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Introduction 
 

We present a monograph containing selected articles for the papers presented at 

the International Multidisciplinary Scientific Conference MMKN'23. The conference 

was held on 29-30 May 2023 in Eco Active Resort Pieniny Hotel in Czorsztyn, Poland.  

The articles submitted to the conference were evaluated through non-public review 

and acceptance by the Scientific Council of the conference. Out of the works submitted, 

twenty were chosen and included in this monograph. 

As contemporary technology is orientated towards improvement, innovation and 

environmental protection, a decision was made to compile publications delivered at the 

conference and prepare the monograph which comprises the latest scientific achievements 

in the major fields of technology important to the human kind. Dynamic development 

in recent years has certainly changed an outlook on the present world. The issues presented 

in this monograph fit in the research trend orientated towards both improvements and  

a fresh look at contemporary technologies. 

The monograph is divided into three thematic sections. In the first section, titled 

ñAnthropogenic pollution ï research directions and new technologies in environmental 

engineering and energyò, published are the articles discussing a wide range of issued 

related to environmental protection and power engineering. The editors trust that reading 

that section will add to the improvement and promotion of environmental awareness in 

contemporary world.  

The second section, titled ñIntelligent IT and mechatronic solutions as a guarantee 

of reliability and safety of systems of means of transport and Logisticsò, comprises works 

on topics related to motor and rail transport. Works in which the authors present the latest 

logistic tools are also included. The guarantee of reliability and safety of transport systems 

and logistics has always been a priority, and has become even more important in view 

of noticeable technical progress. 

The third section, titled ñNew challenges, technologies and solutions innovations 

in production engineeringò comprises articles in which the latest scientific and technological 

achievements in production engineering, which inevitably strives after process perfection, 

are presented. 

The editors of the monograph hope that the conclusions of various research issues 

will enable the readers to become more familiar with the ideas relevant to them, and will 

be a source of knowledge and inspiration in acquiring competences in research. 

The Conference Organisation and Scientific Committee would like to thank heartily 

all the Authors for the preparation of their articles, and recognise the reviewers for their 

effort in the drafting their opinions. 

 



 



 

 

 

 

 

 

 

 
 

Section I 
 

 

 

 

Anthropogenic pollution ï research directions and new 

technologies in environmental engineering and energy 
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Analysis of the development of renewable energy sources in Poland 2017-2021 
Emilia Basta1*, Natalia ZwoliŒska2, J·zef Ciuğa1, Iwona Wiewi·rska2 
(1 University of Applied Sciences in Nowy SŃcz, Faculty of Engineering Sciences, Zamenhofa 1A, 33-300 Nowy SŃcz, 

Poland 
2 SŃdeckie WodociŃgi Sp. z o.o., W. Pola 22, 33-300 Nowy SŃcz, Poland 

* e-mail: emiliabasta080@gmail.com) 

 
Abstract:  Renewable energy sources are now an alternative because of rising energy prices in 

Poland. At the same time, they have become one of the main topics of discussion around the world 

over the course of 2017-2021. In Poland, they are becoming an alternative to fossil fuels and 

RES policies are being implemented more and more efficiently both at the national economy, 

industry and household level. The analysis of the development of renewable energy sources in 

Poland has shown that they still account for a small but increasing share of the national economy, 

with wind power being one of the most popular, environmentally friendly ways of generating 

electricity. In conducting the research, a method involving document research was used, from which 

it was deduced that in Poland, coal was among the most popular sources of energy generation. 

Considering renewable energy sources, the production of energy using wind turbines, solar panels, 

photovoltaics, biomass has increased over the years thanks to investments in our country. Renewable 

energy sources are an alternative to fossil fuels, but the country's investment in this direction is needed 

to increase the number of RES installations in the country. This would reduce CO2 emissions 

into the atmosphere in an environmentally friendly way and reduce existing energy prices. 

Key words: Renewable energy sources, climate and environment, green energy, energy transition. 

 

1. Introduction  

According to Directive 2009/28/EC, we can define renewable energy sources (RES) 

as energy from non-fossil sources, i.e. energy from wind, solar radiation, geothermal 

sources, but also biogas from landfills, sewage sludge. When addressing the issue of 

analysing the development of renewable energy sources in Poland, one can look at the 

question of what part of today's economy they represent. The impact from the use of RES 

can be considered on three levels: continued sustainability, protection of the environment 

and natural resources, and the timeless, inexhaustible nature of the raw material used, 

sourced at minimal operating costs (GoğŃbeska, 2010). At the beginning of the 19th century, 

coal was the main source of energy and surpassed the contribution of other raw materials, 

such as biomass, in the energy generation process. In the 20th century, international law 

has undergone a significant metamorphosis, generating many regulations that speak to 

the sustainable development of the Earth (Burchart-DziubiŒska, RzeŒca, Drzazga, 2014), 

thus creating many problems whose solution is only possible through the consensus of 

the international community and solidarity and their care in obtaining RES. This includes 

the protection of human rights, the enjoyment of common goods or the emergence of 

threats to human health and the natural environment (Bukowski, 2009). The current state 

of the economy allows renewables to contribute to the overall energy production, but 

they do not replace fossil fuels but only increase the overall amount of energy produced. 

It is now often assumed that renewables will account for an increasing share of the 

world's energy supply, but it is misleading to identify an upward trend and the share of 

renewable energy as a source of energy acquisition which may consequently inhibit the 

implementation of RES policies that are primarily aimed at reducing fossil fuel 
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consumption (York, Bell, 2019). In Poland, the introduction of renewable energy sources 

in recent years has been associated with the inconsistent application of government 

policy towards the development of green energy solutions. One example is the document 

on Poland's Energy Policy, according to which a coherent and comprehensive concept 

for the development of Poland's energy sector, including renewable energy sources, should 

be in place by 2030, but the document has not been updated since 2009. Despite the obligation 

of the Minister of Energy (formerly the Minister of Economy) to submit, every year, 

information on the implementation of the Polish Energy Policy until 2030, the last information 

adopted by the Council of Ministers concerned the year 2012. Regulatory volatility and 

uncertainty, as well as complex rules requiring interpretation, have not served to increase 

investor confidence translating into investment growth in the sector (Koebrich, Bowen, 

Forrester, Tian, 2019). This is worrying in terms of alternative energy generation, 

the traditional ways of which have so far contributed, along with other factors, to the 

generation of still high concentrations of PM 10 and PM 2.5 particulate matter in Poland 

(Bajor, 2017). The variety of possibilities for obtaining energy in an environmentally safe 

manner should determine more and more extensive and bolder actions in introducing 

these technologies to the Polish market. In 2015, the trend in the development of renewable 

energy sources was upward. More than 71% of energy came from water gravity, and 

projections for 2020 showed that the share of renewable energy in the overall energy 

mix would exceed 20% (Paska, Pawlak, Surma, 2013). In order to be able to use renewable 

energy, it is important to bear in mind first and foremost that the ways in which it can 

be used are determined by a number of factors, the most important of which are technical, 

economic, market and implementation aspects. Furthermore, it has to be taken into 

account that each country has a certain specific RES potential, which cannot generally 

be compared by similar latitude, accessibility to the sea, ocean, number of watercourses 

or the share of agricultural crops and forests to the total area, and in addition, ways of 

estimating biomass resources solely on the basis of statistical data or other factors specific 

to a particular RES source (e.g. wind conditions on the basis of data from meteorological 

stations) carry the risk of error at local level (municipalities, districts). Errors of this type 

can lead, in extreme cases, to potential investors abandoning their investments, as they 

become generally available in the Low Carbon Economy Programmes (so-called PGNs) 

adopted for implementation by local authorities and may underestimate the estimated 

benefit potential (Mirowski, 2017). 
 

2. Research problem and method 

The article uses material showing the contribution of renewable energy carriers 

to the development of the environment, climate and, above all, green energy in Poland. 

An important aspect is Poland's membership of the European Union, which imposes an 

obligation to increase the use of RES in the energy mix to at least 32% by 2030 (Nowakowska- 

-Krystman, SoŜnicki, Burchert-PerliŒska, 2022). Additional measures taken by the Polish 

state are the decarbonisation of the energy sector, where the key and primary objective 

is the transformation of the electricity generation sector, so far using 45% RES (Poland 

2022, 2022). The ability to both sustained economic activity and maintain a stable and 

non-impoverished environment are considered elementary societal needs (Blaszczuk, 

Sawicki, Michalski, Prandecki, 2015). 
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The performance of the analysis over the period 2017-2021, was carried out using 

the method of examining documents in the form of reports and statistical data published 

by the Central Statistical Office. The statistics presented ï were analysed in detail in the 

topic of the development of renewable energy sources in Poland between 2017 and 2021. 

Subsequently, the contribution of each issue was summarised, in the form of a tabular 

entry, calculations, and also in comparative graphs in the available Microsoft Excel 

programme. Between 2017 and 2021, the use of renewable energy sources in energy 

production increased significantly from 14.38% to 21.12% (Berent-Kowalska, JurgaŜ, 

Kacprowska, Moskal, Kapica, 2022), which is effectively illustrated by a juxtaposition 

with the analysis of the performance of individual shares of renewable energy in its 

development. Table 1 details the share of individual renewable energy carriers in the 

generation of energy from renewable sources in Poland between 2017 and 2021. 

 
Table 1 

The share of individual renewable energy carriers in the generation of energy from renewable 

sources in Poland between 2017 and 2021 

Energy carrier type 
2017 2018 2019 2020 2021 

% 

Solid biofuels 66.76 76.13 73.41 71.61 69.35 

Solar energy 0.74 0.69 1.08 1.99 3.31 

Water energy 2.38 1.40 1.37 1.46 1.57 

Wind energy 13.89 9.11 10.59 10.85 10.90 

Biogas 3.04 2.39 2.43 2.58 2.49 

Liquid biofuels 9.94 7.50 7.99 7.79 8.1 

Geothermal energy 0.24 0.20 0.20 0.20 0.22 

Municipal waste 1.00 0.81 0.83 1.15 1.16 

Heat pumps 1.99 1.77 2.08 2.38 2.89 

Source: https://stat.gov.pl/ (access: 18.03.2023). 

 

Analysing the above overview, it can easily be concluded that solid biofuels as  

a renewable energy carrier have a dominant position in energy generation and use. This 

shows conformity with the assumptions made earlier that in the transport sector the 

contribution of advanced biofuels and biogas as a share of final energy consumption will 

be on an upward trend and is expected to be at least: 0.2% in 2022, 1% in 2025 and 3.5% 

in 2030 (Polish Chamber of Biofuels, 2020). In 2021, it was noted that the share of 

biofuels is predominant, as it amounted to 69.35%. Contributing to the continued growth 

in biofuel consumption is the fact that biofuels are types of renewable energy derived 

from organic matter (living matter or biomaterials) and, in fact, their energy content comes 

from biomass, which can be found in the form of liquids (bioethanol and biodiesel), solids 

(dry plant material) and gases (biogas). Additionally, biofuels such as biodiesel and 

bioethanol can be used in motor vehicles due to their high energy value and compatibility 

with fuel infrastructure (Abyaz, Najafi, Afra, 2016). In 2021, it was noted that solar 

energy also achieved the highest growth of 516%, heat pumps of 102%, municipal waste 

https://stat.gov.pl/
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of 60.8%, and geothermal energy of 26% compared to 2017, a response to rising and 

volatile energy prices, with some investors choosing to build renewable assets such as 

solar, wind, hydrogen and energy storage in their own locations which reduces cost risks 

(Nowakowska-Krystman, SoŜnicki, Burchert-PerliŒska, 2022). Table 2 shows the distribution 

of the amount of electricity produced from RES for the different energy carriers. 

 
Table 2 

Electricity production from renewable energy carriers in Poland 2017-2021 

Energy source 
2017 2018 2019 2020 2021 

GWh 

Total 24,122.1 21,617.2 25,458.8 28,226.6 30,568.5 

Water 2,559.6 1,970.0 1,958.4 2,118.3 2,339.2 

power plants with a generating capacity < 1 MW 366.6 12,798.8 312.6 432.4 328.3 

power plants with a generating capacity from 

1 to 10 MW 
688.0 528.5 538.2 526.3 632.9 

power plants with a generating capacity > 10 MW 1,505.1 1,142.5 1,107.6 1,168.6 1,378.0 

Wind 14,909.0 12,798.8 15,106.8 15,800.0 16,233.5 

Solid biofuels 5,308.6 5,333.2 6,441.2 6,932.8 6,398.4 

Including co-firing 1,810.8 1,461.0 1,800.3 1,945.4 2,040.0 

Municipal waste 80.7 85.0 104.8 181.8 353.8 

Biogas 1,096.4 1,127.6 1,135.0 1,233.9 1,307.3 

biogas from landfills 199.6 169.6 178.0 183.5 204.7 

biogas from waste water treatment plants 340.1 336.5 350.8 373.3 367.8 

Other biogas 556.7 621.6 606.2 677.0 734.9 

Biofluids 2.4 2.0 2.0 1.9 1.7 

Photovoltaic cells 165.5 300.5 710.7 1,957.9 3,934.4 

Source: https://stat.gov.pl/ (access: 18.03.2023). 

 

Over the period 2017-2021, electricity generation using photovoltaics achieved 

a growth of 2,277.8%. It uses fully natural conversion processes: photovoltaic, passive or 

active photothermal and photochemical conversion, during which electricity is generated 

(GoğŃbeska, Harasimowicz, 2023). On the other hand, the use of biogas and solid biofuels 

in the production of electricity has become increasingly popular, which in local energy 

systems based on the use of waste biomass from forests, orchards, parks, agriculture, wood 

industry, but also in the form of sewage sludge, constitutes an element of renewable energy 

sources (RES) (Ciuğa, Kowalski, Wiewi·rska, 2023). A fully renewable energy source 

in this configuration is biogas extracted from landfill sites, sewage treatment plants, but 

primarily processed in combined heat and power (CHP) systems, thus creating the potential 

for both electricity and heat generation. In addition, it is encouraging that there is a continuing 

desire to optimise and utilise heat from renewable sources (Ciuğa, Generowicz, Gaska, 

Gronba-Chyğa, 2022). Performing the necessary calculations, it was analysed that the use 

of biogas increased by 19.2% and the use of solid biofuels by 20.5% comparing 2021 with 

https://stat.gov.pl/
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2017. Small and large wind power plants also achieved dynamic growth, as there was an 

increase from 14 909 GWh to 16 233.5 GWh. It is assumed that in 2040, more than half 

of the installed capacity will be zero-emission sources, and a special role in this process 

in Poland is to be played by the implementation of offshore wind energy into the Polish 

electricity system (https://www.gov.pl). In addition, wind energy within other countries 

reaches an energy potential of 1.3% and widely used especially in areas that are able to 

exploit this energy source (Azadi, NezamSarmadi, Shirvani, 2017). Municipal waste, 

which is the sum total of the waste produced by the so-called domestic sector, commerce 

and public services, and is collected by specialised sanitation facilities at landfills, is 

difficult to assess as a valuable RES energy carrier, as it is aggregated through statistical 

data capturing all combustible products contained in municipal waste (Norwisz, Musielak, 

Boryczko, 2006). Based on data from the Central Statistical Office, they have gained 

an incremental share of energy production over the last five years, as 80.7 GWh were 

recorded as being used in electricity production in 2017 and 273.1 GWh more in 2021. 

Table 3 shows the share of renewable energy carriers in heat production for Poland 

between 2017 and 2021. 

 
Table 3 

Heat production from renewable energy carriers in 2017-2021 

Energy carrier 
2017 2018 2019 2020 2021 

TJ 

Total 13,047.9 14,809.1 17,644.6 21,204.9 23,511.4 

Solid biofuels 11,691.3 13,401.3 15,901.9 18,655.4 20,942.8 

Municipal waste 457.0 476.6 730.7 1611.9 1598.9 

Biogas 890.9 922.5 1,004.2 927.6 959.3 

Biogas from landfills 59.5 31.4 35.5 47.7 38.6 

Biogas from waste water treatment plants 130.7 106.2 105.6 97.0 148.7 

Other biogas 700.7 784.9 863.2 782.9 772.0 

Biofluids 3.2 3.4 4.6 5.5 5.0 

Heat pumps 5.5 5.3 3.1 4.5 5.3 

Source: https://stat.gov.pl/ (access: 18.03.2023). 

 
An overall increase in heat generation was recorded between 2017 and 2021, 

thanks to the share of renewable energy carriers. Heat production has increased over the 

years to 23,511.4 TJ. The share of solid biofuels has steadily increased year on year, 

with 11,691.3 TJ in 2017 and 20,942.8 TJ in 2021. At the same time, the development 

of energy production using biogas and municipal waste has occurred. In 2017, renewable 

heat production for biogas was recorded at 890.9TJ and it will increase to 959.3 TJ in the 

2021. On the other hand, the use of renewable energy carriers in the form of bioliquids 

and heat pumps is still becoming popular among the population, so there is a gradual 

increase. 

https://stat.gov.pl/
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Between 2017 and 2021, the share of renewable energy in gross final energy 

consumption gradually increased. The rapid growth in demand for renewable energy has 

seen the use of this method of energy generation in heating and cooling increase from 

14.78% to 21.03% in four years. In 2021, it was also observed that the value of the share 

of energy from RES in the electricity sector intensified by 4.09%, compared to 2017. During 

the period under review, there was a systematic intensity and increase in the importance 

of renewable energy in transport ï in 2021 it was 1.43% higher compared to 2017.  
 

Table 4 

The share of renewable energy in gross final energy consumption 2017-2021 

Areas of RES use 
2017 2018 2019 2020 2021 

[%]  

The share of RES energy in heating and cooling 14.78 21.47 22.00 22.14 21.03 

The share of energy from RES in the electricity sector 13.08 13.03 14.36 16.24 17.17 

The share of RES energy in transport 4.23 5.72 6.20 6.58 5.66 

The share of energy from renewable sources in gross 

final energy consumption 
11.06 14.94 15.38 16.10 15.62 

Source: https://stat.gov.pl/ (access: 30.03.2023). 

 

3. Results and discussion 

Dynamic industrial growth and energy demand, over the period 2017-2021, has 

resulted in an intensification of the use of renewable energy sources by the public and its 

generators. The main reason for these changes is the growing problems associated with 

the depletion of fossil fuel resources and their adverse effects on the health and life of society 

and the environment. Renewable energy carriers in energy generation are of growing interest 

to the public in Poland. In addition, the use of heating systems that can significantly reduce 

energy consumption has a major impact on the decarbonisation of energy. The best effects 

of energy efficiency measures for residential buildings in particular can be achieved 

simultaneously by sealing the building through improved thermal insulation and installing 

more efficient, more effective heating equipment (GoğŃbeska, 2019). 

When analysing the results obtained for the share of individual renewable energy 

carriers in the generation of energy from renewable sources in Poland in 2017-2021, it 

should be noted that the development of green energy is growing dynamically, having 

a positive impact on the climate and the environment. Figure 1 shows in detail the changes 

in the share of individual renewable energy carriers in the generation of renewable energy 

in Poland. On the other hand, Figure 2 summarises the changes in electricity production 

from renewable energy carriers in Poland and Figure 3 the changes in heat production 

from renewable energy carriers between 2017 and 2021. Figure 4 shows the share of 

renewable energy in gross final energy consumption from 2017 to 2021 to show the 

progress of environmental protection and the essence of the use of renewable energy 

sources. The purpose of the tabulation and comparison charts in Microsoft Excel is to 

show the continuous development of renewable energy sources over the years and 

the essence of using an environmentally friendly energy conversion method that renews 

itself in a short period of time. 

https://stat.gov.pl/
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Figure 1. The share of individual renewable energy carriers in the generation of energy from 

renewable sources in Poland in 2017-2021.  
Source: own study based on: https://stat.gov.pl/ (access: 30.03.2023). 

 

 
Figure 2. Electricity production from renewable energy carriers in Poland in 2017-2021. 
Source: own study based on: https://stat.gov.pl/ (access: 30.03.2023). 

https://stat.gov.pl/
https://stat.gov.pl/
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When analysing the share of the various energy carriers, it should be noted that 

the development of renewable sources in energy conversion was on the rise between 

2017 and 2021, with solid biofuels being the most popular for obtaining energy. In 2017, 

their share was 66.76%, in 2018 there was a sudden increase to 76.13%, consecutively in 

2019 their share was more than 73% which was still associated with a high percentage, 

relative to 2020-2021. Similarly, solar energy is of dynamic interest to the public in obtaining 

energy, thanks to this renewable energy carrier. In 2017, their share was 0.74%, where 

it gradually increased over the following years. Only in 2018 was there a decrease in 

their use to 0.69%. However, over the following years, in 2021, a significant increase in 

energy generation by 14,854 TJ, ie. 516%, was achieved. It is also worth mentioning heat 

pumps, which in 2021 recorded their largest share of energy received until 2017. In 2017, 

heat pumps contributed 1.99%, with an increase of 7,812 TJ, ie. 102%, recorded over 

the following years.  

Figure 2 shows the evolution of electricity generation from renewable energy 

carriers in Poland between 2017 and 2021 

A detailed analysis of the changes in the production of electricity from renewable 

energy carriers in Poland made it possible to conclude that between 2017 and 2021, their 

share increased by 6,446.4 GWh, 27% more than in 2017. Electricity generation using 

photovoltaics enjoyed a high share, as a growth of 2,277.8% was achieved between 2017 

and 2021. Biogas also achieved its positive percentage in 2017, amounting to 1,096.4 

GWh, 2018 saw an increase to 1,127.6 GWh, 2019 saw an increase of 7.4 GWh, as did 

2020 by 98.9 GWh on the previous year, while the highlight of its growth was the period 

of 2021, as there was an increase in electricity production of 19.2% more than in 2017. 

Municipal waste, like other renewable energy carriers, received a boost, as 80.7 GWh 

were recorded as being used in electricity generation in 2017 and 273.1 GWh more in 2021. 

Given the emphasis on minimising waste and landfill, there is an increasing emphasis 

on waste management, including through recycling, prevention, but also use for energy 

recovery (Cenian, Pietrzykowski, 2018). It is reasonable to obtain biogas from waste and 

process it in cogeneration systems, thereby minimising environmental pollution while 

producing energy in a low-emission way that minimises pollutants emitted into the air 

and soil (Weiland, 2000). 

With the help of the statistical material obtained from the website of the Central 

Statistical Office, the production of heat from renewable energy carriers for the period 

2017-2021 was collated, the results are shown in Figure 3. 

The share of renewable energy carriers in heat production is found to have 

recorded an overall increase between 2017 and 2021 to 23,511.4 TJ. A key contributor 

to heat production was the use of solid biofuels. In 2017, 11,691.3 TJ was recorded, in 2018 

the result was 13,401.3 TJ and in 2019 15,901.9 TJ, in 2020 it was recorded, an increase 

of 2,753.5 TJ compared to the previous year, while in 2021 the share of biofuels in heat 

production increased to 20,942.8 TJ. At the same time, the development of energy production 

using biogas and municipal waste has occurred. In 2017, renewable heat production for 

biogas was recorded at 890.9TJ and it will increase to 959.3 TJ in the 2021. 

Figure 4 shows the change in the share of renewable energy in gross final energy 

consumption from 2017 to 2021. 
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Figure 3. Heat production from renewable energy carriers in 2017-2021.  
Source: own study based on: https://stat.gov.pl/ (access: 30.03.2023). 

 

 
Figure 4. The share of renewable energy in gross final energy consumption in 2017-2021.  
Source: own study based on: https://stat.gov.pl/ (access: 30.03.2023). 
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An overall analysis of the change in the share of renewable energy sources in 

gross final energy consumption between 2017 and 2021 shows that their share increased 

by 4.56% over the period in question, and the popularity of renewable energy sources 

continues to grow and could have a significant impact on their use in total energy generation 

in the future. The share of RES energy in heating and cooling in gross national energy 

consumption in the period under review was the highest ï compared to transport or electricity. 

In 2017, the use of RES energy was recorded at 14.78%, in 2018 their presence increased 

to 21.47%. In 2019 and 2022, values of 22% and 22.14% were recorded. By contrast, in 

2021, their share of RES energy in heating and cooling was 21.03%. It is crucial that the 

reduction of air emissions, mainly from the electricity sectors, becomes one of the main 

goals of caring for the environment with a simultaneous emphasis on a partial transition 

away from fossil fuels to renewable energy sources, which, through local application, 

improve a country's energy security and thus reduce the possibility of a blackout. In 

addition, they can become a certain pillar in terms of protecting the country's critical 

infrastructure, the purpose of which is to ensure the security of the functioning of the 

state and its citizens (Basta, Dyrek, Ciuğa, 2022). 

 
4. Conclusions 

The use of renewable energy sources is becoming increasingly popular worldwide, 

but also in Poland. The current state of the economy allows renewable energy sources 

to contribute to the overall energy production, however, they do not replace fossil fuels, 

but only increase the overall amount of energy produced, in addition, inconsistent 

application of state policy towards the development of green energy solutions can be 

observed in our country, which can result in misinformation and discouragement 

towards RES energy production. This article analyses the development of renewable 

energy sources in Poland between 2017 and 2021. Documentary research into the 

production and use of energy from renewable sources in Poland has produced the 

following results: 

¶ solid biofuels, as a renewable energy carrier, have the dominant position in the 

acquisition and use of energy, and their quantity amounted 69.35% of alternative 

fuels in 2021; 

¶ in 2021, it was noted that the biggest increases were: solar energy by 516%, 

heat pumps by 102%, municipal waste by 60.8%, geothermal energy by 26% 

compared to 2017; 

¶ over the period 2017-2021, electricity generation using photovoltaics achieved 

a growth of 2,277.8%; 

¶ an overall increase in heat production was recorded between 2017 and 2021, 

rising to 23,511.4 TJ thanks to the share of renewable energy carriers; 

¶ the development of energy production, and in particular heat production, took 

place using biogas and municipal waste, it increased and amounted to 890.9TJ 

in 2017 and was equal to 959.3 TJ in 2021.  
 

A positive outcome of the analysis is that renewables are increasingly a significant 

part of the energy mix with traditional fossil fuels, and the increased environmental 

awareness of the public is contributing to the upward trend in the use of RES as of 2017. 
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In power generation, the increase is for the period 2017-2021 around 600 GWh, and in 

district heating around 10,000 TJ. The share of RES in heating and cooling in gross 

national energy consumption was the highest, compared to transport or electricity, with 

an average increase of around 7% over the period 2017-2021. The use of energy from 

renewable sources, fits in with plans to decarbonise the Polish energy sector as part of 

the energy transition.  
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Abstract:  Based on the analysis, it was shown that it will be possible to locate the installation 

to be removed in the SŃdecki Subregion. It was assumed that the amount of generated municipal 

waste will increase with a maximum mass of 105,000 Mg/year. Assumed boiler efficiency is 81% 

with the amount of municipal waste of 11.9 Mg/h, it will provide an energy yield of 40,827.6 kWh. 

As a result, the amount of energy generated per year will amount to 357,649,776 kWh. A high 

share of more than 30% in the mass of mixed high-calorific plastic waste should be considered 

beneficial. 

Key words: thermal treatment of waste, flue gas purification. 

 

1. Introduction  

According to the definition of the Act on waste, waste is any substance or object 

which the holder disposes of, intends to dispose of or is obliged to dispose of. Waste is 

an inseparable part of human existence. With the development of technology, as well as 

the passing of years, when the number of inhabitants on the planet grew, the production of 

waste increased. Due to poor waste management, the ecological situation has deteriorated.  

Waste management methods should be selected in accordance with the hierarchy 

of conduct, i.e. prevention is the most desirable, and as a last resort, neutralization of 

waste in landfills. The most common methods of waste management include: landfilling, 

recycling, composting and thermal treatment with energy recovery (Wyrozňbska et al., 

2018).  

There are known technologies that allow the re-use of waste whose further recycling 

is impossible due to wear and tear, and thanks to the development of waste incineration 

techniques, one can look optimistically into the future, starting from storage, through 

combustion processes, to energy recovery to reuse. Currently, the biggest problem is the 

selection of a location for the construction of a waste incineration plant (WielgosiŒski, 2020). 

Both the location and the technology of the thermal waste processing plant should 

meet ecological requirements and social recognition, and also take into account the size 

of the stream of municipal waste generated in a given area (Nňcka, Szul, 2022). 

To meet the emission standards, it is necessary to invest in filtering systems, 

without which the incineration plant will not be allowed to operate.  

It is necessary to filter out as much particulate matter as possible and to minimize 

the amount of gases produced in the combustion process (Nadziakiewicz et al., 2007). 

According to the Regulation of the Minister of Climate of September 24, 2020 on 

emission standards for certain types of installations, fuel combustion sources, and waste 

incineration or co-incineration equipment, it is necessary to use a multi-stage flue gas 

cleaning system, which would include the following elements: dedusting, acid gas removal, 

nitrogen oxide removal, heavy metal removal and organic compound removal. 
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The aim of the work was to select the location of the municipal waste incineration 

plant in the SŃdecki Subregion, together with the specification of the technical parameters 

of the installation. 

 

2. Methodology 

Data for analytical purposes were obtained from the Central Statistical Office 

(www.bdl.pl). The data used was used to determine the number of inhabitants and the 

amount of waste collected non-selectively and selectively in the Nowy SŃcz Subregion: 

the city of Nowy SŃcz, Limanowa, Gorlice and the districts of Nowy SŃcz, Limanowa 

and Gorlice in the years 2017-2021.  

Based on the collected data, a trend line was determined. The technical parameters 

of the installation were also specified, along with the determination of costs, among others 

using a calculator (www.uigmbh.de). 

 

3. Characteristics of the city of Nowy SŃcz 

Nowy SŃcz is a city with county rights, with an area of 60 km2, located in the central 

part of the Nowy SŃcz county (Figure 1). The city is located at an altitude of about 281 m 

above sea level. The average temperature is 8 C, and the hottest month is July with 

a temperature of 19 C, and the coldest is January with an average temperature of -5 C. 

 

 
 

Figure 1. Location of Nowy SŃcz against the backdrop of the count. 

Source: http://www.gminy.pl (access: 10.05.2023). 
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4. Selection of the location of the installation for thermal waste treatment 

The location of the installation for thermal waste treatment is planned in the 

southern part of the city of Nowy SŃcz. This area is characterized by the location of 

production plants along with facilities between Wňgierska Street and the Dunajec River 

on a plot near the manufacturer of roof windows FAKRO. The plot of approximately 

17.5 ha will be suitable for the location of the incineration plant. Thanks to such a location, 

it will be possible to use thermal energy not only on its own but also in the economic 

environment. The nearest residential buildings are located at a distance exceeding 1 km. 

The spatial development plan for Nowy SŃcz does not take into account the creation of 

compact residential development in this area (Figure 2), but it provides the possibility 

of locating a building or a service or production hall. This location is outside the areas 

of natural value (geoserwis.gdos.gov.pl).  

 

 
Figure 2. Spatial development plan for the city of Nowy SŃcz with a marked plot for the planned 

location of the waste incineration plant. 
Source: https://mnowysacz.e-mapa.net (access: 10.05.2023). 
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5. Analysis of the results with discussion 

In the years 2017-2021, an upward trend in the amount of municipal waste generated 

was noticeable. The amount of segregated waste in the analyzed period more than doubled, 

which proves the increased awareness of society in the field of recycling. This indicates 

an increase in segregated waste by 29,453.93 Mg, and in total municipal waste collected 

by 9,798.39 Mg. The highest amount of collected municipal waste occurred in 2021 

(104,607.65 Mg), and the lowest (91,764.41 Mg) in 2020, with an average of 97,506.472 

Mg. In the case of segregation, the highest was recorded in 2021, 53,409.23 Mg, while 

the lowest was in 2017, 23,955.3 Mg, with an average of 41,550.142 Mg. This indicates 

that society becomes responsible through social campaigns and segregates waste to be 

able to reuse it through the recycling process (Malinowski et al., 2009). 

 

 
Figure 3. Amount of waste collected in the study area in 2017-2021. 
Source: own study based on data from the Central Statistical Office. 

 

 
Figure 4. Amount of waste generated per capita in the city of Nowy SŃcz. 
Source: own study based on data from the Central Statistical Office. 
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The average amount of waste generated in the analyzed area amounted to 97,506.47 Mg 

and will affect the parameters of the waste thermal treatment installation, including the 

production of heat and electricity. Figures 4-9 show the continuing upward trend in the 

generation of municipal waste in the counties of Nowy SŃcz and Limanowa, as well as 

in the cities of Nowy SŃcz and Limanowa. The highest value of the mixed waste 

accumulation indicator per capita during the years under study was in 2021 in Limanowa 

and amounted to 350 kg/cap./year. The lowest indicator for the collection of municipal 

waste per capita, 127 kg/year, occurred in the Limanowa county in 2020. They showed 

higher values of waste accumulation indicators per capita Przydatek and CiŃgğo (2020). 

Sorted waste is collected in much smaller amounts, as evidenced by the fact that the 

largest amount of this waste was collected in 2021 in Nowy SŃcz with a total weight of 

162 kg/cap./year, and the least was collected in 2017 when this value was 12 kg/cap./year. 

 

 
Figure 5. Amount of waste generated by one inhabitant in the Nowy SŃcz county. 
Source: own study based on data from the Central Statistical Office. 

 

 
Figure 6. Amount of waste generated per capita in the city of Limanowa. 
Source: own study based on data from the Central Statistical Office. 
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Figure 7. Amount of waste generated by one inhabitant in the Limanowa county.  
Source: own study based on data from the Central Statistical Office. 

 

 
Figure 8. Amount of waste generated per capita in the city of Gorlice. 
Source: own study based on data from the Central Statistical Office. 
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Figure 9. Amount of waste generated by one inhabitant in the Gorlice county. 
Source: own study based on data from the Central Statistical Office. 

 

The remaining amount of waste constitutes a smaller share of the total waste, 

although it has a high calorific value, which is important for the assumptions of thermal 

waste treatment installations. The share of 20.56% of glass waste in municipal waste 

intended for recycling is relatively high. 

 
Table 1 

Morphological composition of waste in the SŃdecki Subregion 

Source: own study based on data from the Central Statistical Office. 

 

6. Assumptions of the installation for thermal waste processing 

The components of the installation take into account the mass of waste generated 

in three cities and poviats in the Mağopolskie Voivodship, i.e. the Nowy SŃcz county and 

the city of Nowy SŃcz, the Gorlice poviat together with the Gorlice city, and the Limanowa 

county with the Limanowa city. 

Assumed installation parameters: 

¶ mass of municipal waste in 2021 ï 104 607,7 [Mg]; 

¶ number of inhabitants living in the SŃdecki Subregion in 2021 ï 573 918. 
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Morphological composition of municipal waste 

with a percentage share 
[Mg]  [%]  

Heating valu 

[MJ/kg]  

Paper and cardboard 4,080.43 9.66 15.3 

Glass 8,686.47 20.56 - 

Plastic 12,821.38 30.34 35.1 

Metals 60.72 0.14 - 

Textiles 19.68 0.06 14.7 

Dangerous 5.28 0.01 31.0 

Packaging 3,432.61 8.12 16.2 

Biodegradable 12,915.74 30.56 14.7 

Rest 234.36 0.55 12.0 
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Table 2  

Parameters of the furnace for thermal treatment of waste 

Symbol Unit  Value 

Mp ὓὫȾὬ 11.9 

bm 
ὯὫ

ὓϽὶέὯ
 182.3 

bobj 
ὨάϽὯὫ

ὓϽὶέὯ
 4.46 

G 
ὯὫ

ά
 40.87 

Vo 
ά

ὯὫ
 5.86 

Lo 
ά

ὯὫ
 5.27 

V 
ά

ὯὫ
 6.9 

U1 MW 12.1 

U2 MW 14.9 

 ́ % 81.0 

E kWh 40,827.6 

Em kWh/person/year 623.17 

Source: own study based on data from the Central Statistical Office. 
 

where: 

Mp ï hourly processing power 

Io ï amount of mixed waste 

bm ï mass index of waste accumulation 

bobj ï volumetric indicator of waste accumulation 

G ï bulk density 

Vo ï the volume of waste gases (exhaust gases) in stoichiometric combustion 

Lo ï theoretical volume of combustion air 

ɚ ï excess air factor = 1.2 

U1 ï boiler power 

U2 ï hearth power 

E ï energy generated in 1 hour. 

 

The energy that will be possible to obtain from burning 1 Mg of waste will amount 

to 3,419.4 kWh. To maintain the continuity of the process, 11.9 Mg of waste will be 

incinerated every hour. The analysis shows that 40,827.6 kWh of electricity and heat will 

be generated per hour of operation of the installation. During one day, 979,862.4 kWh 

will be generated, which in one calendar year will amount to 357,649,776 kWh 

(Table 2). Thanks to the generated energy, every one of the inhabitants of the SŃdecki 

Subregion will theoretically be able to obtain 623.17 kWh of energy per year. 
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7. Waste incineration technology 

The waste incineration technology consists of a waste bunker, from which the waste 

is then poured into the combustion chamber using of an overhead crane, where the waste 

is thermally transformed. The next step is the production of steam in the heat recovery 

boiler, which drives the turbine, which generates electricity sent to power lines. The next 

step will be a hot water heater, where the water is heated and sent by pumps to the district 

heating network. The last stage is the flue gas purification installation, which includes 

activated carbon and lime milk, as well as a fabric filter that reduces dust emissions to 

the atmosphere (Figure 10). 

 

 
 

Figure 10. Technological scheme of the plant for thermal treatment of waste. 
Source: own study based on data from the http://repolis.bg.polsl.pl (access: 10.05.2023). 

 
Exhaust gas purification system 

During the incineration of municipal waste, flue gases are generated, from which 

toxic substances must be eliminated as much as possible for the purified gases and dust 

to meet stringent emission standards.  

One of the methods of neutralization of organic substances present in the volatile 

phase is the re-combustion of exhaust gases. This type of combustion takes place at 

a temperature of 800-1,200 C, but care should be taken not to exceed the temperature 

of 1,400 C, because at such high temperatures, as a result of the oxidation of nitrogen 

from the air, nitrogen oxides are formed, causing re-pollution of the atmosphere. Another 

solution is a biological filter, the most important element of which is the filter material 

on which microorganisms live. As the gases pass through the filter body, they are absorbed 

and then decomposed by the microorganisms living in the filter (NamieciŒska et al., 

2017). 

http://repolis.bg.polsl.pl/


ENVIRONMENTAL PROTECTION TRANSPORT AND LOGISTICS PRODUCTION ENGINEERING  

   

- 29 - 

For flue gas cleaning to be effective, a multi-stage system should be used, which 

will include (Figure 11): 

¶ dedusting, 

¶ removal of heavy metals; 

¶ removal of nitrogen oxides; 

¶ removal of organic compounds; 

¶ removal of acid gases. 

 
 

 
 
 

Figure 11. Scheme of flue gas treatment from a waste incineration plant. 
Source: own study based on data from the http://www.portczystejenergii.pl (access: 10.05.2023). 

 
The use of a multi-stage flue gas cleaning system can eliminate up to 99% of 

pollutants. The most important element in this process are fabric filters or electrostatic 

precipitators, as they reduce the emission of dust, which is a carrier of heavy metals into 

the environment.  

http://www.portczystejenergii.pl/
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In the planned plant, a fabric filter will be used for the thermal treatment of waste, 

which, thanks to the use of the most modern filtering elements resistant to high temperatures, 

can achieve a high degree of dust removal and reduce dioxin emissions into the atmosphere. 

To remove acid gases generated in the combustion process, a dry acid gas removal system 

using calcium hydroxide CaOH2 should be used. This process involves injecting a sorbent 

into the flue gas before the fabric filter. During the process, individual components of 

acid gases are removed (WielgosiŒski, 2020). 

 

Secondary waste management 

After incineration, secondary waste is generated, which must be properly managed 

depending on its chemical composition. Slag and bottom ash will be used in road construction 

and building elements (RadwaŒska et al., 2020). Fly ashes, dust from dust extraction and 

gypsum must be collected in a hazardous waste landfill due to their chemical composition. 

Activated carbon used for flue gas cleaning can be incinerated with municipal waste. 

Scrap recovered during the incineration process will be sold to the smelter for re-production 

of materials. 

 

Assumed capital expenditures  

Assuming that 104,607.7 Mg/year of waste with a calorific value of 11.9 MJ will 

be recycled. The efficiency of the installation for generating electricity is estimated at 

20%, and that of heat energy at 30%. Part of the generated electricity will be used for 

the installation's purposes. The thermal energy generated in the installation will be sold to 

MPEC (Miejskie Przedsiňbiorstwo Energetyki Cieplnej). A significant cost of the installation 

is capital expenditure, which amounts to PLN 579,200,000. Annually, from the sale of 

heat and electricity, they will generate revenue of PLN 14,552,910 (Tables 3 and 4).  
 

Table 3  

Capital expenditures 

Capital expenditures Value Unit  

Machine 391 

mln PLN 

Electrical equipment 86.9 

Construction work 57.9 

Project management 43.4 

Sum 579.2 
Source: www.uigmbh.de (access: 10.05.2023). 

 

Table 4  

Operating costs and revenues 

Operating costs and revenues Value Unit  

Costs of raw materials 600 PLN/Mg 

Compensation of employees 232,000 PLN/rok 

Equipment maintenance 2.52 mln PLN/year 

Sale of electricity 5,457,341 PLN/year 

Sale of heat 9,095,569 PLN/year 
Source: www.uigmbh.de (access: 10.05.2023). 
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8. Conclusions 

After an analysis of the environmental conditions, as well as the spatial development 

plan of the installation for the thermal treatment of municipal waste, a plot was designated 

with an area of 17.5 ha in Nowy SŃcz in the Biegonice district. The plot is located in an 

industrial district, which should help to reduce social conflicts related to the selection of 

the location of the waste incineration plant. The analysis showed a slight upward trend 

in the amount of municipal waste generated in the Subregion.  

It was assumed that the maximum amount of waste to be neutralized in the incineration 

plant will amount to approx. 105,000 Mg/year. Plastics account for the largest share in 

the mass of municipal waste, 30.34%, which is important due to the calorific value of this 

waste ï 35.1 MJ/kg. With a boiler efficiency of 81% and the amount of incinerated waste 

of 11.9 Mg/h, the equivalent amount of electricity and heat generated was 40,827.6 kWh. 

The sum of energy generated per year will amount to 357,649,776 kWh. 

The estimated cost of the project was estimated at PLN 579,200,000.  

It is assumed that the incineration plant will be equipped with a flue gas cleaning 

installation to reduce dust and gas emissions into the atmosphere. For the installation to 

be efficient, it will be advisable to apply a phased reduction of harmful emissions:  

¶ dedusting; 

¶ removal of heavy metals; 

¶ removal of nitrogen oxides; 

¶ removal of organic compounds; 

¶ removal of acid gases. 
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Abstract:  The energy characteristics of a building are the amount of energy, obtained by calculation 

or measured, that is needed to meet the energy demand associated with the use of the building. 

At present, the energy performance certificate is prepared on the basis of a methodology for 

determining energy performance using a teleinformatics system in which a central register of 

energy performance is maintained. The scope of the study was to compare the energy performance 

characteristics of a selected dwelling determined by three methods: a calculation method for the 

assumed use and standard climatic conditions, a method based on the actual energy consumed and 

a method based on the heat balance. Part of the calculations was made using ArCADia TERMOCAD 

software, which, among other things, allows for the preparation of energy performance 

certificates for buildings and parts of buildings. Analysis of the results of calculations of the 

indices of final and primary energy demand obtained by the methods used shows significant 

differences. The discrepancy in the results of energy performance for the analyzed object is due, 

among other things, to the assumptions made, which in their current form are based on a pre-imposed 

methodology. In particular, the results obtained from the consumption method significantly depend 

not only on the structural, material and installation solutions of the building, but also on the 

individual behavior of the users, the number of residents, the climatic conditions prevailing during 

the analyzed period, as well as situations related to specific conditions of use. The indicators achieved 

by this method are therefore not fully objective. The consumption method, despite its ability to 

quickly produce an energy performance certificate, is heavily dependent on the individual behavior 

of the occupants, so it should be used to a very limited extent. 

Key words: energy performance certificate, primary energy, final energy. 

 
1. Introduction  

An energy performance certificate is a document that specifies the amount of energy 

demand necessary to meet the energy needs associated with the use of a building or part 

of a building, i.e. energy for heating and ventilation, hot water preparation, cooling, and 

in the case of non-residential buildings, also lighting. The obligation to have an energy 

performance certificate for a building or part of a building in certain situations stems from 

European law (Directive, 2010). The purpose of the introduction of mandatory certification 

is to promote energy-efficient construction and increase public awareness of the potential 

for energy savings in buildings. Thanks to the information contained in the certificate, the 

owner, tenant or user of a building can determine the approximate annual energy demand 

and thus the maintenance cost associated with energy consumption. The rules for preparing 

and submitting energy performance certificates for buildings are set forth in the Law of 

August 29, 2014 on the Energy Performance of Buildings (Law, 2014). 

 

mailto:kjanisz@ans-ns.edu.pl
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An energy performance certificate is valid for 10 years from the date of its preparation. 

Certificates submitted before the effective date of the law (April 28, 2023) will remain 

valid for the period for which they were drawn up. The certificate will lose its validity 

before the expiration of this period if construction and installation works are carried out, 

as a result of which the energy performance of the building or part of the building will change 

(e.g., replacement of windows, replacement of the heat source, insulation of the building). 

The certificate shall be drawn up on the basis of the methodology for determining 

energy performance using an ICT system, in which a central register of energy performance 

is maintained. The methodology is defined by the Regulation of the Minister of Infrastructure 

and Development of February 27, 2015 on the methodology for determining the energy 

performance of a building or part of a building and energy performance certificates 

(BğaszczyŒski, Ksik, 2020). 

The energy performance of a building is understood as that amount of energy, 

obtained by calculation or measured, which is needed to meet the energy demand associated 

with the use of the building (Fedorowicz, Pokorska-Silva, 2016). 

The rules for determining the energy performance of a building are formulated in 

the aforementioned regulation. This act specifies how to determine the energy performance, 

the indicators of annual energy demand and annual demand for specific types of energy. There 

are two main methods for determining the energy performance of a building: the calculation 

method and the consumption method. The first is based on the standard use of a building or 

part of it. The second, on the other hand, is based on the amount of energy actually consumed. 

Energy demand values for individual facilities should not form the basis for 

generalizations. In practice, a calculation method is more often used, in which they are 

determined: 

¶ coefficient of heat loss by penetration and ventilation; 

¶ Monthly heat loss through penetration and ventilation; 

¶ Monthly solar and internal heat gains and their utilization factor; 

¶ The monthly utility heat demand for heating and ventilation; 

¶ annual utility energy demand for heating and ventilationὗȟ ; 

¶ annual energy demand for domestic hot water preparation ὗ ȟ ; 

¶ annual utility energy demand for cooling ὗȟ ; 

¶ annual utility energy demand ὗ  
 

 ὗ ὗȟ ὗ ȟ ὗȟ   (1) 
 

¶ EU annual utility energy demand index; 

¶ The average seasonal efficiency of the heating and cooling system and the 

annual efficiency of the hot water preparation system; 

¶ annual final energy demand supplied to the building for the heating system 

ὗȟ domestic hot water preparation ὗȟ , cooling Qk,C and the embedded 

lighting system ὗȟ; 

¶ annual auxiliary energy demand Ὁ ȟ ; 

¶ annual final energy demand ὗ  
 

 ὗ ὗȟ ὗȟ ὗȟ ὗȟ Ὁ ȟ   (2) 
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¶ EK annual final energy demand indicator; 

¶ Non-renewable primary energy input coefficients; 

¶ annual demand for non-renewable primary energy for the heating system ὗȟ, 

domestic hot water preparation ὗȟ , cooling ὗȟ and the embedded lighting 

system ὗȟ; 

¶ annual demand of non-renewable primary energy ὗ  
 

 ὗ ὗȟ ὗȟ ὗȟ ὗȟ  (3) 
 

¶ index of annual demand for non-renewable primary energy Ὁὖ. 
 

Energy performance is determined by the values of annual demand indicators 

(Regulation, 2015): 

¶ non-renewable primary energy: 
 

 Ὁὖ  ὯὡὬȾά ϽὶέὯ (4) 

 

¶ final energy: 
 

 Ὁὑ  ὯὡὬȾά ϽὶέὯ (5) 

 

¶ utility energy: 
 

 ὉὟ  ὯὡὬȾά ϽὶέὯ (6) 

 

where: 

ὃ ï area of rooms with controlled air temperature (heated or cooled area). 
 

The consumption method can be used to determine the energy performance of 

existing buildings not equipped with a cooling system, in operation, for at least three 

years, and is intended to assist in the evaluation of existing buildings, for example, with 

incomplete technical documentation. The consumption method is used when: 

¶ for heating or hot water preparation, the building is supplied by district heating 

or gas; 

¶ consumption of system heat is billed on the basis of heat meter readings, and 

natural gas is billed on the basis of gas meter readings, while consumption of 

hot water is billed on the basis of water meter readings; 

¶ there are documents proving the actual consumption of heat or natural gas for 

the last 3 years preceding the preparation of the energy performance certificate; 

¶ no construction work affecting their energy performance was carried out during 

the period indicated above; 

¶ they are not equipped with a cooling system; 

¶ natural gas is used exclusively for heating or hot water preparation, and its 

consumption is measured by a separate gas meter; 

¶ it is possible to determine the area of buildings with regulated air temperature. 
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In the consumption method, the annual demand for final energy supplied to a building 

or part of a building for the heating system Qk,H is determined according to the formula: 

¶ For district heating: 
 

 ὗȟ  ὯὡὬȾὶέὯ (7) 
 

where: 

ὅ  ï The sum of network heat consumption for heating purposes for the last 3 years 

  preceding the issuance of the energy performance certificate. 

¶ For natural gas: 
 

 ὗȟ

ȟϽ

Ȣ ȟ
 ὯὡὬȾὶέὯ (8) 

 

where: 

ὅȟ ï The sum of natural gas consumption for heating purposes for the last l years 

  preceding the issuance of the energy performance certificate, [m3] 

ὡ  ï calorific value of natural gas [MJ/m3] 

ὅȟ  ï The sum of natural gas consumption for heating from the last ά years 

  preceding the issuance of the energy performance certificate, in the case of  

  accounting for gas consumption in a unit of energy contained in the supplied  

  gaseous fuel [kWh]. 

ά ï the number of consecutive years, in the case of accounting for gas consumption in 

  a unit of energy contained in the delivered gas fuel, except that: ά σ ὰ. 
 

Similarly, the annual final energy demand supplied to the building or part of the 

building for the domestic hot water preparation system is determined ὗȟ  
 

The graphical evaluation of energy performance (regardless of the method) is a color 

scale (Figure 1). 

On the scale, arrows indicate the calculated EP value and the EP value required for 

a new building, as determined by the Technical Conditions for Energy Certificates for 

Buildings (Robakiewicz, 2015). 
 

 

 
Figure 1. Scale of the annual demand for non-renewable primary energy EP. 
Source: RozporzŃdzenie Ministra Infrastruktury i Rozwoju z dnia 27 lutego 2015 r. w sprawie metodologii 

wyznaczania charakterystyki energetycznej budynku lub czňŜci budynku oraz Ŝwiadectw charakterystyki 

energetycznej (Dz.U. z 2015 r., poz. 376). 
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2. Purpose and scope of the study  

The scope of the study was to compare the energy efficiency characteristics for 

a part of the building (apartment), determined by the calculation method (Met_o) and 

consumption method (Met_z), as well as the heat balance method (Met_b).  

A residential unit with an area of 38.82 m2 located in Krakow was selected for 

analysis. The building in which the apartment is located was built in 2019. It is a middle 

apartment on the 3rd floor. The corridors and staircase are heated. The technical condition 

of the building is described as very good. The premises are permanently inhabited by 

2 adults and used all year round. The general parameters of the object are summarized 

in Table 1. 

 
Table 1 

Facility parameters 

Specification Description 

Location Krak·w 

Utility program 
Central apartment, on the 3rd floor: room with annex, 1 bedroom, 

bathroom and hall 

Orientation Exterior wall in southwest orientation 

Area and volume 

indicators 

Usable area of 38.82 m2 

Heated area of 38.82 m2 

The volume of the apartment 99.57 m3 

Construction and 

material solutions 

Apartment in a multi-family building; the building has six floors 

above ground; building structure reinforced concrete with masonry 

elements; exterior wall of the apartment: reinforced concrete with 

ceramic hollow blocks insulated with polystyrene, interior walls 

reinforced concrete with ceramic hollow blocks, interstory ceilings 

ï reinforced concrete; exterior windows, double-paned 

Technical systems 

Heating and hot water preparation system: Municipal district 

heating network 

Ventilation: mechanical exhaust 

Source: own elaboration. 

 
The stages of the analysis included: 

¶ thermal calculations; 

¶ heating and ventilation; 

¶ domestic hot water. 
 

Characterization by the calculation method for the assumed use and standard climatic 

conditions and by the consumption method was carried out using ArCADia TERMOCAD 

v.8 software, which, among other things, allows for the preparation of energy performance 

certificates for buildings and their parts. 
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3. Energy demand analysis 
 

3.1. Energy performance results obtained by the method based on standard 

usage (calculation method) 

In the first step of the analysis, the systems present in the analyzed facility were 

determined, as well as basic parameters such as purpose, location, and climate zone. 

Climatic data was needed to calculate seasonal heat demand. Table 2 summarizes the 

average temperatures for the apartment's location zone adopted in the program for 

determining energy performance by calculation. Duration of heating season tsG: 

6024.21 [h].  

 
Table 2 

Heating season and average temperature values adopted for calculations in ArCADia TERMO 

program 

Months I II III  IV V VI VII  VIII  IX X XI XII  

Temperature[oC] -1.3 -2.6 3.2 8.3 13.4 18.2 17.5 17.5 13.8 9.3 1.9 -0.8 

Time [h] 744 672 744 720 391 0 0 0 543.1 744 720 744 

Days 31 28 31 30 16.3 0 0 0 22.6 31 30 31 

Source: own elaboration. 

 
Table 3  

Technical systems and annual amount of energy carrier consumed (Met_o) 

System System components Description 
Seasonal average 

efficiency 

Heating 

system 

Heat generation Compact district heating node 0.99 

Heat transfer 
central heating from a local 

source 
0.96 

Heat accumulation Without tray 1.00 

Regulation and use of heat Water heating with radiators 0.89 

Hot water 

preparation 

system 

Heat generation 
Nodes equipped with weather 

automation 
0.99 

Heat transfer Central water heating 0.77 

Heat accumulation Without tray 1.00 

Source: own elaboration. 

 
Further, all partitions present in the assessed building were defined and calculations 

of the partitions' Rc resistance and U-factor were made. Then the thermal zones were 

defined, which were used to calculate the seasonal heat demand.  

Once the thermal calculations were made, the facility's heat supply and distribution 

method were determined. This allowed the determination of the individual efficiencies of 

the heating system (Table 3), necessary for calculating the annual final energy demand 

for the heating and ventilation system.  
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Based on the design documentation, the energy demand was determined using the 

calculation method for the analyzed apartment (Table 4). 

  Further, based on the assumptions about the heating system derived from the 

methodology and the temperature for the particular climate station adopted in the program, 

energy performance indices were calculated (Table 5). Two additional cases of internal 

temperature were considered here, i.e. 20oC and 23oC. 

 
Table 4  

Calculated annual quantity of energy carrier or energy consumed 

Technical system Type of energy carrier or energy 
Quantity of energy carrier or energy 

▓╦▐Ⱦ□ Ͻ◐▄╪► 

Heating 
District heating from cogeneration 37.96 

Electricity 0.21 

Domestic hot water 

preparation 

District heating from cogeneration 36.11 

Electricity 0.10 
Source: own elaboration. 

 
Table 5 

Energy performance indicators ï calculation method (Met_o) 

Description 

Adopted internal temperature 

Met_o 

20 Co 

Met_o 

23 Co 

Annual utility energy demand index, EU ὯὡὬȾά ϽώὩὥὶ 59.6 71.6 

Index of annual final energy demand, EK ὯὡὬȾά ϽώὩὥὶ 74.4 88.6 

Index of annual demand for non-renewable primary energy, EP 

ὯὡὬȾά ϽώὩὥὶ 
60.5 68.3 

Source: own elaboration. 

 

The values of EP indicators are in accordance with the current standards as of the 

date of obtaining a permit to use this facility. Currently, in order to meet the requirement 

of the technical and building regulations (WT2021), the EP indicator should not be greater 

than 70 kWh/m2 year. 
 

3.2. Energy performance results obtained using the method based on actual 

energy consumed 

In the next step of the analysis, the energy performance of the apartment was 

determined using a method based on the energy actually consumed. The analyzed apartment 

meets the requirements specified in the regulation for the application of this method. 

Energy consumption data for heating and hot water preparation for the 3-year 

period are summarized in Table 6. 

 
Table 6  

Energy consumption over 3 years [kWh] 

 2020 2021 2022 

Heating and hot water preparation system 2,919.61 2,641.91 2,502.95 

Source: own elaboration. 
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During the analyzed period, the apartment was used by 2 adults. The average 

temperature during the heating period maintained in the apartment is about 23-24oC, the 

average monthly water consumption is 2.77 m3. The final energy demand for central heating 

and hot water was calculated jointly for both systems. The value of the non-renewable 

primary energy input coefficient for the facility was assumed based on data from the district 

heating network of MPEC S.A. in Krakow. This coefficient amounted to ï 0.8 in 2022.  

In the case of a joint central heating and hot water system, neither the value of 

the EU utility energy index nor its sub-values are calculated. The results obtained are 

summarized in Table 7. 

 
Table 7 

Energy performance indicators ï consumption method Met_z 

Index of annual final energy demand, EK ὯὡὬȾά ϽὶέὯ 88.5 

Index of annual demand for non-renewable primary energy, EP ὯὡὬȾά ϽὶέὯ 71.4 

Source: own elaboration. 

 

The primary energy demand indicators of the analyzed apartment, determined by 

the consumption method, are not within the range of current WT2021 requirements 

EPmax = 70 kWh/(m2 -year).  
 

3.3. Energy performance results obtained by the heat balance method (analytical 

calculations) 

Based on the temperature data taken into account during the calculations carried 

out using ArCADia software and real data obtained from a weather station suitable for 

the location of the analyzed object (Table 8), calculations were made of the demand for 

heating and hot water preparation. 

 
Table 8  

Average temperatures for the city of Krakow in 2020-2022 [ 0C] 

 2020 2021 2022 

January 1.6 -0.5 1.1 

February 4.5 -0.3 3.9 

March 5.5 3.9 4.0 

April  10 7.0 7.7 

May 12.1 13.3 15.7 

June 18.7 19.8 20.4 

July 19.7 21.9 20.4 

August 20.9 18.1 20.9 

September 15.5 14.5 13.3 

October 10.5 9.0 11.4 

November 5.3 5.4 4.7 

December 1.4 0.2 0.7 

Source: own compilation based on data from https://meteomodel.pl/dane/srednie-miesieczne/?imgwid= 

250190390&par=tm&max_empty=0 (access: 10.05.2023). 
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For the purpose of estimating the demand for DHW preparation, the relationship 

was used: 
 

 ὗ ὲϽὗ (9) 

 ὗ  (10) 

 ὗ ὗϽὔ  (11) 

 

where: 

ὗ  ï average daily hot water demand, taken at 110 dm3/day 

ὲ ï number of residents (2 people were admitted) 

ὗ ï unit consumption of hot water (assumed: 120 l/day/person) 

† ï Time of use of hot water (assumed 18 h) 

ὔ  ï coefficient of hourly irregularity of water distribution, calculated based on  

  formula 12. 
 

 ὔ ωȢσςϽὲ ȟ  (12) 
 

Heating water to a usable temperature requires the supply of a heat flux ū calculated 

based on equation 13. 

   ὗϽὧϽ”Ͻὸ ὸ  (13) 
 

where: 

  ï heat demand 

ὗ ï water demand 

ὧ ï specific heat of water (4200 J/kg K) 

” ï density of water (980 kg/m3). 
 

Heat losses in winter were calculated based on the difference in temperature on 

both sides of non-transparent partitions (exterior walls) and the thermal transmittance, 

based on formula 14. For transparent partitions (exterior windows), heat gains from 

insolation were additionally taken into account (formula 15). 
 

 ὗ ὊϽὟϽὸ ὸ  (14) 

 

 ὗ Ὂ      ϽὯϽὙϽὍ ὯϽὙϽὍ ὟϽὸ ὸ  (15) 
 

where: 

ὗ ȟὗ  ï heat loss through non-transparent and transparent partitions 

Ὂ ï partition surface 

 ȟ ȟ   ï coefficients determining the respective share of glazed area, correction  

  for altitude and type of glazing 

ὯȟὯ ï accumulation factors 

ὙȟὙ ï proportion of sunlit and shaded area 

Ὅ ȟὍ  ï maximum values of total and diffuse radiation 

Ὗ ï heat transfer coefficient 

ὸ ὸ  ï the temperature difference recorded on both sides of the partition. 
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The heat flux supplied to the premises for ventilation purposes was calculated 

from relation 16 based on the volume flow of air and the temperature difference between 

the supplied air and the temperature prevailing inside the ventilated premises 
 

 ὗ ὠϽὧϽ”Ͻὸ ὸ  (16) 

 

where: 

ὗ  ï heat flux for ventilation purposes 

ὠ ï volume flow of air supplied to the premises 

ὧ ï specific heat of air 

” ï air density 

ὸ ὸ  ï temperature differential. 

 

The results of the energy performance determined by the heat balance method 

are summarized in Table 9. Analogous to the calculation method, two cases of internal 

temperature were considered here, i.e. 20oC and 23oC. 

The above methodology for determining a building's energy demand, as noted 

earlier, takes into account both the number of residents (n) and the average monthly 

actual temperature values for a given location. The authors, in this step of the study, 

additionally carried out calculations taking into account the average temperatures of 

a given climatic zone (adopted in the ArCADia TERMOCAD program). The results of 

such simulation are summarized in Table 10. 

Analysis of the results in the table above shows that the results for the two temperature 

ranges coincide, confirming the correctness of the temperature values adopted for the 

climate zones used in the calculations with the energy certification software. The 1.9ÁC 

lower outdoor temperature is taken into account by the ArCADia software, which translates 

into a more restrictive calculation of the EP index in relation to the temperature data 

recorded during the analyzed period (there were mild winters in 2022 to 2022). 

 
Table 9  

Energy performance indicators ï heat balance method (Met_b) 

Description Met_b Met_b 

Adopted internal temperature 20oC 23oC 

Annual utility energy demand index, EU ὯὡὬȾά ϽώὩὥὶ 66.1 70.5 

Index of annual final energy demand, EK ὯὡὬȾά ϽώὩὥὶ 69.0 73.4 

Index of annual demand for non-renewable primary energy, EP 

ὯὡὬȾά ϽώὩὥὶ 
55.2 58.7 

Calculated annual amount of energy carrier or energy consumed for the 

heating system ὯὡὬȾά ϽώὩὥὶ 
32.2 36.7 

Calculated annual amount of energy carrier or energy consumed for 

heating system for hot water preparation system ὯὡὬȾά ϽώὩὥὶ 
33.8 33.8 

Source: own elaboration.  
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Table 10 

Energy performance indicators for different outdoor temperatures and at an indoor 

temperature of 20oC 

Indicator  

Met_b Met_b 

Including average temperatures 

for the climate zone 

(adopted in ArCADia software) 

Taking into account the average 

actual temperatures for the 

location of the apartment 

EU 

ὯὡὬȾά ϽώὩὥὶ 
73.0 66.1 

EK 

ὯὡὬȾά ϽώὩὥὶ 
75.2 69.0 

EP 

ὯὡὬȾά ϽώὩὥὶ 
60.6 55.2 

Source: own elaboration. 

 

4. Conclusions 

Calculations of indices of final and primary energy demand were carried out using 

three methods: calculation, consumption and heat balance for a two-room apartment in 

the location of the city of Cracow.  

Based on the analysis of the calculation results, the following conclusions were 

made: 

¶ showed differences in the results obtained by the consumption method Met_z 

and the calculation method Met_o, which amounted to 15-22% (assuming an 

indoor temperature of 200oC in the calculations) and 5% (assuming an indoor 

temperature of 230C in the calculations). The rate of final energy demand for 

heating and hot water preparation in the case of the consumption method deviates 

from the value of the rate determined by the calculation method (Met_o) for 

typical usage conditions and external conditions determined for the weather 

station of the locations in question. 
 

¶ These discrepancies are due to the assumptions made, which in the current form 

of the methodology are imposed in advance. The consumption method, on the 

other hand, is based on the value of average energy consumption and the 

parameters of the heating system, so it is not fully adequate for comparisons. 

The result obtained from the consumption method significantly depends not only 

on the construction, material and installation solutions of buildings, but also 

on the individual behavior of users, the number of residents and climatic conditions 

prevailing during the analyzed period, as well as situations related to specific 

conditions of use (in particular, the maintained indoor temperature, air exchange 

rate).  
 

¶ The differences in EP and EK results obtained by the Met_z calculation method 

and the Met_b heat balance method are at the level of 18-22%. Precise comparison 

of these results by analogy with the earlier comment is not justified due to the 

very simplified way of determining the energy performance of a building by 

the consumption method. 
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¶ The rate of final energy demand for heating and hot water preparation determined 

by the calculation method (Met_o) for typical usage and outdoor conditions 

determined for the weather station of the locations in question is slightly different 

from the rate determined by the balance method (Met_b), both for actual 

temperature data and those assumed in the Arcadia program.  
 

¶ The differences in the results obtained by the Met_o calculation method and 

the Met_b heat balance method are at the level of 8-11%. It has been shown that 

the reason for this is the deviation of the values of average monthly temperatures 

actual for a given location of the building from those included in the ArCADia 

program, as well as the use of a simplified method of monthly calculation of 

heating energy demand. 
 

¶ Due to the slight deviation, the correctness of the assumed temperature values 

for the climate zone used in the calculations with ArCADia TERMOCAD 

software was demonstrated in relation to the actual values (average monthly 

temperatures for the site location). 
 

In summary, the consumption method, despite its ability to quickly produce an 

energy performance certificate, is heavily dependent on the individual behavior of the 

occupants, so it should be used to a very limited extent. The indicators achieved by this 

method are therefore not fully objective, i.e. related only to the technical conditions of the 

building and the heat source. This may result in a decrease in confidence in the energy 

performance certificate. By design, energy performance certificates are intended to be a tool 

for improving the energy efficiency of buildings, but the incomprehensibility and errors 

of the certificates mean that they do not generate action to improve the energy efficiency 

of buildings, but become only a formal obligation.  

The analyzed example, in which fairly convergent results were obtained using 

different methods of determining energy performance, is a single case study, so the 

conclusions drawn should not be considered as a generalization for every object. 
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Abstract:  The dependence of modern household appliances on electricity means that their 

effectiveness and reliability depend to a large extent on the continuity of electricity supply and 

its quality. This article presents a complementary energy system for a single-family house. The 

construction and purpose of individual blocks of the system were discussed, and the results 

obtained during the annual operation of the system were discussed. 

Key words: solar cells, energy storage system, photovoltaic. 

 

1. Introduction  

The growing expectations regarding the reduction of energy consumption costs, 

the need to transmit electricity over long distances, the associated losses and the energy 

crisis caused by the recent pandemic and the ongoing war in Ukraine result in the constant 

search for new solutions. One of them may be the use of environmentally friendly RES 

(Renewable Energy Sources), energy storage as well as maximizing the self-consumption 

of energy by prosumers. Of course, the problem of energy storage remains, in this case 

it is possible to use distributed energy storage (ME). These storages can be combined 

with RES systems, which seems to be the most beneficial. 

 

2. The concept of using the system  

The aim of the project was to build and test in real conditions a complementary 

energy system for a single-family house. The complementarity of this system consists in 

the mutual complementation of its individual elements in the field of energy production, 

storage and consumption (Bocklisch, 2015; Jafari, Botterud, Sakti, 2022; Maleczek, 

Malicki, Szczepaniak, 2019; Moseley, Garche, 2014; Worku, 2022; Rangel-Martinez, 

Nigam, Ricardez-Sandoval, 2021; Zakeri, Syri, 2015). The installation was designed 

and built as independent photovoltaic systems: prosumer and off-grid. Operational tests 

confirming the validity of the concept in the field of: production, energy storage and 

self-consumption also included the conversion of electricity into thermal energy for heating 

the building and obtaining hot utility water. The adopted solutions took into account the 

aspect of system reliability as well as the simplicity of implementation and relatively low 

investment costs compared to other solutions. An additional advantage of the installation 

is the ability to operate the off-grid system during a power outage from the operator. 

 

3. System components 

According to the assumptions presented in Figure 1 above, the system consists of 

the following systems: generation, storage and consumption of energy. The generation 

systems include two photovoltaic systems: prosumer with a capacity of approx. 6.9 kWp 

and island with a capacity of 1.35 kWp. 

mailto:stanislaw.maleczek@poczta.kans.pl
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Figure 1. The concept of a complementary energy system.  
Source: own elaboration. 

 

The prosumer system (Figure 2) has two photovoltaic circuits: the first with a capacity 

of approx. 3.7 kWp, located on the ground and facing south, and the second with a capacity 

of approx. 3.2 kWp located on the roof of the building facing west. The three-phase 

inverter with a power of 6.6 kWp is connected via a protection system on one side to the 

photovoltaic modules and on the other to the power grid. There is a typical, very common 

solution (Figure 3). In addition, the system is equipped with an external three-phase 

energy meter. The connection diagram is widely known and will not be presented here. 
 

 
 

Figure 2. Photovoltaic circuits of the prosumer system.  
Source: own elaboration. 
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The off-grid system is completely independent of the prosumer system and has 

its own single-phase inverter with a power of approx. 3 kWp (pure sine wave) equipped 

with an energy storage voltage supervision system. This solution results from three aspects: 

reliability, functionality and cost. The functionality in this solution is understood as the 

independent operation of both systems. The nominal voltage of the main bus on the DC 

side is 96 V. An energy storage with a capacity of 24 kWh, made as a two-circuit system, 

is connected to the system. In the first circuit, there are 16 12 V acid batteries with a capacity 

of 100 Ah, made in AGM technology (in series-parallel connection, which gives the 

resultant 96 V 200 Ah). In the second circuit, there are 16 12 V acid batteries with a capacity 

of 20 Ah, made in the VRLA technology (in series and parallel connection, which gives 

the resultant 96 V 40 Ah). 

 

 
 

Figure 3. Block diagram of the off-grid system. 
Source: own elaboration. 

 
Due to the difficulties in purchasing a charging regulator for the 96 V DC bus, 

a dedicated impulse regulator with an input voltage of up to 120 V and a current of up 

to 40 A was designed and manufactured (Figure 4, Figure 5). 
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Figure 4. Schematic diagram of a pulse charge regulator.  
Source: own elaboration. 

 

 
 

Figure 5. The controller is under measurement and ready for use.  
Source: own elaboration. 

 

The energy obtained from photovoltaic modules and received from the off-grid 

system is read from panel meters (DC energy meter and single-phase AC electricity meter). 

The system (which is basically a large UPS system) powers all "sensitive" receivers such 

as: a refrigerator, a gas boiler, a TV set and the necessary internal and external lighting 

of the building. Both photovoltaic systems work independently; prosumer 24/7, while 

island 24/7 from April to October, in other months only during the day. The periodic 

operation of the off-grid system results from the fact that the discharge depth is limited 

(to approx. 30% of the available capacity), which ensures long battery life and guarantees 
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the availability of energy in the event of failures at the electricity supplier. With a large 

amount of energy produced, in order to meet the economic aspect of the investment, it 

must be used in the maximum amount. This is understood here as the maximization of 

the so-called self-consumption. In order to meet this condition, the existing heating system 

(gas boiler and fireplace) was expanded with two air-conditioners (working mainly as 

heat pumps) and instantaneous utility water heaters. Most household and garden equipment 

(induction and resistance heating plates, mowers, trimmers, etc.) is also powered by 

electricity. Producing your own energy is not the only condition for low costs of using 

a house. Very important aspects are efficient insulation of the building (walls and ceilings) 

and its location ensuring exposure to the south side (air-conditioner exchangers should 

also face south. These conditions are met by the building under consideration. Only the 

recuperation system is missing, it was not included in the design phase. 

 

4. System research 

Tests and measurements were carried out during one last year of operation of the 

prosumer system and during the eight-month period of operation of the off-grid system. 

First of all, parameters such as electricity production in both inverter systems (prosumer 

and off-grid) and energy balance taking into account self-consumption were recorded. 

The batteries used in the energy storage were also tested, as well as an attempt to use 

a wind turbine as well as the impact of snowfall on the production of electricity. 

 

4.1. Research of the energy yield of the system 

These tests were carried out on the basis of readings from inductive energy meters 

(alternating current ï three-phase prosumer system and single-phase for off-grid) and an 

electronic direct current meter for the off-grid system. The energy production of the 

prosumer system includes all energy without distinction between self-consumption and 

energy transferred to the operator. Its total value (according to Figure 6) is 6940 kWh. 

 

 
Figure 6. Energy produced in the prosumer system during the year (in the months: from May 

to April). 
Source: own elaboration. 
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In the case of the off-grid system, total (over the entire test period) readings of 

the DC meter located in the circuit of photovoltaic modules and monthly readings of the 

AC meter located at the output of the inverter and showing the energy consumption of 

receivers of sensitive circuits were recorded (Figure 7). By comparing both energy values 

(DC) and the sum of AC energy readings, we can determine the efficiency of the off-grid 

system, which is affected by the efficiency of energy conversion by the inverter and batteries. 

 

 
Figure 7. AC power taken from the off-grid system over an eight-month period (months: 

September to April). 
Source: own elaboration. 

 

The total energy for the off-grid system on the DC side (provided from the modules) 

is 659 kWh and for the AC side 395 kWh. 

Off-grid system efficiency: 
 

–
Ὁ

Ὁ

σωυ

φφρ
πȢφ 

 

 

4.2. Research of electrical parameters of batteries  

The set of the off-grid system includes an energy storage built of batteries made 

in acid technology, therefore it is very important to check the batteries in terms of the 

basic parameter, which is the ability to accumulate electricity (Babu et al., 2020; Dascalua, 

Sharkha, Crudena, Stevenson, 2022; Dehghani-Sanij, Tharumalingam, Dusseault, Fraser, 

2019; Hemmati, Saboori, 2016; Koohi-Fayegh, Rosen, 2020; Maleczek, Szczepaniak, 

Radek, Kowalkowski, Bogdanowicz, 2022). The batteries (AGM technology) under study 

were charged to full capacity in each cycle at room temperature (T=25ÁC). The tests were 

performed using an artificial load (Figure 8). The tested batteries were discharged with 

a standard ten-hour current, i.e. 10 A (for a battery with a capacity of 100 Ah). The 

discharge process was carried out for three temperatures (-25ÁC, 25ÁC, +50ÁC) until the 

limit voltage of about 10.6 V was reached. 
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Figure 8. Technological load. 
Source: own elaboration. 

 

An example of the current-voltage characteristics of the discharge process of the 

tested battery for temperature is shown in Figure 9. 

 

 
 
 

Figure 9. Battery voltage and discharge current characteristics for T= +50ÁC. 
Source: own elaboration. 

 

The results of the accumulated energy read from the artificial load are presented 

in table 1. 

 
Table 1 

Summary of measurement results 

Temperature -20oC +25oC +50oC 

Energy [kWh]  0.64 1.26 0.97 

Source: own elaboration. 
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4.3. Wind turbine research 

During the use of the complementary energy system, the idea of using a wind turbine 

as an additional source of energy was born. Preliminary research was carried out before 

attempting to use it. The subject of the research was a light, not large-sized, 300W wind 

farm with additional protection against too strong wind by twisting the tail (Figure 10). 

Thanks to the 6-blade propellers, a faster start of charging the energy storage is ensured. 

The tests were carried out at ambient temperature (T=20ÁC). and the measuring set 

included the following equipment: 

¶ a device for measuring wind speed; 

¶ ammeter and voltmeter ï universal instruments; 

¶ load ï adjustable resistor; 

¶ temperature meter. 

 

  
 

Figure 10. Wind turbine mounted on a test stand. 
Source: own source. 

 
The wind turbine was mounted at a height of approx. 3 m above ground level, on 

a special tripod. While the wind was blowing, its speed and current and voltage in 

the tested measuring circuit were read (Figure 11). Readings were made many times 

due to changing wind conditions. Average values were taken as measurement results 

(Table 2). 
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Table 2 

Summary of measurement results 

Wind speed [m/s] 2.1 4.3 6 10 12 15.3 20 

Circuit voltage [V]  0 20.5 22.3 25.1 26.0 27.1 28.2 

Current [A]  0 0.9 1.9 2.9 3.9 5.6 8.9 

Current power [W ]  18.45 42.37 72.8 101.4 151.76 250.98 

Source: own elaboration. 

 

 
 

Figure 11. Power characteristics as a function of wind speed. 
Source: own elaboration. 

 

4.4. The influence of snow 

In the winter period of using the system, the impact of the snow layer on the surface 

of the photovoltaic module on the production of electricity was checked (Figure 12). 

The study was to confirm one of the reasons for mounting solar modules at ground level. 

 

  
 

Figure 12. View of the module surface covered with snow after partial (left) and complete snow 

removal (right). 
Source: own source. 
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 The obtained results are presented in Table 3. 

 
Table 3 

Summary of measurement results 

Snow layer thickness [cm] Power [W] 

0 1,300 

0,5 440 

Source: own elaboration. 

 
5. Conclusions 

The results of the research and the operational and cost indicators achieved confirm 

the validity of the solution in which, apart from generation and self-consumption, attention 

was paid to the importance of having a prosumer's own energy storage ensuring energy 

security during interruptions in energy supply from the operator. The obtained results in 

terms of the energy balance fully meet the adopted assumptions regarding self-consumption. 

This is confirmed by the settlements received from the energy operator, which include only 

fixed charges. On average (three-year observations) about 350 kWh remain available for 

the next period, which is about 5% of the annual production of the system. Such a good 

result was achieved thanks to the proper selection of heating systems. Fees for gas fuel 

and firewood do not exceed PLN 100 per month. For comparison, a similar house heated 

with pellets costs about PLN 5,000 zloty. Tests of batteries (acid AGM technology) 

confirmed their full suitability for home systems. Batteries are much cheaper and safer, 

and with not too deep discharge, they ensure long storage life. Of course, this is paid for 

by larger dimensions and weight, but in the case of a home stationary warehouse, it should 

not matter. Attempts to use a wind turbine have failed. Unstable operation, low efficiency 

as well as noise and the risk of an accident (possible damage to the propeller) basically 

preclude its use in a single-family house. Another important aspect to consider is the 

installation location of the photovoltaic modules. Based on the results of the analyses, it 

seems that the best solution (apart from the aesthetics and "loss" of the garden area) is 

to install the modules on the ground. This solution has the following advantages; easy 

access of modules in the event of a failure or the need to clear snow, lower operating 

temperature which improves energy efficiency and greater safety in the event of a fire. 

Studies of the impact of snow cover show that even 0.5 cm of snow causes a three-fold 

decrease in power. Very important premises for the construction of a complementary 

system are: its high reliability (two separate inverters and air conditioners not connected 

with gas heating), having an energy storage (storing part of surplus energy, relieving the 

energy system) and, most importantly, working as a UPS supplying energy to sensitive 

receivers ensuring their uninterrupted work. 
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Abstract:  Railway vehicles are an integral part of the railway system. Therefore their failures 

may lead to dangerous events in the context of the safety of the entire railway system in Poland. 

For the purposes of the article, an analysis of railway incidents in Poland was carried out from 

2015 to 2020, based on data published by the State Commission for the Investigation of Railway 

Accidents (PKBWK) and the Office of Rail Transport (UTK). The statistical analysis included 

events divided into "serious accidents", "accidents" and "incidents", the definitions and categorisation 

of which are presented in the Regulation of the Minister of Infrastructure and Construction of 

16 March 2016 on serious accidents, accidents and incidents in rail transport. Within each of 

the groups of events, the most common categories of causes of direct events were distinguished, 

and then events whose direct cause had their origin in the poor technical condition or failure of 

rail vehicles were distinguished. The conducted analyses cover railway vehicles and do not include 

metro and tramway rolling stock. During the analysed period, no "serious accident" was recorded, 

the direct cause of which was related to the technical condition of rail vehicles, but in the group 

of events "accidents", and in particular "incidents", the share of events of this category is significant 

(from a few to several dozen per cent of all events). The level of detail of data published by the 

State Commission for the Investigation of Railway Accidents or the Office of Rail Transport 

does not allow the assessment of which particular technical system of a railway vehicle is most 

frequently subject to failure (detailed reports are published only for "serious accident" events). 

Therefore, in order to comprehensively assess the impact of technical failures of railway vehicles 

on the safety of rail transport in Poland, it is recommended to conduct more detailed analyses 

in cooperation with the Commission or the Office of Rail Transport. 

Key words: safety, breakdowns, failure, railway vehicles, railway transport, open risk valuation, 

accident, serious accident, incident. 

 
1. Introduction  

European railways remain among the safest in the world. The number of serious 

rail accidents has been steadily decreasing in recent years. The basic indicator for the 

number of fatalities per 1 billion passenger-kilometres for railways is 0.058 and is the 

same as the value of the indicator for aviation. Its value is also 44 times lower than for 

individual car transport and almost four times lower than for coach transport [1]. Analysing 

the indicator determining the number of fatalities per 1 million vehicle-kilometers, there 

are large, at least 10-fold discrepancies between the EU countries with the lowest rates 

and those with the highest rates. In both cases, the median values are significantly lower 

than the average values because the indicators for EU countries with relatively high ratios 

are much higher than those for other countries. As for the mortality rate, a group of 11 

high-value countries is emerging, which clearly contrasts with the values for the other 

EU Member States. Poland is in the group of these countries. 
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Unlike the European aviation and maritime industry, railways have still not 

implemented an EU-wide system for reporting rail safety incidents. This would allow 

conclusions to be drawn, leading to appropriate preventive and risk mitigation actions. 

This system should include reporting information not only on serious rail accidents, but 

also on incidents or potentially hazardous situations ï thus, events without fatalities. The 

European Union Agency for Railways proposes to use a safety assessment method 

consisting of two elements for assessing railway safety:  

1) Mandatory reporting of railway traffic safety incidents in order to learn about 

the mechanisms and scenarios that may lead to accidents and serious accidents. 

2) Introducing the notion of dimension/level of safety by defining the rank of the 

ability of the carrier/ECM to manage the risk control measures put in place 

to control the risks associated with its activities. This will allow for assessing 

the adequacy of the entity's approach to risk management in this area.  

In order to achieve the above objectives, it will be necessary, as in aviation, to 

create a common platform dedicated to the exchange and collection of information and 

data on railway traffic safety violations. 
 

2. Purpose of work, classification of accident events 

In this work, a statistical analysis of railway incidents in Poland in the years 2015-2020 

was carried out. The analysis was carried out, among others, on the basis of data published 

in the annual reports of the National Commission for the Investigation of Railway Accidents 

(PKBWK) (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020) and on the basis of data published 

by the Office of Rail Transport (UTK) in the reports on the state of railway traffic safety 

(Office for Railroad Transport, 2020; Office for Railroad Transport, 2020) and on the website 

of the Office (Office for Railroad Transport, 2023). 

The aim of the work is to assess the impact of technical failures of rail vehicles on 

rail transport safety in Poland. The conclusions from the work can be used in the process of 

estimating and valuing the open risk, in accordance with EU Regulation 402/2013 (European 

Commission, 2013), in relation to changes in the technical systems of rail vehicles. 

Railway safety violation events were analysed according to one of the categories 

ï serious accident, accident, incident. Whenever a serious accident, accident or incident 

is referred to, the definitions indicated below, which originate from the Ordinance of the 

Minister of Infrastructure and Construction of 16 March 2016 (Minister of Infrastructure 

and Construction, 2016) on serious accidents, accidents and incidents in rail transport and 

the Instruction on proceedings in matters of serious accidents, accidents and incidents 

in rail transport Ir-8 (PKP Polskie Linie Kolejowe S.A, 2016), which takes into account 

the issues contained in Regulation of the Minister of Infrastructure and Construction of 

16 March 2016 and is at the same time an act referred to in the PKP PLK Network 

Regulations (PKP Polskie Linie Kolejowe S.A., 2021), shall apply. 

serious accident ï any accident caused by a collision, derailment or another 

occurrence clearly affecting railway safety regulations or safety management:  

(a) with at least one fatality or at least five seriously injured persons;  

(b) causing significant damage to the railway vehicle, infrastructure or environment, 

which the accident investigation board can immediately estimate to be at least 

EUR 2 million. 
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accident ï an unintended emergency event or a sequence of such events involving 

a railway vehicle, causing negative consequences for human health, property or the environment; 

accidents include in particular:  

a) collisions;  

b) derailments;  

c) events at crossings;  

d) events involving persons caused by a railway vehicle in motion;  

e) fire of a railway vehicle. 

incident ï any event, other than an accident or serious accident, affecting the safety 

of railway traffic. 

Individual events were also assigned an appropriate qualification of direct causes. 

For accidents (B) and major accidents (A), the qualification of direct causes according 

to Table 1 shall apply. Table 2 applies to incidents.  

For serious accidents and accidents whose direct cause is a consequence of the inadequate 

technical condition of the rolling stock, the event categories A10, A11, A37 and B10, B11, B37 

apply, i.e. damage or poor technical condition of the railway vehicle with propulsion, special 

purpose railway vehicle and damage or poor technical condition of the wagon, respectively. 
 

Table 1 

Qualification of the direct cause of a serious accident (A) or accident (B) and its categories 

No. Direct cause qualification *Category 

1 
Causes other than those listed below or overlapping of several causes at 

the same time, creating equivalent causes 
00 

2 
Setting the railway vehicle on a busy, closed track or the track in the 

opposite direction or in the wrong direction 
01 

3 Acceptance of a railway vehicle at a station on a closed or busy track 02 

4 
Setting, acceptance or running of a railway vehicle on an improperly arranged 

unprotected route or improper operation of railway traffic control devices 
03 

5 
Failure to stop the railway vehicle before the 'Stop' signal or at a place where 

it should stop, or starting the railway vehicle without the required authorisation 
04 

6 
Failure to exercise caution after the railway vehicle has passed an automatic 

standstill signal or a doubtful signal after stopping in front of these signals 
05 

7 Exceeding the maximum authorised driving speed 06 

8 Execution of a maneuver posing a threat to the safety of train traffic 07 

9 Derailment of a railway vehicle 08 

10 

Damage or poor maintenance of a structure, e.g. permanent way, bridge 

or overpass, including improper performance of works, e.g. improper 

unloading of materials, surface, leaving materials and equipment (including 

road machinery) on the track or in the gauge of the railway vehicle or 

overrunning the railway vehicle on the elements of the structure 

09 

11 

Damage or poor technical condition of a railway vehicle with propulsion, 

special purpose railway vehicle (including overrunning of the item 

constituting the structural part of the railway vehicle with propulsion, 

special purpose railway vehicle) and damage or malfunction of the on-board 

part of the control-command and signalling devices (ERTMS) 

10 

12 
Damage or poor technical condition of the wagon (including overrun on 

the structural part of the wagon) 
11 
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13 Damage or malfunction of railway traffic control devices 12 

14 
Running a railway vehicle over a railway vehicle or another obstacle 

(e.g. brake skid, luggage trolley, mail cart) 
13 

15 Criminal assassination 14 

16 Misalignment of the switch under the railway vehicle 15 

17 Incorrect train or shunting trainset composition 16 

18 
Improper loading, unloading, failure to secure the load or other irregularities 

in the loading operations or improper train or shunting trainset composition 
17 

19 

Collision of a railway vehicle with a road vehicle (other road machinery, 

agricultural machinery) or vice versa at a level crossing with turnpikes 

(category A according to the crossing metric) 

18 

20 

Collision of a railway vehicle with a road vehicle (other road machinery, 

agricultural machinery) or vice versa at a level crossing equipped with 

an automatic crossing system with traffic lights and turnpikes (cat. B) 

19 

21 

Collision of a railway vehicle with a road vehicle (other road machinery, 

agricultural machinery) or vice versa at a level crossing equipped with an 

automatic crossing system with traffic lights and without turnpikes (cat. C) 

20 

22 

Collision of a railway vehicle with a road vehicle (other road machinery, 

agricultural machinery) or vice versa at a level crossing not equipped 

with a level crossing system (cat. D) 

21 

23 
Collision of a railway vehicle with a road vehicle (other road machinery, 

agricultural machinery) or vice versa at a level crossing for private use (cat. F) 
22 

24 

Rolling a railway vehicle onto a road vehicle (other road machinery, 

agricultural machinery) or vice versa outside rail-road crossings at stations 

and routes or on the communication and access track to the sidetrack 

23 

25 Fire on a train, shunting trainset or on a railway vehicle 24 

26 

Fire in a building structure, etc., within the railway area, forest fire 

within the limits to the end of the fire lane, fire of cereals, grasses and 

tracks occurred within the railway area 

26 

27 Explosion on a train, shunting trainset or railway vehicle 27 

28 Natural disasters (e.g. floods, snowdrifts, ice blocks, hurricanes, landslides) 28 

29 
Construction disasters in the immediate vicinity of railway tracks on 

which normal train movements take place 
29 

30 

Malicious, hooligan or reckless misdeeds (e.g. throwing stones at a train, 

stealing cargo from a train or shunting trainset in motion, laying an obstacle 

on the track, devastating power, communications and railway traffic 

control equipment or permanent way infrastructure and interfering with 

this infrastructure) 

30 

31 
Railway vehicle collision with persons while crossing the tracks at  

a rail-road crossing or a guarded crossing 
31 

32 
Railway vehicle collision with persons while crossing the tracks at a rail-road 

crossing with an automatic crossing system (cat. B, C) 
32 

33 
Railway vehicle collision with persons while crossing the tracks at other 

rail-road crossings and walkways 
33 

34 
Railway vehicle collision with persons while crossing tracks outside 

rail-road crossings or walkways at stations and routes 
34 
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35 

Events involving persons related to the movement of the railway vehicle 

(jumping, falling off the train, railway vehicle, strong approach or sudden 

braking of the railway vehicle) 

35 

36 
Ignoring signals prohibiting entry to the level crossing by the road vehicle 

operator and damage to the turnpike or traffic signals 
36 

37 Train or shunting trainset break-up resulting in runaway wagons 37 

38 
Incorrect operation of structures and equipment intended for railway 

traffic control or incorrect operation of railway vehicles caused by theft 
38 

39 
Entry of a railway vehicle using traction energy from the overhead contact 

line into an unoccupied non-electrified track 
39 

40 

Uncontrolled release of dangerous goods from the wagon or packaging 

requiring the intervention of authorities or the use of measures to eliminate 

fire, chemical, and biological hazards at the station or on the route 

40 

Source: Regulation of the Minister of Infrastructure and Construction of 16 March 2016 on serious 

accidents, accidents and incidents in rail transport, Minister of Infrastructure and Construction, 2016, 

Warszawa: Jurnal of Laws of 2016, ithem 369, retrieved from: https://isap.sejm.gov. pl/isap.nsf/DocDetails. 

xsp?id=WDU20160000369 (access: 10.05.2023). 

 
Table 2 

Qualification of the direct cause of the incident and its categories 

No. Direct cause qualification *Category 

1 
Setting the railway vehicle on a busy, closed track or the track in the 

opposite direction or in the wrong direction 
C41 

2 Acceptance of a railway vehicle at a station on a closed or busy track C42 

3 
Setting, acceptance or running of a railway vehicle on an improperly arranged 

unprotected route or improper operation of railway traffic control devices 
C43 

4 
Failure to stop the railway vehicle before the 'Stop' signal or at a place where 

it should stop, or starting the railway vehicle without the required authorisation 
C44 

5 Exceeding the maximum authorised driving speed C45 

6 Execution of a maneuver posing a threat to the safety of train traffic C46 

7 Derailment of a railway vehicle C47 

8 Misalignment of the switch under the railway vehicle C48 

9 Incorrect train composition C49 

10 
Improper loading, unloading, failure to secure the load or other irregularities 

in the loading operations 
C50 

11 

Damage to the permanent way, bridge or overpass, overhead contact 

line, also improper performance of works, e.g. improper unloading of 

materials, leaving materials and equipment (including road machinery) 

on the track or in the gauge of the railway vehicle 

C51 

12 

Incorrect operation of railway traffic control devices causing: 

ï failure to cover the line blocking distance occupied by the railway 

vehicle with the "Stop" signal, 

ï setting of the permitting signal on the semaphore with improperly 

arranged route, improper operation of track or turnout vacancy devices, 

improper operation of station or line blocking devices, 

ï failure to warn and protect road users from a train approaching a level 

crossingor a crossing equipped with a level crossing system 

C52 
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13 

Damage to or poor technical condition of the railway vehicle with 

propulsion, special purpose railway vehicle making it necessary to put it 

out of service as a result of indications by rolling stock malfunction 

detection equipment, confirmed in workshop conditions (hot axle boxes, 

hot brake resulting in a displaced rim), as well as other faults in railway 

vehicles in motion noticed by the service personnel (e.g. broken spring) 

C53 

14 

Damage to or poor technical condition of the wagon making it necessary to 

put it out of service as a result of indications by rolling stock malfunction 

detection equipment, confirmed in workshop conditions (hot axle boxes, 

hot brake resulting in a displaced rim), as well as other faults in railway 

vehicles in motion noticed by the service personnel 

C54 

15 
Fire on a train or on a railway vehicle with no adverse effects on property 

or the environment, without victims 
C55 

16 
Fire of the building structure and vegetation in the immediate vicinity of 

the railway tracks on which normal railway traffic takes place 
C57 

17 

Uncontrolled release of dangerous goods from the wagon or packaging 

requiring the intervention of authorities or the use of measures to eliminate 

fire, chemical, and biological hazards at the station or on the route 

C59 

18 
Railway vehicle running into an obstacle (e.g. brake skid, luggage 

trolley, mail cart, etc.) without derailment or casualties 
C60 

19 Criminal assassination C61 

20 Natural disasters (e.g. floods, snowdrifts, ice blocks, hurricanes, landslides) C62 

21 
Construction disasters in the immediate vicinity of railway tracks on 

which normal train movements take place 
C63 

22 

Malicious, hooligan or reckless misdemeanours (e.g. throwing stones at 

a train, stealing cargo from a train or shunting trainset in motion, laying 

an obstacle on the track, devastating power, communications, and railway 

traffic control equipment or permanent way infrastructure and interfering 

with this infrastructure), without casualties or negative consequences for 

property or the environment, posing a threat to passengers or train staff 

C64 

23 

Events involving persons related to the movement of the railway vehicle 

(crossing tracks at level crossings and walkways on the route, jumping, 

falling off a train or a railway vehicle, collision with rolling stock in 

motion, heavy access to or rapid braking of a railway vehicle), without 

any damage or negative consequences for property or the environment 

C65 

24 

Failure to stop the road vehicle in front of a closed turnpike (semi-turnpike) 

and damage to the turnpike or traffic signals on which signals were activated 

to warn of an oncoming train, without collision with the railway vehicle 

C66 

25 
Incorrect operation of structures and equipment intended for railway 

traffic control or incorrect operation of railway vehicles caused by theft 
C67 

26 Train or shunting trainset break-up resulting in runaway wagons C68 

27 
Causes other than those listed below or overlapping of several causes at 

the same time, creating equivalent causes 
C69 

 

Source: Regulation of the Minister of Infrastructure and Construction of 16 March 2016 on serious 

accidents, accidents and incidents in rail transport, Minister of Infrastructure and Construction, 2016, 

Warszawa: Jurnal of Laws of 2016, ithem 369, retrieved from: https://isap.sejm.gov. pl/isap.nsf/DocDetails. 

xsp?id=WDU20160000369 (access: 10.05.2023). 
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For incidents, the direct cause of which is due to the inadequate technical condition 

of the railway vehicles, the categories of events C53 and C54 and C68 apply, i.e. damage 

or poor technical condition of the railway vehicle with propulsion, special purpose railway 

vehicle and damage or poor technical condition of the wagon, respectively. 

 

3. Analysis of railway events in Poland 

In the years 2015-2020, a total of 24 serious accidents were recorded in Poland. 

The most common direct cause of events of this type was the rolling of a railway vehicle 

onto a road vehicle or, conversely, at level crossings of various categories. This group of 

events includes events categorised according to Table 1 as A18, A19, A20, A21, A22 and 

in the analysed period they accounted for over 83% of all serious accidents in Poland.  

During the analysed period, no serious accident occurred, the direct cause of which 

would be the poor technical condition of the railway vehicle. A detailed list of serious 

accidents is shown in Figure 1.  

"B" category events constituted a very large group of all events that were recorded 

in rail transport in Poland. In the years 2015-2020, there were a total of 3915 events, the 

largest group of which were accidents caused directly by the rolling of a railway vehicle 

on people when crossing tracks outside railway crossings or walkways at stations and 

routes (B34) ï a total of 1075 events. In the second place in terms of the number of events, 

accidents were caused directly by the rolling of a railway vehicle onto a road vehicle or 

vice versa at a level crossing without a level crossing system (B21) ï a total of 780 events. 

The third group consisted of events directly caused by damage or poor maintenance of 

the structure, including the improper performance of works (B09) ï a total of 292 events. 

Only three categories of events, i.e. B34, B21 and B09 accounted for 54.8% of all events 

between 2015 and 2020. Figure 2 presents a detailed analysis of the frequency of occurrence 

of individual categories of events.  

 

 
Figure 1. List of serious accidents in Poland in 2015-2020.  
Source: own study based on the (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020). 
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Figure 2. Pareto diagram for accidents in Poland in 2015-2020. 
Source: own study based on the (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020). 

 

Analysing the number of events of all categories in individual years, it can be 

concluded that since 2017 the number of such events has been systematically decreasing. 

Also in relation to the three categories of events discussed above, i.e. B34, B21 and B09, 

there has been a clear downward trend, which is a very positive phenomenon from the 

point of view of railway transport safety. The quantitative summary of all events in the 

years 2015-2020, including the analysis of trends, is presented in Figure 3. 

 

 
Figure 3. List of serious accidents in Poland in 2015-2020.  
Source: own study based on the (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020). 
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From the point of view of the impact of technical failures of rolling stock on the 

number of dangerous accidents of the type of accidents, the most important events are 

those of category B10, the direct cause of which is damage or poor technical condition 

of the railway vehicle with propulsion or special purpose railway vehicle, and those 

of category B11, the direct cause of which is damage or poor technical condition of 

the wagon. 

Accidents of categories B10 and B11 accounted for 4.2% of all accidents in the 

analysed period. Most of the accidents that have been assigned to the condition of the 

rolling stock relate to the condition of the wagons.  

In the group of events classified as incidents, of which a total of 6414 were recorded 

in the analysed period, there are events that are directly caused by the damage or poor 

technical condition of the wagon, causing the need to shut it down (C54). In 2015-2020, 

1,456 incidents of this category were recorded. The second place was occupied by incidents 

directly caused by the breakdown of the train or shunting trainset, which did not cause 

the coincidence of wagons (C68) ï a total of 1349 events. The third group consisted of 

incidents directly caused by malicious, hooligan or reckless misdemeanours (C64) ï a total 

of 953 incidents. Figure 5 presents a detailed analysis of the frequency of occurrence of 

individual categories of incidents. 

  

 
Figure 4. The share of category B10 and B11 accidents in relation to all accidents in Poland in 

the years 2015-2020. 
Source: own study based on the (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020). 
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Figure 5. Pareto diagram for incidents in Poland in 2015-2020. 
Source: own study based on the (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020). 

 

Between 2015 and 2017, the number of incidents increased sharply (521 incidents 

in 2015 versus 1270 in 2017). Since 2017, the number of incidents has remained almost 

unchanged, with around 1260 events per year. The number of incidents of the most common 

category, i.e. C54, has been steadily decreasing. In turn, during the analysed period, there 

was a sharp increase in the number of C64 category incidents. The quantitative summary 

of all inidents in the years 2015-2020, including the analysis of trends, is presented in 

Figure 6. 

 

 
Figure 6. List of incidents in Poland in 2015-2020. 
Source: own study based on the (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020). 
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Figure 7. Incidents of categories C53 and C54 in relation to all incidents in Poland in the years 

2015-2020. 
Source: own study based on the (PKBWK, 2015, 2016, 2017, 2018, 2019, 2020). 

 
The most important categories of incidents that can be directly related to the impact 

of rail vehicle failures on the safety of rail transport in Poland are categories C53 and 

C54. The data presented in Figure 7 indicate that the percentage of incidents originating 

in the rolling stock condition is systematically decreasing, with the largest decrease recorded 

in 2016 and 2017. However, when analysing the data, it should be taken into account that 

in 2017 the number of incidents in other categories increased significantly, which indirectly 

contributed to a sharp decrease in the percentage of events in categories C53 and C54 

(a decrease from 59% in 2015 to 17.5% in 2020, i.e. by almost 42%). In fact, the number 

of incidents of these categories, without reference to the total number of all incidents) 

decreased by 30% when comparing data for 2015 and 2020. 

 
4. Conclusions 

During the analysed period, no serious accident occurred, the direct cause of which 

would be the poor technical condition of the railway vehicle. Accidents of categories B10 

and B11 accounted for 4.2% of all accidents in the analysed period. Overall, from year to 

year (excluding 2019), the share of accidents classified as category B10 and B11 events 

in the overall number of accident events is decreasing. Most accidents caused by poor 

technical condition are related to events involving wagons. 

The level of detail of data published by the State Commission for the Investigation 

of Railway Accidents or the Office of Rail Transport does not allow the assessment of which 

particular technical system of a railway vehicle is most frequently subject to failure 

(detailed reports are published only for "serious accident" events). Therefore, in order 

to comprehensively assess the impact of technical accidents of railway vehicles on the 

safety of rail transport in Poland, it is recommended to conduct more detailed analyses 

in cooperation with the Commission or the Office of Rail Transport. 
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Unlike the European aviation and maritime industry, railways have still not 

implemented an EU-wide system for reporting rail safety incidents. This would allow 

conclusions to be drawn, leading to appropriate preventive and risk mitigation actions. 

This system should include reporting information not only on serious rail accidents, but 

also on incidents or potentially hazardous situations ï thus, events without fatalities. In 

order to achieve the above objectives, it will be necessary, as in aviation, to create a common 

platform dedicated to the exchange and collection of information and data on railway traffic 

safety violations. 
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Abstract:  The work of AGV (Automated Guided Vehicles) mobile robots is supervised by the 

IntraFleet system, which enables the design of logistics processes and traffic management, 

taking into account the infrastructure of the production hall. AGV robots move in a fixed route 

of magnetic tapes, optical or laser systems ï using wireless communication, e.g. wi-fi or bluetooth. 

AGV routes intersect with each other, which makes it necessary to introduce a system that monitors 

the position of individual transport units. Based on the layout of the hall, a project was developed 

for a collision-free route for the AGV trolley connected to platforms intended for transporting 

elements of the car's cockpit, while maintaining synchronization with the time schedule of 

assembly operations at the line's stations. 

Key words: AGV vehicle, RFID technology. 

 

1. Introduction  

The development of enterprises forces the modernization of transport systems in 

the production and storage areas. Along with new IT technologies, solutions have appeared 

that help to replace people in areas responsible for transport in production halls through 

the use of AGV (Automated Guided Vehicles) autonomous transport vehicles (River Systems 

2022). Thanks to such solutions, the employee can be directed to other, more advanced 

activities. Industry 4.0 has become the main recipient of unmanned transport vehicles, 

which play an important role in the automation of production processes. The positioning of 

the passage of an autonomous vehicle is based on the use of magnetic tapes. Technological 

transport is carried out using various systems and supervision methods, depending on 

the needs and specificity of the production hall. The possibility of collision-free and safe 

movement of the vehicle around the production line zone within the hall is conditioned 

by the appropriate selection of a set of sensors responsible for safety (Puy, 2008). 

The automotive industry in particular has benefited from the development of 

autonomous vehicles. Various types of autonomous transport trolleys are used in the 

car assembly halls. There is synchronization of the transport process of components with 

delivery to the appropriate position of the assembly line at a strictly defined time so as not 

to create warehouse zones. At this stage, there is no room for errors and the elimination 

of the human factor in the transport process ensures the continuity of the assembly lines. 

In most cases, the degree of synchronization of deliveries requires the use of many 

autonomous vehicles, which forces the planning of vehicle routes in a collision-free 

system. In addition, an autonomous vehicle must maintain adaptability to react in the 

event of obstacles appearing on the route. For this purpose, a number of sensors and 

protection devices are used that react quickly enough to slow down or stop the AGV 

(Baszuk, Szczňch, 2010). 

Thus, the proposed modifications to the IT systems supervising the functioning 

of AGVs in the structure of the car assembly hall included in the publication constitute 

the next cognitive stage aimed at increasing the efficiency of the current system. 
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2. Methods 
 

2.1. Determining the route of AGV trolleys  

The collision-free route was designed based on the lay-out of the car assembly hall, 

where automated transport is carried out. Another important aspect is the conditions in 

a given part of the hall. At the beginning, communication routes in the area where the route 

is planned should be marked out. The main parameter is the width of the road, which must 

be sufficient to allow two vehicles to pass. In the analyzed case, an area of 3 m wide was 

designated for the communication zone at the narrowest point. Assuming that both vehicles 

are moving exactly in the center of their lane and taking into account their width, it is 

not possible for them to collide (Figure 1). 
 

 
 

Figure 1. Position of AGV trolleys on the communication route of the car assembly hall (technological 

audit). 
Source: own study based on a technological audit of the FCA car assembly hall. 

 

To optimize the operation of the truck, it is recommended to choose a route based 

on the route about key aspects: 

¶ route length;  

¶ collision of the route with other AGV trucks; 

¶ traffic volume on the road.  
 

When transporting the car cockpit from the picking site to the assembly station, 

it is inevitable to cross the route of AGVs that operate within the hall (Figure 2). In the 

presented diagram, the existing route is combined with the route determining the transport 

of the cockpit. This solution simplifies the route and gives the opportunity to move along 

the same lines, thanks to which other road users will feel the presence of automated transport 

to a lesser extent. 
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Regardless of the chosen variant, the routes of vehicles intersect with each other, 

which makes it necessary to introduce a security system to prevent simultaneous approach 

of vehicles in collision areas. Then none of them will be able to continue driving and 

the route will be blocked (ChoromaŒski et al., 2020). 

 

 
 

Figure 2. Lay-out of a fragment of a car assembly line with marked combined AGV routes 

(technological audit) 
Source: own study based on a technological audit of the FCA car assembly hall. 

 
2.2.  Navigation method and vehicle fleet management system  

When analyzing AGV control solutions available on the market, spatial control 

with the use of mapping of the environment is used more and more often. The use of 

navigation based on geolocation and avoiding obstacles in the assembly hall is difficult 

to implement and is not justified from the economic and reliability point of view. The 

construction of the hall and the high traffic of vehicles controlled by employees significantly 

disturb the autonomous operation of vehicles. When avoiding obstacles, the vehicle would 

have to reverse, which is impossible for multiple bogies. Trolleys connected by joints do 

not provide precise control when moving backwards. In the described example, AGVs 

use the magnetic tape method for navigation. Magnetic tapes are a durable and damage-

resistant material that firmly adheres to a previously well-prepared substrate. Another 

advantage of the tapes is resistance to oil stains and other dirt. Tape-based navigation, 

thanks to its high resistance to a large amount of external light, dirt or condensate, works 

well in the presented case (Pğaczek, Osieczko, 2020). 

Navigation accuracy in this case reaches 1 mm. On the chassis of each trolley, there 

is a magnetic navigation sensor (Figure 3). This sensor is responsible for tracking the line 

on the floor, which determines the path of the River Systems 2022 vehicle). The sensor 

verifies the deviation of the vehicle in relation to the set position, which makes it possible 

to precisely set the AGV trolley in the line in relation to which it is to move (Puy, 2008). 

This sensor checks how far the trolley is from the center of the belt and then sends the 

information to the PLC via the IT bus. The controller, if necessary, corrects the position 

by changing the rotational speed of individual wheels. It is important that the sensor is 

located at a distance of about 30 mm from the floor of the hall. 
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Figure 3. Location of the magnetic sensor. 
Source: What are automated quided vehicles?, River Systems, 2022, retrieved from: https://6river.com 

(access: 10.05.2023). 

 

During the passage of the AGV, the magnetic sensor placed on the vehicle must 

only supervise the set track. In case of encountering intersections and route junctions on 

your way, you need information on which route the trolley should choose. RFID technology 

was used for this purpose. It was proposed to install Siemens SIMATIC RF310R RFID 

readers on board autonomous vehicles (Figure 4). This compact size reader, mounted on 

the chassis of the AGV trolley, has a maximum range of 125 mm between the reader and 

the tag, which gives you the freedom to read tags glued to the floor. It communicates with 

the PLC via the PROFINET communication standard. Siemens 6GT2600 tags are placed 

on the floor in appropriate places. Their small dimensions and high strength guarantee 

proper operation. In addition, each marker is secured with a durable adhesive tape. This 

solution is very practical when heavy equipment enters the hall and there may be a risk of 

damage to the elements. Just peel off the markers and then stick them again in the same 

places. The RFID reader is located on the right side of the vehicle at a distance of 100 mm 

from the end of the magnetic sensor. Similarly, RFID tags glued on the right side of the 

tape at a distance of 100 mm from its edge. 

 

 
 

Figure 4. SIEMENS RFID reader and tag.  
Source: https://adegis.com (access: 10.05.2023). 

https://adegis.com/
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The PLC program determines the orientation of the sensor to the right edge of the 

magnetic tape, thanks to which even in the case of a turnout and the appearance of two tape 

strips, the sensor will not misinterpret the track. Unless a message about changing the 

priority of the sensor readings is sent, the vehicle will always go to the right edge of the 

magnetic strip at the junctions. As a result, it will either continue straight ahead or turn 

right. Each position of the tape relative to the sensor is represented by a different numerical 

value, which is interpreted by the PLC to correct the position. The main assumption 

is that the vehicle should always move along the right edge and, in the case of a specific 

data frame contained in the tag, perform the operation assigned to it. Figure 5 shows 

a proposal for the location of RFID tags on the lay-out of the car assembly line, and 

Table 1 describes their functions. 
 

 
 

 
 

Figure 5. Location of RFID tags (technological audit). 
Source: own study based on a technological audit of the FCA car assembly hall. 
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Thanks to RFID tags, the vehicle recognizes the given route and the control unit 

determines the position of the vehicles and issues a decision on their movement or the need 

to stop. RFID tags must be placed in the vicinity of each of the intersections and places 

where AGV transport routes connect. In order to effectively manage the movement of 

AGV trolleys in the hall, their mutual communication is necessary. For this purpose, each 

of the vehicles was equipped with the Anybus Wireless Bolt device (Figure 6). The module uses 

Bluetooth or Wi-Fi technology. It provides a range of up to 100 m and has an Ethernet 

connector through which it communicates with the PLC responsible for controlling the AGV. 

 
Table 1 

List of RFID tags used for the implementation of routes 

Tag 

number 
The analyzed AGV vehicle Task 

1 Transporting dashboards Entering collision zone no.1, drive straight ahead 

2 Transporting small items Entering collision zone no.1, drive straight ahead 

3 Transporting dashboards Entering collision zone no.2, drive straight ahead 

4 Transporting small items Entering collision zone no.2 

5 All  Leaving the collision zone 

6 Transporting small items Driving straight ahead 

7 Transporting dashboards Destination, Stop 

8 Transporting dashboards Entering collision zone no.3, drive straight ahead 

9 Transporting small items Entering collision zone no.3 

10 Transporting small items Turn left 

11 Transporting small items Destination, stop 

12 Transporting small items Collection of empty wagons, Stop 

13 Transporting dashboards Place of loading, stop 

14 Transporting dashboards Place of loading, stop 
Source: own study based on a technological audit of the FCA car assembly hall. 

 

 
Figure 6. Anybus wireless Bolt module. 
Source: https://www.anybus.co (access: 10.05.2023). 

https://www.anybus.co/
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Each of the trucks must be constantly within range of the wireless network in order 

to send and receive information about the other vehicles in motion. Devices in the network 

have a range of up to 100 m. Due to various obstacles that reduce the real area of operation, 

we assume an effective range of 75% of the maximum range value. 3 access points have 

been placed in the production hall in such a way that none of the route fragments is beyond 

its reach (Figure 7). The area of operation of each access point must partially overlap the area 

of operation of the neighboring one. AccessPoint devices are placed on the walls of the 

hall in places where power cables necessary for their operation can be easily connected. 
 

 
 

Figure 7. Location of wireless network access points within the car assembly hall.  
Source: own study based on a technological audit of the FCA car assembly hall. 

 

In order to ensure the correct operation of the entire infrastructure in which several 

trolleys will move, a local PLC acting as a master, i.e. a superior device, has been used. 

It is connected directly to one of the access points via a network cable. All AGV trucks 

communicate with the main controller and he manages their operation in such a way that 

the movement is smooth and collision-free. 

 

3. Optimization of a collision-free route using wireless communication ï controlling 

and previewing the route 

An HMI panel has been mounted to the PLC controller, which serves as the master 

device, displaying an overview view of the route and information on the position of 

a specific trolley, battery charge status and operation signaling. In the event of any forklift 

failure, emergency stop or low battery level, an employee near the panel will be informed 

about this fact by means of a message, a light signal and a sound signal, the sound and 

volume of which depends on the type of notification. Extremely dangerous situations, such 

as emergency stop or lack of detection by the magnetic tape sensor, are signaled by a loud 

alarm and a flashing red indicator. Lower priority alarms are indicated in yellow and 

a less loud signal.  

Each vehicle has a button on its housing through which the operator confirms that 

all the necessary elements have been loaded on the trolley and can start the transport 

journey. At the same time, the PLC controller mounted on the trolley sends information 

about the start to the master controller, hereinafter referred to as the Master. The cart reads 

every tag it encounters on its way and performs the information assigned to it, but also 
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sends a data frame contained in the tag. Thanks to this information, the Master knows 

the position of individual trolleys and displays it on the panel. When the vehicle enters the 

collision zone, the master controller will receive such information. If at this moment another 

trolley approaches the same zone, the algorithm stored in the controller program sends 

information to the trolley about the need to stop. If the first vehicle leaves the collision zone, 

i.e. its reader registers a specific tag, only then the second vehicle will receive permission and 

continue driving. In this case, it is necessary to use an exit tag because the time delay may be 

unreliable. For example, when an obstacle in the form of another traffic participant suddenly 

appears on the route, the vehicle will not be able to leave the collision zone. Due to the laser 

sensors used, there will be no physical collision. The problem arises when both carts detect 

an obstacle in the form of the other cart and neither of them will be able to continue driving. 

A specific process is the transport of small elements to the assembly line. On one 

platform there are elements for one car, but they are assembled in different zones of the line. 

Then the platforms must be separated and each must follow the car to which the transported 

components belong on the line. When the vehicle transporting small elements to the 

assembly line reaches its destination, the hitch connecting the trolley with trolleys will 

rise, unfastening the set. When the controller receives information from the sensor that 

the hitch has been lifted, the trolley moves to the place where it receives empty wagons 

that have been separated from each other. When the trolley reaches the pick-up location, 

it waits for information whether the empty trolleys are ready for collection. The local PLC 

controller managing the trolley collection mechanism verifies whether the trolleys are 

prepared. If the operation has been performed and the Master has sent information that 

the AGV trolley is waiting for them, the platforms are pushed to the trolley. The vehicle 

checks that the hitch is in place and then moves the hitch down. After this operation, the 

truck sets off on its way to the place of loading (Figure 8). 
 

 
 

Figure 8. AGV trolley with trolleys transporting small assembly elements (technological audit). 
Source: own study based on a technological audit of the FCA car assembly hall. 
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In the case of cockpit transport, the situation is simpler because the trolley is circulating 

with the same set of platforms all the time. Then, each element from the trolley is assembled 

on the same station of the line, so there is no need for the transport platform to move together 

synchronously with the conveyor transporting the assembled vehicles. Only when all the 

boards on the platforms are taken away, the line employee confirms the possibility of its 

departure with a marker on the trolley. 

 

4. Selection of elements responsible for avoiding collisions with AGVs and other road 

users 

An AGV moving within the working area of other vehicles and people must be 

equipped with systems that ensure safe and predictable operation. The most important 

sensor responsible for safety is the laser sensor (Figure 9). The use of such solutions allows 

you to increase the speed of the vehicle. The vehicles are equipped with the HOKUYO 

UAM-05LP-30 device, in the TOF (Time-of-Flight) technology, which is based on the 

measurement of the time in which the light beam hits the object, is reflected and returns 

to the sensor. The maximum detection area is 2700. The security zones created by the 

scanner allow you to assign actions to a specific zone. If the obstacle is more than 2m 

but less than 6m, the vehicle reduces its speed by half. If the obstacle in front of the cart 

is between 0.5m and 2m, the speed is 30% of the maximum speed. If the sensor detects an 

object closer than 0.5m in front of you, it will stop the vehicle until the obstacle is removed. 

 

 
 

Figure 9. HOKUYO UAM-05LP-301 laser sensor. 
Source: https://automatykab2b.pl (access: 10.05.2023). 

 

 
 

Figure 10. Main safety switch on the AGV (technological audit).  
Source: own study based on a technological audit of the FCA car assembly hall. 
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Another element responsible for safety is the safety switch, which is placed in an 

easily accessible place, at the same time in a place that prevents its accidental pressing. 

The button should be used in dangerous situations, such as loss of control of the vehicle or 

breakdown on the production floor. The purpose of the switch is to directly, mechanically 

cut off the power supply to the vehicle, which causes it to stop immediately (Figure 10). 

The operation of an autonomous truck should be visible to the environment. For 

this reason, the vehicles are equipped with light indicators showing the status of the vehicle 

(Figure 11). If the vehicle is in motion, it will flash amber to indicate movement. Each turning 

maneuver is signaled by LED lights located in the front of the stroller. Their strong orange 

light acts as a turn signal when the vehicle is about to make a turn. If both lights are on 

continuously, it is a signal that the vehicle will go straight at the intersection. Also, each 

emergency situation is visualized by flashing lights similar to emergency lights. 

 

 
 

Figure 11. Traffic lights showing the status of the AGV (technological audit). 
Source: own study based on a technological audit of the FCA car assembly hall. 
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5. Conclusions  

When designing the route, the existing infrastructure of the facility should be taken 

into account and efforts should be made to simplify communication routes. 

Selection of reliable and proven solutions available on the market facilitates the 

operation and servicing of the entire system. 

RFID surveillance is required for junction and junction zones. 

Each of the AGVs should be constantly within the range of the wireless network 

according to the access points of the AccessPoint type with partially overlapping areas 

of the adjacent zones. 

Despite the development and reliability of wireless communication systems, security 

sensors must operate independently of network access. 
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Abstract:  DIN 7190-1:2017-02 Interference fits ï Part 1 can be used to verify the quality of a press 

fit in an axially loaded cylindrical joint or in torsional moment: Calculation and design rules 

for cylindrical self-locking pressfits. The standard also includes geometries for the transitions 

between the hub seating and the unloaded contact pressure surface. The article presents the results 

of a series of numerical analyses to determine the pressure distribution in the node in question 

depending on the variant of the geometric shape of the transition between adjacent cylindrical 

surfaces. A solution has been identified to minimize fretting corrosion without increasing the 

nominal push-in value. Determining the correct transition geometries and axial projection 

values is only possible through finite element method simulation. 

Key words: interference fit, press fit, numerical analysis, FEM, contact pressure. 

 
1. Introduction  

In rail vehicles, the seating of the wheel on the axle is realized by a press fit. This 

joint, under normal operating conditions, is exposed to significant torsional and bending 

fatigue loads. Ensuring the required level of safety of the described connection is achieved 

by preventing the occurrence of slippage and plasticization while maintaining the required 

value of pressure in the contact pair. DIN 7190-1:2017-02 indicates the relationship of 

the design rules for the transition between the contact pressure area and the unloaded 

surface.  

The purpose of this study is to determine the effect of different configurations of 

the transitions between the pressed part and the relieved part on the value and distribution 

of pressures in the extreme areas of the fit. The conclusions of these considerations may 

contribute to the formulation of a criterion for the acceptance of numerical exceedances 

in the interference area during wheel calculations in accordance with EN 13979-1:2020. 

 
2. Transition geometries between the contact pressure area and the unloaded surface 

according to DIN 7190-1:2017-02 

The DIN 7190-1:2017-02 standard indicates two examples of shaping the axle 

journal geometry at the extreme fragments of an interference fit connection, which are 

mainly subjected to cyclic bending. Figure 1 shows the optimization of the nature of the 

transition between areas of geometry with varying values of diameters. In contrast, Figure 2 

illustrates the transition in the journal geometry made by undercutting, which should be 

used for areas with similar diameter values. 

In this work, both the solution in Figure 1 and (in different variants) as well as the 

effect of hub axial projection ï dimension a shown in Figure (2).  
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Figure 1. Optimized transition between different diameters (DIN 7190-1:2017-02).  
Source: DIN 7190-1:2017-02. 

 

 
 

Figure 2. Example of optimizing the transition by undercutting the journal and projecting the 

hub (DIN 7190-1:2017-02). 
Source: DIN 7190-1:2017-02 

 

3. Selection of geometric dimensions of the connection and determination of analysis 

variants 

In this work, numerical analyses were performed for 15 combinations of variants 

of the transition between the deposition and the unloaded surface of the joint in question, 

collected in 4 main groups details the geometric dimensions adopted.  

Figure 3 shows the area subject to further consideration by detail A. Figures 4-7 

show variants of the analyzed area, divided into groups for which calculations were carried 

out using the Finite Element Method.  
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Figure 3. Cross section of the analyzed interference fit. 
Source: own elaboration. 

 

Table 1  

Summary of the analyzed variants of the transition between the interference-fit connection and 

the unloaded surface 

Group  Variant  
DF/DW  

[-] 

r/(DF-DW)  

[-] 

DW  

[mm]  

r  

[mm]  

a  

[mm]  

0 

W00 1.1 2 174.5 35 0 

W01 1.1 - 174.5 - 0 

W02 1 - 192 - 0 

1 

W1 1.025 2 187.3 9.4 0 

W2 1.05 2 182.9 18.2 0 

W3 1.15 2 167 50 0 

W4 1.2 2 160 64 0 

2 

W5 1.1 0.5 174.5 8.8 0 

W6 1.1 1.25 174.5 21.9 0 

W7 1.1 2.75 174.5 48.1 0 

W8 1.1 3.5 174.5 61.3 0 

3 

W9 1.1 2 174.5 35 -8 

W10 1.1 2 174.5 35 -4 

W11 1.1 2 174.5 35 4 

W12 1.1 2 174.5 35 8 

Source: own elaboration. 

 

 
Figure 4. Graphic representation of the 

variants in group 0. 
Source: own elaboration. 

 
Figure 5. Graphic representation of the 

variants in group 1. 
Source: own elaboration. 
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Figure 6. Graphic representation of the 

variants in group 2. 
Source: own elaboration. 

 
Figure 7. Graphic representation of the 

variants in group 3. 
Source: own elaboration. 

 
According to the EN 13260:2020 standard, the interference value for the 

assumed nominal connection diameter of 192 mm should be in the range of 0.192 mm 

to 0.288 mm. For the purposes of the work, a constant value of the insertion of 0.2 mm 

was adopted. 

DIN 7190-1:2017-02 recommends fulfilling the following relationships between 

transition diameters and the radius for leveling the notch effect.  

 
Ὀ

Ὀ
ρȢρ 

ὶ

Ὀ Ὀ
ς 

 
The W00 variant is an example that meets the above assumptions, which is why it 

was adopted as a reference for the remaining combinations of dimensions that were analyzed 

in the work in question.  

 
4. Verification  of pressure distribution in the longitudinal section of an interference 

fit connection 

Based on the analyses carried out, the effect of the shape of the geometry of the 

transition between diameters on the pressure value in the interference fit connection at 

the outer areas of the contact pair was observed. In selected combinations of shaping 

the transition geometry, it is possible to exceed the yield strength of the material of the 

associated objects. Table 2 contains a summary of the results for the considered cases, 

including the maximum value of pressure in the contact pair along with the percentage 

difference compared to the reference variant ï W00. The highest pressure values were 

observed at the edge of the contact.  
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Table 2 

Summary of maximum contact pressures with percentage difference from the reference variant 

Group  Variant  
pMAX  

[MPa]  

Difference 

[%]  

0 

W00 76.92 0.00% 

W01 47.07 -38.80% 

W02 76.01 -1.18% 

1 

W1 77.09 0.22% 

W2 76.82 -0.12% 

W3 76.91 -0.01% 

W4 76.90 -0.03% 

2 

W5 58.45 -24.01% 

W6 75.27 -2.14% 

W7 77.58 0.86% 

W8 77.20 0.37% 

3 

W9 76.06 -1.12% 

W10 76.64 -0.36% 

W11 228.33 196.86% 

W12 313.20 307.20% 

Source: own elaboration. 

 
A graphical representation of the maximum pressures is provided in Figure 8 

highlighting in green the values determined for the reference case. Note the significant 

pressure increase at the contact edge for cases W11 and W12, where the value of the axial 

projection was positive.  

 

 
 

Figure 8. Maximum contact pressure for all variants. 
Source: own elaboration. 
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Figure 9 and Figure 10 show the characteristic pressure distributions among all the 

examples analyzed. Due to the symmetrical nature of the graph, the results are presented 

only for half the length of the interference fit connection.  

 

 
 

Figure 9. Distribution of contact pressure along an interference fit connection. Variants W00, 

W01, W5. 
Source: own elaboration. 

 

 
Figure 10. Distribution of contact pressure along an interference fit connection. Variants W00, 

W11, W12. 
Source: own elaboration. 
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The axial projection a, shown in Figure 2 and Figure 7 with a positive value, causes 

an increase in the stiffness of the hub, resulting in higher surface pressure at the joint in 

the hub edge area (Romanowicz, Sanecki, 2014; Nwe, Pimsarn, 2021). This is an effective 

method of preventing fretting corrosion without the need to increase the interference 

value (Kowalski, 2021; Michnej, Guzowski, 2019). If the hub is projected, this method can 

be used for both the diameter change in the transition (Figure 1) and the relief groove 

(Figure 2). In both cases, the following rule applies: a Ó 0 (according to the provisions of 

DIN 7190-1:2017-02). 

The map of the distribution of reduced stresses in the longitudinal section of the 

interference fit connection is shown in Figure 11, while the distribution of radial 

displacements is shown in Figure 12.  

 

 
Figure 11. Stress distribution in the longitudinal section of an interference fit connection variant W00. 
Source: own elaboration. 

 

 
Figure 12. Stress distribution in the longitudinal section of an interference fit connection variant W00. 
Source: own elaboration. 
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5. Conclusions 

When designing the geometry for seating a wheel on the axle of a wheelset, use 

transitions that level the notch effect on the journal surface. It is also necessary to ensure 

the required value of pressure in the area of the contact edges of the associated objects in 

the interference fit. In the case of complex transitions, it is recommended to perform an 

FEM analysis is recommended for detailed verification of the stress and pressure distribution 

across the joint area. 

A trade-off between reducing interference in the entire joint and ensuring a sufficiently 

high contact pressure to prevent fretting corrosion can be found by finite element method 

calculation. 

Further research is required in the subject area to create complete acceptance criteria 

for areas containing numerical stress concentrations in the zone of compressive action 

during wheel calculations in accordance with EN 13979-1:2020.  
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Abstract:  The activity of the municipal transport company is related to the allocation of financial 

resources for the implementation of investment projects related to the purchase of means of transport 

and their operation. Making investment decisions requires an assessment of their effectiveness, 

which allows for the choice of the most favourable solution among the few assessed. In the 

work, based on the analysis of the investment assessment methods used in practice, i.e. the cost- 

-benefit analysis (CBA analysis), the analysis of the life cycle cost (LCC analysis), selected indicators 

with high usefulness in the decision-making process of purchasing means of transport were 

characterized. The CBA analysis, which presents an economic approach to assessing efficiency, 

does not fully take into account one of the most important features of public transport rolling 

stock, which is reliability. The LCC analysis can eliminate the above limitations. In the analysis 

of the efficiency of projects related to the purchase of public transport rolling stock, it is insufficient 

to evaluate the acquisition cost, but an LCC-oriented approach is necessary, including maintenance 

and operating costs, which constitute a major part of total costs. 

Key words: LCC analysis, effectiveness, public transport rolling stock. 

    
1. Introduction  

The main objective of operating a public transportation company in a competitive 

environment is to receive benefits for providing transportation service to the city under 

the terms and conditions found in contracts defining the tasks of the carrier and the standard 

of services offered. The requirements determine the parameters of the vehicles, such as 

the requirement for a low floor, passenger information solutions, or the ticketing system. 

In order to carry out transportation activities, it is necessary to undertake investments related 

to the purchase of rolling stock and the provision of adequate technical facilities to maintain 

and operate vehicles. Continuous development is also conditioned by the tasks set for modern 

enterprises by the country's legal authorities and the European Union. The provisions of the 

Public Procurement Law bind investments carried out by municipal transportation companies. 

It defines the priority directions for procurers, particularly the purchase of innovative or 

sustainable services, and indicates the use of the product life cycle cost calculation. 

 
2. Rolling stock investments in public transport 

The definition of the concept of investment in the PWN Lexicon speaks of economic 

outlays aimed at introducing new or enlarging existing fixed assets (Kaczorowski, 2004). 

Investing involves making expenditures in anticipation of obtaining the desired results, which 

always involves risk. From the point of view of the impact of investment projects on the 

transport potential of a public transportation company, new, replacement, modernization and 

development investments can be distinguished. Due to the time of preparation, implementation, 
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and use, all rolling stock investments of the municipal transport company can be classified 

as long-term investments, characterized by high capital intensity, with a significant impact 

on the external environment. This results in the: 

¶ the length of the calculation period (covering the entire economic life cycle 

of the investment); 

¶ estimating financial flows over a 15 õ 35-year horizon (for rolling stock in general); 

¶ taking into account changes in the value of money; 

¶ accounting for forecast uncertainty. 

 

3. Criteria  for evaluating the effectiveness of investments 

When selecting the most advantageous investment option, there is a problem of 

decision-making, which is a complex task or issue that needs to be addressed or resolved. 

It arises when the decision-maker (i.e., the entity making the decision) seeks the most desirable 

action (decision, option) from among the many actions (decisions, options) that are 

permissible. Solving (tasks or problems) is a search process leading to finding the right 

and accurate solution (Zak, 2005). The assessment of the effectiveness of investments in 

the rolling stock of public transport is based on the analysis of sets characterized by high 

complexity. Tailored analytical methods, which require appropriate preparation and 

development of relevant assessment criteria, are tools to assist in solving decision-making 

problems. 

The assessment of the effectiveness of investments related to the collective transport 

rolling stock is a calculation carried out for a municipal enterprise, which selects the most 

advantageous solution from the evaluated ones. It involves performing an efficiency 

analysis for each case and, based on the criterion adopted, making a choice in terms 

of cost-effectiveness. It is essential to limit the analysis only to aspects that are reflected 

in a given activity. Based on the conducted research (Szkoda, 2017), the following methods 

may be used to assess the effectiveness of investments related to the purchase of public 

transport rolling stock: 

¶ Cost-Benefit Analysis; 

¶ Life Cycle Cost Analysis. 

The above methods are complementary, the LCC cost analysis allows for finding 

the optimal relationship between the costs of acquiring and operating a rail vehicle, while 

the benefit-cost analysis provides the opportunity to determine the limit expenditures 

and safety margins for a given acquisition option. 

 
4. Cost-Benefit Analysis 

The cost-benefit analysis reflects the economic side of performance evaluation. 

Many scientific papers are devoted to this topic. The essence of this method is to perform 

all calculations using mathematical algorithms, reflecting the financial benefits of given 

projects in relation to the required expenditures and future costs.  

In the context of a carrier, several variants corresponding to technical requirements 

are compared in terms of decision indicators which are: 
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¶ Payback Period (PP), or the time after which the benefits of implementation 

will offset the outlay, in simple terms: 
 

 ὔὍ В ὔὈ (1) 
 

where: 

ὔὍ ï the value of investment expenditures incurred 

ὔὈ ï the value of annual financial surpluses from the implementation of the  

  project 

ὸ πȟρȟςȟȣȟὲ ï the consecutive year of the calculation period (SierpiŒska,  

  Jachna, 1994). 
 

¶ net present value (NPV), i.e. the discount method corresponding to the sum of 

differences between benefits and expenditures for each year of the calculation 

period, discounted at the time of commencement of the investment. For a situation 

where the entire expenditure is incurred in the first year of the investment, 

the indicator is calculated according to: 
 

 ὔὖὠ В ὄ ὅ Ͻὅὕ ὔ (2) 
 

where: 

ὄ ï the total value of benefits in year t 

ὅ ï the total value of expenditures in year t 

ὔ ï investment expenditures  

ὅὕ ï discount factor for subsequent years of the calculation period (appropriate  

  for the adopted interest rate level) 

ὸ πȟρȟςȟȣȟὲ ï the consecutive year of the calculation period (SierpiŒska,  

  Jachna, 1994). 
 

¶ Internal Rate of Return (IRR), which is the discount rate at which the net 

present value is zero: 
 

 В В  (3) 
 

where: 

ὅὊὕ ï total expenditure of year t 

ὅὊὍ ï cash inflows in year t (Dyr, Kozubek, 2013). 
 

¶ Benefit-Cost Ratio (B/C Ratio), i.e. the profitability ratio, which is the quotient 

of the discounted benefits from the adopted calculation period and the discounted 

values of the total costs of a given project. It is calculated according to the 

formula: 
 

 ὖὍ
В

В
 (4) 
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where: 

ὅὊὕ ï total expenditure of year ὸ 

ὅὊὍ ï cash inflows in year ὸ 

ὶ ï discount rate (Dyr, Kozubek, 2013). 
 

Based on the analysis of the calculated indicator values, we receive information on 

the investment's profitability, neutrality or unprofitability. The cost-benefit analysis, which 

presents an economic approach to assessing the effectiveness of projects related to shaping 

the transport capacity potential, has significant limitations: 

¶ it requires a comprehensive database of financial inputs necessary in forecasting 

elements of the profitability calculation, such as sources of financing, working 

capital requirements, depreciation costs, capital expenditures necessary to create 

a given investment, costs of its operation, and benefits associated with a given 

project, which must be expressed in monetary units over the years of the investment, 

¶ in view of widely accepted standard methods for forecasting the cost of operating 

public transportation assets over a relatively long existence cycle, heuristic 

methods are used in cost-benefit analysis. Their basis is a qualitative evaluation 

of facts, intuition, and the experts' individual association scheme being a kind 

of cognition and prediction algorithm,  

¶ in these methods, the prediction of the future is not an extrapolation of the 

regularities detected in the past, but the forecasting of possible variants of the 

development of phenomena and presentation of the most realistic variants, 

which affects the time-consuming estimation of input data, 

¶ according to the recommendations of the World Bank and the United Nations 

Industrial Development Organization (UNIDO), the estimation of performance 

indicators at the stage of the feasibility study should be made with an accuracy 

of Ñ30%, in the pre-feasibility study this tolerance is Ñ20%, and in the evaluation 

of the final version of the project it should be reduced to Ñ10%. In the case 

of rolling stock projects characterized by very high capital expenditures, this 

is too large a margin of error, unacceptable to transport companies. 

The cost-benefit analysis also has limitations due to its inability to fully take into 

account one of the most important characteristics of transportation assets, which is reliability 

as characterized by RAMS (Reliability, Availability, Maintainability, Safety) characteristics. 

In order to take this aspect into account, life cycle cost (LCC) analysis can be used, which 

reflects the engineering approach to assessing the effectiveness of investments.  

 

5. Life  cycle cost analysis 

In the analysis of the effectiveness of undertakings related to the purchase or 

modernization of means of public transport, it is not sufficient to assess the acquisition 

costs, but an LCC-oriented approach is necessary, including operating costs (maintenance 

and use). The work carried out showed that the share of operating costs exceeds 65% of 

total costs, constituting an essential part of LCC. The research work performed also 

indicates the need to include energy consumption costs in the LCC model of public 
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transportation modes, and in the case of conventionally powered buses, fuel costs and 

environmental impact costs. The in-service fuel consumption is a baseline figure for 

determining the energy consumption of a vehicle powered by an internal combustion 

engine, and in some cases, it can be used to determine the cost of CO2 emissions and the 

cost of pollutant emissions over the life of the vehicle. Figure 1 shows the share of energy 

costs in the LCC of a tram over a 30-year period of operation. The price of electricity 

was adopted in accordance with the provisions of the Act on Freezing Electricity Prices, 

according to which the maximum price of electricity in 2023 for local governments, utility 

customers and companies is 0.785 [PLN/kWh]. The graph shows that the share of energy 

costs is approximately 23.5% of the total costs. 

 

 
Figure 1. LCC structure of a tram in 30 years of operation.  
Symbols: KN ï acquisition costs, KOT ï m aintenance costs, KE - electricity consumption costs, KWM 

ï motormen's wages, KCZ ï vehicle cleaning costs, KBG ï lack-of-readiness costs, KNA ï emergency 

repair costs, KBT ï technical testing costs. 

Source: own elaboration. 

 

Figure 1, based on the requirements of the PN-EN 60300-3-3:2017-07 standard, 

presents the procedure for assessing the efficiency of public transport rolling stock using 

LCC. For a detailed description of the various stages, see Szkoda (2017). In the first 

stage, assumptions and input data are developed that relate to the design features of the 

vehicle, operating conditions and maintenance requirements. This stage also identifies 

the analysis objectives regarding evaluating the costs of the vehicle's operating phase, 

identifying dominant costs, or determining costs that affect LCC the most. The next 

step is to perform the RAMS reliability analysis. The indicators taken into account 

depending on the degree of detail adopted include, among others: technical readiness A, 

expected mean time to failure MTTF, and expected mean time between failures MTBF 

as above.  
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Figure 2. LCC calculation procedure for collective transport rolling stock. 
Source: own study based on Ksztağtowanie potencjağu przewozowego przedsiňbiorstw transportu kolejowego, 

M. Szkoda, 2017, Krak·w: Publishing House of the Cracow University of Technology. 
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Features characterizing vehicle reliability are essential for building a cost model and 

impact vehicle operating costs the most. The ability to identify the cost of unserviceability 

of a public transportation fleet vehicle is one of the advantages of LCC analysis, as it 

allows for capturing the relationship between losses and the unreliability of the facility. 

The third stage involves a simplified representation of reality, i.e. converting the assumed 

characteristics into numbers representing costs.  

Assumptions from previous stages and various usage and maintenance scenarios 

are taken into account here to guarantee the created model's realistic nature. It is necessary 

to ensure the model's simplicity, which will allow it to be easily understood and used. 

During the development of the model, cost-sharing structures, vehicle allocation and 

estimation of cost elements and parameters are used. The first structure consists of 

acquisition, ownership and liquidation costs, which are divided until a form of value 

that cannot be expressed as a sum of costs is obtained. It is defined using mathematical 

formulas that include parameters of labour intensity or values of man-hour costs of repairs. 

A vehicle breakdown structure is one that allows the durability of a structure's life cycle 

to be reflected in the costs and phases. This approach guarantees that all elements that 

have a significant impact on the model are included in the model.  

This approach is outlined in the US Ministry's program (1986) and in the EN 

60300-3-3:2017-07 standard. In the next stage of the analysis, all the included cost elements 

are calculated and dominants are identified. It is also recommended to perform a sensitivity 

analysis of the impact of dominant costs and reliability parameters on LCC. The fifth 

stage includes the analysis of the results by verifying the fulfillment of the purpose and 

scope of the analysis, as well as checking the assumptions and matching the model to the 

purpose of the analysis. Corrections should be made if any inaccuracies are found. The final 

stage consists in verifying the model using data from actual operation and performing 

the appropriate analysis. Using in-service data, an assessment is made of the correctness 

and accuracy of the model's calculations, which can provide a basis for verifying the 

veracity of the vehicle manufacturer's assumptions. 

 
6. Conclusions 

The presented concept of using indicators in the framework of analyzing the 

effectiveness of rolling stock investments in public transport is described in general terms, 

as it is more complex in practice. The method of calculating the basic elements of the 

efficiency account requires accuracy in identifying costs and effects for each of the analyzed 

options. Correctly conducting the analysis guarantees a helpful tool in the context of 

evaluating the effectiveness of purchasing investments in public transport rolling stock. 

Furthermore, it allows decision-making for facilities characterized by a high complexity 

of variables affecting the operation of a municipal enterprise. 
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Abstract: Health security requires persistent supply of hospital services. It may also require hospitals 

to branch out. During the epidemic crisis, the efficiency of logistics management influences directly 

health security of patients and medical staff. 

Key words: healthcare, COVID-19, logistics of crisis situations, supply chain. 

 
1. Introduction  

First reports about COVID-19 cases were taken public at the end of 2019. While 

virus was spreading all over the world, people and global organizations were becoming 

increasingly concerned about the health security. The escalation of a problem made 

COVID-19 one of the most serious global health challenges. COVID-19 was declared 

pandemic (Cetinkale, Aydin, 2023). It was qualify as one of the biggest global health 

dangers. The impact of living in constant threat on the society and individuals is shown 

in Maslowôs Hierarchy of Needs. His hierarchy of needs indicates that safety needs 

should be satisfied right after physiological needs and before love and belonging needs. 

Epidemiological risk is a crisis. It causes lots of restrictions in daily living. The sense of 

safety is shaken by labour market destabilization, limited access to resources and anxiety 

over the health. During the crisis people are worried about their and their familyôs future. 

No one knows how the new threat works. Everybody is afraid of the consequences of the 

problem escalation (Ryan, Coppola, Canyon, Brickhouse, Swienton, 2020). Medical facilities 

and emergency services play a key role in ensuring health security. Special emphasis 

should be placed on the proper cooperation of hospitals and emergency medical services.  

 
2. Hospital logistics in crisis 

A crisis situation is defined as a state of real medical hazard and risk of property 

damage. It interferes the value hierarchy and interests of society. The feature of the crisis 

is the initial loss of control. If actions are not taken, the problem escalates (Zdrodowski, 

2014). It is required to implement additional logistics activities to counteract the crisis. 

It is not possible to define what actions should be taken in each crisis. They are specific and 

adjusted to the type of the threat. Logistics activities in a crisis should embrace supply, 

transport and different types of services, including medical services. Regardless of the 

type of threat, the main objective of crisis logistics is to protect victimôs life and health 

and meet their basic needs (Mroczko, 2016).  

Hospitals play a crucial role in supply of medical services. They participate in removing 

health effects of the crisis. Hospitals are also kind of the logistics centres. They hold lots 

of logistics activities, such as material and people transportation, storage, supplying or 

supply of services (Kautsch, Ciňciak, 2018). Hospitals operate in the following areas 

(DembiŒska-Cyran, 2005):  
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¶ inventory management ï ordering, taking deliveries, control over stock levels, 

choosing the inventory methods; 

¶ transport management ï patients transport, management of the flow of people 

in hospital, management of the products transport at the facility; 

¶ management of the products distribution at the facility, choosing the distribution 

strategy; 

¶ locating patients on the wards; 

¶ management of other processes, such as sterilization of materials, laundering, 

food management etc. 
 

The occurrence of a crisis forces medical facilities down to execute all this processes 

in particular conditions. It is also often required to extend the range of activity. 

 
3. Logistics activities of the X Hospital in crisis 

The COVID-19 pandemic posed many challenges to the logistics organization of the 

X hospital. In new, uncertain reality, it was necessary to get to grips with unknown disease. 

Every day there was more and more patients who required the treatment. Simultaneously 

there was less of medical staff, for instance because of quarantine. Some changes in the 

hospital activities arose not only from executive cadre decisions, but also from the imposed 

guidelines. 

The aim of the article is to show some of logistics activities that were done in the 

beginning of the COVID-19 pandemic. Authors put special emphasis on transport, supply 

and distribution. 

 
4. Works and external transport 

To precisely characterize changes that were done during the epidemiological risk, 

authors divided transport into two areas ï works and external. External transport involves 

transporting patient to the hospital. Works transport includes management of the flow 

of people at the facility. 

The main challenge of external transport was to split patients up into two groups. 

First group could be transported straight into the Emergency Department. The second 

group consisted of patients with suspicion or recognition of COVID-19. It was crucial 

to shut COVID-19 patients off from the other patients. Areas of the highest risk of virus 

transfer were designated. They were emergency department waiting room and ambulance 

ramp. To minimize the risk, the route of ambulances was changed. COVID-19 patient 

was transported straight into a padded room. Then the ambulance was parked up in the 

named parking lot and sterilized. Hospital also took care of the ambulance team safety. 

There was designated the place for disinfection and exchange a work suit for ñcleanò. 

The place was divided into three zones. First ñcontaminatedò zone was intended to take 

contaminated work suit off. Second ñsanitaryò zone was equipped in a shower and a toilet. 

The last ñcleanò zone was dedicated to put on new clothes. Figure 1 shows the layout of 

the zones in the disinfection area. 
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Figure 1. The layout of the zones in the disinfection area. 
Source: own elaboration. 

 

Regulating the flow of people in hospital was very important issue in the context 

of ensuring the safety of patients and medical staff. Restrictions included both the change 

of haul roads and the number of people, who were in each area at the same time. Main 

activities involved (https://www.szpitallimanowa.pl/, access: 01.04.2023): 

¶ designation separate external entrances for patients with suspicion or 

recognition of COVID-19; 

¶ limitation of the uncontrolled access to the hospital by closing non-controlled 

side entrances; 

¶ putting contactless temperature measurement gate and hand disinfection stations 

at entrance doors; 

¶ mounting combination locks and entry phones on interior doors on the hospital 

premises; 

¶ demarking zones in the casualty department according to top-down guidelines 

ï red for patients with suspicion of COVID-19 with symptoms, yellow for patients 

with suspicion of COVID-19 without symptoms and green for other patients. 

For ease of orientation in zones, coloristic floor markings were made. 

 
5. Supply and distribution 

The aim of the medicines flow management in the hospital is to provide the patient 

availability of appropriate medicines in the shortest possible time. Medicines supply and 

distribution management starts at the time of ordering products from the supplier. It also 

includes delivery to the hospital pharmacy, storage and the distribution in the facility to 

wards. The process ends when the patient gets the drug (Rosiek, 2008).  
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In the context of pandemic as a crisis situation, the main challenge for the hospital 

was to provide the continuity of supply, despite the limited availability of products. Generating 

high stock levels was not possible, because of the short expiration date of most drugs. 

In the beginning purchasing strategies were often changing. It was not possible to choose 

one sure strategy, because of the fluid situation on the supply market. It was essential to 

control the availability of products on the market every step of the way. Medicines had 

to be ordered suitably early before the end of stock and it was necessary to register and 

analyze drug consumption. It supported drug supply planning and changing the way of 

the management. 

A pull distribution strategy was adopted. The delivery medicines from the pharmacy 

to award was initiated when the ward made the order electronically. In that, it was possible 

to maintain possibly minimal stock levels. That way, it was also easier to monitor the 

demand and to forecast drugs consumption. Because of the short expiration date of most 

medicines, First In First Out strategy was applied.  

 

6. Conclusions 

The main goal of the hospital activity during the pandemic was to save lives and 

satisfy basic needs of the society. It was possible only with an uninterrupted work of 

medical facilities. Logistics activities were focused primarily on guaranteeing availability 

of medicines, necessary products and the continuity of services. It was constricted because 

of multiple restrictions and variability of epidemic situation. Only capable organization 

of all processes allowed the realization of medical procedures. As always in medical 

sector, the high quality of services had to remain. 

It is not possible to compare activities that are taken during the crisis with the 

decisions made during the normal state. Dynamic changes during the crisis involve making 

rapid decisions. Wrong decisions can lead to the escalation of the problem. During the 

crisis actions should be rated only in the context of situation. In most cases the success 

means here, that the problem did not escalate and the negative effects are minimal or did 

not occur. 
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Abstract:  The article presents data on fuel consumption of diesel locomotives during operation 

in normal vehicle shunting conditions on the example of ORION Kolej diesel locomotives. The 

fuel consumption of the SM 42 locomotive modernized to the 6Dm type was compared to the 

SM 42 locomotive without modernization. The results were developed using data from the 

system for monitoring the operating parameters of the internal combustion engine NAVI-CAR 

developed for ORION Kolej specifically for rail vehicles. 

Key words: diesel locomotives, parameters monitoring, fuel consumption, modernization. 

 

1. Introduct ion 

Satellite navigation is widely and successfully used in various areas of life. Vehicles 

navigated on electronic on-board maps, controlled precisely from the place of loading 

to the place of delivery, portable computers equipped with telephone directories with 

notebooks of people's location save a lot of time and energy (Cousins, 2008).  

With the development of communication, information technology and satellite 

navigation, it is now possible to use integrated services that allow continuous location 

vehicles, checking the condition of loads and their automatic monitoring. Insurance 

companies even require carriers to adapt their means of transport to ensure the safety of 

valuable goods and drivers. Mobile (radio) communication for monitoring is an important 

component of a successful fleet management system. Positioning systems (navigation) 

enable the observation and tracking of vehicle routes in real time and, if necessary, changes 

in strategy and vehicle routes. Continuous monitoring provides valuable information in 

the event of robberies, thefts, changes in logistics decisions and unforeseen traffic disruptions. 

The main user of positioning services is the transport industry, including rail transport, 

where such information brings measurable benefits to the company's financial result.  

An additional advantage in equipping vehicles with a navigation system, more 

often called the vehicle operating parameters monitoring system is: 

¶ full control of the operation of vehicles in real time, settlement of the actual 

working time of train drivers, settlement of traction teams from the tasks 

performed, capture of employees' abuse in the field of improper operation, 

recording of employees' working time;  

¶ fuel control, reports the actual fuel consumption to the specified standard (created 

based on operating parameters) - monitoring of places where work was carried 

out - map of vehicle travel;  

¶ visualizations of the work done on a detailed digital map of the area,  

The purpose of the implementation of the vehicle monitoring system is broadly 

understood control of the functioning of the park vehicles and employees. Control of 

operating parameters allows you to influence and eliminate improper engine maintenance, 

for example, during the period covered by the warranty after repair. 



ENVIRONMENTAL PROTECTION TRANSPORT AND LOGISTICS PRODUCTION ENGINEERING  

   

- 102 - 

2. Description of the NAVI-CAR LOKO vehicle monitoring system.  

The locomotive operating parameters monitoring system was developed based 

on the guidelines and requirements of the railway carrier, F.H.U. ORION Railway. It is 

based on the NaviCar Lys GPS fleet management system offered by the Polish company 

Navi-Soft. 1). The heart of the system is the NV-GPS2-LOCO recorder. The device was 

expanded several times and today there are over a hundred such recorders in the final 

version. The whole is based on a standard GPS recorder by Navi-Soft, in the NV-GPS2-Voice 

and NV3 versions, it has an extensive measurement system and an emergency power source.  

The NV-GPS2-LOCO recorder is a device dedicated to monitoring the operating 

parameters of a locomotive engine. 

In the standard dedicated version, the device provides data from GPS (time, position, 

speed, direction) and additionally from external sensors:  

¶ water temperature;  

¶ oil temperature; 

¶ oil pressure;  

¶ fuel level from digital fuel probes (upper tank, lower tank, optional tank additional);  

¶ engine speed;  

¶ the working status of the first and second fuel pumps;  

¶ webasto coolant heater working status;  

¶ measuring the current from the traction motor; 

¶ measuring the voltage of the main generator.  
 

 
 

Figure 1. Block layout of the GPS monitoring system. 
Source: ĂWykorzystanie satelitarnego systemu GPS do monitorowania parametr·w pracy pojazd·w  

i maszyn w rolnictwieò, P. Komarnicki, 2011, InŨynieria Rolnicza, 4(129).  
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The whole is powered from the locomotive's batteries (110V DC input), it has 

a charging system 24V buffer battery, the inputs are galvanically isolated from the locomotive 

installation. The standard software of the NaviCar vehicle monitoring system with a slightly 

more extensive reporting part is used for visualization ï this allows you to detect undesirable 

situations, e.g. low oil pressure, incorrect start and stop of the internal combustion engine, 

long-term operation in gear idle and many others. The NaviCar software, thanks to its 

universality, allows you to defining many conditions and events ï an example of the definition 

of "bad start" is the detection of an event when any of the conditions is met: water temperature 

lower than 36ÁC, oil temperature lower than 26ÁC, oil pressure lower than 0.08 MPa, or 

pre-priming pump detection of the presented event is of great importance in the event of 

a failure of the piston-connecting rod system of the engine seizing, in order to know the 

cause and persons responsible, and in the case of the warranty period of the vehicle, an 

allocation of repair costs. 

The NAVI-CAR 2 system consists of:  

¶ GPS-NV-GPS2-LOCO signal recorder;  

¶ Quad-band GSM module (GPRS, SMS, audio);  

¶ 66 channel GPS receiver;  

¶ internal GPS antenna;  

¶ external GPS antenna (optional);  

¶ 1 MB non-volatile memory (e.g. to store 50,000 GPS data records);  

¶ sensors and transducers of operating parameters. 

The ORION Kolej company equips the locomotives it operates with recorders for 

monitoring operating parameters, as well as vehicles that are in the warranty period after 

periodic repairs (NaviSoft technical materials navisoft.pl/elektronika).  
 

3. Characteristics of the compared vehicles  

The first locomotive subjected to observation is the SM42 series locomotive, side 

number 2600. This locomotive, produced in the years 1960-1990 of the 20th century, 

has been used to this day, it is equipped with a power generator with an a8C22 engine 

manufactured by HCP PoznaŒ (Figure 2). SM 42 locomotives are the most numerous 

series of diesel locomotives used in Poland by railway carriers as well as operators of 

railway sidings in industrial plants. 
 

 
Figure 2. A8C22 internal combustion engine. 
Source: own elaboration. 
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It is a shunting diesel locomotive with an electric transmission with the Bo Be" 

axle system and the following traction parameters (Figure 3): 

¶ Locomotive power - 554 kW (800 HP); 

¶ Vehicle weight - 74 t;  

¶ max. speed 90 km/h;  

¶ Traction force - 228 kN;  

¶ Combustion engine type HCP a8C22-8 V, cat. 50%;  

¶ Engine speed - 1000 rpm;  

¶ Specific fuel consumption - 225 g/kWh;  

¶ Piston diameter - 220 mm;  

¶ Piston stroke - 270 mm;  

¶ Aggregate weight - 7,400 kg + 4,000 kg - 12,000 kg. 
 

 
 

Figure 3. Diesel locomotive series SM42 (6D/6Da).  
Source: own elaboration. 

 

 
 

Figure 4. Modernized 6Dm-01 locomotive.  
Source: own elaboration. 
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The second vehicle is the SM42 locomotive comprehensively modernized by the 

"ORION Kolej" company. This modernization version is marked with the 6Dm type 

(Figure 4) with an asynchronous main generator, replacing the control system with 

microprocessor ones, changing the equipment of the driver's cab and engine compartments. 

 
3.1. Scope of modernization of the 6Dm vehicle 

The entire mechanical part of the locomotive was modernized. The elements used, 

subjected to major repair, are a completely rebuilt locomotive mainstay, 1LNa bogies 

and traction motors. A completely new construction of the driver's cabin, machinery 

compartments housing the power generator and auxiliary devices was made. The power 

generator consists of a CAT C-27 combustion engine (Figure 5), a main generator and 

an auxiliary generator. The locomotive has a microprocessor control, anti-skid system, 

board layout brake, diesel-electric transmission of the locomotive alternating current - 

direct current. Built-in traffic safety devices include the following systems:  

¶ Active deadman system;  

¶ SHP automatic train braking system with Radio-Stop system;  

¶ Fire detection and extinguishing system;  

¶ Radio communication with the GMS-R system;  

¶ TTV monitoring system.  
 

The locomotive is also equipped with a GPS vehicle location system together with 

the system monitoring of fuel consumption, internal combustion engine operating parameters, 

vehicle load, vehicle diagnostic and protection systems implemented by a microprocessor 

controller, electronic tachograph.  

The locomotive has air-conditioning of the driver's cabin, social equipment, which 

includes a refrigerator, electric heating plate, washbasin, a spacious wardrobe, a diagnostic 

monitor, spring-loaded parking brake. 
 

 
 

Figure 5. The modernized SM42 (6Dm) locomotive during homologation tests.  
Source: own elaboration. 
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3.2. Driver's cabin 

The structure of the driver's cab is made of steel profiles and is placed on the 

locomotive's underframe with four metal-rubber elements. This solution eliminates 

vibrations from driving and the internal combustion engine. The entrance to the cabin 

leads from the platforms and is located on both sides of the vehicle. The width of the 

cabin has been increased. The side walls feature modern pop-up and sliding windows 

with glued-in panes. The windshields are equipped with a heating system. Thermal and 

acoustic insulation in the form of non-combustible mineral wool has been built in the cavities 

of the walls and ceiling of the cabin. All internal walls, ceiling and both desks are lined 

with aesthetic elements (panels) made of non-flammable polyester resins (Figure 6). 
 

 
 

Figure 6. The interior of the 6Dm ORION Kolej driver's cab.  
Source: own elaboration. 

 

The driver's cab is equipped with two ergonomic driver's desks, which enable 

driving in a given direction, as well as, after folding the seat, operation from a standing 

position, which is required during manoeuvres.  
 

 
 

Figure 7. Desktop of the 6Dm 01 locomotive. 
Source: own elaboration. 
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A diagnostic panel, a drive and brake controller, and pressure gauges have been 

mounted on the dashboards braking system, a radiotelephone and buttons and devices 

necessary to operate the locomotive. By The design of the desktop was guided by the 

principle to place only the necessary devices on the desktop, and not them the location 

was in accordance with the principles of ergonomics (Figure 7). 

In the driver's cab there is also a low-voltage electrical cabinet panel, a fuel 

consumption monitoring terminal. The locomotive can be driven by one person switches 

for operating the internal combustion engine, parking brake, anti-reflection switch were 

installed.  
 

3.3. Generator 

The power generator installed on the locomotive consists of a C27 C27 diesel engine, 

an EMIT GTds 400 M4C-3 asynchronous main generator, and a 3x400 V auxiliary 

generator rubber on the locomotive underframe four-stroke, turbocharged it's the engine. 

Is CAT internal combustion Engine C27 controlled fuel injection, using with unit injectors. 

Engine electronically complies with air cooling STAGE IIIA emissions, and its fuel 

consumption is 198 g/kWh. The main generator is an alternating current machine with 

two bearings connected by a flange to the housing of the internal combustion engine's 

flywheel. An auxiliary generator is mounted on the generator standards driven by a belt 

drive (Figure 8). Diagram of the power generator of the modernized 6Dm locomotive. 

 

 
 

Figure 8. Diagram of the power generator of the modernized 6Dm locomotive.  
Source: own elaboration. 

 

3.4. Locomotive control 

The locomotive is controlled by a microprocessor controller which regulates the 

excitation of the main generator, controls the operation of the air compressor, cooperates 

with the electronic ECM regulator of the internal combustion engine, automatically switches 

on the traction motor shunting system after exceeding the set driving parameters, performs 

automatic control and elimination of wheel slip, performs operation of the systems 

protecting the operation of the locomotive and the internal combustion engine. 
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Figure 9. Chart of fuel consumption of the CAT C27 internal combustion engine. 
Source: own elaboration. 

 

4. The course of comparative vehicle tests 

A comparative study of fuel consumption was carried out on two diesel locomotives 

ï the first of the SM42 2600 series ï a vehicle without modernization, the second is 

a modernized 6Dm-01 locomotive. The vehicles were operated at the marshalling yard 

of the Northern Port in GdaŒsk ï 6Dm-01 and at the port of Gdynia. Working conditions 

involving maneuvers when assembling freight trains, on the same horizontal profile within 

the marshalling yard tracks. 
 

 
Figure 10. View of the locomotive working time in the GPS NAVI-CAR system. 
Source: own elaboration. 

 

When comparing, the work of vehicles was averaged over one month by checking 

and comparing working (driving) times, stopping times, fuel consumption. In everyday 

work, it is impossible to perfectly match and compare work cycles ï driving, stopping, 

shunting work, but in the long term, e.g. one month, you can approximately estimate the 

consumption and costs of vehicle operation (Figures 10-11). 
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Figure 11. An example of the vehicle's workflow based on the NAVI-CAR program.  
Source: own elaboration. 

 

The tables below contain a summary of work in individual weeks of May 2023 for 

the modernized 6Dm-01 locomotive (Table 1) and the SM42 2600 locomotive without 

modernization (Table 2). 

For comparison, in May 2023, the SM42 2600 locomotive covered a distance of 

624 kilometers, consuming 3,544 liters of fuel, while the 6Dm-01 locomotive, for a distance 

of 625 kilometers, consumed 1,982 liters of fuel, which is about 30% savings on fuel costs 

per month. 
 

Table 1 

Summary of the operation of the 6Dm -01 locomotive saved in the GPS NAVI-CAR system 

Summary of fuel consumption during shunting work  

for the modernized 6Dm-01 locomotive 

 
Date  

May 01-07, 2023 

Date  

May 08-14, 2023 

Date  

May 15-23, 2023 
comments: 

Stops [h]  147 184 190  

Ride 20.11 8 25  

Distance traveled 228.7 77 318  

Fuel Burned [1] 803 295 884  

Fuel consumption [1/100km] 351 382 278  

Average speed 17.1 12 16  

max. speed 58 30 46  
Source: own elaboration. 
 

Table 2 

Summary of operation of the SM42-2600 locomotive saved in the GPS NAVI-CAR system 

Summary of fuel consumption during shunting work  

for the modernized 6Dm-01 locomotive 

 
Date  

May 01-07, 2023 

Date  

May 08-14, 2023 

Date  

May 15-23, 2023 
comments: 

Stops [h] 140 174 184  

Ride 27 17 31  

Distance traveled 343 226 346  

Fuel Burned [1] 1,128 1,010 1,406  

Fuel consumption [1/100km] 328 446 405  

Average speed 14.6 15 12  

max. speed 45 53 40  
Source: own elaboration. 
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5. Conclusions 

The comparison of fuel consumption and operating costs of a modernized locomotive 

presented in this article in relation to a vehicle not subjected to modernization in a broader 

sense, not only showing fuel consumption, but also oil costs and costs of ongoing maintenance, 

clearly indicates the direction that operators of shunting diesel locomotives should take. 

These solutions show the way to be followed, the aim of which is to eliminate old fuel- 

-consuming and not ecological railway traction vehicles (Szkoda, 2011).  
 

 
 

Figure 12. Savings of selected parameters of the 6Dm locomotive after modernization.  
Source: own elaboration. 

 

Modernization of the vehicle in the 6Dm variant is related not only to only in the 

replacement of the power generator, which improves fuel and oil consumption and reduces 

the emission of pollutants to the environment, but also in changing the shape of the external 

appearance of the vehicle, which improves the safety of maneuvering works by ï improving 

visibility, ergonomics of the service staff ï by eliminating vibrations, social equipment 

of the driver's cabin, on-board diagnostics. In addition, when using the GPS system on 

locomotives, any deviation from the average of the accepted standard may be a signal for 

undesirable seizure interventions to eliminate faults in locomotive systems, increased 

wear and even fuel consumption. 
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Abstract:  Modern companies operate in a highly volatile environment. To grow, they need to 

constantly improve their operations and adapt to dynamically changing conditions. The 5S 

system is one of the basic tools of lean management and is one of the best workplace organization 

practices. It is based on standardization and constant attention to the workplace. The aim of the 

study was to analyze the stages of implementing the 5S system in a selected area of a manufacturing 

enterprise. For the pilot implementation of the system, one of the production stages was selected, 

which is the assembly of door finishing components, according to a previously developed production 

order. In the course of the analysis, a 5S implementation strategy was developed, consisting of 

6 stages: conducting training for employees; forming an implementation team; analyzing workstations; 

developing a layout; preparing health and safety boards; and implementing 5S. Implementation 

of the method with 5S in the organization required a high level of involvement of all employees 

at a relatively low financial cost. Its implementation brought tangible benefits in a short time. Work 

at the posts became comfortable for employees, better organized and more efficient. The analyzed 

case shows that the implementation of the 5S system also improves on the atmosphere at work. 

It creates rules for the organization of the enterprise and standards of work that increase productivity, 

and influences the provision of safe and ergonomic working conditions. It can also be seen 

as a foundation for the introduction of further improvements such as SMED, Kanban and TPM. 

Key words: 5S system, lean manufacturing, production, workstation. 

 

1. Introduction  

Modern companies operate in a highly volatile environment. The development of 

companies therefore requires continuous improvement and adaptation to dynamically 

changing conditions. One method geared towards continuous improvement is the 5S 

method. It is mainly used to improve workplaces in production processes, although it is 

also applicable to other industries. The 5S method is the result of years of practice and 

experience of leading Japanese companies. It focuses on improving quality, productivity, 

work streamlining, safety and management, which can contribute to solving many work 

organisation problems. Used effectively, it can become an important part of the visual 

inspection process that helps implement lean manufacturing principles. It contributes to 

eliminating waste, streamlining processes and reducing unnecessary activities. The method 

identifies many hitherto unnoticed and hidden problems in the company. More narrowly, 

it refers to standards for keeping the workplace tidy (Czerska, 2014; Iranmanesh, Zailani, 

Hyun, Ali, Kim, 2019; Ğazicki, 2010; Pacana, Gazda, Woğoszyn, 2014). 

The 5S method is based on five principles, the first letters of which are the origin 

of the method's name (Wolniak, 2013): 

1. Sorting (jap. seiri) ï it consists in organizing items in the workplace and eliminating 

the unnecessary ones. 

2. Systematics (jap. seiton) ï it consists in arranging tools or components in a way 

that makes it easy to do the job. Everything should have its place, and the tools 

and items that are used most often should be easily accessible. 
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3. Cleaning (jap. seiso) ï it involves keeping the workplace clean and tidy. Regular 

cleaning helps to keep things tidy and minimise the risk of accidents. 

4. Standardisation (jap. seiketsu) ï it involves the introduction of standards and 

procedures for order and work. Standardisation ensures that every employee knows 

what to do and how to do it. 

5. Self-discipline (jap. shitsuke) ï it consists in maintaining and continuously improving 

the standards introduced. It requires the commitment and responsibility of each 

employee for the state of their workplace. 

 
2. The process of implementing the 5S method in a selected company ï case study 

The aim of the research was to analyse stages of implementing the 5S system in 

a selected area of a production company.  

The analysed company is located in the Mağopolskie Voivodeship. It is classified 

as a large enterprise in the manufacturing sector. The company manufactures products used 

in the construction industry, which are sold throughout Europe. All of the company's 

products have mandatory, industry-specific certificates. In addition, the company has 

implemented quality and occupational health and safety management systems in accordance 

with ISO 9001:2015 and ISO 45001:2018. 

 
Table 1  

Stages of 5S implementation 

No. Implementation stage Purpose of each stage 

1. 
Conducting employee training 

on the 5S system. 

Increasing staff awareness, encouraging 

cooperation. 

2. 
Creation of an implementation 

team. 

Appointment of a brigade of staff responsible for 

implementing the system. 

3. Conducting a job analysis. 
Locating steps or processes that generate any kind 

of waste. 

4. Layout development. 
Workplace visualisation after the introduction of 

the 5S system. 

5. 
Preparation of the occupational 

health and safety signs. 
Increasing safety. 

6. Introduction of the 5S. 
Implementation of the 5 pillars: selection, systematics, 

cleaning, standardisation, self-discipline. 

Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym, A. Bugara, 

2023, praca dyplomowa. Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 

 

Based on the audit, it was concluded that there was a need for changes in the 

company to improve and maintain good organisation of workstations, according to the 

5S method. For the pilot implementation of the system, one of the production stages was 

selected, which is the assembly of door finishing components, according to a previously 

developed production order. In the course of the analysis, a 5S implementation strategy 

was developed, consisting of six stages (Table 1). 
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In the first stage of implementation, as part of the planned training, employees were 

introduced to the 5S method. The training was extended to all employees of the analysed 

area. 

In the next step, an implementation team was formed to pilot the introduction 

of the 5S system. This was followed by an analysis of the workstations in the selected 

department. A layout was drawn up of the production hall covered by the implemented 

system (Figure 1). 

 
Legend to Figure 1  

 
In line with the implementation strategy, the next stage involved the design of 

occupational health and safety boards, i.e. places where all relevant information and items 

related to safety at the workplace would be located. It was planned to develop three pieces 

of boards, which were placed on the production floor in easily accessible places so that 

every worker could access them (Figures 1 and 2).  

The boards are made of stainless steel. It is engraved with the name of the department 

concerned. It features, among other things, a first-aid kit, equipped with the necessary 

first-aid supplies; a fire extinguisher; and a cabinet for chemical safety data sheets and 

the necessary instructions for the equipment used by the workers. 

The process of the actual implementation of the system took place after previous 

observations and interviews with employees performing specific activities in the production 

area under analysis. This was in order to identify wastage at production sites.  

 

Colour Objects and places of marking 

 Doors and frames for further production 

 Waste, space for non-compliant product 

 Workbenches, rotating trolleys, building wall imitation 

frame 

 Raw material racks and finished product racks 

 Product awaiting further processing 

 Finished product 

 OHS board 

 Dangerous places 

 
Cleanliness corner 
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Figure 1. Layout of the production hall. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym, A. Bugara, 

2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 
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Figure 2. BHP Table. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym,  

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 

 

The first step in introducing the system was selection. At this stage, all unnecessary 

items were identified and removed from workstations. The stage was aimed at completely 

eliminating wasted places and the working time spent searching for necessary tools. It 

was performed according to the so-called 'red-labelling strategy' (Czajkowska, 2018). 

The design of the adopted label is shown in Figure 3. 

 

 
 

Figure 3. Red label design. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym, A. Bugara, 

2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 

 

The selection stage allowed the first, noticeable results to be achieved in a short 

time with a minimum of expense. 
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The second stage was systematics. The team analysed the way in which the 

workstations were laid out and arranged so that they created convenient working conditions. 

The process started with the marking of the workstations on the shop floor using coloured 

floor tapes. This was followed by the development and implementation of an optimum 

layout for the workstations, ensuring that the most frequently used items were located 

closest to the worker and that there was easy access to all other items used by the workers. 

The items will be put away by the workers at the end of their work in a designated place. 

The storage areas have been labelled. Labelling of the storage areas for the materials 

and semi-finished products used in the process has also been developed (Figure 4). 

 

 
Figure 4. Label designating the storage area for an assembly component. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym,  

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 

 

The application of this solution had a direct, noticeable impact on the speed of 

operations, thereby reducing the time of the assembly process. As part of this stage, minimum 

and maximum stocks were additionally established in connection with deliveries from 

the warehouse. When raw materials are delivered daily, the minimum stock should be 

one day's requirement and the maximum stock should be two days' requirement. An 

example of a racking marking pattern is shown in Figure 5, where a green line indicates 

that the racking has a 1-day demand and a red line indicates a 2-day demand. 

 

 
 

 

Figure 5. Draft labeling of quantities of raw materials on the shelf. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym,  

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 
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It is worth emphasising that the systematisation stage is one of the most important 

steps in the implementation of the 5S method. In the main, it is this stage that determines 

how much the analysed processes can be improved and how much time can be saved. 

  Implementing the third stage (cleaning) required dividing the hall into zones, according 

to previously organised workstations. The employees who work there are responsible 

for maintaining the cleanliness of the separated areas. 

The areas that need cleaning were then defined in separate zones and the methods 

for doing so were selected. This is an important element of the third stage, as it means 

facilitating cleanliness through regular cleaning and creating a sense of duty in the worker. 

A cleaning plan was drawn up for each area. An example of a plan for workstation 2 is 

shown in Figure 6. 

 

 
 

Figure 6. Cleaning plan for stand 2. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym,  

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 
 

In addition, a so-called 'cleanliness corner' was placed at each station (Figure 7).  
 

 
Figure 7. Design of the cleanliness corner. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym,  

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 
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It is worth noting that proper attention to tidiness at the workplace also contributes 

to identifying the causes of failure damage. Undoubtedly, the introduction of cleaning 

requirements, as a result of the implementation of the 5S system, is a guarantee of keeping 

the workplace in full readiness. 

 

 
Figure 8. Model standard for the location of objects on the production floor.  
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym,  

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 

 
 

 
Figure 9. Model equipment standard for the workplace. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym, 

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 
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The fourth stage introduced standards, i.e. instructions specifying compliance with 

the changes previously introduced. Standardisation is necessary to maintain the state 

achieved after the introduction of the first three stages. From a formal point of view, it 

is considered to be the most complicated point in the implementation of the 5S method. 

The assumption is that the standards for the arrangement and labelling of tools, materials 

and workplace equipment must be generally known and consistent within the process. 

They should be simple, clear and easy for employees to understand. Figure 8 shows the 

layout standard for the selected workstation and Figure 9 shows an example of the equipment 

standard for the door leaf picking workstation. 

The final stage of introducing the 5S system in the company was self-discipline. 

This stage was aimed at developing among employees the habits necessary to comply 

with the implemented solutions, as well as the ability to work according to the standards 

introduced. The above helps to prevent employees from falling back into old habits. 

   In order to implement self-discipline, it was necessary to set up teams to monitor 

and evaluate the maintenance of standards at individual workplaces. Figure 10 shows the 

evaluation sheet developed. After the audit assessment, the results are presented to the 

employees and discussed in detail. The results are posted on an ongoing basis on the Health 

and Safety board. It is assumed that an assessment is considered positive if the number of 

points obtained is greater than 45%. 

 
3. Conclusions 

The implementation of the 5S method in the organisation required a high level of 

commitment from all employees at a relatively low financial cost. Its implementation 

brought tangible benefits in a short time. Work at the workstations became comfortable 

for employees, better organised and more efficient. Noticeable benefits include: 

¶ improving the ergonomics of workplaces; 

¶ tidying up of workplaces and work tools, thus avoiding unnecessary physical 

exertion by workers and reducing the likelihood of accidents; 

¶ better organisation of workplaces by, inter alia, eliminating the waste of time 

associated with the search for items needed to do a job; 

¶ reduced or avoided expenses related to the replenishment of lost or damaged 

tools and materials; 

¶ better visibility of stock problems and therefore the ability to react quickly to 

any deviations; 

¶ an increased sense of belonging among employees through their involvement 

in the implementation of the 5S method at their workstations; 

¶ strengthening pro-quality behaviour and proactive attitudes of employees; 

¶ improved communication between employees at vertical and horizontal 

levels. 
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Figure 10. Assessment sheet. 
Source: Projekt koncepcyjny wdroŨenia systemu 5S w wybranym przedsiňbiorstwie produkcyjnym,  

A. Bugara, 2023, praca dyplomowa, Wydziağ Nauk InŨynieryjnych ANS w Nowym SŃczu. 

 
It should also be stressed that, in practice, the implementation of the 5S method 

encounters a number of problems that may constitute a barrier to its operation in the enterprise. 

One of the most common is the potential resistance of employees, resulting from the 

top-down imposition of the system, without consultation with employees resulting in 

a lack of understanding of the purpose and essence of this method. Additional problems 

may also be caused by previous habits, especially in employees with many years of 

experience Employee resistance may also be related to employees' mistaken perception 

of audit activities as increased control on the job.  

Given the benefits and difficulties of implementing the 5S system outlined above, 

it is important to ensure proper communication with employees at every stage of the 

implementation and maintenance of the system and to keep them informed of results 

and changes.  

The 5S system also provides benefits that are difficult to quantify directly, as the 

introduction of the system contributes to the development of a proactive culture of work 

improvement. 
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Abstract:  Modern pipe organs include many solutions to make the organist's work easier, such 

as supporting mechanical playing traction or facilitating when registration the instrument. Nowadays, 

mechatronic devices are used for this purpose, with the help of which the timbre of the instrument 

can be changed quickly and easily. The paper will present the evolution of devices supporting the 

organist's work from simple mechanical and pneumatic solutions to complex mechatronic systems. 

Key words: electromagnets, abstracts, coupling keyboards action. 
 

1. Introduction  

The pipe organ is a musical instrument of extraordinarily broad capabilities and 

enormous variety, found around the world in countless versions, and is a tool for both soloists 

and accompanists (KŃdzioğka, Kowalski, MoŒko, 2021). Master musicians with the organ 

in mind wrote works maintained in forms ranging from ascetic to highly complex ï 

symphonic.  

Nowadays, organs have settled permanently mainly in churches and concert halls, 

although initially they were used only for entertainment purposes ï they are not only 

one of the most valuable cultural treasures having its origins already in antiquity, but 

are also a wonderful work of technical thought serving the arts. Their peculiarities and 

needs arising from musical stylistics over the centuries, forced, as it were, technological 

progress in the field of organbuilding. Cultural or industrial evolution /Industry 4.0/ has 

also reached music, so further changes are also to be expected in the principles of 

instrument building, as well as organ building.  

Of the vast number of musical instruments invented and improved over the years, 

the pipe organ has earned the laudable nickname of "King" (Sumner, 1962). This term is, 

of course, fully justified as no other instrument has so many sounding elements and possesses 

such a wide range of sounds both in terms of scale span and multiplicity of timbres.  

There is so much diversity in this field, both in terms of sound and technological 

solutions, that it is impossible to precisely classify this instrument. It is certainly an aerophone, 

but it also happens to have string voices, percussion voices, playing bells which makes 

it an "orchestra" controlled by a single musician (Audsley, 1965). 

Such richness in the sound of the organ, with the concentration of operation in 

one place for only one person playing, poses a very great challenge to organ builders, hence 

for many centuries there have been continuous technological developments leading to 

the gradual evaluation of organ mechanisms and making the instrument easier to operate 

by the performer (KŃdzioğka, Kowalski, MoŒko, 2021). For this reason, since the appearance 

of organs in history, the most up-to-date scientific advances could be found in newly 

built instruments in each era. This process is also observed in the present day, where the 

achievements of the 4th industrial revolution as well as bio-inspiration are used in organs 

(Ruszaj, 2015). 
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Nowadays, mechatronic devices are commonly installed in organs and are an 

indispensable form of assistance for organists, they are helpful in the proper 

preparation of the air, are used to reduce the force of the fingers on the keys /traction 

assist/, or enable the rapid change of the instrument's registration during the performance 

of songs (setzer), as well as, with the help of a radio path, enable the placement of 

the counter anywhere in the church or concert hall/wireless counter (KŃdzioğka, Kowalski, 

MoŒko, 2021). 

 
2. Historical development of devices to support the organist's work 

As you know, the proper preparation of air in the organ is very important. Too 

little pressure causes muffled sound, and lack of proper tuning of the instrument. In turn, 

too high a pressure causes the voice produced by the pipe to become shrill, the instrument 

also in this case loses its tuning. 

The bellows are responsible for the proper maintenance of pressure. Bellows should 

be designed so that they can supply the necessary amount of air when playing in unison or 

chords on one voice, on several voices or on all voices. An organ may have one common 

bellows for all tone units.  

In larger organs, there are usually several: each Manual and Pedal has a separate 

bellows. As a general rule, each bellows should supply air at equal pressure (Wyszogrodzki, 

2013). 

The first organ models used bellows (pumps) that were moved by human muscle 

power to produce air. This solution was improved, which eventually resulted in the 

invention of the blower. As already mentioned, the pipe organ is an instrument that, in 

order to function properly, requires the supply of air at the correct ï constant pressure. 

The electrical power requirements of the larger blowers supplying air to the organ start 

at a few kilowatts and go as high as about 450 kW (the Convention Hall organ in Atlantic 

City (NJ, USA) has seven blowers with a total output of about 600 horsepower, which 

comes out to about 447.5 kW). However, all this power of the blower unit is not necessary 

at all times. For most of the blower's operating time, its power is not used, and the unit 

constantly draws a large amount of electrical energy, converting it into compressed air, 

which is unfortunately wasted especially when the bellows is inflated, as the throttle closes 

and all excess pressure escapes through the overload valve (Figure 1). One hundred percent 

opening of the throttle happens very rarely, so the full power of the blower is not needed. 

In order to reduce the power consumption of the blower and thus reduce the operating 

costs of the instrument, a motor is used in the organ that allows stepless speed regulation 

by means of a so-called inverter, which, according to demand, regulates the frequency 

of the current phases and thus the bellows filling, which has a significant effect on reducing 

the power consumption to the amount necessary to maintain the correct blower speed at 

any given time. The inverter itself is controlled thanks to the air pressure sensor located 

in the bellows or by means of a mechanical bellows displacement sensor. The use of such 

a solution in the organ allows to adjust the speed of the blower necessary to maintain 

the correct output. 
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Figure 1. Organ blower including a damper that closes off air access to the bellows. 
Source: Budowa organ·w, M. Wyszogrodzki, 2013, Lutomiersk: SalezjaŒskie Szkoğy Muzyczne. 

 
3. Electromagnetic support devices in organs 

Organ builders have almost always kept technology up to date with advances in 

other scientific fields. Thanks to this, in the second half of the 19th century during the 

3rd Industrial Revolution, with the development of mechanics and electricity, organs 

began to be equipped with some of the simplest elements of automation ï electromagnets. 

This led to the proliferation of a new type of game tract called electromagnetic (Figure 2). 

This turned out to be an exceptionally simple solution compared to the complicated 

connections of abstracts, angles, multiple gears in organs with mechanical traction, or 

the imprecise, more complicated in design and rather failure-prone relays and pneumatic 

valves in pneumatic traction. This time, electric wires were used to transmit the signal 

between the keys and wind chest valves, instead of wooden ties or air. This gave organ 

builders tremendous opportunities to design the overall structure of the instrument, plus 

it meant that the playing table could be placed anywhere, as it had no direct mechanical 

connection to the rest of the organ. Also, there was no need to design and make mechanical 

gears resulting in the need to actuate the key with relatively high pressing forces. With 

a small amount of materials going into electromagnetic traction, instruments of enormous 

size could be built.  

Electromagnets found their way into supporting intermandibular connections 

in mechanical traction (Figure 2), thus displacing the pneumatic Barker lever, which, 

despite being mounted in close proximity to the keyboard, had the disadvantage of delayed 

operation. This was particularly evident during fast play (KŃdzioğka, Kowalski, MoŒko, 

2021). 
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Figure 2. Electromagnetic tracture of play. 
1 ï key, 2 ï electromagnet, 3 ï key-operated electromagnet switch, 4 ï flap valve linkage with control 

elements, 5 ï electromagnetic support of mechanical tracture. 

 

4. Study of the force acting on the key 

In order to answer the question of whether mechanical traction support is necessary, 

an analysis was made of the force the organist must exert on the key in order to actuate 

the air valve located in the wind chest. As is well known, the use of mechanical traction 

causes the sound produced from the pipes to build up in a gradual manner with the 

so-called overblowing, this is especially important for connoisseurs of organ music. 

 Three pipe organs with mechanical traction located in the churches of the City of 

Nowy SŃcz were selected for the study of the force of pressure on the key; the instruments 

in the other churches have electromagnetic traction. 

The tests were carried out using an FH10 digital dynamometer to test tensile and 

compressive forces with a range of up to 10 N (Figure 3). By pressing a key with the FH10 

dynamometer, the value of the force at which the correct voice came out of the instrument 

(full opening of the air valve in the instrument) was read. The results obtained are presented 

in Figure 4 (KŃdzioğka, Kowalski, 2014). 

 
Figure 3. Digital dynamometer FH10. 
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Figure 4. Values of measured force with the FH10 dynamometer at the organ in Nowy SŃcz. 
Source: own elaboration. 

 
5. Conclusions 

Reviewing the development of pipe organs at the turn of history, it can be seen that 

the instrument underwent a number of upgrades. With the advent of electricity, organ 

builders increasingly began to introduce newer solutions in organ construction, finally 

replacing all mechanical traction ï with electromagnets. For a certain period only organs 

with electromagnetic traction were built. Only when the problem of the so-called "dead" 

sound became apparent, there was a return to mechanical traction and possibly its support 

by electromagnets. 

Analyzing the tests carried out on pipe organs with mechanical tracture in Nowy 

SŃcz, shown in Figure 4, it should be noted that the highest pressing force, as much as 

5.5 N in an extreme case, should be used in the Biegonice organ. This is explained by 

the fact that this instrument was built more than 100 years ago, admittedly it underwent 

a major renovation 15 years ago, but the renovation, as you can see, was inaccurate. 

Reviewing the results of tests performed on the mechanical organ in St. Casimir's 

Church in Nowy SŃcz, it should be noted that the least amount of pressure on an individual 

key to open the air valves in the wind chests is exerted by the organist when playing the 

individual manuals without connecting them to each other. As can also be seen, these 

forces do not increase very much even when all the manuals are connected together and 

amount to 3.25 N. 

 




























































































































