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The number of means of passenger transport is constantly increasing in the cities as a result of which
road network has become overloaded to such an extent that there are problems with the management of public
transport routes connected with the sharp increae of private transport, the increase of traffic of route transport
and traffic management at bus stops which do not meet the current situation.

1t is suggested to determine the service time of passengers according to the routes and means of public
transport in public transport stops in the conditions of high intensity and heavy traffic of urban passenger
transport using the coefficients of possible rejection of service and variation applications.
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Introduction

The number of means of passenger transport is constantly increasing in cities and the road
network remains almost unchanged. Currently, the heaviness of the city road network has reached
such a level that there are problems with the management of public transport. These problems are
caused by a number of reasons, for instance, the number of private transport routes and the intensity of
public traffic have sharply increased. As a result there are problems with the management of road
traffic at bus stops which do not meet the current situation. The stops themselves cause traffic jams.

The following measures are necessary for solving the studied problem:

- Concentration of routes in a more number of streets, i.e. reduction of the route coefficient,

- Increasing the passage of the transport stops.

The first of these measures is related to the length of the route network and can be planned for
long term perspective. The second measure, although leading to limited efficiency, /i.e. high passage/,
can be used in not all areas of the route network in a short period of time and soon give results.

The analyses of domestic and foreign literature have shown that the management of the public
transport route has not been extensively studied in the current intensity of the city. In the last 30 years
no calculations of stop passages have been made and implemented in the project. A number of
parameters concerning parking space passages and projects were not taken into account in the
instructions of the local specialists which principally are very important in the case of heavy traffic
flows.

Contflict setting and research results

The foreign theory and experience are of great interest in the design of urban passenger
transport stops in the current situation, particularly the methodology of estimating the passage of the
stops recommended by US scientists [1]. Some basic facts about the activity of stops are decribed in
details here. These data are very easy to compare with the experimental data obtained as a result of
studies conducted in the conditions of our republic.

To determine the passage of stops the model given in [1] has been chosen:

B.=N,, By, =N, - 3600.(%) (1)
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where B, is the passage of stop, unit’h, N, is the efficient number of places in the stops, Bjj-is the
passage of one place in the stop, unit/h, g - is the duration of green light by seconds, € — is the
duration of regulatory cycle, seconds, £.- is the time of leaving the parking place, seconds, t; - is the
passenger service time in the parking place , seconds, Z, —is the coefficient of possibility of
overcroudedness of stops, C,,- is the coefficient of variability of passenger service time in stops.

It is worth mentioning that a great number of parameters are taken into account by the observed
calculation methodology.  Such parameters as Z, — the coefficient of the possibility of
overcroudedness, t.- is the time of leaving the stop, the time of passenger service and the duration of
green light and the relation of regulatory cycle to controlled crossings are of special interest. These
data can be admitted as a result of direct observations. We should also mention here that as a resut of
our studies we noted distribution of passenger service time at stops in t4- parking space which is the
result of variability of exploited driving stuff and traffic management.

The time of leaving the stop is considered to be the time from the starting moment of bus
leaving to the time of its entry into the general traffic flow (Fig. 1). It consists of the time from the
beginning of the movement, the time spent at the stop, the time it takes to get the passengers off, the
time to get the passengers on and the time to get into the general traffic flow.
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Fig. 1 The formation of the time for leaving the stop time

In this methodology only one factor is observed: the intensity of the total flow in the right edge
zone which affects the freeing time of the stop. Such acceptance is correct in the case of using such
moving staff with similar or technical characteristics. However, passenger transportation is carried out
by various means of transport, according to the types, brands, number of gates and so on in our cities.

Practical research has shown that the freeing of a stop is affected by both means of vehicles,
their technical characteristics (coefficient of dynamics and sizes are different) and the problem of
overtaking the vehicles ahead for which more time is spent.

To determine the time of freeing the stop we may use the following regressive equation more
effectively [2,3,4].

t.=By+By-X,+B, X, + By X5 =0003-N+0.056-Q +653-i, )

where By 4 » 3 —are the coefficients of regressive equations, X; » 3 —are independent factors, N —is the
intensity of general traffic flow in right egde, @ —is the namely passenger carriage of transport means,
i —is a factor which considers the factor of overtaking.

In the chosen model (1) by saying the time of passenger service at stops we understand the
period of time from the moment of opening the doors to closing the doors. The dimension of time
spent mainly depends on the number of passengers getting on and off and, more precisely, the average
time of one passenger getting on and off. Mathematically it may be shown like this:

fd = Pa'ta + Pb.tb + foc, (3)

where P, —is the number of passengers getting off the bus, per passenger, t, —is the time spent on
getting one passenger off, second, P, —is the number of entering passengers, per passenger, t, —is
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the time spent on getting on one passenger, second, t,. — is the time spent on opening and closing the
doors, second.

Experimental data show that the time to open and close the doors of many buses coincides with
the time to approach the stop or to free the stop which is unacceptable from the point of view of
passenger safety. Therefore, the total time spent on passenger service may not include the time spent
on opening and closing the doors.

It is suggested to understand the saying service time of the passengers as the time from the
moment the bus stops at the bus stop to the time spent on freeing the stop.

It is accepted that the time spent on opening and closing the doors is already taken nto account.
Particularly it turned out that the average time spent on opening doors comprised 1,95 seconds and
1,55 seconds correspondingly for special small class vehicles (public taxis) and the buses having
hydraulic system, and on closing doors 1,35 and 1,93 seconds respectively. As different technical
characteristics and various staff are used in the town public transport of RA, so the time of passenger
service will also be different. There are also other factors which affect certain parameters such as
number of doors and passenger bill.

Based on the above mentioned, it is necessary to take into account the cases when it turns out
that all the seats are busy there while approaching the bus stop. Because different classes of vehicles
have different dimensions of passenger service time at the bus stops depending on the dimension of
the difference of route demand, the type of driving staff and other factors, the impact of passenger time
variation is of great importance.

C, variation coefficient of observed parameter may be defined as relation of deviation of
passenger service time and average value:

C 5 3
V_I:I’ ()

where S—is the deviation of passenger service time and t; — is average time of passenger service,
seconds.

If the C, coefficient of variation is equal to 0, then all the observed cases will have the same
value. In case when C,-is equal to 1, it means that approximately every third bus will have twice more
time for passenger service than its average value is. The research carried out in the USA shows that the
coefficient of time variation of passenger service fluctuates between 0,4 — 0,8 and in case of lack of
studies we suggest to use 0,54 [1].

To increase the reliability of passenger service time at stops while calculating passage Z,
coefficient of possibility of rejecting service applications changes (Fig.2). The underlined part shows
that the time of passenger service in some cases may exceed its average value:

Fig. 2 Normal distribution

The coefficient of possibility of rejecting the passenger service applications at stops may be
defined by the following expression:
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Z,="'=""1, (4)

where ¢, —is the random dimension of service time, seconds, A¢ ;—is the deviation from average 7 £,
value, seconds and S —is the standard deviation.
Consequently
S=0¢, - fa (5)

Deviationis At; =t — t; At;=5-Z,=C, t;"Z,

According to [1], the possibility of rejecting the applications of stop service in central parts of
the town (business-centres, public crowded places etc) is about 7,5 to 15%. Such data is obtained in
case of communication speed and high stop passages in central parts of towns. The possible heaviness
of stop in the edges of road network comprises 2,5%.

In case of the lack of studies we suggest to accept the average time of passenger service as
26,5 s and the coefficient of variation as 0,54.

Conclusions

1. It is necessary to distinguish between the service time of passengers by routes and vehicle
classes which can be determined with the help of the variation coefficient in the high
intensity of urban public transport, heavy traffic and the variety of routes. According to
experimental data, the value of this coefficient varies from 0,4 to 0,8. It is recommended to
use the value of 0,54 in case of lack of studies.

2. In case of normal distribution of time of passenger service (Z,) coefficient of possibility of
rejecting the sevice applications may be used. The value of this coefficient is guaranteed
from 7,5 to 15% in central parts of towns (business centres, public crowded places etc).
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NCCIEJOBAHUE ®AKTOPOB, BJIMAIOIINX HA ITPOITYCKHYIO
CIHOCOBHOCTDb OCTAHOBOK I'OPOJCKOI'O ITACCA’)KUPCKOI'O
TPAHCIIOPTA

1 2 .
I.A. Tonanersin', K.A. I'puropan’, M.T. Aiipanersin’
! Hayuonanvmuiii acpapuviii ynusepcumem Apmenuu

? Ulywunckuii mexnonoeuueckuii ynueepcumen

KonugecTBO maccaXupCcKuX TPAHCIIOPTHBIX CPEICTB B TOPOJaX HEMPEPHIBHO YBEIHMYUBACTCS, B
pe3yibpTaTe Yero Harpy3ka Ha JOPOKHO-YIMYHYIO CETh JOCTHIJIA TaKOTO YPOBHS, YTO BO3HHUKIIH
MpoOJIEMBbI C OpTraHW3aluell JBIKEHUS OOIIECTBEHHOIO IMACCAXHPCKOTO TPAHCIIOPTa, CBS3aHHEIE C
PE3KUM YBEJTMYEHUEM KOJMYECTBA MAapLIPYTOB YACTHOTO MACCAXKUPCKOr0 TPAHCIOPTA, YBEIUUCHUEM
WHTEHCHBHOCTH IBMKCHHUS MAapIIPyTHOTO TPAHCIOPTAa, a TaKKe C OpraHW3alMei IBIDKCHUS Ha
OCTA@HOBKAaX TOPOJICKOTO MAaCCaAKUPCKOTO TPAHCIIOPTa, KOTOpPbIE HE YAOBIETBOPSIOT CO3/aBIIeiCA
CUTYalIUH.

B ycnoBusx BBICOKOM HMHTEHCHUBHOCTH TOPOJCKOTO MAaCCaKUPCKOTO TPAHCIOPTA, IMJIOTHOTO
IIOTOKAa W pa3HooOpasus MapuIipyToOB,  PEKOMEHAYETCS ONIPENesATh BpeMs OOCITyKHUBAHUS
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MACCaKUPOB Ha TOPOJCKUX aBTOOYCHBIX OCTAHOBKAaX B COOTBETCTBHHU C MapUIpyTaMHd WU KilaccaMH
TPAHCIIOPTHBIX CPENICTB, UCHOIB3YsI KOIPQUIIMEHTH BEPOSTHOCTH BapHallMd M OTKa3a CEPBHUCHBIX
3asBOK.

KiioueBble cJI0Ba: TOPOKHO-YIINYHAS CETh, HATPY3Ka, IBIKCHHE, HHTEHCHBHOCTh, OCTAHOBKA,
MPOIMYCKHAast CHOCOOHOCTb.
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