHPOBKH IPy3a, pacroiararoTcsi pabodne MecTa.
Tperuii ypoBeHb — B 1L€JOM, CHCT€Ma TPAaHCHOPTHUPOBKU U
MepeMenIeHus, KOTOpas BKJIIOYaeT [eNnb COOBITHH, HavYaIoM
KOTOPOTO MOKHO CYHTATh MOMEHT BBITPY3KHU CBHIPhS IMOCTABIIUKOM.
Ora 1ens 3aBepIIaeTcs Mpu JAOCTAaBKE TOTOBBIX M3AEIHN Ha MECTO

noTpeOeHus.
B mnaHoBOil MHGOPMAMOHHOW CHCTEME pEIIAOTCsA 3aadH,
CBS3BIBAIOIIME  JIOTHCTHUUYECKYID  CHCTEMY C  COBOKYIIHBIM

MaTepHalbHBIM IOTOKOM. [IpHM 3TOM OCYILIECTBISIETCS CKBO3HOE
IUIAHUPOBAaHNE B IENH «COBIT-TIPOM3BOACTBO-CHAOXKEHHE», UYTO
MO3BOJISIET CO3/laHME OPHEHTHPOBAHHONW HAa MOTPEOHOCTH PHIHKA
3¢ eKTHBHONH CHCTEMBI OpraHM3aldH IIPOM3BOJICTBA C BBIIAUCH
HEOOXOJUMBIX TPeOOBaHMII B CHCTEMY MaTe€pUalbHO-TEXHIIECKOTO
obecriedeHusl NPEANPUATHS. ODTHM IUIAHOBBIE CHCTEMBI Kak OBl
«MOAKIIOYAIOTCS» K BHEIIHEH Cpefie B JIOTHCTUYECKOH cucTemMe, B
COBOKYITHBIH MaTepHalbHbIH MTOTOK.

B cooTBeTCTBMM ¢ KOHIENIMEH JOTUCTHKH, HH(pOPMaIMOHHEIE
CHCTEMBI, KOTOpBIE OTHOCATCS K pa3iUIHBIM  TPYIIaM,
UHTETPUPYIOTCS. B €AWHYI0  HH(GOPMANMOHHYIO  CHCTEMY.
Pasnnuator BepTHKANbHYI0 M TOPHU3OHTANBHYIO WHTETPAIHIO:
BEPTHKAILHOM HHTETpAlMel CUMTAeTCS CBSI3b MEXAy IUIAaHOBOM,
JUICIIO3UTUBHOM M MCHOJHUTENBHOH CHCTEMaMH C IIOMOIIbIO
BEPTUKAJIBHBIX ~MH(OPMALMOHHBIX OTOKOB; TOPHU30HTAJIBHOM
MHTeF‘paL{MeP’I CUUTACTCSA MEXAY OTACIbHBIMH KOMIUICKCAMU 3aJayd
B JWCIO3UTHBHOM WU HCIOJHUTEIBPHOH CHCTEMax C IOMOIIbIO
TOPU3OHTANBHBIX ~ MHQOPMALMOHHBIX ~ HOTOKOB. B menowm,
MNPEHMYINECTBO HHTETPHPOBAHHBIX HMH(POPMAIUOHHBIX  CHCTEM
3aKIIOYaeTCsl B CIEIYIOMEM: TIOBBIMIACTCS CKOPOCTh oOOMeHa
nH(OpMaIHeH; CHIKASTCS KONMYECTBO IMOTPENIHOCTEH B ydere;
COKpamaercs 00beM HENpOM3BOJUTENBHOH «OyMaxKHOI» paboThl;
IPUXO/AAT B COOTBETCTBHE IPYr C JPYroM pa3feleHHBIE paHee
uH(OPMAIMOHHbIE OJIOKH.

Yepe3 Kkakaoe 3BEHO JIOTHCTHYECKOH LEmH MPOXOAUT OOJbIIoe
KOJIMYECTBO TOBAPHBIX eAUHUI. IIpu 3TOM, BHYTpH Ka)XJ0ro 3BeHa
TOBap MHOTOKPAaTHO IIepeMeIaeTcs B MECTaX XpaHCHUS W
obpabotku. Best cucrema nepemereHnst ToBapa — 3TO HENIPEPHIBHO
MYJICUPYIONINE AUCKPETHBIE MOTOKH, CKOPOCTh KOTOPBIX 3aBHCHT
Kak OT NPOM3BOJICTBEHHOTO INOTCHIMANIA, TAK U OT PHTMHYHOCTH
3aKa30B, Pa3MEPOB CYIIECTBYIOIINX 3aIacoB, a TAKKe OT CKOPOCTH
peanusauuy U notpebneHus. Jns Toro, yTo UMETh BO3MOXHOCTb
3¢ (EeKTHBHO  YyNpaBIsITh JTOW JHHAMHYHOM  JIOTHCTHYECKOM
CHUCTEeMOH, HeoOxoanMo B Jr000H MOMEHT BpeMeHH O0JajaTh
nHQoOpMaMe§ O JeTaIbHOM  acCOPTUMEHTE BXOMIIIUX U
BBIXOJIIINX MaTepHalIbHBIX ITOTOKOB, a TAaKKe O MaTepHaIbHBIX
MOTOKaX HepeMeNIaloIuxcd BHYTpH HX. Kak cBuaerenbcTByeT
3apyOe)KHBIM 1 OTEYECTBEHHBII OIIBIT, 9Ta IpodJieMa penaeTcs Ipu
OCYIIECTBIEHUHU JIOTHCTUYECKHUX ONEepaluii myTeM HPHMEHEHHS K
MaTepHaIbHOMY IOTOKY MHKPOIPOLECCOPHOH TEXHHKH, KOTOpas
crocoOHa HUACHTH(UIUPOBATh OTHENbHBIE TPY30BBIE EIUHHIIBL
Peur uper 00 ycTpoiicTBe, CHOCOOHOM CKaHHUPOBATH PA3IMYHOTO
poja IITPHUX-KOABL. OTO YCTPOWCTBO MO3BOJSET IIOJIy4aTh
nHQOPMAIMIO O JIOTHUCTUECKHX OHepamusXx B MOMEHT HX
OCYIIECTBIEHHMSI M Ha MecTax Ha cjajax MpPOMBIIUICHHBIX
NpeINpUATHHA, ONTOBBIX 0a3 M Mara3uHOB, M Ha TPAHCIIOPTE.
[Nonyuennas undopmanus odpadaTeiBaeTcsl B MacIiTabe pearbHOTO
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BPEMEHH, YTO IMO3BOJIACT praBJ’IS{IOH.[efI CHUCTEME pe€arupoBaTh Ha
HEC B OTUMAJIBHBIEC CPOKHU.

ABTOMaTPI?,PIpOBaHHaH COBOKYIIHOCTb I/IH(l)OpMaIII/II/I OCHOBaHa Ha
Ppas3IMYHbIX HITPUXOBBIX KOJax, KaKIbIi W3 KOTOPBIX UMEECT CBOU

TEXHHUYECKHE [PEUMYLIECTBA. Cy1ecTByOT pazinyHbIe
TEXHOJIOTMH II€YaTaHWs LITPUXOBBIX KOAOB, B TOM YHCIE
MactephunbMbl, odceTHas auTOrpadUs, TOYCUHO-MATPUIHAS

nedats M Ap. Ecam cymecTByeT SIE€KTpOHHAs CBSI3b MEXIY
MH(OPMAIIMOHHBIMU TEXHOJIOTHSIMU IIOCTaBIIMKA M IOJydYaTels
ToBapa, Torga WHGpOpPMAUWsA O TOBapHBIX KOAAX, KOTOpas
COCTaBJISIET MapTHIO, 00 UX KOJMYECTBE, a Takke O 0a3e JaHHBIX
mepenaeTcss  aBTOMaTW4eckH. B cioydae  HEoOXOIMMOCTH,
JJIEKTPOHHAsI TEXHOJIOTWS Teperadd WH(opmanum MoXeT OBITh
JOTOJNIHEHA  PACKPBITHEM  NPIJIOKEHHBIX  JOKYMEHTOB. llpm
MOCTYIUIEHMH TOBapa Ha CKJIQJ TONydaTelds CKaHHpyeTcs
IITPUXOBOK KOJI C MOMOIIBIO CIIEIHAIBHOTO MIPUCTIOCOOIECHNUS. JTO
MOXET OBITh KOHTAKTHBIM CKaHHEp-KapaHJall, MOPTaTUBHBIN
JIa3epHbI CKaHHEP WM CTallMOHAPHOE CKAHUPYIOIEe yCTPOMCTBO.
KosmuectBo ToBapa B pa3pe3e TOBapHBIX KOJOB 3allOMHUHAIOT C
IIOMOLIBIO YCTPOHCTBA Ui mepenaud cOopa IaHHBIX. 3aTeM 3Ta
uHbOpMalus 3arpyxaercs B 0a3y HaHHBIX, TIeé CPaBHHBAETCS C
JaHHBIMU 10 TAPTHUSIM TOBapa, MOJYIEHHBIX MO CETH JIEKTPOHHOM
ces3u. Ilpu mponaxe ToBapa B Mara3smHe, KacCUp CUHTAET INTPHX-
KOJl M3 H3JIeNHs, OTOOpaHHOTO IMoKymareneM. [IpubmusntensHo 2
CEeKyHJBI TpeOyeTcst Ul CKaHUPOBAHMS TOBapa U MACHTHU(DHUKAIHIO
ero ToBapHoro koja. Ilocie 3Toro, kacca-KOMIbIOTEp HaXols B
NaMsATU €ro UeHy U Apyrue HeOGXO}IHMbIe PEKBU3UTDI, BBIHOCUT UX
Ha MOHMTOP M Ie4araeT 4yeK. B MOMEHT BblauM 4eKa Kaccom-
KOMIBIOTEPOM,  TJIaBHBI  KOMIBIOTEP  CEKIMH  IOJydYaeT
nH(OPMAIMIO O TOM, YTO 3TOT TOBap mpojaH. [lomydenne ToBapa
CO CKJIaJla M €ro pealn3amyus OCYIISCTBIISIETCS TAKKe C IMOMOIIBIO
9TOr0 KOMIIBIOTEPA.
Takum 00pa3zoM, cucTeMa IIepMaHEHTHO 00ecHednBacT HE TOJBKO
CyMMapHbIi y4YeT TOBapa, HO €ro KOJMYECTBEHHBIM Y4eT,
OpraHm3anusi KOTOPOro HEBO3MO)KHAa 0€3 KOJMPOBAHHUsS TOBapa.
KonudecTBeHHBIN yueT MpH pealu3aliy ToBapa MPHUMEHSETCS Ul
CBOEBPEMEHHOTO TTOTOIHEHHSI TOPTOBOrO aCCOPTHMEHTA. 3aKa3 Ha
BBO3 TOBapa B MarasWH WJIM €ro JOCTaBKH B TOPTOBBIA 3al,
AQBTOMATHYECKH COCTaBJICHHBIH M NepeIaHHbIN SIeKTPOHHOH CEThIO,
HpeyCMaTPUBACTCSL 3aIIPOCOM, CHOPMYIHPOBAHHBIM Ha KaXKIOH
TOProBOM MO3ULIUU.

TexHOJIOTUsl IPUMEHEHHsI aBTOMATH3MPOBAHHON HACHTH(HKALUK
MITPUXOBBIX KOJIOB B JJOTUCTHKE MO3BOJIAET 3HAUUTEIBHO YITyUIIUTh
yOpaBlIeHHE MaTepUadbHBIMM IIOTOKAMH Ha BCEX OJTamax
JIOTUCTUYECKUX TporieccoB. OTMETUM €€ TNIaBHbIE MPEUMYILECTBA.
B mpousBoacTBe: co3gaHue CHCTEMBI €AMHOIO ydeTa U KOHTPOJIL
HepeMenieHusT M3AeMNil M KOMIUISKTYIOIIMX YacTed Ha KaIoM
ydJacTKe, a Takke I OOMIEro COCTOSIHUS JIOTHCTHYECKOIO
IPOIIECCa; COKPAIICHUE KOJIMYECTBAa BCIIOMOIaTEIbHOIO IepcoHala
U YYETHOH JOKyMEHTalM, MCKIIOYEHHE MorpemHocrteid. B
CKJIQJICKOM XO3SICTBE: aBTOMATHM3alMsl ydeTa M KOHTPOJS
MepeMelIeHHs MaTepHaIbHBIX TOTOKOB; aBTOMATH3AIHs [IPOLIECCOB
WHBEHTapH3aIIH MaTepHaIbHBIX 3aMacos; COKpaIleHHe
JOTUCTUYECKUX BPEMEHH ONepaluii 10 MaTepuaabHBIM H
MH(OPMAIMOHHBIM TOTOKaM. B Toprosne: co3gaHue exUHON
CHCTEMBI y4yeTa MaTepUalbHbIX [IOTOKOB; aBTOMATHU3allUs 3aKa30B
Y MHBEHTapH3alll{ TOBAapOB; COKpalLleHHEe BPEMEHH 00CITyKHBAHUS
MOKYyMaTeNeH.

PasButne TOproBeIXx OTHOIIEHMH ¢ mnomoubio HWHTepHeTa
€Hoco0CTBOBANO (POPMUPOBAHUIO KAYECTBEHHO HOBOM JIOTHCTHKH, a
Tafoke BHECCHHUIO IIENOTO psiia KOPPEKTHB B TPAJUIHOHHYIO
OW3HeC-TIOTHCTHKY. bu3Hec-moructuka B pexkume HTepHeTa
MOCTPOCHA HA OOIIEM B3aUMOJICHCTBUY JIOTUCTUKH U KOMITBIOTEpa
WM JPYyrUX aBTOMAaTH3MPOBAHHBIX CPe]CTB CBsi3M. Takas dopma
OpraHu3allid  JIOTUCTUKU Ha3bIBAIOT «HTepHeT-0M3HEC-
JIOTUCTHKONY, UM COKpAILIeHHO «VIHTepHET-I0rUCTUKOMY.
Komnbrorepmsanuss ~ MHGOPMAIMOHHBIX ~ IIOTOKOB B
NpOM3BOACTBA W IUCTPHOYINH  TIPOMYKIUH
Pa3BUTHIO HOBBIX JJOTUCTHUECKUX TEXHOJIOTHH.
Jlornctuueckast  MH(GOPMAMOHHO-KOMITBIOTEPHAS  TEXHOJOTHS
IpeCTaBisieT COOOH COBOKYMHOCTH OMNEpalHi IO IMOJYyYCHUIO U

chepe
croco0cTBOBaIA



obpaboTke wuHGOpPMALUK B peEaJbHOM pPEKHUME BPEMEHH IO
MOKa3aTeNsiM M 3alacaM BHYTPEHHHMX MaTepUabHBIX ITOTOKOB-
pecypcoB, He3aBEPIIEHHOMY NPOH3BOACTBY, TOTOBOH IMPOIYKIMH,
rpy30lNepeBo3kaM, MapaMeTpaM 3aka30B B €AMHOM JIOTHCTHYECKOIl
cucteme. Kaxmomy Xo3siicTBeHHOMY 0O0BeKTy HeoOxommma
KOMMYHHKAI[Usi C TOPrOBBIMH IIOCPEJHHKAaMH B JIOTHCTHKE,
0aHKaMH, CTPaxOBBIMH KOMIIAQHMSIMA ¥ HENOCPEJCTBEHHO C
KOHEYHBIM IOTpeOuTeNeM TOTOBOH TNPOAYKIHMH. B  pa3sBHTHIX
CTpaHax JeHCTByeT riobalbHasi CHCTEMa CIYTHHKOBOH CBSA3M IO
MOHHTOPHHI'Y M JUCIIETYEPH3ALIK TPaHCIOPTHPOBKH (Inmarsat).
I'nmobanpHass  cucrema  cmyTHHKOBOM — cBsBum  «Inmarsat»
obecrieqrBaeT ABYXCTOPOHHIOIO IEpefady TEKCTOB U JaHHBIX C
nmr000i Touku 3eMiid. B3auMOCBS3b OCYIIECTBISIETCS € MOMOILIBIO
CIICIMAJIBHBIX CTaHLUIL.

KommuecTBo cmenok, 3akimrodeHHBIX 1o MHTEepHeTY 3a mocienHue
TpHU-YeTHIpe roja BEIPOCIo Mpuomm3uTensHo B 20 pa3. Hecmotpst Ha
9TO0, BiIajenblaM lHTepHeT-MarasMHOB Bce €IIe IPUXOJHUTCS
NpHUIaraTh HEMANO YCHJIMH IJISI JOCTaBKH TOBAapOB MOTPEOHTEISIM.
C yueToM Treorpadu4ecKkoro pacrojOXEHUS TOProBHIX TOYEK,
Hapsly C KJIacCHYECKOM JIOTMCTUKOM, OPHEHTUPOBAaHHOW Ha
MoTpeduTeNns, BCECTOPOHHE pa3BHBaeTCa VIHTEpHET-TOTHUCTHKA
cOpita. OHa mpenmoyiaraeT He TOJBKO YCKOPEHHYIO IOCTaBKY
TOBapa, a TAKKe CTPOTMH KOHTPOJb LEJOH el IPOJBIKCHHS
BIIEpEl.

TpaHCIIOPTHBIE KOMIIAHMM C  OINPEACJICHHOH OCTOPOXKHOCTBIO
OTHOCATCS K TEPCHEKTHBAM pOCTa JIEKTpOHHON Toprosmu. OHa
Oonbine CcrnocoOCTBYeT OOOCTPEHHIO KOHKYPEHIIMH CO CTOPOHBI
TIOYTOBHIX U KYyPhEPCKUX CITYKO, 4eM 00ecrledeHuIo pocta o0beMa
TIEPEBO30K U MPHUOBLIH.

OnexTpoHHasT  MACHTHGUKAIMS W DJIEKTPOHHBIH  MAcHmopT
MO3BOJISIIOT 00ECIeYrBaTh MOHHTOPHHI MepeMelieHHs Ipy3a Hu
nepeiaBath MHpOpMAaLMIO B OHJNAiiH pexume. lcnons3oBaHue
BUPTYaJbHBIX PAacYeTOB M CHCTEM HMACHTU(HKAIMU IMO3BOJISIET HE
TOJBKO COKPAaTHTh BpEeMsl TPAaHCHOPTHPOBKH, HO M OIEPATHBHO
obmamate wuHQOpMaNHMel O MECTONOJIOXKEHHH OIPEAEIeHHON
mapTMH  ToBapa.  OTH  0OCTOsTeNsCTBA  OOYCIaBIMBAIOT
ONTHMH3AIMIO IUIAHUPOBAaHMS TOBApHBIX IIOTOKOB U (DHHAHCOB
KOMIIaHUH.

Ecin pasbplie ais ycrneumHoW peanu3aiuy MPOEKTa PeIIaloniuM
(daxTopoM ObUIT NpaBUIBHBIA BBIOOP TPAHCIOPTHON KOMIIAHHU U
YCTaHOBJIEHUE C HEMH BBII'OJIHBIX OTHOIJ.IeHPIﬁ, TO TEHNEPb, LICHbI Ha
TpPaHCHOPTHOE OOCTyXHMBaHHE Yy BCEX KOMIIAHUH MOYTH
oauHaKoBEI. [oaTOMy 1JIst yCTIeIIHOM e TeTbHOCTH (UPMBI BasKHO
obmamate WHQOpMaIeil 0 TPAaHCIOPTHOM CPEACTBE M Ipy3e Ha
OIIPE/IENICHHOHN TePPUTOPHH B OTIPE/ICIICHHBI MOMEHT BPEMEHH.

3. 3akiouenne

Takum oOpazom, HWHTEepHET-IOTUCTHKA CcAelaia ele OJIUH K
COKpAIl[CHUIO MOHCKa M 3aKa3YMKOB M HAKJIAaJHBIX PacXoOB.
Hy)KHO OTMETUTH, 4YTO JHaX€ B YCJIOBHAX CYIHIECTBOBaHUA
Pa3JIMYHBIX PAcUYETHBIX CHCTEM U IOPTANOB B 00JACTH MEPEBO30K,
mo OaHaTbHON NpUYMHE, U3-3a OTCYTCTBHUS HEOOXOAMMOM
nHpopMaIMM O TOBape, a TaKKe M3-32 HEeJOCTaTka pabodero
BPEMEHH, TepseTcs MPUOIN3UTENsHO 5-10% peHTabeNIbHbIX CHENOK.
Menemkepy, paboTarolieMy B JaHHOM DPBIHOYHOM CETMEHTE, B
TEUeHUe JHS MPUXOAUTCS JenaTh OOJBIIOE KOIMYECTBO PAcyETOB
MOTEHIMANBHBIX  cAenok. Heob6Xoaumo KOHTpoIMpoBaTh Bce
MOATOTOBUTENBHBIE MpoLecchl, cBsizaHHble CC cenkamMu 1o Kyrie-
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nponaxke. HeoOXoauMo B MAaKCHMaJIBHO CXKAaTble CPOKH HaWTH
HEOOXOMUMYI0 HWH(OpPMAIMIO, PAcCUUTaTh CTOMMOCTH CJICINKH,
COTJIacCOBaTh YCIIOBUS M IPOAHAIM3UPOBATH KaXKIBIH BO3MOKHBIH
BapmaHT. Ha »tm mpomenmypsr yxomur 80% Bcero pabodero
BPEMEHH.

OrpomMHOe 3Ha4eHHE HMEET HCIOJb30BaHUE TAKOH JIOTUCTHKH B
CeNbCKOM  XO3siicTBe. B oTmenmpHBIX cTpaHax, okono 30%
CENbCKOXO3SMCTBEHHOW MPOAYKIMM TEPSUIOCh H3-32 OTCYTCTBUS
TaM JI0CTaTOYHO Pa3BUTON HHPPACTPYKTYPHL

Takum o0Opa3zom, pelreHa ciiexyromas 3ajada IPOrpaMMHUCTOB, B
cllydqae JIOCTH)KEHMS COTJIAICHHS C KPYHNHBIMH TPaHCHOPTHBIMU
KOMITaHUSIMH, OCYIIECTBIICHHE BH3yaJIN3alUH KapThl
ABTOMOOMJIBHBIX MapIIPyTOB C YKa3aHHEM TOUYEK HepeMelIeHHs U
BHJIOB TPAHCIIOPTHBIX CPEACTB. A 3TO, B CBOIO O4e€pellb, MTO3BOJIUT
CYLIECTBEHHO ~ COKPaTHTh KOJIHMYECTBO  «IYCTBIX» HPOOEros,
YBEJIMYUTh TNPUOBUIL TPAHCIIOPTHBIX KOMIAHUH ¥ COKPAaTHTh
Tapadsl rpy30nepeBo3oK. byner Takxke BO3MOXKHO HailTH Hanboee
ONTHMAaJbHBIE KOMIIAHMM JUIS KOMOMHHPOBAHHBIX IEPEBO30K
MOPCKHM, JKEJIe3HOZOPOKHBIM U aBTOMOOMIIBHBIM TPaHCIIOPTOM.
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