
P
CO

 
The cur

engines is b
of vessels op
in the Baltic
mainly due t

The firs
form of a co
operating on
of Gdansk). 

In addi
collection of
rating of th
generalized 
demand req
(instantaneo

The ext
Emission Fr
their basis th
static and dy

 
Key words: 

 

1. Introdu
 

The pr
because o
causes a l
broadly u
operated, 

PROGRA
OMPOUN

OP

E-Ma

rrent worldwi
based on a s
perating in va
c Sea or the 
to the lack of t
st issue tackled
omputer progr
n a specific w
The data was
tion to the p
f the available

he main propu
resistance ch

quired by the
ous) is necessa
tensive resear
rom Ships At 
he emissions c
ynamic. states

emissions of t

uction 

roblem of a
f the fact th
large conce

understood 
the inciden

AM FOR 
NDS IN T
ERATIN

Tom

Facult
ul.

ail: t.kniazie

ide research 
simplified inp
arious parts of

Gulf of Gdan
the required d
d within the fr
ram which sim

water body, wa
s obtained from
arameters of 
e construction
ulsion engine
haracteristics 
e screw prop
ary to determi
rch resulted 
Sea), which a
characteristic
s.  

toxic compoun

air pollution
hat harbors 
entration of
operating c
nce and nat

THE EM
THE MAI
G IN A S

masz Kniaz

Poli
ty of Mecha
 Śmidowicz

Tel.: +48
ewicz@amw

on air pollut
put. The exis
f the world ca
nsk, because 
detail concern
framework of t
mulates toxic 
as to create a
m the marine A
f vessel traffic
n and operatio
es, etc. Those

of the ships 
peller under 
ine the emissio
in the develo

allows to dete
cs) depending 

nds, marine en

n in harbors
are typicall

f vessels in
conditions. 
ture of stea

MISSION 
IN ENGIN

SPECIFIE
 

ziewicz, Ma
 

ish Naval A
anical and E
za 69, 81-10
8 58 626285
w.gdynia.pl, 

 
Abstract

tion caused b
sting database
annot be used
this would le

ning vessel mo
the project, on
compound em

a vessel traffic
Automatic Ide
c in the analy
onal data of t

e data, after t
which becam
given opera

on characteris
opment of an
ermine the pow

on the aforem

ngines, emissi

s and harbo
ly located n
n a small a
The latter 

ady and tra

SIMULA
NE EXHA
ED WATE

arcin Zacha

Academy 
Electrical En
03 Gdynia, P
51,  626 23 8

m.zacharew

t 

by the emissi
es of harmfu
d to estimate e
ead to excess
otion characte
ne of whose ef

missions in the
c database in 
entification Sy
lyzed region o
those vessels, 
the appropria

me the basis f
ting conditio
stics of harmf

n original co
wer ratings of

mentioned var

ion models, sim

or approach
near or in la
area. Not w

include th
ansient load

ATION O
AUST OF
ER REGI

arewicz 

ngineering 
Poland 
82 
wicz@amw.

on of harmfu
l compound 
emissions in m
ive generaliza
ristics. 
ffects is to cre

e exhaust of th
a selected ma

ystem (AIS).  
of the sea, th
such as their 

ate processing
for the determ
ns. Informati
ful exhaust gas
mputer progr
f the screw pr
iables of the o

mulation  

h areas is al
arge cities, 

without sign
e manner i
d states, as 

OF TOXIC
F VESSEL
ION 

.gdynia.pl 

ul compounds
emissions in 

meso- and mic
zation of emis

eate a researc
he main engin
arine region (

he database c
size, displace

g, produced t
mination of t
ion of the m
ses.  
ram, MEFSA
ropulsion eng
operating con

all the more
and their li

nificance ar
in which e

s well as th

C 
LS 

s from ships' 
the exhaust 

croscale, e.g. 
ssion factors, 

ch tool in the 
nes of vessels 
(e.g. the Gulf 

created, is a 
ement, power 
the so-called 
he maximum 

motive power 

S (Model of 
gines (and on 
ditions in the 

e important 
imited area 
re also the 
ngines are 

he external 

 
 

f  

f



conditions affecting the engine operation. Toxicity of the exhaust gases is also influenced by the 
types of fuel and lubricating oil used. 

Factors determining the global emissions of substances contained in exhaust gases of marine 
engines are classified and described in detail in [1, 2]. 

The process of modeling the emission of toxic compounds in the exhaust of a marine engine is 
very complex, and it requires the input data that can be divided into four fundamental groups [9]: 
 vessel parameters – length, breadth, draft, technical condition of the propulsion system, 

propulsion type (including the type and number of engines), type and number of screw 
propellers, etc.; 

 vessel motion parameters – velocity and heading; 
 external conditions – wind force and direction, air and water temperature, atmospheric pressure, 

humidity, sea state; 
 number of vessels, taking into account their categories. 

Models of emissions from land transport, which are made in Europe, cannot be used to assess 
emissions from ships. due to the difference of both hydro-meteorological conditions and the 
specifics of the ship operation. 

The model of toxic emissions in the exhaust gases of marine engines, STEAM (Ship Traffic 
Emission Assessment Model), which is presented in [3],  is based on data transmitted by AIS, 
which is a basis of the calculations for determining emissions factors related to the emissions  
of harmful compounds in exhaust gases. In this model, however, simplifying assumptions were not 
avoided either, which may result in the fact that the determined emissions factors do not reflect the 
real emissions value.  

 

2. Theoretical foundations for determining the ship's resistance and the power of the main 
propulsion system  

 
In order to give a vessel a certain velocity, the main propulsion engine has to provide adequate 

power to the propeller, which is necessary to overcome the resistance to the motion of the ship, 
and the energy loss of the propeller, shafting, gears, and couplings. A general motion equation  
of a ship may be presented as follows [4,5]: 

 

∙
	
– ∆ 0     (1) 

 
where:  
 
m – weight of the ship, propellers and rudder, 
m11 - weight of accompanying water, 
R – ship's total resistance, 
T – propeller thrust 
T – thrust deduction.. 

 
The total resistance R of the vessel depends on the size of the vessel, its velocity, and the shape 

of its hull. The resistance is also affected by external factors such as waves of the sea, hull fouling, 
draft variations, etc. 

It can therefore be concluded that the value of the maximum demand required depends 
primarily on the dimensions of the ship and its instantaneous velocity.  

The value of the propeller thrust depends on the diameter of the propeller, its geometrical 
shape, speed, and the velocity of the vessel. The propeller thrust created must equalize the total 



resistance of the ship R and the thrust deduction T, acting on the hull in the direction opposite  
to its motion. 

For steady movement (dv/dt=0) equation (1) becomes: 
 

R + T = T       (2) 
The total resistance of the ship is the sum of the resistance components 

∑ 	 R R 	  
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  (3) 

where: 
RF – frictional resistance, 
RVP – viscous pressure resistance (form resistance) 
RW – wave resistance, 
RD – additional resistance, 
S – wetted surface [m2], 
ρ – water density [kg·m-3], 
v – flow velocity around the hull. [m·s-1], 
cF– frictional resistance coefficient, 
cVP – viscous pressure resistance (form resistance) coefficient, 
cW – wave resistance coefficient, 
k – additional resistance coefficient (assumed k = 1,1 ÷ 1,2), 
cT – total resistance coefficient. 

 
Frictional resistance is related to the tangential stresses that are induced on the wetted surface 

of the hull due to the viscosity. Frictional resistance coefficients cF  thus depends primarily on the 
Reynolds number, expressed as  

       (4) 

where:  
V – velocity of the vessel, 
L – length of the vessel, 

 – kinematic viscosity coefficient of water. 
 
 Wave resistance is related to the wave pattern generated by a moving ship on the water 

surface without viscosity (ideal fluid), i.e. on the phenomena whose existence is conditioned  
by gravity. Therefore, wave resistance coefficient cW depends primarily on the Froude number. 

       (5) 

 
 Viscous pressure resistance is related to the effects of viscosity on the pressure distribution 

and hence to form of the the waves pattern. Viscous pressure resistance coefficient thus depends 
both on the Reynolds and Froude numbers. 

Additional; resistance RD is primarily composed of appendage resistance RAP  and air resistance 
RAA.  

Appendages affecting the total resistance of the ship are such components as bilge keels, shaft 
brackets, shafts, propeller screws, rudders and shaft bossings on the hull.  

Air resistance around the emersed part of the ship is of viscous character. The components of 
air resistance are frictional resistance and viscous pressure resistance. Air resistance results from 
both the relative motion of the ship in still air, and from the absolute motion of the air, i.e. the 
wind. Air resistance is strongly dependent on the size and shape of the the emersed part of the ship 



(especially its superstructures), and the volume and direction of the relative speed of the air. The 
formula for air resistance takes the form: 

	 	       (6) 

 
where: 
 – air density, 
  – relative air velocity, 

 – midship cross section area of the emersed part of the ship, 
cAA – air resistance coefficient, 

 
The total resistance of the ship R is the sum of the following resistance components: frictional 

RF, form RFV, wave RW and additional RD 

 
	R R R  =  7                  O)G, A,M, , , L, ,(   

  
This force can be presented as a function of : instantaneous speed of the ship , hull length L, 

water density , kinematic viscosity coefficient of water , vector M, characterizing the inertia  
of the ship, vector A , containing information about the variable motion resistances of the ship 
associated with a given water region (water depth, width of the fairway (channels), etc.), vector G, 
describing the ambient conditions (e.g. ambient pressure and temperature), and vector O, 
describing the navigational conditions (wind force and direction, wave height and length, etc.)[2]. 

 Since the resistance coefficients cF, cVP = f (Rn) and cW, cVP = f (Fn), it was assumed for 
modeling purposes that the values necessary to perform the calculations for a given category of a 
tramp vessel are the generated values of the vessel's length L and its instantaneous speed . 

The total hull resistance 	 is presented by the equation: 
 

∙
     (8) 

 
where: 

 
∑

  for i=1,2, ...,n  – average wetted area, computed using n relationships,  

  – vessel speed generated on the basis of statistical data, 
	  – air resistance generated on the basis of statistical data, 

 
Frictional resistance coefficient was computed using the ITTC formula [5]. 

 
,

      (9) 

 
Since the outer surface of the hull (even with high-quality coatings), cannot be considered 

hydrodynamically smooth, the calculations took into consideration also the hull roughness 
expressed as an additive hull roughness coefficient cF  using the formula [5,6]: 

∆ 105
/

0,64 ∙ 10      (10) 

 
The coefficient of friction was calculated from 
 

	 ∆              (11) 
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Fig. 5 Algorithm being the basis for calculations performed by the MEFSAS program. 

 

 



4. Conclusions 

 
Continuous development of maritime transport, with the ever increasing demands  

on environmental protection, high costs, and problems associated with the measurement  
of emissions of harmful compounds in the exhaust of ships in transit, as well as the lack  
of sufficiently accurate methods for the determination of indirect emissions, were the main reason 
for undertaking research studies on modeling the emissions processes of marine diesel main 
propulsion engines under the marine operating conditions [2]. 

The current worldwide research on atmospheric air pollution caused by the emission  
of harmful compounds from ships' engines, based on a simplified input data cannot be used  
to estimate emissions within e.g. the Baltic Sea or the Gulf of Gdansk, since they lead  
to a significant underestimation of emissions, mainly because of insufficient detail of the marine 
traffic characteristics. Besides, the known models of the harmful compound emissions in exhaust 
gases of marine engines, which are used primarily to support local and regional model studies 
concerning air quality, are deterministic models with varying degrees of accuracy which depends 
on the resolution of the spatial allocation of emissions at a particular location and time. Moreover, 
the accuracy of a given model depends to a large extent on the amount and quality of input data, 
determined by financial resources earmarked for the creation, implementation, and calibration  
of the model [2]. 

The mathematical model of toxic emissions proposed in [2], which is based on stochastic 
processes using Monte Carlo methods, allows for a rapid analysis of marine traffic in a particular 
area, and for calculation with considerable accuracy of the emission intensity of each harmful 
compound, and their weight in relation to both a single vessel, and to vessels remaining in the area 
for a specified period of time. Furthermore, the model developed is the first fully predictive model, 
and the accompanying computer simulation program allows the analysis of marine traffic, and 
emission intensity at the selected point of time, taking into account hydro-meteorological 
conditions corresponding to that point.   

The mathematical model was the basis for the development of a computer program that allows 
to solve the model's equations. The results generated by the program can be saved to a file 
compatible with Microsoft Excel, which allows for their analysis independent of the software used 
by the model. Additionally. it is possible to visualize the simulation results in the form of easily 
readable charts showing: the number of vessels in the analyzed water area during the day, with the 
option of splitting the vessels by their type, the emissions of various toxic compounds by the day 
and vessel type, as well as the total emissions of individual compounds from all vessels on each of 
the days of the simulation. Another feature of the program is the is the possibility to visualize the 
motion of the simulated vessels in the analyzed water region on the basis of the simulation results. 
This feature is based on the animation showing the vessels plotted on the chart of the relevant area. 

The simulation program developed is open to any modifications related to the specifics of the 
analyzed issue, and, what is more, because of its versatility, it may be implemented into any area 
of marine operations very quickly after the introduction of a new set of input data. 
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