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The study is aimed at conducting a formal analysis of algorithms for captains to apply when planning routes
in difficult navigation situations. Formal and algorithmic analysis based on decision trees made it possible
to improve ergatic navigation safety systems and to predict potential risks of maritime accidents in a timely
manner.

The article discusses approaches enabling algorithmisization of processes of navigational situations
perception by captains. A formal description of the most essential elements of captains’ human factor
affecting the route planning processes is provided. Also, the issues related to perception of difficult
navigation situations by captains are considered, dependences on volume and multithreading of input
information are given.

In order to confirm actual influence of captains” human factor elements on safe route planning, a number of
experiments have been carried out using the Navi Trainer 5000 navigation simulator and subsequent
modeling by means of Data Mining. As a result of modeling, standard designs for planning water transport
routes have been obtained together with the confirmation of constructed models adequacy exemplified by the
factor Fs 3 - «weather conditions». The proposed approaches will further expand the capabilities of
predictive possible maritime accidents models due to human factor.
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Introduction. When carrying out route planning, the captain of vessel is guided by a wide
rules range, directions and factors that allow building a safe trajectory for vessel’s movement.
Route Z, simultancuosuly, as a decision-making task, is based on Xe€ X captain’s initial
information about the situation, in form of which the initial stage is formed z€Z [1].

Captain’s experience plays a significant role, for example, when captain’s entropy is low,

action plan is precisely defined z/Z , which entails detailing — BI(X) and leads to plan X, ,
otherwise the captain relies on experience of similar tasks Z, generalizing — C, (X) for x e X,, what
Xt - Xt+1 forms C,: X, »2X, and Bt : Xt _)2xt .

Extension of actions by generality C, (X) forms { |nd} Z relatively domains D j affecting
focus: D, {Ind} D, -» D, {Ind} D, —»...» D, {Ind} D, .

Detailing and generalization determine: VX € X, C, (X) NB, (X) = X, within the framework
of the task Z, in this case: X' €C, (X) =25 (X') where X' is a planning feature. In this case, the

activity of the captain is important: VX € X, e(x) — e(Ct (X))
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Captains act consciously, which means planning will be determined by a predicate P(X, Z)
such that: Vxe X JzeZ P(X, Z) . Decisions made will be: VXeX Z€ A(X) P(X, Z) and
Vxe X z¢ A(X)=P(X,2), where A:X —>2Z. In a critical situation, captain must accurately

plan the next stage H, in relation to criterion Q,, H, = {X| xe X, B(x)= X} .

Captain’s intuitive actions are also possible, when: I, X' e Ht what C, (X)ﬂCt (X') g,

U, =@ and Vx e X;312xP(X,2X), then a situation arises: VX €C, (X)X, P(X,2x).

In order to ensure proper planning, it is necessary to determine trajectory of vessel
X hx={x=x <x <..<x}c X/ without critical situation:
X! ={x* X eX, NzeZ P(x*,z)}. Proceeding from this, it becomes necessary to determine

model for captain’s decision making [2], taking into account the planning phases that ensure safe
navigation.

The purpose of the article is to formally analyze the algorithms for planning safe routes
by captain in difficult navigation situations. Formal and algorithmic analysis based on decision
trees will improve ergatic navigation safety systems and predict probable risks of accidents in
advance.

Main research material. In order to formally describe planning process, we will define

the time «codes» of captains VXe& X, 3!z€Z P(X,z). Three time phases of planning are
considered, X, =UzeZ (X.)z; X, =UzeZ (X;)z; vzeZ (X, )z—>e(X)z, taking into
account the conditions and risks of sailing: V = (X - ZX) . This is specific to each captain, so any
additional information X € XtA may affect the planning strategy.

When planning, a priori information is formed: €2, = {a = (Xa, Za) | Xa € H, }t which does
not imply changes in strategy. When factors arise (Xt*)a , preliminary route plan is changed by
set rebuilding of rules-actions: {S} a= {x* —>za|X e ( X, )a} .

In many situations, captain does not intuitively change original itinerary plan unless it

endangers safety of vessel. To change strategy Wi, Z, a precedent X,,; must arise that changes
safety of navigation:

O, ={V}0 W, Z({V}0) >W,Zon({V}0) >W,Zen({V}0)={S"} , Full, {V},, Full = Uk =
=0,1,2,..,0 W, Zok({V}0), EZ 0, it happens H, >W,, Z(H,) >W,, Zon(H,)=X,, EZ >0,

where EZ is captain’s energy and motivation.
In turn, an element of uncertainty can lead to formulation of the following formal problems
class [3-6]:

% — f(s(t)s(t—7, ).s(t—=, ) d () (1)

where  s(t)=(s,(t),....s,(t))d(t)=(d,(t)...d, (t),7; >0,i=1,z is boatmaster’s reaction to

occurrence of uncertain factors in z, where d=d(t) and replanning [7].
Then system (1) can be strategically changed:
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t, —max ,to] (2)

S(to):SOa S(t):(o(t)>te .
1<i<z
where 0 is the moment of strategy change.

Considering planning process, we may define class of functions [8, 9] that affect range of
D, which can be subject to additional restrictions related to the specifics of the route. These
restrictions may encompass location, maneuverability of vessel and its characteristics, weather
conditions, environmental conditions, etc. [10]. Then, in general case, condition is considered:

d(t)eDcYm 3)

where D is a set in Y" . Considering that the main goal of planning is formalized within
framework of (1), it is necessary to fulfill a number of conditions:

Ne-iad)27,1=1y, y<q @
Here are 7y, =g (d ), i=1Yy the lengths of the scheduling time intervals:
c(s(t) <o, telti —n.t1] i=Tq ()
where t(i) :tli _Ui’tli are the boundary points of stages [t.T] at which inequality is satisfied

ofs(t)) < O The size 7> and number of stages Y21 for which the planning conditions must be
met (4). The interval at which inequality (5) 1s fulfilled is interpreted as a stage of disaster risk

reduction on route sections [11-14], relative to condition m(t)<m, te [tll ~1s 4 1 =10 , Where
m(t) is an indicator of the cartographic situation complexity.

It is important to take into account that with a cyclical repetition of the critical situation
signs, the loss of control over vessel is possible [15]. The g, y values depend on maneuverability
of vessel and its parameters. Inequalities affecting the state of navigation safety system at the

q
moment | degree characterize the situation complexity:

31(@)=g,(slt7)<0. i=y+1y+n (6)

—1d

The time to reach safe state for transition to manual control b (d)_tl b determines the
complexity of navigation situation: Jj(d)g O.1=Ly+n :

Considering the complex navigation situation as represented by a plan with directions in the
form of making managerial decisions, we will compare the position of vessel with the waypoints
of route [16]. At the same time, floating targets and hazardous isobaths build the interaction field,
considered in the vessel model interaction with hazardous objects.

In the case of standard Mercator cartographic projection [17], the state of frame-vessel
changes depending on interaction. Interaction frame is transformed according to vector of vessel’s
movement relative to the cartographic location [18].

In difficult situations, planning the movement of a vessel in space can be conditionally
expressed in one direction for four directions (fig. 1). It is possible that the vessel is not capable of
moving in the preferred direction. This occurs when there are insurmountable cartographic
obstacles on its way, constraint by vessel’s draft. In these cases, the boatmaster tries to change the
direction of a vessel, by choosing the way where there are minimum obstacles.

Marine transport navigators scan the situation using radar and ECDIS at a distance location
I and choose direction of movement. They then observe the least amount of maritime transport,
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favorable weather conditions and nonavailability of cartographic obstacles [19].

Taking into account that considered decision-making processes have a complex
formalization, we can present their description in terms of the group theory mathematical system.
In this case, the elements of the system will be: an alphabet or a set of objects; many words or
combinations of objects, a finite set of relationships; theorems or rules of inference. As already
noted, in view of the need to present the results of mathematical modeling, the theory of geometric
groups is close to the description of the above principles. This theory is presented as an
independent one, originating from group theory and determining the balance of the formal system
[20], which is very important for streamlining the structural principles of captain’s decision-
making model formation.

Figure 1 — Frame for moving the vessel

1. Closedness of the group. For any two elements of the group, there is a third one, which
is their product, such that (7):

Va,beg: Jceg, aob=g (7)

The axiom describes the integrity, complexity and hierarchy of constructing a vessel’s
trajectory, consisting of vessel control operations.
2. Group associativity for product operations. The order of operations is insignificant (8):

Va,b,ceg: ac(boc)=(ach)oc=achoc (8)

Axiom defines the cycle of homogeneous elements, which is aimed at achieving the
ultimate goal of navigation.

3. The existence of a single element. In group there is some element e, the product of which
with any element a of the group gives the same element a (9):

Jdeeg: Vaeg, ace=eca=a 9)

The axiom assumes the influence on all structural elements that have all the features of
system, and comes from initial stage of route planning in form of an initial operation that
determines the vessel trajectory. That is, initial strategy chosen by captain predetermines its
effectiveness.

4. Existence of inverse element. For any element a of the group, there is an element a’!
such that their product gives the unit element e, such that (10):

Vaeg: Ja'eg: aca ' =a ca=e (10)

Axiom presupposes the repetition of vessel control operations, i.e., their reverse functions,
which provides for a return to beginning of the first stage of the decision-making model.

In this context, it becomes possible to present route planning by captain in terms of
geometric group theory.
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In this case, we will call alphabet the finite set of planned route stages:

a, b, c R | .
A= { ’ b’l }, rie & ,0,C —reverse alphabet according to clause 4.
a s - s c

The group will be represented as (A|R), in which R is relationship between sets of
operations leading to a single route element: <a, b,cla’=b=c*= e> [21].

The set of elements a* will have its own focus when planning a route, b’ and c*
therefore — alternatives. Aggregates of these sets can be represented as fragments of routes, for
example a'h®, but operating with combinations based on captain experience. By means of this
formal description, two variants of groups are formed: commutative and free. Formed words
represent independent decision-making trajectories that can be formed from basic elements of
captain’s experience. A visual display of decision-making trajectories is possible in the form of a
tree that includes all actions characteristic of a given captain, thus unifying the properties of the
formal system considered above [22].

Thus, it becomes possible to form an attribute space for planning and decision-making by
captain in situations close to context. Connecting points in a given space makes it possible to obtain
a graph, while it should be assumed that formation of graph edges is possible if next element is
obtained from previous one by multiplying by one group set letters. This is logical from the
position that each new element takes into account the informational component of previous one.
For example, g1 and g2 are connected by an edge if in the alphabet Jac A; g, =0,-a<> ¢,-a. Thus,

it becomes necessary to construct a metric space within the framework of identification the route
planning models by the captain, for subsequent predictive analysis of probable critical situations.

However, it should be taken into account that formation of such a graph may be limited in
terms of elements number due to increasing complexity of navigation situations perception. For
example, when planning a complex route, consisting of a chain elements in form of waypoints,
there is a danger of increasing information overload. This feature can be expressed in terms of
p-adic systems.

Therefore, an increase in p-adicity leads to an increase in detail, and a decrease leads to
generalization. Based on [1], we can conclude that the route planning process is considered within

the set of internal vertices of graph U (T ) , between the threshold values {a} and {b} . This makes

it possible to move to nearest systems of p-adicity in ascending and descending directions,

Each route planning strategy depends on final set of situation parameters that determine
the navigation conditions and possible risks:

Gv' (t|b)=Gv' (1]a) = (1,P),, at Gv' (tla, )GV (1]b)=D.

Then the transition to alternative route planning strategies is possible under conditions of
the interaction balanced system between external factors and navigation experience:

VX e [Gv(r):l —dae {a}, X e [GVT (r|a)}&§lb S {b},x € [GVi ('c|b)]

The observed balance of transition between situations in p - adic structures can depend on
both: the level of complexity of navigation situation (necessity) and the operator (possibility) skill
level:

0 0
GV(1) =1, GV (t]a) =1,y GV (1lb).
Based on these formal descriptions, a route planning algorithm is proposed, which is based

on the navigation perception situation in the framework of p-adic systems. Let’s define the metric
of situation: p, (X, y) = |X -y

oo X |X|p [23]. At the same time, it is appropriate to assume that
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p-adicity is a criterion for perception of navigation situation that allows planning a route. The main
planning factor is risk of navigation hazard, which increases the risk of critical situation
occurrence. Considering the complexity of the situation, captain requires to have an appropriate

level of experience, each of which can be expressed in spaces (X ) p)&(Y, p') . Route planning for

(p = 2) is most consistent with simple tasks requiring switching on or off according to a given
operator attribute. In turn, at (p = 3), a factor is added according to principle:

p(i(x,. )]

solved in the situation space Y cannot be solved in situation space X due to changed metric
(fig. 2 a, b).

sz_z‘) = p(leZS,sz:s) and transfers planning to a higher level. Thus, the problems

a b
Figure 2 — Spaces of perception of the navigation situation Y and X
with different p-adicity metrics

Fig. 1 shows that route planning in the navigation situations Y and X was influenced by
different sets of information signals. This means that captains evaluated the navigation situations
in a different p-adicity system, forming spaces X and Y, such that: X Y | X \Y =O.

However, it should be borne in mind that in some cases, captains deliberately resort to a
«weak» planning strategy, which leads to an increase in the likelihood to critical situations with
maritime transport. It is possible to describe this process formally using the approaches of
subjective entropy H, [24]:

N
H = —Z?‘E(Gi )-Inn(o;), where T- (Gi) — is weak planning strategy.

i=1

Inheritance of familiar route planning approaches increases the effect of uncertainty in
decision making, n- (o) (e PL( Ze_BL J

Experiment. Analyzing marltlme accidents, one can come to the conclusion that one of
the main reasons is neglect of significant navigation risks [25]. Among the significant navigation
risks, the following should be noted [26]:

Fs 1 — vessel maneuverability;

Fs 2 — technogenic factors;

Fs 3 — weather conditions;

Fs 4 — team fatigue;

Fs 5 — the presence of a stressful situation;

Fs 6 — perception of the situation;

Fs 7 — special sailing areas;
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Fs 8 — quality of collaboration;

Fs 9 — automation and navigation information systems.

In order to carry out simulation modeling of possible navigation situations and
manifestations of human factor, navigation simulator Navi Trainer 5000 (NTPRO 5000) and

automated Data Mining tools were used.

Based on results of experiments, typical route planning trees were identified by captains
under the conditions of above factors priority. As a result, with help of automated modeling
technologies, control algorithms have been built in form of tree structures (fig. 3)
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Figure 3 — Results of navigation situations simulation

In order to confirm the adequacy of the simulation, an additional experiment was carried
out in which the factor Fs 3 — weather conditions — became of special importance. This
experiment was carried out in the location of «Aegean Seay.

Description of the navigation situation. The main route for ships in Aegean Sea to enter
Dardanelles Strait from the side of Kaap Maleya is through Kafirefs Strait. Thas is the shortest
route with the most intensive traffic in Aegean Sea in its northeastern part. In the winter, from
November to February, the wind strength from NE reaches 7-8 points, and the sea state up to
significant — 5-6 m. Particularly unfavorable section from the Kafirefs Strait to Bozcaada Island —
waiting for entrance to Dardanelles Strait. The distance to the open sea is 122 miles. In stormy
weather, the vessel loses speed, the deck, hold covers and deck cargo are flooded.

To avoid stormy weather in this section, the captain’s recommendation was accepted to
pave the way from Cape Maleya not to Kafirefs Strait, but to Mykonos Strait, between islands of
Tinos and Mykonos, continue to the island of Chios. Thas is a 52-mile stretch where sea waves
are much weaker during stormy weather. Moving north along the island Chios and Fr. Lesvos to
about Bozcaada, the vessel will be protected from NE unrest.

The distance m. Maleya — Kafirefs — Bozcaada is 235 miles.

The distance from Malea — Mykonos — Bozcaada is 260 miles —by 25 miles more, but loss
of transit time will be compensated by a smaller loss of speed from wave. By reference to
meteorological situation, the ship’s captain chose a safer route (fig. 4).
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Figure 4 — The process of forming an alternative route by factor Fs 3

Conclusion. An analysis of the corresponding experimental model of route planning
showed that the following became key factors for decision-making at main factor Fs 3 — “weather
conditionsy:

Fs 7 — «special navigation areas» — Fs 9 — «automation and navigation information
systems» — Fs 6 — «perception of situation» & Fs 5 — «presence of a stressful situationy» —
Fs 6 — «perception of situation» — Fs 7 — «special sailing areas ».

As can be seen from the route planning algorithm, the most significant planning factors
were Fs 6 — the perception of situation and Fs 7 — “special navigation areas», which appeared
cyclically throughout the planning process.

In addition, an important role has been played by Fs 5 — «the presence of a stressful
situation», which, with sufficient influence, can significantly affect course of events. However, the
elimination of this factor in the short term is almost impossible and requires additional training at
time of training [27].
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Hocos II. C., 3unyenko C. M., lIpokonuyk IO. A., Ilonosuu U. C., JlnutoBuenko B. U. BIIMSAHUE
YEJIOBEUECKOI'O ®AKTOPA HA BE3OITACHOCTH INTAHUPOBAHU S MAPIIIPYTA BOJIHOT'O
TPAHCIIOPTA

Lleavio cmamvu aeusemcs oOpMATbHLIL AHATU3 ANCOPUMMOS NIAHUPOBAHUSL KANUMAHOM 6e30NaACHbIX
MApuwipymos 6 CIOJCHbIX HABULAYUOHHBIX CUMYAyusx Ha 600HOM mpancnopme. PopmanbHblll
U aneOpUMMUHECKUll aHaiu3bl Ha OCHOBEe 0epebe8 NPUHAMUS PeUleHUll NO360MUl YCOBEPUEHCBO8ANb
apeamuueckue Cucmemvl HagULAYUOHHOU De30NACHOCIMU U 3apanee CHPOZHO3UPO8AMb 6EPOsIMHblE PUCKU
MOPCKUX A8apull.

B cmamve paccmampusaromcsi nooxoowl, no3601AI0WUE ANOPUMMUSUPOBATNG NPOYECCHl BOCHPUSMUSI
HasUueayuouHvlx cumyayuil xKanumanom. Ilpu smom npusodumcs Gopmanvoe onucanue Haubonee
CYWECTNBEHHBIX INEMEHMO8 YeN08eUecK020 (PaKkmopa Kanumaud, eiAI0Wux Ha Npoyeccvl NIAHUPOBAHUs
mapupymos. Taxoce paccmampusaromest BORPOCyL, CEA3AHHbIE ¢ BOCHPUSIMUEM CLONCHBIX HABULAYUOHHBIX
cumyayuii Kanumanom, nPpUBOOMC 3A8UCUMOCIU O 00beMA U MHO2ONOMOYHOCIU 6XOOHOU UHPOPMAYUU.
C yenvio noOmeepicoeHUs HaKkmuueckoeo GIUSHUSL INEMEHMOE 4el08eUecKo20 HaKmopa Kanumaua Ha
npoyeccol NIAHUPOBAHUL DE30NACHO20 Mapuwipyma Obll npogeden pid ICHEPUMEHMO8 ¢ NpUMEHEHUeM
nasueayuonnozo cumyrsimopa Navi Trainer 5000 u nocredyroweco mooeruposanus cpeocmseamu Data
Mining. B pesyrbmame moldenupoganusi Obliu NOAYYEHbL MUNOGble KOHCMPYKYUU — NAAGHUPOBAHUSL
Mapuipymoes 8001020 mpancnopma. A makdice noomeepicoerue adekeamHoCmu NOCMpPOeHbiX Mooeiell Ha
npumepe ¢gpaxmopa FS 3 — «nocoonvie ycrosusy. Ilpeonodicennvie nooxoovl no3eonsm 6 OdlbHeuulem
PaAcuupums 603MOACHOCHIU NPOSHOCMUYECKUX MOOeAel 803MOCHBIX aABapUll HA BOOHOM MPAHCHOpME NO
BUHE YeN08eUecK020 (hakmopa.

Knrouessle cnosa: 600ubvili mpancnopm, ueiosedeckull paxmop, niaHuposanue 6e30nacHo20 mMapupymada,
apeamuieckue CUCmembi.

Hocos II. C., 3inuenko C. M., Ilpokomuyk FO. A., IlonoBuu 1. C., Jluropuenko B. 1. BIUIVB
JIIOZICBKOI'O ®AKTOPY HA BE3IIEKY INTAHYBAHHS MAPIIPYTY BOJAHOI'O TPAHCIIOPTY
Memoto cmammi € opmarvhuil aHaniz ArOpUMMI6 NIAHYEAHHA KANIMAHOM 0e3neyHux Mapuipymie
V CKAAOHUX HAGI2AYIUHUX CUMYayisx Ha 600HOMY mpancnopmi. @opmanvHuil | areopumMIYHULL aHANI3U Ha
OCHOBI Oepeg NpuiHAmMmA piwlenb 003801U8 YOOCKOHATUMYU epeamuyti cucmemu Haesieayitinoi Ge3nexu
i 3a30ane2iob cnpo2HO3Y8amu UMOBIPHI PUSUKU MOPCOKUX ABADIU.

Y cmammi  pozensoaiomuvcs  nioxoou, wjo 003601A10Mb  ANCOPUMMIZYEAMU  NPOYecu CRPULHAMMS
Hasieayitinux cumyayiti kanimanom. Boonouac naeooumvcs Gopmanvhutl onuc Haubiibwl iCMOMHUX
eneMenmis 00CcvLKo20 hakmopy Kanimauda, wjo 61usaioms Ha npoyecu nianyeanHa mapuipymis. Taxoowc
PO32150a10MbCSL NUMAHHSL, WO NO08 A3AHI 13 CHPULIHAMMAM CKAAOHUX HABI2AYITIHUX CUMYayill KanimaHom,
HABOOAMbCSL 3ANEACHOCTI 810 06cs2y | bazamonomounocmi exionoi ingopmayii.

3 memoio niomeepoxceHHs aKmuuHo20 8NAUBY eleMEeHMI8 TI0OCLKO20 (aKmopy Kanimana Ha npoyecu
NIAHYSAHHA 6e3nedH020 Mapuipymy 0Y1a npoeeodeHa HU3KA eCNepuUMeHmia i3 3acmocy8aHHAM HABGI2ayiliHO20
cumynsmopa Navi Trainer 5000 i nodanvwoeo modemosannsa sacobamu Data Mining. B pesyrsmami
MOOen06anHsa OyIu OMpUMAHi MUNOGI KOHCMPYKYID NAAHY8AHHA MAapuipymié 600H020 MPAHCHOPMY.
A maxooic niomeepoiceno adekeamuicms noHy006anux mooeneu Ha npukiadi pakmopy Fs 3 — «noeooni
yMmoeuy. 3anpononosami nioxoou 003604AMb Y NOOANLULOMY POSULUPUMU MOICTUBOCHT NPOSHOCMUYHUX
MoOenel MONCIUBUX AB8APIil HA BOOHOMY MPAHCNOPMI 3 BUHU TIOOCLKO20 paxmopy.

Knwouosi cnosa: 600nuti mpancnopm, mo0coKuil (paxmop, WiaHy8ants. Oe3neuHo20 Mapupymy, epeamuini
cucmemu.
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