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Abstract. Railway transport belongs to the most important kinds of transport. It is ensured by rail vehicles, which 

are locomotives and wagons. Locomotives are the traction vehicles, which serve for pulling (sometimes for 

pushing) wagons. Locomotives are driven by a person in a cabin, who is called a locomotive driver. The 

competencies and responsibilities of a locomotive driver are serious and important for safe and reliable operation 

of a train. Therefore, it is important, that a driver works in suitable working conditions. From the mechanics point 

of view, a locomotive is a mechanical system, which consists of rigid and flexible elements. During locomotive 

running on a track, the locomotive driver is exposed to mechanical vibrations due to vehicle excitations caused by 

track irregularities presence. The goal of the presented research is to analyse the effects of the locomotive running 

on the driver ride comfort. A two bogie four axle locomotive is considered. A simplified mathematical model of a 

locomotive with the suspended seat is derived by means of the Lagrange’s equations of the second kind method. 

Further, a multibody model of a locomotive is created in a commercial multibody software Simpack. The 

locomotive driver ride comfort is evaluated for the chosen running speeds and the defined track irregularities. 

Track irregularities are defined by means of the power spectral density function of ERRI B176. The locomotive 

driver ride comfort is assessed by means of the valid ride comfort indices and standards.  

Keywords: locomotive, ride comfort, accelerations, multibody model, excitation. 

Introduction 

Railway transport is one of the most effective and environmentally friendly kinds of transport [1-

5]. It ensures transportation of passengers and tonnes of goods for shorter as well as for long distances 

[6-9]. Many kinds of rail vehicles are used for railway transport [10-14]. There are mainly passenger 

wagons and freight wagons, which are towed by locomotives. Further, there are also multiple units 

intended for regional and long-distance transport of passengers. If it is focused on locomotives, there 

are recently used locomotives with an independent as well as with a dependent traction system. 

Locomotives with independent traction system are usually equipped with a diesel combustion engine 

[15]. Recently, there are new trends to apply batteries or hydrogen fuels as effective and pure sources 

of power for independent locomotives [16-20]. On the other hand, line-powered locomotives and driven 

by electric motors are more and more spread in practice [21]. Regardless of the kind of power, these 

locomotives are always exposed to dynamical effects when running. These dynamical effects are caused 

by a combination of many factors, such as track irregularities, running speed, railway track geometry, 

design of a locomotive and others [22; 23]. These dynamical effects can have deteriorating consequences 

on individual structural units of the locomotive and on the locomotive crew. Rail vehicles are evaluated 

from two main points of view, namely, from the safety point of view and from the ride comfort for 

passengers. In case of running safety, there are evaluated forces in the wheel/rail contact, such as vertical 

and lateral wheel forces, further derailment quotient and the sum of guidance forces [24-26]. Moreover, 

there are evaluated forces ratios for running through track switches and stability in straight track sections 

[27; 28]. In terms of evaluation of ride comfort for passengers, selected places in the wagon body are 

evaluated. Accelerations are identified to assess the ride comfort. Evaluation of ride comfort is 

performed based on procedures defined in corresponding standards. The European standard EN 

12299:2009 [29] is the main document, which prescribes the main requirements for measured places in 

a wagon, weighing filters should be applied for acceleration signals and mathematical formulations for 

ride comfort calculations. There is much research focused on investigation of ride comfort for 

passengers. However, there is lack of works, which evaluate ride comfort of a person, who drives the 

locomotive. Even the standard described above does not set out procedures and rules, how the ride 

comfort could be evaluated for a locomotive driver although he spends more time in the vehicle than a 

passenger in the wagon. It is the main motivation of the presented research.  

Materials and methods 

The ride comfort is overall feelings that a person perceives during rail vehicle running. These 

feelings include many factors, such as temperature, lighting, humidity, and also mechanical vibrations. 
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From the mechanics point of view, mechanical vibrations are the most important for evaluation of ride 

comfort in a rail vehicle. Mechanical vibrations can cause several levels of discomfort, which depends 

on the intensity and exposure time. Quantifying of mechanical vibrations is based on identifying of 

acceleration caused by mechanical vibration of a rail vehicle. Transmission of vibrations from a vehicle 

body to a human body is quite a complicated mechanism. In principle, two methods are applied for ride 

comfort evaluation, namely, direct and indirect method [30; 31]. For purposes of the presented research, 

the indirect method was applied. It means that the ride comfort is assessed by means of results of 

acceleration measurements, while simulation computations were employed in the research. A four-axle 

two-bogie locomotive has been chosen for evaluation of the driver ride comfort. The locomotive is 

equipped with two level suspension systems. The primary suspension system connects wheelsets with 

bogie frames and the secondary suspension connects bogie frames with the locomotive body. These 

suspension systems include coil springs and hydraulic dampers, which are situated in both primary and 

secondary suspension systems. In case of simplified dynamical models, vertical oscillations are the most 

important. Figure 1 shows one of the possible simplified planar dynamical models of the investigated 

locomotive. As it can be seen, this model consists of four rigid bodies interconnected by means of 

viscoelastic couplings. The rigid bodies are bogies frames, the locomotive body and driver seat.  

 

Fig. 1. Simplified model of the locomotive – vertical oscillation 

The derived five equations of motion describing locomotive vertical oscillations are in a matrix 

form as follows: 
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. (1) 

The considered simplified planar model has five generalised coordinates designated as zb1, zb2 zB, 

φB and zd. The mass and inertia properties of the considered bodies are characterized by the following 

quantities: mb are masses of bogies frames, mB is the locomotive body mass, md is the driver seat mass 
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and Iφ is the moment of inertia around the lateral axis. Further, the quantities kb, kB are stiffnesses of 

primary and secondary springs, respectively, and bb, bB are damping coefficients of the primary and 

secondary dampers. Stiffness of the driver seat suspension is kd and its damping is bd. 

The derived simplified locomotive model illustrates the complexity of the solved problem and at 

the same time it has certain limitations. For example, it does not capture the impact of track irregularities 

in the wheel/rail contact, the angular movements of the bogie frames, longitudinal oscillations of bodies 

and others. Therefore, a full-complex model of the locomotive was created in the Simpack multibody 

software. This model is shown in Figure 2.  

 

Fig. 2. Multibody model of the locomotive in the Simpack software 

As there is not defined a particular way to evaluate the ride comfort of the locomotive driver, the 

research team has decided to adopt the existing method for the presented research purposes. Two 

methods were chosen, namely, the method according to the ISO 2631 standard [32] and the NMV method 

NMV according to the EN 12299:2009 standard [29]. These methods were chosen because the EN 

standard is usually applied for railway vehicles, and it comes from the ISO standard [30; 33; 34]. The 

ISO standard is a fundamental method for evaluation of vibration effects to a drive body during vehicle 

running. It consists in a calculation of a modified weighted value of acceleration arms-w. This value 

represents a synthetic ride comfort index, and its total value is calculated as follows: 
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Subsequently, this calculated value of the total weighted acceleration (eq. 1) is compared with the 

scale in Table 1. 

Table 1 

Scales for evaluation of the level of ride comfort 

Scale according to the ISO standard [32] Scale according to the EN standard [29] 

arms-w [m·s-2] Evaluation NMV value Evaluation 

Lower than 0.315 Comfortable NMV < 1.5 Very comfortable 

From 0.315 to 0.63 Slightly uncomfortable 1.5 ≤ NMV < 2.5 Comfortable 

From 0.50 to 1.00 Uncomfortable 2.5 ≤ NMV < 3.5 Average comfortable 

From 0.80 to 1.60 A lot uncomfortable 3.5 ≤ NMV < 4.5 uncomfortable 

From 1.25 to 2.50 Very uncomfortable NMV ≥ 4.5 Very uncomfortable 

More than 2.00 Extremely uncomfortable – 

Average comfort calculated by the standard method and marked as NMV quantifies the level of ride 

comfort according to the EN standard. It is necessary to know accelerations in a longitudinal (x), lateral 

(y) and vertical (z) direction in five-second intervals. The acceleration values are weighted by the 

function in a frequency range 0.4 Hz to 100 Hz. The resulting value of the ride comfort index NMV is 

calculated based on a formulation: 
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a  – 95th percentage of the weighted values of accelerations calculated in 

five-second intervals in three axis x, y and z, respectively, m·s-2. 
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Finaly, the calculated value of the ride comfort index NMV is compared with the scale for the ride 

comfort assessment given in Table 1. 

Results and discussion 

The simulation computations of the locomotive running were performed for chosen conditions. 

Track irregularities were defined as the power spectral density of irregularities according to the ERRI 

B176 [35]. The results are discussed for two types of railway tracks defined in combination with two 

levels of track irregularities and two running speeds: 

• A straight railway track, the low and high track quality, running speeds of 80 and 120 km·h-1; 

• A real track section, the low and high track quality, running speeds of 50 and 80 km·h-1. 

It means that the results are shown for eight combinations of track geometries, track qualities and 

running speeds. It should be mentioned that a locomotive can run on the real track at lower running 

speeds than on the straight track section due to curvatures of the real railway track geometry. The results 

of the simulation computations are in a form of numerical values of the arms-w acceleration and of the 

NMV index and they are listed in Table 2. The values arms-w accelerations are calculated based on the 

formulation (2) with the detailed description in the ISO standard [32] and the NMV ride comfort index is 

calculated based on the formulation (3), which is detailed described in the EN standard [29].  

Table 2 

Resulting calculated values of ride comfort indices 

Track 

geometry 

Track  

quality 

Running speed, 

km·h-1 

ISO 2631 

arms-w, m·s-2 

EN 12299:2009 

NMV value 

Straight track 

Low 
80 0.197 0.71 

120 0.228 1.37 

High 
80 0.121 0.38 

120 0.172 0.59 

Real track 

Low 
50 0.182 0.91 

80 0.217 1.42 

High 
50 0.135 0.43  

80 0.198 0.74 

These values of ride comfort were calculated in the Simpack software module PostProcessor. An 

advantage of this software is that it offers for a user to apply the needed weighing functions and filters 

directly in the PostProcessor user interface at which they correspond to the weighting functions defined 

in the mentioned standards. As it can be seen, the values accelerations arms-w are in the range from 0.121 

for the straight track, high quality and the running speed of 80 km·h-1. The highest value of this criterion 

is 0.228 for the straight track section, low quality and running speed of 120 km·h-1. When the calculated 

values of the arms-w accelerations are compared with the scale in Table 1, it can be seen that all assessed 

running conditions are evaluated as “Comfortable”. The values of the ride comfort index NMV reached 

higher values (Table 2) than in the previous case. However, it is because of a different way of calculation 

of this ride comfort index. This criterion considers different weighting functions and filtering the 

acceleration signals. The lowest value of the NMV index of 0.38 was reached for the high quality of the 

straight track and for 80 km·h-1. It is the same as according to the ISO standard. On the other hand, the 

highest value of 1.42 was calculated also for low quality, for the real track section and also for the 

running speed of 80 km·h-1. When the calculated values of the NMV index are compared with the scale 

in Table 1, the ride comfort of the locomotive driver is “Very comfortable” for all cases. 

Conclusions 

1. Ride comfort of a locomotive driver was evaluated for various running conditions. 

2. A multibody model of a locomotive was created in the commercial software. The created model 

included rigid bodies and viscoelastic couplings.  

3. The simulation analyses were aimed at the calculation of the ride comfort indices according to the 

ISO standard (values arms-w) and according to the EN standard (ride comfort index NMV). 

Calculations of ride comfort indices were performed in the Simpack PostProcessor module.  
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4. The maximal value of the arms-w was of 0.228 and the maximal value of the NMV index was of 1.42. 

The achieved results showed that ride comfort of the locomotive driver was for all investigated 

cases evaluated as “Comfortable” (according to the ISO standard) or as “Very comfortable” 

(according to the EN standard). 

Acknowledgements 

This publication was prepared thanks to support of the project KEGA 031ZU-4/2023 and the project 

VEGA 1/0308/24. 

Funded by the EU NextGenerationEU through the Recovery and Resilience Plan for Slovakia under 

the project No. 09I03-03-V01-00131. 

Author contributions 

Conceptualization, J.D., M.B., A.L. and V.I.; methodology, J.D., A.L. and M.B.; software, J.D., 

M.B., A.L., V.I. and M.B.; validation, J. D. and A.L.; formal analysis, J. D., M.B., A.L and V.I.; 

investigation, J.D., A.L. and M.B.; data curation, J.D., M.B., V.I. and M.B.; writing – original draft 

preparation, J.D. and A.L.; writing – review and editing, M.B. and M.B.; visualization, J.D. and V.I.; 

project administration, J.D. and A.L.; funding acquisition, J.D. and A.L. All authors have read and 

agreed to the published version of the manuscript. 

References 

[1] Kagramanian A., Aulin D., Trubchaninova K., Caban J., Voronin A. Basov A. Perspectives of 
multifunctional integrated suburban-urban rail transport development. Scientific Journal of Silesian 
University of Technology. Series Transport, vol. 120, 2023, pp. 105-115. 

[2] Fischer S. Investigation of the settlement behavior of ballasted railway tracks due to dynamic 
loading. Spectrum of Mechanical Engineering and Operational Research, vol. 2, 2025, pp. 24-46. 

[3] Semenov S., Mikhailov E., Dizo J., Blatnický M. The research of running resistance of a railway 
wagon with various wheel designs. Lecture Notes in Intelligent Transportation and Infrastructure, 
vol. Part F1395, 2022, pp. 110-119.  

[4] Mikhailov E., Semenov S., Dižo J., Kravchenko K. Research of possibilities of reducing the driving 
resistance of a railway vehicle by means of the wheel construction improvement. Transportation 
Research Procedia, vol. 40, 2019, pp. 831-838.  

[5] Alic D., Miltenovic A., Banic M., Zafra R. V. Numerical investigation of large vehicle 
aerodynamics under the influence of crosswind. Spectrum of Mechanical Engineering and 
Operational Research, vol. 2, 2024, pp. 13-23.  

[6] Droździel P., Buková B., Brumerčíková E. Prospects of international freight transport in the East-
West direction. Transport Problems, vol. 10, pp. 5-13, 2015. 

[7] Rybicka I., Stopka O., Ľupták V., Chovancová M., Droždiel P. Application of the methodology 
related to the emission standard to specific railway line in comparison with parallel road transport: 
A case study. MATEC Web of Conferences, vol. 244, 2018, 03002. 

[8] Kostrzewski M., Melnik R. Condition monitoring of rail transport systems: A bibliometric 
performance analysis and systematic literature review. Sensors, vol. 21, 2021, 4710. 

[9] Gnap J., Senko Š., Kostrzewski M., Brídziková M., Cződörová R., Říha Z. Research on the 
relationship between transport infrastructure and performance in rail and road freight transport – a 
case study of Japan and selected European countries. Sustainability, vol. 13, 2021, 6654. 

[10] Macieszek E. Analysis of the rail cargo transport volume in Poland in 2010-2021. Scientific Journal 
of Silesian University of Technology. Series Transport, vol. 119, 2023, pp. 125-140. 

[11] Gerlici J., Lovska A., Vatulia G., Pavliuchenkov M., Kravchenko O., Solcansky S. Situational 
adaptation of the open wagon body to container transportation. Applied Sciences, vol. 13, 2023, 
8605. 

[12] Vatulia, G. L., Lovska, A. O., Krasnokutskyi, Ye. S. Research into the transverse loading of the 
container with sandwich-panel walls when transported by rail. IOP Conf. Series: Earth and 
Environmental Science, vol. 1254, 2023, 012140.  

[13] Gerlici J., Lovska A., Vatulia G., Pavliuchenkov M., Kravchenko O., Solcansky S. Situational 
adaptation of the open wagon body to container transportation. Applied Sciences, vol. 13, 2023, 
8605. 



ENGINEERING FOR RURAL DEVELOPMENT Jelgava, 21.-23.05.2025. 

 

102 

[14] Gerlici J., Lovska A., Kozáková K. Research into the longitudinal loading of an improved load-
bearing structure of a flat car for container transportation. Designs, vol. 9, 2025, 12. 

[15] Zvolenský P., Barta D., Grenčík J., Droździel P., Kašiar Ľ. Improved method of processing the 
output parameters of the diesel locomotive engine for more efficient maintenance. Eksploatacja i 
Niezawodnosc – Maintenance and Reliability, vol. 23, 2021, pp. 315-323. 

[16] Fischer S., Kocsis Szürke S. Detection process of energy loss in electric railway vehicles. Facta 
Universitatis, Series: Mechanical Engineering, vol. 21, 2023, pp. 81-99.  

[17] Fischer S., Hermán S., Sysyn M., Kurhan D., Kocsis Szürke S. Quantitative analysis and 
optimization of energy efficiency in electric multiple units. Facta Universitatis, Series: Mechanical 
Engineering (2025).  

[18] Kocsis Szürke S., Kovács G., Sysyn M., Liu J., Fischer S. Numerical optimization of battery heat 
management of electric vehicles. Journal of Applied and Computational Mechanics 9 (4) (2023), 
pp. 1076-1092. 

[19] Matej J., Seńko, J., Caban J., Szyca M., Gołȩbiewski H. Influence of unsupported sleepers on flange 
climb derailment of two freight wagons. Open Engineering, vol. 14, 2024, 20220544. 

[20] Rayapureddy S.M., Matijošius J., Rimkus A., Caban J., Słowik T. Comparative study of 
combustion, performance and emission characteristics of hydrotreated vegetable oil–biobutanol 
fuel blends and diesel fuel on a CI Engine. Sustainability, vol. 14, 2022, 7324. 

[21] Goolak S., Gerlici, J., Tkachenko V., Sapronova S., Lack T., Kravchenko K. Determination of 
parameters of asynchronous electric machines with asymmetrical windings of electric locomotives. 
Communications - Scientific Letters of the University of Žilina, vol. 21, 2019, pp. 24-31. 

[22] Kruhan D., Kovalskyi D. Quasi-static methods for determining the calculated wheel load on the 
railway track. Acta Technica Jaurinensis, vol. 18, 2025, pp. 38-45. 

[23] Makarov Y., Zaleskyi R., Mykhalichenko M. Influence of different factors on the value of the rail 
wear rate. Acta Technica Jaurinensis, vol. 17, 2024, pp. 45-58. 

[24] Mikhailov E Semenov S., Sapronova S., Tkachenko V. On the issue of wheel flange sliding along 
the rail. Lecture Notes in Intelligent Transportation and Infrastructure, vol. Part F1380, 2020, pp. 
377-385.  

[25] Mikhailov E., Gerlici J., Kliuiev S., Semenov S., Lack T., Kravchenko K. Mechatronic system of 
control position of wheel pairs by railway vehicles in the rail track. AIP Conference Proceedings, 
vol. 2198, 2019, 020009.  

[26] Gerlici J., Gorbunov M., Kravchenko K., Lack T. Planning of a numerical experiment in order to 
determine the effect of operating factors on the traction-adhesion properties of locomotives. 
Manufacturing Technology, vol. 20, 2020, pp. 728-732. 

[27] Hauser V., Nozhenko O., Kravchenko K., Loulová M., Gerlici J., Lack T. Proposal of a mechanism 
for setting bogie wheelsets to radial position while riding along track curve. Manufacturing 
Technology, vol. 17, 2017, pp. 186-192.  

[28] Opala M., Korzeb J., Koziak S., Melnik R. Evaluation of stress and fatigue of a rail vehicle 
suspension component. Energies, vol. 14, 2021, 3410. 

[29] EN 12299:2024 standard “Railway applications - Ride comfort for passengers - Measurement and 
evaluation” 

[30] Lack T., Gerlici J. Analysis of vehicles dynamic properties from: The point of view of passenger 
comfort. Communications - Scientific Letters of the University of Žilina, vol. 10, 2008, pp. 10-18. 

[31] Vaičiūnas G., Steišūnas S., Bureika G. Specification of estimation of a passenger car ride 
smoothness under various exploitation conditions. Eksploatacja i Niezawodnosc – Maintenance and 
Reliability, vol. 23, 2021, pp. 719-725. 

[32] ISO 2631:1997 standard “Mechanical vibration and shock – Evaluation of human exposure to 
whole-body vibration” 

[33] Wawryszczuk R., Kardas-Cinal E., Lejk J., Sokołowski M. Methods of passenger ride comfort 
evaluation – tests for metro cars. Sensors, vol. 23, 2023, 5741. 

[34] Kardas-Cinal E. Statistical analysis of dynamical quantities related to running safety and ride 
comfort of a railway vehicle. Scientific Journal of Silesian University of Technology. Series 
Transport, vol. 106, 2020, pp. 63-72. 

[35] ERRI B 176/3 Benchmark problem – Results and assessment, B176/DT290, Utrecht 1993. 
 


