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Table 4. Lift Code Comparison 

 

Table 5. Escalator Code Comparison 

 

230g Cables, both of which read as follows: “No car or counterweight cable shall be repaired or 
lengthened by splicing” [1, 2]. Another essentially literal example reflects differences in attitudes 
toward appropriate emergency lift use between the 20th and 21st centuries. The American Rule 100a 
Fire-Resistant Hoistway Enclosures included the following: 

Note: Experience has demonstrated the value of the elevator as a life-saving device in 
case of fire. A simple form of fire-resistant construction (cement plaster on metal 
lath) will usually resist a fire for a greater length of time than the elevator can be used 
as an exit from a burning building. Fire- resistant hoistways are therefore 
recommended for all elevators. [1] 

This was translated into the British code as follows: 

Lift wells, together with the whole of the contained equipment, apparatus, etc., shall 
be rendered fire resisting to the greatest possible extent. Note. Experience in the 
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U.S.A. has demonstrated the value of the lift as a life saving device in case of fire. A 
simple fire resisting construction will usually resist a fire for a greater length of time 
than the lift can be used as a means of escape, and for this reason the above 
recommendation is made. [2] 

In the majority of cases the British code retained the essence of the American precedent, which was 
often expressed in a simplified and edited manner. The following example illustrates this strategy: 

Rule 210i Car Construction: When car-leveling devices are used the car platform 
shall be provided with a substantial vertical face flush with its outer edge, extending a 
sufficient distance below the car floor so that there shall be no horizontal opening into 
the hoistway while the car is within the landing zone and the hoistway door is wholly 
or partially open. [2] 

Lift Cars 7h: Where car leveling devices are used, aprons shall be fitted to the car 
floor to ensure that no space is permitted between the threshold and the landing whilst 
the car is being leveled to a floor. [1] 

Although there was a higher degree of synchronicity between the two escalator code sections, a 
similar editing process also occurred: 

Rule 602a Balustrading: Escalators shall be provided on each side with “solid 
balustrading.” On the escalator side the “balustrading” shall be smooth, without 
depressed or raised paneling or molding. Glass panels in “balustrading” are 
prohibited. There shall be no abrupt changes in the width between the “balustrading” 
on the two sides of the escalator. Should any change in the width be necessary, the 
change shall be not more than eight (8) percent of the greatest width. In changing 
from the greater to the smaller width the change in the direction of the “balustrading” 
shall be not more than fifteen (15) degrees from the line of the escalator travel. [2] 

Balustrading 7a: Escalators shall be provided on each side with solid balustrading. 
On the escalator side the balustrading shall be smooth, without depressed or raised 
panelling or moulding. Glass panels should not be used in balustrading. [1] 

However, the British code was not simply a well-edited version of its American precedent (with 35 
versus 173 pages): it included sections and information not found in the earlier code and reflected 
critical differences in lift culture. The maximum speed referenced in the British code was 800 feet 
per minute, while the American code referenced speeds up to 1,600 feet per minute. The British 
code also included a section titled “Shafts” that referred to shafts that held sheaves and pulleys: 

Shafts 18: (a) Any shaft carrying a sheave or pulley and fitted between dead eyes or 
other housing must be stepped, i.e., reduced in diameter, at or near the point of entry 
at each end. (b) Any shaft where stepped, i.e. reduced in diameter, must be turned to a 
reasonable radius at the point of reduction in diameter. 

It is unknown why the drafting subcommittee felt it was necessary to include such a detailed 
recommendation on this particular aspect of lift technology. 

The issue of lift inspection was also treated very differently in the two codes. The American code 
stated that: “Responsibility for the care, operation, and maintenance should be definitely fixed by 
statute or ordinance. Where not so fixed, it is recommended that leases for buildings specify such 
responsibility as between owner and lessee” [2]. The British code stated that: “Every� power 
driven lift, before being put into service, should be covered by insurance, such insurance cover to 
include for and incorporate regular inspections at least three times per annum by a representative of 
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the insurance office” [1]. The suggested preferred inspection protocol was further defined as 
follows: 

Rule 701 Inspection: The following is the schedule of inspections recommended: 
Hoistway doors, car gates, interlocks, contacts, control apparatus, controller, 
automatic stop, limit stops, car and counterweight cables, “safeties,” guide rails, 
buffers, elevator machines, and the lighting of the car and of the machine room, in 
passenger and freight-elevator installations, shall be thoroughly inspected at least 
quarterly. [2] 

Inspection, Maintenance and Insurance 8c: At least once in every three years the 
safety gear and governor switch, if fitted, should be subjected to a running test under 
maximum load and speed conditions, and a certificate issued on the result of each 
test. Such certificate in its most effective form would be signed by the insurance 
engineer supervising the test. [1] 

The references to insurance companies and insurance engineers speaks to the drafting committee’s 
hope that the insurance industry would play a primary role in code enforcement: “having regard to 
the very deep material interest of the insurance offices in lift and escalator installation, the code of 
lifts and escalator practice might, with advantage, be operated under their aegis” [1]. 

6 CONCLUSION 
The goal of the Lifts and Escalators Installation Panel was to write a code whose implementation 
would avoid the problems encountered in other countries: “It is felt … that wherever control of the 
mechanical equipment of buildings is vested solely in official bodies or departments, such control 
must of necessity tend to become rigid and to retard progress” [1]. The Panel also recognized that 
codes “of this nature must be subject to review from time to time, as by evolution both materials 
and machinery are improved and requirements change” [1]. They therefore recommended that “a 
tribunal” be established “to observe the effect of the Code in operation and to suggest such interim 
amendments as may prove necessary” [1]. The speed of change in the lift industry was such that the 
effort to revise the 1935 code began in 1940/41 and the second edition, titled the Code of Practice 
for Electric Passenger and Goods Lifts and Escalators, was published in May 1943. 
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Abstract. Safety, reliability and value for money are at the foundation of London Underground’s 
(LU) service. Although LU’s safety record is one of the best in the world it is important to guard 
against complacency and continue to strive for continuous improvement.  

Evaluation of company incident data has identified that the largest cause of customer injuries on 
London Underground is slips, trips and falls with 40% of all injuries reported occurring on 
escalators. 

A strategy group was set up, comprising all stakeholders across the business, to identify/shortlist 
and then trial ideas to improve passenger safety.  Four key risk controlling measures were identified 
and from the list of ideas 12 were shortlisted for trial on more than 50 escalators at stations with 
historically high accident rates.  The aim was to identify ideas that would positively impact 
passenger behaviour and in turn reduce the number of slips trips falls and entrapments. 

Four measures were used to evaluate the effectiveness of each initiative. Seven of the twelve ideas 
were found to be effective, following evaluation of the four measures. 

The next step is to roll out, in a targeted manner, selected initiatives to “Top 20” London 
Underground station assets where the highest number of accidents and incidents have occurred in 
previous years.  

1 INTRODUCTION 
An escalator is an inherently dangerous machine by modern safety / engineering standards, in that 
passengers are directly in contact with moving powered machine parts, with minimal guarding 
between moving steps and static landings and balustrades. The high prevalence of slip / trip / fall 
incidents on escalators, along with less regular but potentially far more serious entrapment 
incidents, are mainly caused by customer behaviour. 

There are various issues where the passenger is exposed to risk and adopts behaviours which do not 
best mitigate these risks.  

• To avoid entanglement, entrapment or risk of fall, the safest place to stand on the step is 
with feet equidistant from the front and rear edges, and away from the edge of the step and 
the brush guard.  

• The most dangerous area of the escalator is the landing where the interface between the 
static landing and the moving step way is protected by the comb plate.  

• Holding the moving handrail whilst transiting the escalator is the most reliable way to 
reduce the risk of slips, trips and falls. 

• Many accidents occur on escalators due to passengers being mobility impaired, whether by 
carrying luggage, holding young children, or due to age or infirmity.   
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2 FORMING THE STRATEGY 
The intent of the Escalator Passenger Safety Strategy (EPSS) is to improve both reliability and 
safety of the customer experience; the benefits are primarily social with fewer customers injured. 
Financial savings are seen in reduced compensation payments, and reduced costs due to diversion 
of staff from primary duties.  Following an accident, escalators are often removed from service for a 
period pending inspection and therefore inconveniencing other customers, and any reduction in 
accidents will logically reduce this necessity.  However, the primary benefit is to demonstrate 
commitment to safety and high standards of customer care. 

The purpose of the EPSS is to identify effective methods of influencing passengers’ behaviour to 
increase their safety on escalators. The Imperial College London CoMET 2010 Case Study, states: 

“It is striking that two metros – Metro A & Metro B1 – have consistently and progressively 
reduced the number of falls (on escalators) as a result of systematic management attention, 
appropriate investment and good campaigns to persuade passengers to avoid behaviour that 
would put them at risk” [1] 

A census of CoMET members was conducted in 2013 to determine best practice in other Metros 
which was taken into account when determining which customer behaviours should be encouraged.   

Due to the high prevalence of injuries on escalators not due to machine failure, there is a need to 
inform the passenger either directly or subliminally of safe practices for transiting escalators. This 
can be broken down into four main themes, or mitigating messages: 

• Hold the handrail. 
• Walk / stand safely. 
• Be aware of the step / landing interface. 
• Where possible, use lifts when mobility impaired. 

These four core messages are embodied in the 12 different initiatives, technical interventions with 
the specific purpose of altering passengers’ behaviour either by direct information or subliminal 
coercive “nudges”. 

3 FORMULATION AND DEVELOPMENT OF THE EPSS COMMITTEE PLAN 
The strategy is designed as a loose framework document. It caters for ongoing initiatives to be 
overseen and directed, and also for the scoping and support for as yet unstarted projects. In order to 
ensure stakeholder support for this strategy the EPSS committee was convened to propose & agree 
a system wide risk based approach, with representatives invited from the following stakeholders: 

• LU Engineering  
• LU Stations Maintenance      
• Projects Directorate     
• Strategy & Service Development         
• Health, Safety & Environment, LU Ops        
• Technical Head of Discipline, Lifts & Escalators  
• LU Stations Operations 

________________________________________________________________________________ 

1 CoMET is a group of Metros across the world which cooperate in Benchmarking. CoMET reports are subject to 
confidentiality. It is not permissible to name participating organisations in public documents.   
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A plan was formulated to develop all selected initiatives and install in suitable locations by 1st 
September 2015. It was agreed at an early stage that buy in from across the network would be 
essential. To this end, presentations to stations personnel informing them of the EPSS aims and 
progress have been carried out, along with the production of publicity in the form of articles in “On 
The Move” magazine and other internal media.   

4 SUCCESS CRITERIA 
The criteria for judging an initiative successful has been deemed to be a reduction of 10% of 
escalator related accidents. Due to the small scale of the trials and the resultant low level of 
statistical data available, this cannot be fully inferred from review of reported accidents on 
escalators. To compensate for this, it was agreed that reduction of incidents can also be inferred 
from an increase in safe behaviours, or decrease in unsafe behaviours. In addition, survey of staff on 
stations where initiatives are installed gives a further perspective on effectiveness, and a technical 
review gauges the practicality of each initiative. 

5 SELECTED INITIATIVES FOR TRIAL 
From a wide array of suggested alternatives, 12 asset initiatives were identified as being most likely 
to affect customer behaviour and enhance customer safety. Some of these interventions are new 
approaches, whilst others are industry standards. 

5.1 Passenger Positional Guides (PPG) 
Bi-directional footprints intended to guide passengers in their safe foot positioning whilst riding on 
escalators.  

5.2 Step Edge Painting 
Industry standard painting of step edges to highlight safe area to stand upon. 

5.3 Step Riser Messaging 
Safety messages stencilled on the black step risers. 

5.4 Red Lexan Combs 
Red escalator combs manufactured from Lexan polycarbonate, highlighting the interface between 
the moving step band and the static landing. 

5.5 Under Step Lighting 
White light shining up through the gaps between steps at the top and bottom landing to highlight 
changing geometry of the step in the transition between the landing and the incline and nearing the 
end of the moving stepway. 

5.6 Over Comb Lighting 
Lighting element installed in the balustrade at foot level directly over the comb to highlight 
transition from landing to step band to stationary landing. 

5.7 LCD Screens in Pattresses “e-Toblerone” 
High definition bi-directional screens displaying safety messages mounted inside Pattresses on the 
balustrade between escalators. 

5.8 Embedded Handrail signage 
Safety messages permanently embedded in the surface of the handrail. 
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5.9 Virtual Assistant Projector “Hologram” 
Mobile “Virtual Assistant” silhouette projector unit to impart safety messages installed near 
escalators.  

5.10 PA Messaging 
Modified PA announcements for particular station areas giving safety messages for a bank of 
escalators. 

5.11 Escalator Floor Vinyls  
Temporary floor signage to encourage people to take caution when using an escalator and hold the 
handrail. 

5.12 Lift Floor Vinyls  
Temporary floor signage to enhance awareness of station lift locations and encourage customers to 
use the lift instead of an escalator if mobility impaired. 

6 REJECTED INITIATIVES  
The following initiatives were investigated, evaluated and then rejected during the progress of the 
EPSS: 

6.1 Coloured Step Brush Holders 
Extruded aluminium holders of escalator brushes are normally unpainted; to highlight the risk of 
entrapment in the step edge it was suggested that the brush holder be powder coated red. This was 
deselected due to cost and due to insufficient numbers of escalators such an installation would be 
practicable on. A report was produced detailing the decision. [2] 

6.2 Step Riser Painting 
As an initial proof of concept trial, escalator 4 at Heathrow T1-3 had step risers powder coated 
yellow during a refurbishment to highlight the step to step gap. This was deselected due to issues 
with ambience, and the requirement to remove the escalators from service for a period to effect the 
powder coating. A report was produced detailing the decision. [2] 

6.3 Directional Indicators 
Directional indicators are “traffic light” signals which are intended to inform passengers of the 
direction of travel of an escalator (by means of a green arrow or a red stop light). This concept was 
investigated and deselected as no evidence was found that (a) it would prevent customers boarding 
escalators in the wrong direction, or that (b) that this is a problem which merits intervention. A 
report was produced detailing the decision. [2] 
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6.4 Onboard Train Announcements. 
Operational staff suggested the inclusion of train onboard messages informing passengers of the 
location of lifts prior to arrival at the station, to increase awareness of lift facilities at stations and to 
direct mobility impaired passengers and passengers with heavy luggage to the nearest lift. This was 
deselected due to the review highlighting the difficulty involved in the implementation of this 
initiative. It also showed no evidence of its effectiveness. Furthermore overloading train passengers 
with messages will effectively diminish their intent, rendering existing safety messages ineffective, 
and reduction of onboard messaging is a priority for operational staff. A report was produced 
detailing the decision. [2]  

7 INSTALLATION 
Installation of the selected initiatives was carried out by a variety of internal and external bodies, 
using assets and manpower provided by either EPSS internal stakeholders or by contractors and 
suppliers of specific equipment and services. The majority of installations were completed on 
schedule whilst a minority of the more innovative and complex initiatives were delayed due to 
supply or technical difficulties.   

8 MEASUREMENT OF EFFECTIVENESS 
The reason for inclusion of known systems as well as new concepts in the trial is simple: there 
appeared to be very little independent assessment of their effectiveness in encouraging safe 
behaviours. Therefore as part of the trial it was necessary to establish the effectiveness of both 
established and new methods for altering customer behaviour. This measurement of effectiveness 
was conducted in four ways: statistical comparison, survey of passenger behaviours, technical 
evaluation and survey of station staff. 

8.1 Statistical Comparison 
The sites for the escalator initiatives trials were reviewed and across the 20 stations with trials in 
place there was a reduction in incidents with injuries overall by 3%.  This was a comparison of 
customer injuries over the trial period of 2015/16 September - March inclusive compared with 
2014/15 September - March.  The same periods each year were compared to allow for seasonal 
fluctuations and holiday periods etc.  It was noted there was a reduction in Customer Major Injuries 
by 36% (major broken bones, unconsciousness or dislocations) at the trial stations.  The data only 
includes incidents reported to staff and involve an injury to the customer.  

8.2 Survey of Passenger Behaviours 
Surveying passenger behaviours to accurately judge the effect of the initiatives was conducted 
primarily by collection of CCTV data from before installation, directly after installation, and 
following 3 months deployment. Where insufficient quality of image was available from CCTV we 
temporarily installed GoPro cameras to record at the same periodicity. 

8.3 Technical Evaluation 
The technical effectiveness of the initiatives was examined throughout the trial (robustness, wear, 
impact on maintenance etc), along with their impact on the Stations’ environments. This process 
combined regular visual inspections of the installation sites with collation of faults reported. 
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8.4 Station Staff Survey 
The survey of station staff gives further depth to the analysis, by gaining their subjective insight 
into the effect on passengers’ behaviour over the length of the trial. Site specific questionnaires 
were produced, referring only to initiatives installed in each station, and were distributed Jan – Feb 
2016. Front line staff and station managers were talked to about the initiatives before the trials 
started at 6 of the key stations and during the trials.  All the stations were emailed and posters sent 
out for comms.  Over 100 staff were spoken to and there were 92 responses collated from the staff 
feedback survey completed between the 3-4 month period of each of the trials.  There were mixed 
responses from staff and some staff were unaware of the initiatives due to a major reorganisation 
having just taken place on stations, resulting in a larger than average number of new staff at the 
stations visited.   

All station area managers were asked for feedback and staff surveys to be completed. Feedback was 
limited so a team went out to interview front line staff.  A short survey of staff observations and 
feedback was completed covering the following areas:  

• Have there been any maintenance changes? 
• Any change in failures observed? 
• What change in customer behaviour has been observed? 
• Is there a change in customer accidents? 
• Any issues with the installation?   
• Any comments of positive actions or improvements 

These four methods of measurement were combined to provide a robust assessment of the effect of 
each of the initiatives on passenger safety, their robustness and utility in service, and the practicality 
of wider use. The assessments provide evidence to support recommendations for wider deployment 
of a specific initiative where warranted. Validation of the measurement of the survey customer 
behaviours was conducted by the Customer & Employee Insight Team of the Marketing and 
Communications Directorate, and the methodology was found to be impartial and effective.  
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9 RESULTS 
Listed in the table below are the scores on each of the measurements of effectiveness, giving an 
overall indication of how effective each of the initiatives was found to be.  

Table 1: Summary of Trial Results  

Initiative 

Statistical 
Analysis 
(Accident 
reduction 
>10% 2) 

Final  
Customer 
Behaviour 
(>10% 2) 

Staff 
Survey 

Technical 
Review 

Overall 
Effective 
Decision 

PPG (Blue Footprints) 27% 21% Neutral Pass Yes 

  

Step Edge Painting -29% 2% Negative Fail No 

  

Step Riser Messaging -20% 13% Positive Pass Yes 

  

Red Lexan Combs 36% 15.90% Positive Pass Yes 

  

Under Step Lighting 0% 0.08% Negative Pass No 

  

Top Comb Lighting 0% 2.10% Negative Pass No 

  

e-Toblerones -21% 11.20% Positive Pass Yes 

  

Embedded Handrail Signs 23.80% 17.40% Positive Pass Yes 

  

Hologram 13.10% 19.90% Positive Pass Yes 

  

Speakers / PA Nil Nil Nil Fail No 

  

Escalator  Floor Vinyls -9% 7.60% Negative Pass No 

  

Lift Floor Vinyls Vinyls 22% 1.10% Positive Pass Yes 

 

A final report was published and disseminated on completion of the trial, detailing the findings. [2] 

 
 
 
 

______________________________________________________________________________ 
2  >10% refers to the success criteria of reducing accidents – or unsafe behaviours – by more than 10%. 
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10 RECOMMENDATIONS 
The following recommendations were made in the final report, and were approved by the Customer 
Safety Strategy Steering Group: 

10.1 Passenger Positional Guides 
It is recommended that PPGs should be installed on escalators which are known to run 
predominantly in one direction, with identified issues of passenger foot placement causing 
accidents, and that repainting should be programmed in on a six monthly basis. 

10.2 Step Riser Messaging 
It is recommended that “Hold the handrail” step riser messages are installed on escalators with non-
cleated step risers which run predominantly in an upward direction. 

It is also recommended that further development of a solution for steps with cleated risers is funded 
and managed via the EPSS. 

10.3 Red Lexan Combs 
It is recommended that red combs continue to be rolled out where applicable over the LUL network 
escalator fleet.  

It is also recommended that the practicality of extending the use of red combs across all escalators. 

10.4 LCD Screens in Pattresses “e-Toblerone” 
It is recommended that further development of this initiative is funded, potentially with support 
from commercial interests. 

It is further recommended that the installation at Piccadilly is retained for 12 months to establish the 
long term reliability of the technology. 

10.5 Embedded Handrail Signage 
It is recommended that message embedded handrail should be identified and approved as the 
standard replacement for Shape 400 handrails (non V-type), as part of their programmed 
replacement. This should be captured in the CAT1 Standard as a mandatory requirement.  

10.6 Virtual Assistant Projector “Hologram” 
It is recommended that a small fleet of Virtual Assistant Projectors is purchased, to be used as a 
moveable safety messaging resource.  

10.7 Lift Floor Vinyls  
It is recommended that lift “breadcrumb” vinyls should be installed at Wide Access Gates in station 
gate-lines, where confusion over direction to the lifts for mobility impaired customers has been 
identified. Signage should be replaced on a six monthly basis. 

10.8 Escalator Passenger Safety Strategy Committee 
It is recommended that the EPSS committee is retained in its present form to act as an authorising 
“clearing house” for future suggested escalator passenger safety initiatives and a management 
framework for future projects; reporting to the Customer Safety Strategy Steering Group. 

These recommendations now form the basis of the ongoing plan for targeted deployment of 
successful initiatives to stations.  This is achieved by identification of “top twenty” London 



London Underground Escalator Passenger Safety Strategy Improving Passenger Safety on Escalators 10-9 

 

Underground stations assets by examination of historical data where the highest number of 
accidents and incidents have occurred in previous years. Selection of a specific initiative for a site is 
agreed through consultation between local station operational staff, engineers, maintainers and 
S&SD prior to installation. 

11 UNSUCCESSFUL INITIATIVES 
The following initiatives were found to be unsuccessful in promoting safe passenger behaviours on 
escalators 

11.1 Step Edge Painting 
Painting of yellow step edges on single piece cast steps had no significant measured effect on 
customer behaviour or safety. Allied to the restrictions of painting cast steps only and the 
requirement for access to the step band in the machine chamber, there is no advantage in pursuing 
this initiative. 

11.2 Under Step Lighting 
Installation of lighting beneath the ends of the moving stepway was found to have no significant 
measured effect on customer behaviour or safety. There is no evidence to support any further 
deployment of this initiative. However whilst there is no benefit to further installations, there is 
little point in removing any under step lighting installed, as there is no disbenefit to their continued 
use. 

11.3 Over Comb Lighting 
Installation of lighting above the escalator landing combs was found to have no significant 
measured effect on customer behaviour or safety.  There is no evidence to support any further 
deployment of this initiative. However whilst there is no benefit to planning further installations, 
there is little point in removing any under step lighting installed. There is no disbenefit to their 
continued use, and to do so would require the escalators’ removal from service whilst the removal 
was effected.  

11.4 PA Messaging 
Recorded PA announcements specific to escalator safety were installed in the PA system for the 
northern concourse of Kings Cross St Pancras.  Initially the recordings were played, but were found 
by station staff to be “cluttering” the PA, and the messages were removed. These initiatives were 
not fully submitted to trial, and results did give a representative view of their effect on customer 
behaviours. However the intent of station staff to minimise “clutter” on PA systems in stations is 
widespread, and as such precludes further development of this initiative. 

11.5 Escalator Floor Vinyls 
Although initially promising, escalator floor signage had only a temporary effect on the behaviour 
of passengers. An initial 15.9% increase in safe behaviours (holding the handrail), reduced over the 
course of the trial to 7.6%. Over the trial period reported accidents increased by 8%. Concern with 
passengers being distracted when approaching the escalators, and likelihood of the message being 
obscured in busy periods was raised. There is insufficient evidence to support any further 
deployment of this initiative. 
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12 CONCLUSION 
The collaboration between the wide and disparate grouping of stakeholders across London 
Underground resulted in the delivery of twelve discreet initiative designs which have been trialled 
on operational escalators and stations. The EPSS committee is a useful conduit for the review, 
discussion and approval of any suggested improvements to customer safety on escalators, under the 
authority of the Customer Safety Strategy. 

In development of the EPSS involvement has been sought from a wide array of external 
organisations, including the Community of Metros (CoMET, the international forum for 
metropolitan rail transport providers), the Construction Industry Research & Information Agency 
(CIRIA), Health & Safety Laboratories (HSL, an agency of the Health & Safety Executive) and the 
Office of Rail & Road (ORR), along with a number of manufacturers and suppliers.  

It is intended that the final report will act as a record of the selection process of all suggested 
initiatives, both those trials undertaken and those which were rejected. This will enable the 
minimising of future nugatory effort by concisely stating the reasons for selection or deselection, 
and where trialled recording evidence of effectiveness. 

Photographs of all initiatives of the EPSS trial are included at Annex A. 
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Abstract. A pilot was carried out at Holborn Station on London Underground (LU) for standing on 
both sides of escalators exiting the station.  The aims were: to improve safety by reducing slips, 
trips and falls; to reduce congestion by using the escalators more effectively; and to change 
customer behaviour. The data collected was both qualitative and quantitative. The data collected on 
safety was statistically insignificant. It was shown that using both sides of the escalators to stand on 
did reduce congestion and increased escalator capacity by approximately 30%. There was a change 
in customer behaviour for the duration of the pilot. 

1 INTRODUCTION 
In seeking to improve safety on LU’s escalators, a series of initiatives were put into place.  One of 
those initiatives was a three week series of tests at Holborn Station to encourage customers to stand 
on both sides of certain escalators.  The aims of the tests at Holborn focussed on Congestion and 
Flow, and Customer Behaviour, in addition to Safety. Previous research affecting these areas 
underpins the methodology described. Calculations were made to predict how many extra 
customers might be carried by escalators with a vertical rise of 24 metres (as at Holborn): an 
increase in the region of 25-30%. This would be sufficient to increase flow in the station and reduce 
congestion and the associated station control measures normally in place.  Many methods of data 
collection were available and it was decided to collect as much data as possible and analyse it both 
qualitatively and quantitatively. The outcomes are discussed and followed by a summary of the 
outcomes and conclusions.   

2 AIMS  
The aims of the tests were to see if changing the way that escalators were used could: 

Improve safety by reducing slips, trips and falls 
• Accidents happen every day on LU escalators. LU aims to improve safety by reducing 

accidents on escalators. 
• Most accidents occur when customers have heavy luggage, or are mobility impaired. 
• Walking on escalators exacerbates the risk of accidents. 

Improve the flow of customers through the station in order to reduce congestion. 
• LU places emphasis on safe evacuation from stations, focussing on customers exiting 

stations and managing numbers of customers entering. 
• With an increasing frequency of trains passing through stations as the service improves, 

congestion is an issue at older stations with limited space and new, cost effective solutions 
are needed to ease the congestion. 

Achieve customer behaviour change 
• For more than 100 years LU customers have been requested to stand on the right and walk 

on the left of escalators. A significant change in behaviour would be necessary for the 
proposed tests to be carried out. 
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3 PREVIOUS RESEARCH  
3.1 Improve Safety by Reducing Slips, Trips and Falls   
The Safety Assessment Federation’s 2011 paper providing guidelines on BS EN 115, which defines 
escalator safety requirements in the UK, stated that 

“Slips trips and falls are the most common incidents on escalators … There are a number of 
reasons why they occur, which include: poor lighting, location of the installation, crowding, 
distraction, inappropriate footwear, poor judgment by users, horseplay, use of alcohol and drugs, 
loss of balance, spillages, debris, environmental conditions, use as a static staircase, or by 
unsupervised minors.” [1] 
 
In an article [2] it was identified that the highest risk group of slips, trips and falls on escalators 
were those aged 65 and over, and those aged 5 and under. 

According to the South China Morning Post in August 2015 [3] it is now mandatory to stand only 
on both sides of the escalators on metros in Hong Kong and Japan. The practice was brought in to 
improve safety. “According to the MTR, in the first seven months of 2015, 382 escalator accidents 
were recorded – about 12 per cent fewer than in the same period last year. Some 51 per cent of the 
accidents involved seniors and children due to loss of balance, standing too close to the step edge, 
or carrying heavy luggage.” 

3.2 Improve the flow of customers in order to reduce congestion. 
People need more space than the size of their physical bodies and how much space is needed varies 
from country to country. [4]  

LU escalators have width of 1.01m and depth of 0.41m and height of 0.4m. These dimensions mean 
that it is uncomfortable for people to stand side by side. Two people, side by side, will require 
1.22m width, where LU escalators have 1.01m available. One person on a step requires 0.457m, 
where LU escalators have step depth of 0.41m available. Again, this will make a person in this 
position very uncomfortable.  

“…escalator utilisation and capacities are closely related to human factors such as shoulder width, 
personal space preferences, and ability to adjust to system speed. Even under heavy queuing, 
vacant steps can be observed on most escalators…” [5] 
 
This is described as “the empty step phenomenon” and Fruin [4] explains this as why capacity is 
never as high as two people on every step would be.  The two reasons he gives for this is the slight 
hesitation that people have when getting onto an escalator, and the innate desire for personal space. 
Fruin [4] also studied movement on stairs and observed that, in general, people keep two vacant 
steps in front of them when walking on stairs.   

Davis and Dutta [6] carried out a study of escalator capacity on LU which observed that escalators 
with a greater vertical height have fewer people walking up them. Other factors apart from vertical 
height affect how escalators are used: where there is more than one escalator, and where escalators 
are next to a corner which reduces the approach space to the escalator. Non-commuters also have an 
effect, as they tend to stand rather than walk up escalators.  

3.3 Achieve customer behaviour change 
Larcom et al [7] looked at the effects of forcing behaviour change on commuters by LU workers 
strike action, where commuters under-experiment with routes in normal times. The implication is 
that people do not naturally seek change for improvements in their journeys i.e. do not want to 
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change their behaviour. However, if forced to change their behaviour, people can recognise benefits 
and make changes. 

In work carried out by Dolan et al [8], which drew on academic evidence of what influences 
behaviour, suggestions for innovative interventions were made: 

 “…much of behaviour change is about battling habits…Habits …usually develop when actions are 
repeatedly paired with an event of context (e.g. drinking coffee after waking up)… …the most 
effective way of changing…habits is by going with the grain of behaviour: harnessing the same 
automatic effects to nudge people onto a different, self-sustaining, track, without always explicitly 
stating the need to pursue a particular goal.” [8] 
 
LU customers’ habits of walking, or standing, are very entrenched. A gradual progression on tests 
with one escalator only, followed by two, then three over the three weeks was decided on in an 
attempt to introduce the standing on both sides slowly, leaving the option to walk open until the 
third week of tests.  It was decided to use staff to “encourage” customers to stand on the left of the 
escalators instead of walk. 

4 METHODOLOGY  
A start date for three weeks of testing was agreed for the 23rd November as this would permit two 
weeks of tests before Tottenham Court Road re-opened to Central Line trains, which was expected 
to result in a reduction of customer numbers at Holborn.   

 

 

4.1 Calculations for a Theoretical Increase in Capacity of Escalators at Holborn 
Simple calculations were made to show escalator capacity.  LU escalators have a speed of 0.75m/s 
and a step height of 0.4 m which gives the number of steps/minute as 112.5. With customers 
standing on both sides of the escalator and occupying every step this gives a theoretical maximum 
of 225 customers/minute. However, looking at the right hand, stand only, side; and taking into 
account the empty step previously discussed, this gives a capacity of 56.25 customers/minute. 

On the left hand, walking side, with an assumed walking speed of 0.5m/s, an escalator speed of 
0.75m/s gives a walking speed of 75m/minute. Given a step rise height of 0.4m this gives a walking 
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speed of 187.5 steps/minute. Taking into account the two step vacancy described by Fruin for stair 
walking, the speed for walkers on the left hand side of the escalator is calculated to be 62.5 
customers/minute. 

These calculations do not take into account the vertical height of escalators. It is assumed for the 
purpose of this calculation that there is a decreasing percentage of passengers willing to walk up a 
high machine. 

The percentages given below are partly based on observations at Canary Wharf with a 10m vertical 
rise, together with observations of customer walking behaviour on escalators with a greater vertical 
rise than 10 metres. The graph below shows vertical height vs % of passengers willing to walk.  At 
Holborn the escalator rise is 24 m which gives an estimated amount of 40% of customers willing to 
walk. 

 

 

 

 

 

 

 

 

40% of customers walking on the left is 40% of 62.5 customers/minute, which totals 25 
customers/minute. If customers stand on both sides of the escalator this gives a rate of 112.5 
customers/minute.  The difference between rates for standing on both sides of the escalator, or 
leaving one side for walking is 31.25 customers/minute. In theory, passengers standing on left and 
right of escalator at Holborn should increase number of passengers per minute by 27.8% 

4.2 Data collection  
It was decided to collect data from as many sources as possible: 

• Numbers of customers counted off escalators 
• Observers to note crowd behaviour and use of escalators 
• Staff de-briefs after each test 
• Dwell times and headways of all services 
• Gate line exits 
• Timed walks from platforms 
• Incident comparison 
• Customer feedback 

The data was to be analysed both qualitatively and quantitatively.  

4.3 Mechanics of tests and staffing   
Two or three members of staff were placed at the bottom of escalator 5, 6 and 7 to encourage 
customers to stand on both sides of the escalator/s being used to stand on both sides. An observer 
stood at the back wall of the mid-circulating area to monitor crowd behaviour and assist as 
necessary. People were located at the top of the escalators to count customers leaving the escalator 

0

20

40

60

80

100

120

0 10 20 30 40%
 o

f 
p

a
ss

e
n

g
e

rs
 w

il
li

n
g

 

to
 w

a
lk

 u
p

Vertical height of escalator (m)

% of 
Passengers

Vertical 
height (m)

100 5
100 10
90 12.5
80 15
70 18
60 20
50 22
40 24
30 26
20 27
10 28
0 30



Pilot for Standing on Both Sides of Escalators 11-5 

 

using a “clicker” counter. A second observer was located where they could observe crowd 
behaviour and assist as necessary.  

Staff: The tests were carried out by a combination of the Special Requirements Team (SRT) and 
“volunteers” from Lifts & Escalators (L&E) and Strategy & Service Development – Customer 
Strategy (S&SD). Non-operational staff were identified by pink hi-vi tabards. Station staff were not 
to be taken from their normal duties.  

4.4 Variations to the Planned Tests 
Variations to the tests were made over the three weeks. After the first days of tests loud hailers were 
used for three days, followed by use of the local PA system in order to be heard. After suggestions 
from various sources, including customers, some staff in plain clothes volunteered to stand on the 
left of the test escalators to stop people walking up. This had the added benefit of the plain clothes 
staff hearing comments from customers on the escalators.  

4.5 Unplanned Incidents 
Day one:  escalator 7 had been chosen as “stand only”, but was out of service. The test was not 
carried out on that day. 

Day four: 58 minutes suspension on the Piccadilly Line (smoke from a train at Kings Cross). 

Day six: escalator 6 taken out of service because a fault at 08:32. Escalator 6 was used as a walk 
down staircase, escalator 4 reversed to “up”, with standing on both sides “encouraged” on escalators 
5 and 7. 

4.6 Service Provision 
Leading into the tests, both Central Line and Piccadilly Line Fleets had technical problems 
requiring a large number of cancellations. The Piccadilly Line had up to 13% cancellations the first 
week, 8% the second week, falling to a maximum of 4% on the third week. The Central Line had a 
steady maximum of 4% cancellations on all three weeks. Both lines have 78 trains per hour 
scheduled at this time of day. 

5 QUALITATIVE OUTCOMES  
5.1 Observations on Safety 
Observers noted that there were several issues around customer behaviour that posed a potential 
safety risk.  Many customers began to prepare themselves for exiting the station on the escalator, 
but on leaving the escalator, would drop items, such as ticket holders, etc., and would stop to pick 
them up without regard for the surge of people behind them. The same effect was caused by 
customers with wheeled suitcases, where they would lift the case off the escalator in front of them, 
hesitate while they extended the handle and then move forward around their case so as to pull it 
behind them. These little interruptions to the flow of customers exiting escalators had the potential 
to cause a “pile up”. There were no customer injuries.  

Tottenham Court Road, which is the next station from Holborn on the Central Line, had no Central 
Line trains stopping while upgrade works were being done.  This caused increased numbers of 
customers at Holborn which led to congestion: the station response to this was to implement 
“station control” by holding customers exiting from the Piccadilly Line in the lower circulating area 
at the bottom of escalators 2 and 3 while congestion cleared in the mid-circulating area.  During the 
escalator tests, “station control” was only implemented once and this was during the first week. 
There were few gate line problems over the three weeks and none of them led to over-crowding of 
the ticket hall. 
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5.2 Customer Feedback  
5.2.1 Customer Contact Centre and Email 
Six customers gave feedback received via the Customer Contact Centre and seven customers from 
other sources (e.g. phone or direct email). Recurring themes were that the tests would not work (to 
relieve congestion); people feel deprived of the choice to walk and/or exercise; and that it delays 
their journey. Three customers understood and supported the tests, but felt that the choice to walk 
up at least one escalator should remain.  

5.2.2 Twitter 
Twitter comments were selected based on certain keywords: Holborn, both side, escalator, pilot, 
stand, test and trial. The date range was selected to include a period prior to the first day that 
escalator tests were carried out on Tuesday 24th November.  There was a large increase in tweets on 
the first two days of tests. The number of tweets fell sharply at the weekend to none and then rose 
sharply on Monday, but not to as high a level as the previous week.  Again, the number of tweets 
fell gradually over the week, briefly reaching zero over the weekend.  On the final week there was a 
peak on the Monday which fell over Tuesday and Wednesday.  

 

 

Each week the tweets peaked on the first day of tests.  These coincide with the expansion of 
numbers of escalators included in the tests.  The tweets fall off over the week as customers became 
accustomed to the new restrictions placed upon them. Less than half of the tweets looked at were 
negative. Others were humorous, neutral or questioning.  

5.2.3 Media 
On the second day of the test period the media began to take an interest, with journalists going to 
Holborn station and taking covert footage and interviews. The intense media interest had an impact 
on the tests.  The most positive impact was that customers were given an explanation of how the 
tests were aiming to improve flow and reduce congestion.  

Once media reporting began, customers affected by the tests began to verbally express their 
opinions, both positive and negative, in an uninhibited way and to take films of their ride on the 
escalators on their mobiles. Customer behaviour changed as they felt observed. 

5.2.4 Customers at Holborn  
Customer response directly given at Holborn during the tests was wide-ranging. There was frequent 
non-verbal communication in the form of head-shaking, particularly if the person concerned met the 
eyes of a member of staff. Many people gave short, negative feedback, e.g. “This is a stupid idea”; 
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“This is not working”; “You are making me late”. Initially there was a high frequency of people 
asking for information and saying that it would not work.  After the first week, the comments 
changed from saying that it would not work, to saying that they did not like it or did not want to do 
it, implying a level of acceptance and compliance. Another theme that was mentioned frequently 
was that customers felt they were being deprived of exercise and the choice to walk. 

There was also a significant amount of positive feedback with customer comments that the flows 
from the platforms had improved and suggestions on how the tests could be improved.  Some 
customers suggested that staff/students be used to “enforce” the standing, by standing on the left in 
front of customers. By the third week, SRT staff reported that some regular customers said good 
morning and made a point of standing on the left of the escalators. 

5.3 Observations on Customer Flow, Congestion and Customer Behaviour 
The first day of week one brought the most resistance from customers and it took the longest to gain 
compliance.  By the third week, most customers were compliant by Tuesday. From the first days of 
the tests it was observed that the mid-circulating area cleared much more quickly.  Apart from one 
day during the first week, no “station control” was required.  

Over the three weeks there were various staff, with different styles, assisting with “encouraging” 
customers to stand on both sides of the escalators concerned. Most noted that humour worked best 
in achieving compliance. One member of staff encouraged couples to stand side by side and hold 
hands.  It was observed that if customers stood side by side and talked, or held hands, customers 
behind them did not attempt to pass them.   

It was observed that those customers who really wanted to walk found a way to do so e.g. weaving 
between other customers on both sides of escalator. One man pushed a child aside so that he could 
walk, demonstrating how strongly ingrained the habit of walking can be that overcomes the social 
norm that prohibits the touching of other people’s children. Standing on both sides of the escalators 
was most effective when the mid-circulating area was congested. 

6 QUANTITATIVE OUTCOMES 
6.1 Safety 
Incident reports from LU Safety and Environmental Analysis (LUSEA) were run which allowed 
comparison between the three weeks of tests and the previous three weeks, and the three 
corresponding weeks from the previous year. There were only two customer related escalator 
incidents reported: one on the 22/11/15 and one on the 29/11/14, with none reported during the trial 
period.  With such small numbers this is not considered significant. 

6.2 Congestion and Flow 
To compare escalator usage of standing and walking, simple calculations were completed to 
understand if there was an improvement in customer throughput. In week 2, Escalator 5 gave 
customers the option to walk up the escalator; the total amount of people that used this escalator 
was approximately 12,745 customers. In week 3 when escalator 5 was standing only, approximately 
16,220 customers used it. This is around a 30% increase in the throughput of customers, matching 
our predictions. 

On Tuesday 8th Dec (Week 3, Day 2) all escalators were standing only, meaning the gate line data 
and physical counting was very similar. Human error accounts for an approximate 8% discrepancy 
between the two.  Graph 5 shows the counter data of the three escalators. Graph 6 shows the gate 
line data. The peaks in customers are at 8:45, 9:05 and 9:15 and low flows at 8:35, 8:55, 9:10 and 
9:25. The headways show that the Piccadilly line had delays between 8:55- 9:00. Trains from both 
directions came in at 9:01 after a five minute gap in the service, which explains the dips and the 
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peaks at 9:05. Between 9:08 and 9:11, there were delays on both lines in both directions, causing 
the exaggerated dip on the graphs.  

 
Graph 1 Throughput of customers on all 3 escalators 

 

Graph 2 Throughput of all customers exiting the station 

6.3 Customer Behaviour  
It was observed that customers exiting the Central line would normally use escalator 7, and 
customers exiting the Piccadilly line would use escalator 5. Escalator 6 is between them and was 
used by customers from both lines, but mainly the Central Line. Using headway data for 08:30-
09:30 from the final week of the trial it can be seen that delays in the service of the different lines 
demonstrate customer’s preference for particular escalators.  

 

Graph 3 Counts for each escalator on 8/12/15 

Graph 3 has a high peak between 9:05 - 9:10 on Escalator 5. A train on the eastbound Piccadilly 
line came in after a 4 minute delay. These customers arrived at the escalators at 9:06, showing that 
customers from the Piccadilly Line tend to use Escalator 5.    
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Between 9:10 - 9:15, there were very few customers on escalators 6 and 7. Only one Central Line 
train arrived at this time; there were no Central line customers exiting the station for 4 of the 5 
minutes, demonstrating that Central line customers tend to use Escalators 7 and 6. 

7 SUMMARY OF OUTCOMES 
7.1 Safety 
During the tests over the three weeks at Holborn, no injuries relating to escalators were reported. 
When compared to the period prior to the tests and against the same period last year, the data was 
not statistically significant.  

Some customer behaviour was observed which posed some risk to themselves and others. When 
exiting escalators, customers tended to show a lack of awareness regarding the flow of customers 
behind them e.g. stopping to pull a case in a different direction, etc. With increased flows the need 
to keep customers moving becomes more of a priority. 

7.2 Congestion and Flow 
Observations by station staff and those implementing the tests confirmed that encouraging 
customers to stand on both sides of escalators does improve the flow of customers and relieves 
congestion.  These observations were confirmed quantitatively with an approximate increase of 
30% matching the prediction of increased capacity for standing on both sides of escalators at 
Holborn. 

“Station control” was only implemented on one day during the first week of tests. Prior to the tests 
implementing “station control” was something which happened on an almost daily basis. This is a 
good indicator that flows had improved. Service provision had a significant impact on customer 
flows.  

7.3 Customer Behaviour 
There was a wide variety of customer behaviours during the tests which were exacerbated by the 
intense media interest in the tests. Customers expressed concerns about prevention of exercise, 
lateness, not believing that improving the flow in this way worked. The media attention appeared to 
make customers feel less inhibited in expressing their feelings, but also had a major benefit of 
explaining what the tests were trying to achieve. There were a significant number of customers who 
were interested and/or positive about the tests.  Some observed that they could see that the flows 
from the platforms had improved and others suggested ways to improve the tests. Very few 
customers submitted feedback to TfL: there were 13 submissions from an approximate 130,000 
customers affected by the tests. 

It was noted by staff that humour worked best in achieving compliance and when customers stood 
side by side and talked, or held hands, customers behind them did not attempt to pass them.  Those 
customers who really wanted to walk found a way to do so. One man pushed a child aside so that he 
could walk, demonstrating how strongly ingrained the habit of walking can be that overcomes the 
inhibition of touching of other people’s children. Standing on both sides of the escalators was most 
effective when the mid-circulating area was congested and minimal encouragement was used to get 
customers to stand on both sides of the escalators. 

8 CONCLUSIONS  
Regarding safety there were no significant incidents or injuries reported.  Customer behaviours at 
the exit points of escalators do present some concern where interruption to customer flows are 
concerned. 
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The tests were successful in easing congestion and improving customer flows.  However, the tests 
required a large number of staff to implement. This is a consideration in how to take this forward.   

Customer behaviour was only changed for the duration of the tests, with “normal” escalator usage 
resuming when the tests were over.  Some strong emotions were displayed by customers who 
wished to continue in their habitual routine, although most were compliant. Significant numbers of 
comments related to wanting a “walking” escalator for the purpose of speed, exercise and in case of 
lateness.  

It is clear that implementing “standing only” escalators would not be suitable for all locations given 
that shorter escalators achieve greater efficiency when walking is permitted; not all locations have 
congestion issues which would benefit from this approach; and, each location varies in physical 
characteristics which could affect the efficiency of how the escalator is used. 
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Abstract. This paper offers an insight which should go into the design of tall buildings and the 
potential factors that may influence it, keeping India and Indians in mind. The paper explains how 
Indian tall buildings are unique vis-a-vis the tall buildings constructed or under construction 
worldwide. It also details the cultural / lifestyle impact that the buildings have and highlights the 
precautions the designers need to take to successfully construct, habitable tall buildings. The author 
also reviews “Transportation systems in buildings, CIBSE Guide D: 2015” in context of India, the 
vertical transportation practices followed here and how cultural aspects affect the theories. 

1 INTRODUCTION 
There are many papers being presented across the world, on the latest trends and technologies for 
construction of a tall building and that there is not yet a technology to change the core of the 
building midway or post construction. Hence, this paper tries to cover the essential aspects of 
constructing a technically right tall building with a focus on vertical transportation, which according 
to the author is the essence of a tall habitable building. 

Every country has its own growth curve, and so does India. India did not see tall residential 
buildings (around 40 floors and around 120m) with lift speeds 4.0m/s (meter per second) and above 
until 2002. Hence, we are in a very interesting phase where we, as designers, are debating between 
what the ideal tall building should be and what the precedents are. The learning curve is a very 
interesting phase to be in. Hence it all begins with understanding the major design requirements of 
the tall building and then designing it to be habitable post occupancy. Habitable is the word we all 
need to concentrate on, because a building’s success depends on the building services being 
designed based on the occupant’s needs.   

2 KEY DESIGN PARAMETERS 
This section identifies the key inputs which need to be looked at while designing a habitable tall 
building. These inputs are listed below: 

1. Type and class of the building  
2. Location of the building and nearby places  
3. The building’s population distribution  
4. Other service requirements  
5. Emergency evacuation 
6. Economic impact 
7. Project planning 
8. Selection of the right type of equipment (lifts/escalators/moving walks etc.) 

The following paragraphs try to detail the above inputs with respect to different types of tall 
buildings from an Indian context. 
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2.1 Type and class of the building 
As per the author’s experience, we, as designers, need to firmly decide what type and class of 
building we want to construct. For example, a pure residential tower, office, commercial tower, 
hotel tower or mixed use building, luxury or low-income residential building, class “A” or class “C” 
office building. Of course the Indian market is fluctuating as this is a developing country but we as 
designers have to take a call on these aspects before the construction starts and achieve the goal of 
constructing a habitable building. We need to understand that every type of building has its own VT 
(vertical transportation) requirements. For example, residential building requirements are totally 
different to mixed-use buildings, and hotels have different requirements to commercial buildings. 
Also, we need to keep in mind that a 60 storey building is not equal to three 20 storey buildings. 
Hence, designing a VT system for a tall building is totally a different ball game. As we go tall the 
VT requirements get complex and all the more difficult to alter. Clarity on what type and class of 
building we are designing is therefore required. 

Some of the VT requirements followed in India are as follows: 

1. For any residential building, a minimum of 7.5% of up-peak handling capacity (as per NBC 
(National Building Code of India) 2005) is to be designed for.  

2. Office buildings could be of many types: single tenant, multi-tenant, 24/7 buildings, call 
centres, etc. For a single-tenant building a minimum of 15% up-peak handling capacity (as 
per NBC (National Building Code of India) 2005) is to be designed for, whereas for a multi-
tenant building a minimum of 10% handling capacity is to be designed for.  

Note: Further details are mentioned in heading 3, page 4. 

2.2 Location of the building and nearby places 
The geographical location of the building is crucial in designing the VT system, particularly for tall 
buildings as this influences the type of VT system we need to design. This also includes the cultural 
impact that the location of the building has on the VT system. Even the population of the building 
can be influenced by the location of the building. For example, the service staff figures could vary 
depending on the location of the building. Other factors which influence the VT system are: tier of 
the city, the target customers, exact location of the building (for example prime locality, near to the 
airport, near to the metro station etc.), wind loads, seismic zone, developer of the building, etc.  

2.3 The building’s population distribution 
The distribution of a building’s population primarily comes into consideration in the case of 
residential and mixed-use buildings. The VT system is influenced by the lifestyle choices of the 
building’s population. While designing, the building population needs to be systematically 
bifurcated so that there is no mixing of different constituents and they travel hassle free once the 
building is constructed. VT system compliments the requirements of bifurcation of different 
constituents.  

1. A residential building’s population could be bifurcated into residents and service staff which 
includes the floating and resident service staff. Further details are mentioned below in the 
section entitled “design considerations in reference to India”.  

2. In a mixed-use building, bifurcating the population of different sections of the building is 
crucial. In a hypothetical mixed-use tower where the lower floors are a shopping mall, the 
middle section is a hotel and the upper floors are residential floors, we cannot expect the 
residential population to travel with the hotel guests or the hotel guests with the shopping 
mall visitors. They have to be physically bifurcated with separate VT systems designed for 
all these 3 constituents so as to avoid any inconvenience to other passengers. In mixed-use 
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buildings proper thought even needs to be applied while designing the multi-level car 
parking. Not many Indian buildings have shuttle lifts for parking floors. The debate is 
always on whether to provide separate parking shuttle lifts or main lifts serving the parking 
floors. But with time this scenario is changing. 

 
2.4 Other service requirements 
As the buildings get taller, all the services (mechanical, electrical, plumbing, air-conditioning, 
firefighting etc.) get complex in design and need to be coordinated together. For example, a 
transformer which needs to be carried to the 60th floor has to have a lift which can accommodate it. 
Also, an observatory deck, which needs to be serviced from the basement, requires pre-planning. 
Freight lifts are crucial in tall buildings, since these will be used for renovation, material movement 
(to transfer upright pianos, modular kitchens, marble/granite pieces, furniture etc.). The author has 
experienced that if meaningful co-ordination between different service requirements does not 
happen then it ends up with tall structures rather than habitable tall buildings. 

2.5 Emergency evacuation 
We usually read “do not use lifts in case of fire”, which means that only the fireman’s lift is to be 
used by authorised personnel to evacuate the entire building. In many buildings, we only have one 
dedicated fire lift for the entire building, which could be inadequate. Hence for a tall building more 
thought needs to be given to designing at least one or two lifts per group (depending on the size of 
the group) as fire lifts. Also, we need to answer whether the fire lifts are capable of evacuating the 
entire population of the building. How will the elderly, children, pregnant women or disabled 
people use stairways or fire chutes in the case of fire lifts being unavailable for immediate rescue? 
Fire lifts can evacuate people in turns and hence the designers need to address this issue as a priority 
when designing tall buildings, especially in India. Thought needs to be given to providing protected 
lobbies which in turn will make the lifts available in case of fire on any floor. This thought is being 
applied in few buildings in India, after mishaps in fire lifts were noticed. The capacity of these lifts 
is also an important factor to be looked at. The evacuation plan will have to be designed from the 
beginning, in tandem, with VT design. To achieve this, all the services (mechanical, electrical, 
plumbing, air-conditioning, firefighting etc.) need to work together and not in isolation, as is usually 
the case in India. 

Another important parameter to be designed for is that the fireman’s “lift shall work at or above 
1m/s so as to reach the top floor from ground level within one minute” (Indian Standard 14665 (Part 
2/Sec 1): 2000 Electric Traction Lifts). The local (particular to a state) fire norms also need to be 
accounted for. This aspect of design has more significance in designing tall buildings, which the 
designers need to understand. Another important aspect for emergency evacuation is the seismic 
zone of the location of the building. A VT system that is designed according to the seismic zone 
will not be helpful if the structure does not support the same. The author has experienced cases 
where the VT system has been designed according to the seismic zone but the structure is not. 
Hence it has to be a combined design effort. 

2.6 Economic impact 
Being a developing country, economic considerations are key factors since a project has to be 
financially viable for it to see the light of day. We Indians are still concerned about the cost of the 
equipment vis-a-via the VT technology required for the project. We still do not feel the need to 
adopt the best of the technologies available if it is high on the cost scale. We keep wondering 
whether high speed lifts, the cutting-edge of lift technology, are worth spending money on. Having 
said this, there are projects which demand huge freight lifts (as high as 18tons) and escalators 
travelling up to 13.0m, which is still new for India. However, in many cases the financial 
implications are still the factor that ultimately decides the VT system in the building. 
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2.7 Project planning 
Project planning is another aspect where designers in India are in the learning process when related 
to the construction of tall buildings. The designers may fail to understand the intricacies involved 
while the construction is underway. They tend to ignore the critical aspects such as construction 
accuracy, vendor’s involvement in the project, installation process etc. for tall buildings. Design 
changes happen at times even mid-way through the construction, and designers try to manipulate 
the existing systems to work for the changes. In this process most of the times buildings end up 
having compromised VT systems. It is beneficial that the designers understand the adverse effects 
the tall buildings have due to improper project planning. 

2.8 Selection of the right type of equipment (lifts/escalators/moving walks etc.): 
The type of equipment and their detailed specifications are crucial, and designers need to 
understand this as the environment for maintaining the equipment could be unique. For example: 

1. A lift car provided with a top hatch is dangerous in India, since most of the times the rescue 
operation is performed by the security personnel who are not completely trained or educated 

2. The Indian climatic condition requires blowers/fans inside the car, which is usually located 
in the false ceiling. 

3. Due to the type of attire majority of Indians wear (sarees, dupattas etc.), a saree guard is a 
must in escalators. 

3 DESIGN CONSIDERATIONS FOR INDIAN BUILDINGS AND REMARKS ON 
CIBSE GUIDE D: 2015 

Below is the gist of a study made by the author on a few important categories of buildings.  

3.1 Residential Buildings 
Most Indians are used to getting their daily milk, newspaper, laundry and other items delivered at 
their doorstep. The important aspect designers need to note is that VT design requirements are 
crucial for allowing access by service staff such as maids, drivers, deliveries, garbage disposal et al. 
when the buildings are tall. Additional service staff movement needs to be accounted for as in a tall 
building they will definitely use the lifts. This usually happens in the morning, which sometimes 
overlaps with school children going downstairs and office workers leaving home early, which 
impacts the overall VT performance if dedicated service lifts are not provided. Hence the most 
important design period for residential buildings across India is morning peak as against the practice 
followed in the other parts of the world. In continuation to the peak period in residential buildings, 
the author remarks as follows: 

CIBSE Guide D 2015, clause 3.15.9 on Residential buildings, states that “the commonly 
used design period for a residential building is afternoon, 5-minute, two-way traffic 
condition, which is considered the most demanding traffic period”. In India the afternoons 
mostly witness very light traffic. 

The majority of the buildings still have gas cylinders being used for cooking, which are taken up the 
building by lifts. The lifts are also used for garbage disposal from every floor, since garbage chutes 
are rarely designed. These are the parameters which need planning from the design stage itself to 
make a building habitable. 
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The population figures assumed are in Table 1, below: 

Table 1 Indicative population figures for residential buildings 

Apartment Type Residents Service Staff: 
resident 

Service 
Staff: 

floating 
1 BHK 2 to 3 NA 0.5 

2 BHK 2 to 4 
NA  

(0.5 to 1 if servant’s 
room provided) 

1 

3 BHK 
4 to 5 

NA 
(0.5 to 1 if servant’s 

room provided) 
1.5 

4 BHK 4 to 6 1 to 2 2 
5 BHK 4 to 6 2 to 3 2.5 
6 BHK 4 to 6 2 to 3 3 

Penthouse (5 to 7 
BHK) 4 to 6 3 to 4 5 

Notes:  

1. The above figures are just indicative (as per the author’s experience) and could vary 
depending on the location of the building. 

2. The figures in the table usually hold good for tier 1, 2 and few tier 3 cities. 
3. Resident service staff includes full time maids/helpers. 
4. Floating service staff includes maids, drivers, cleaners, milkmen, paper men etc. Maids, 

cleaners, milkmen, paper men could be common for the floor(s) or shared between 
apartments, hence the decimal figures. 

5. BHK is “Bedroom, Hall and Kitchen” 

Another parameter to be considered in residential buildings is the stair factor (some percentage of 
population using the stairs, maybe floor 1 and 2 residents). Below is the author’s remark on CIBSE 
Guide D: 2015 on stair factor (clause 3.14.3: Stairs, Page 3-17). 
 

What if the floor height is a double height entrance lobby or a floor with height of 6 to 8m? 
Most of the tall/premium buildings in India are designed with higher heights which unable 
passengers to go up by stairs.  Hence, the stair factor has to be a function of the floor height. 
 

In a luxury/high-end/tall building the ratio considered for self-driven to chauffeur driven cars could 
sometimes be 50:50. Hence, with multi-level car parks being designed, this factor needs to be given 
thought while designing the shuttle lifts dedicated to parking floors. Buildings in India rarely have a 
concierge desk, so an additional count for the drivers, cleaners etc who go up the building to collect 
keys and then go back to the parking floors for cleaning the car or getting the car at the main lobby, 
needs to be accounted for. The drivers’ and cleaners’ movements happen in the morning peak itself, 
hence morning peak is crucial in a residential building as explained above. 
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3.2 Office Buildings 
The population is usually assumed based on the area per person. The area can vary from 4m2 per 
person (for small offices) to 25m2 per person (for single tenant office space) on carpet area. If an 
office building is near to a metro station, then it goes without saying that this could have a great 
impact on the arrival rate. This is all the more crucial an aspect in a tall building in order to meet the 
target VT requirements. Regular working hours are from 10:00hrs to 18:00hrs (excluding multi-
National Companies, call centres, airports etc.). 

Below mentioned are few target VT requirements: 

Table 2 Recommended handling capacity as per NBC 2005 

Type of Building Handling 
Capacity 

Office- Diversified 
Tenants 

10 to 15 percent 

Office- Single 
Tenant 

15 to 25 percent 

 

Table 3 Recommended Quality of Service in office buildings as per NBC 2005 

20 to 25 seconds Excellent 
30 to 35 seconds Good 
34 to 40 seconds Fair 

45 seconds Poor 
Over 45 seconds Unsatisfactory 

 

Note: NBC 2005 is silent on the requirements of Average Waiting Times for both residential 
and office buildings. 

The author’s another remark on “Clause 4.4.2 Mixed traffic, Page 4-2” of CIBSE Guide D: 2015 is 
as follows: 

1. From an Indian context, there are different patterns observed in office buildings during 
lunchtime. In Multi-National Companies (MNC), occupants usually travel to the common 
food court or main lobby (to go out of the building). Few buildings also have common areas 
on every floor for employees who carry their own lunch. Another pattern observed is that 
meals are served on every desk, and service staff movement is quite high.  

a. The importance of morning peak and lunchtime peak is still what we are trying to 
understand, hence even today many of the high end buildings have longer waiting 
periods at lunchtime – as high as 15-25 minutes.  
A common solution to avoid waiting in the queues is that people pack their lunch and 
go to their respective floors and have lunch on the desk itself. Alternatively, a few 
people have longer lunch breaks or a multi-tenant building has staggered lunch 
breaks. Unfortunately, NBC 2005 does not emphasise on the waiting periods at lunch 
time.  
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b. Another source of traffic includes smokers exiting the building during morning and 
afternoon peak periods, making 2 trips per person. They usually go up the building to 
keep their belongings, then travel back to have a smoke and then travel up to their 
respective work stations. As such, 3 trips per person happen during peak periods. 

3.3 Hotels 
While the international norm of 1 lift per 100 keys does work in India, additional service lifts need 
to be provided since a few of the items such as masala chai, fresh ginger tea etc. cannot be prepared 
at the room and so require room service. Also, the usual check in and check out times vary 
depending on the hotel. If the hotel operator is known at the design stage itself (which rarely 
happens in India), the VT design could incorporate this. Another aspect includes the fact that 
Indians do tend to celebrate their weddings / engagement-ceremonies / birthdays in a grand way and 
the needs of a huge crowd (which prefer to travel together) need to be considered when designing 
the VT system for banquets, wedding halls etc.  

Note: Generally, escalators are provided for banquet / wedding halls if the hall is on the 1st or 2nd 
floor (with nominal floor heights). Lifts are preferred for travel above 3 floors. However, it is 
advisable to service these banquet / wedding halls by lifts since the attires could be flowy (sarees, 
dupattas etc.) which could get stuck in escalators or moving walks and are difficult to manage on 
escalators in a hurry and huge crowd. 

3.4 Mixed-use Buildings 
With the rapid urbanization and scarcity of land, mixed-use buildings are the way forward for 
primarily tier 1 and 2 cities. India still has very few tall buildings in this category as precedents and 
hence Indian designers are in the learning phase of understanding the art of mixed-use 
developments. An important aspect in designing VT systems for mixed-use buildings is the 
bifurcation of all the constituents of the building and utilizing the space available in the best 
possible way. It is known that the ideal VT system changes as per the type of building, hence the 
same has to be applied to mixed-use buildings. Physical bifurcation of all the constituents is a must 
for the success of a mixed-use building and a proper VT system facilitates this. Most of the 
buildings have poor VT systems catering to the service movement (maids, helpers, drivers etc.). 
Servicing a small building could be managed without specific VT arrangements, but how to service 
tall buildings without a proper VT design is the question which needs to be answered at the design 
stage itself. 

3.5 Hospitals 
Due to the space constraint and the healthcare sector getting better, India has hospitals with more 
than 5 to 8 floors in tier 1 and 2 cities. These definitely require proper VT systems to cater to the 
various activities in a hospital, such as emergencies, health camps, visitor movements, etc. The type 
and size of the lifts are crucial when designing VT systems for hospitals. The author’s remark on 
CIBSE Guide D: 2015 is as follows: 

Clause 3.15.5: “Hospitals”, provides that “In Britain, most hospitals are designed on a 2-3 
storey low-rise principle, although many city hospitals have high rise elements. Lifts are 
provided in UK low rise hospitals mainly as a means of moving bed bound patients and for 
service activities moving floor to floor as staff and visitors use the stairs.”  

In hospitals, in the west or far-east very few visitors visit or are allowed; whereas in India we 
tend to visit the patient or new-born with the entire family. Hence separate visitor lifts 
(sometimes with specific visiting hours) need to be provided. With the healthcare sector 
blooming in India, tier 1 and 2 cities have many hospital buildings which are 6 to 7 storeys 
high as against the info quoted above. In tall buildings visitors cannot be expected to use the 
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stairs. These are crucial design considerations which can have a major impact on the VT 
system. 

4 SUMMARY 
With the world getting smaller day by day, all thanks to the internet and social media, there are still 
very unique characteristics of the way people live and it is called the culture or lifestyle of the city / 
country. While one tends to follow the precedents for the latest VT design or technology, designers 
also need to appreciate the fact that cultural differences cannot be changed / ignored when 
designing the VT system for any building. Of course, tall buildings have some fixed design criteria 
which need to be adhered to, but this needs to be addressed keeping in mind the cultural impact the 
VT system has. Though the aim is to construct world class buildings with respect to the 
architecture, design, technology etc., the additional services factor (maids, helpers, drivers, etc.) 
cannot be ignored, which primarily differentiates Indian buildings from buildings across the world. 
The goal needs to be set at constructing habitable tall building and not a tall structure. In this paper 
the author has tried to point out a few crucial aspects in designing tall buildings in India.  
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Abstract. Recent technological trends have given those outside the Information Technology 
industry access to increasingly sophisticated products and the ability to contribute to their 
development.  These trends, such as cloud computing, democratisation of the web and ubiquitous 
embedded devices are breaking down the separation between creator and end user.  One effect of 
this is the ability for users to drive the development of their own innovative solutions, informed by 
essential domain knowledge.  This paper explores the implications of this on the maintenance of 
lifts and escalators and the associated challenges and risks. Some of the ways in which these 
opportunities are improving the maintenance of London Underground’s assets shall also be 
presented.  These include a web-based solution which integrates multiple data sources to facilitate 
effective maintenance and asset management decisions. 

1 INTRODUCTION 
The last decade has seen technological changes that have significantly changed the way we live our 
lives. Forty years on from co-founder of Intel, Gordon Moore’s observation that computer processor 
speed was doubling every two years [1], this exponential trend has continued.  The reduction in size 
and cost of processing power, coupled with improvements in networking technology and 
transmission speeds opens up many possibilities. The Internet is evolving and growing, through 
global collaboration and the sharing of knowledge and ideas, with many developments expected in 
the future. 

Today, it is not only those with an in-depth understanding of programming or computer science 
theory who can actively contribute to the development of advanced technical solutions.  
Improvements in hardware and software, plus the availability of cloud computing, have put tools 
previously reserved for specialists in the hands of small businesses and individuals.  User-friendly 
interfaces provide an abstract layer around complex tools, and mobile devices and modern web 
browsers enable the deployment of applications to multiple users with minimal investment. 

London Underground is increasingly looking for ways to make cost savings and improve efficiency.  
Being a large public service organisation responsible for a complex and aging transport network, 
the scope for improvement is significant but so too are the challenges in making changes to existing 
processes.  With growing passenger numbers placing more demand on the service and the 
introduction of a 24-hour operation at weekends reducing the number of hours available for 
maintenance, the optimisation of resources is vital.  One of the areas in which London Underground 
is innovating is in the maintenance of its assets.  Extracting value from data and making it available 
to the right people in a useful format is possible due to the capabilities now afforded by recent 
developments in technology, which, if applied appropriately, will enable maintenance to take an 
increasingly predictive, condition-based approach and optimise the use of available resources. 
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This paper outlines the main technological trends influencing our ability to drive innovation as end 
users, from prototyping of connected devices to the development and deployment of mobile 
software solutions.  Two examples of innovations in lift and escalator maintenance at London 
Underground, which have been made possible by these trends, shall be presented.  In each case a 
specific problem was identified which existing systems were not capable of solving, presenting an 
opportunity to develop a cost-effective solution with the tools and technologies available. 

2 INNOVATION 
To innovate is to make changes in something established, especially by introducing new methods, 
ideas, or products [2].  As well as the use of new technology, innovation can also involve applying 
existing technologies in new ways. 

It has been understood for some time that innovation can come from different sources, and that each 
can have contrasting functional relationships defining the benefits to be obtained from the 
innovation [3].  These sources can include users (both firms and individuals), product 
manufacturers and distributers.  It is also suggested that the interests of the user and the producer 
are misaligned.  Where the former aim to meet their exact requirements, the latter tend to generalise 
solutions or adapt their own existing products to maximise profits [4]. 

In many fields, product users are the major sources of innovation, and research shows that there are 
advantages to users with unique needs in developing products for themselves [3].  The context in 
which the innovation sits, and the associated domain knowledge and expertise, are essential for a 
product to meet user requirements.  This is a common challenge for manufacturers of technical 
solutions, particularly in software development, which adds cost and risk to projects [5].  These 
added costs can be minimised by user-centric innovation, which ensures the solution is based on an 
in-depth understanding of the domain as well as the problem to be solved. 

3 TECHNOLOGY TRENDS 
A number of high-level trends are continuously improving the ability of users to develop their own 
innovations, and these shall now be discussed. 

3.1 Embedded devices 
Recent development of small, affordable computers with sufficient processing power and 
functionality to make them useful has empowered people to have a go at making rather than 
consuming technology. This trend, known as the Maker Movement, has led to the creation of a 
myriad of innovative products incorporating embedded computing [6].   
 
Many of the suppliers of embedded devices release the schematics under open source licences.  
Some of these require derivatives to be released under a similar license; however, there are options, 
such as MangOH [7], which permit derivative products to be released commercially.  This opens up 
significant possibilities to industry. 
 
2005 saw the release of the Arduino [8]; a small prototyping board consisting of an ATmega128 
microcontroller, an integrated development environment based on Processing; a language for non-
programmers, and library functions to easily program the microcontroller.  This was an open source 
product but required derivative products to be licenced with the same permissions, which has 
generated a thriving community and culture of both technical and non-technical innovators. 
Since then, devices incorporating microprocessors capable of running a Linux-based operating 
system have offered even greater possibilities.  The Raspberry Pi is a credit card sized device first 
introduced in 2012 and now on its 3rd iteration which boasts a 1.2 GHz 64-bit quad-core processor 
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and built in Wi-Fi at a price tag of just £25.  Since its introduction, over 8 million units of the Pi 
have been sold as well as similar offerings from other suppliers [9].  The evolution continues, with 
products now in development that are ten times faster than the current Pi, such as the UDOO [10]. 
 
3.2 Connectivity 
A trend that has very much influenced our way of life is the increase in the number and variety of 
devices connected to the Internet.  Mobile devices now take many forms, with 4G Long-Term 
Evolution now a globally adopted standard, facilitating the use of Internet Protocol (IP) services 
completely wirelessly.  This makes it easier than ever for us to be connected 24 hours a day. 

Machine-to-machine communication, now referred to as the Internet of Things, is becoming 
increasingly prevalent, largely due to cost effective embedded systems, improved data transmission 
via a variety of protocols and the ability to process and extract value from data sets previously too 
large to manage – known as Big Data.   

With most mobile devices now comprising fast processors and IP connectivity, deployment of 
applications is as straightforward as sending a link to anyone with a compatible device.  Hosting 
and authentication can be handled via an abstract layer provided by cloud services.  

3.3 Cloud computing 
The delivery of on-demand computing resources over the Internet on a pay-for-use basis has now 
evolved to the stage where it is considered a viable and secure option, with many major 
corporations and banks now relying on the cloud for mission-critical applications [11]. 

A number of models have become popular: Software as a Service (Saas) gives access to innovative 
applications and scalable computing power, while Platform as a Service (PaaS) models provide the 
environment in which applications can be built and delivered without the need to provision and 
maintain hardware or software licences.  Infrastructure as a Service (IaaS) makes servers, data 
storage and networking possible with no need to provision or maintain physical equipment.  With 
security features, automatic scaling and flexible pricing structures, cloud computing can offer 
significant value with minimal investment. 

3.4 Web technologies 
The evolution of the Internet has transformed our interactions with each other and our access to 
information.  The term Web 2.0 was coined in 1999 by Darcy DiNucci [12] and popularised in 2007 
by Tim O’Reilly [13] to represent the shift towards a new paradigm of openness and 
democratisation for the web.  This encompasses social media, applications that run in browsers and 
closer integration of data [14]. 

Originally used solely by scientists and governments in the 1980s, the Internet has come a long way 
to the interactive dynamic web we know today.  HTML5, the current specification, was finalised 
and published on 28 Oct 2014 by The Worldwide Web Consortium (W3C), with close collaboration 
between browser vendors ensuring maximum compatibility of features.  JavaScript (JS), originally 
developed by Netscape in 1995 to make websites more dynamic, has also evolved significantly and 
the 7th version of the defining standard, ECMAScript-262, was finalised in June 2016.  Many 
frameworks and libraries, almost all open source, have been built on top of the language, opening 
up vast possibilities for developers.  Facebook’s React and Google’s Angular.js are just two of 
many open source JS frameworks for building dynamic web applications, and a vibrant community 
of developers is continuously creating libraries and tools for accomplishing various tasks from 
maths functions to interactive visualisations, providing significant flexibility. 
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With mobile devices now capable of running advanced web applications, a trend towards 
responsive web design enables applications to adjust according to the device on which they are run 
to behave like native applications. 

3.5 Democratisation 
It can be clearly seen from the examples discussed that technology is having a democratising effect.  
The fact that the average person carries a device in their pocket that would outperform early 
supercomputers supports this statement. This move towards democratisation is having an impact on 
business.  Wolf [14] defines four pillars of democratised business, all of which are enhanced by 
technology: 

Democratised knowledge 

Access to information on a wide range of subjects is available via the Internet and is ever growing.  
Massive Open Online Courses (MOOCs), many of which are free and provided by respected 
institutions are increasing in number, providing a wealth of knowledge.   Specific questions can 
often be answered by peers through online forums, if they have not already been answered and 
made available online.  Individuals and organisations regularly upload tutorials and how-to videos.  
Creative Commons licencing makes it possible to release open source material with clearly defined 
permissions from the creator, facilitating the sharing of information.  

Democratised creation 

An open source approach to software enables large scale collaboration and feedback as well as 
democratised tools for creativity.  As well as the examples previously discussed, open source 
software packages such as Computer Aided Design (CAD) software make advanced product design 
tools accessible to all, and low cost 3D printers have also democratised the production process. 

Democratisation of funding 

Not only is the initial outlay to launch an advanced technical product vastly reduced thanks to the 
democratised creation process, but there is the ability to efficiently scale up funding acquisition 
through the process of crowd-funding, where a product has potential value for a large number of 
users. 

Successful projects, such as the +POOL project to build a filtered floating swimming pool in New 
York, and GoldieBlox, a construction toy and book series to promote engineering amongst young 
females, each raised over a quarter of a million dollars through crowdfunding and brought their 
ideas to fruition.  These are just two of many such examples. 

Democratisation of distribution and commerce 

Distribution of software is now easier than ever via the web or through app stores.  E-commerce 
enables direct payment from mobile devices, providing instant access to a global market. 
 
The combination of the above factors results in the ability for firms or individuals to create products 
that effectively satisfy a requirement with minimal investment.  In the commercial world there are 
many examples of small business that have developed disruptive technology which has taken over 
existing markets, often despite the competitors being large corporations with excellent management 
processes [15]. Businesses such as Uber and Air BnB have successfully used technology to open up 
new markets and rapidly scaled up and built on their initial success to capture long established ones. 
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4 APPLICATIONS IN LIFT & ESCALATOR MAINTENANCE 
Over the past two years, the author has attempted to take advantage of the technology trends 
previously described to improve the capability of London Underground’s Jubilee, Northern & 
Piccadilly line (JNP) maintenance organisation to make effective decisions to optimise safety, 
reliability and cost.  The following examples, although within the domain of lift and escalator 
maintenance, demonstrate the value of user-centric innovation based on an understanding of a 
specific need and the context in which a solution to this need must fit. 

Two solutions shall be presented, both of which involve the management of data; an area which was 
identified as having potential for improvement.  The first is a mobile solution to provide vital 
escalator asset data to staff at remote locations and the second is a web-based application which 
aggregates data from multiple sources for desktop, smartphone and tablet. 

4.1 Mobile Escalator Asset Register 
Asset component data for escalators, such as part numbers, drawing numbers and configurations, 
are held in a database which is managed by an in-house design team.  The database is used to 
inform maintenance activities and asset management, and has the ability to generate updates to a 
Computerised Maintenance Management System (CMMS) which holds a subset of the data.  This 
presented two areas for improvement.  Firstly, the full database was only accessible via a PC on the 
company network, limiting access at remote sites or in meetings.  In some cases this caused delays 
in carrying out site work.  The other area for improvement was in the process by which the data was 
kept up to date.  The existing process to add corrections to the database involved ad-hoc chains of 
communication which were unreliable. 

All maintenance team leaders are issued with iPhones and iPads so it was decided to utilise these to 
make the full database available remotely.  To enable a solution to be developed, a software 
package called Filemaker was used.  Filemaker, owned by Apple, is marketed as “Powerful, easy-
to-use software used to create custom solutions that run on iPad, iPhone, Windows, Mac, and the 
web”.  This software was chosen as the use case was achievable with the built in features, including 
mobile support, security and authentication.  The solution retained the original database as the 
master but enabled it to be uploaded periodically to a cloud server which could then be synced to 
mobile devices.  The solution was designed such that data could be located via an easy to use 
interface, and developed through close collaboration and regular feedback from other end users of 
the application.  The data is stored locally on each device, with no signal is required to view it, and 
it can be synced with the master database when signal is available.  Staff can submit data 
corrections via the app itself, which go directly to the design team who can update the master 
database.  The app has now been deployed within the JNP maintenance organisation and is 
regularly used for emergency and planned maintenance and asset management activities. 

The initial investment for software licences was approximately £2,400, which included the ability to 
host the master database on a server with up to 10 concurrent user connections (only required for 
the syncing process) and the option of increasing this at a later date.  The mobile version of the 
software was free to download from the App Store by individual users, who could access the app 
via an authentication process.  A cloud server was set up with Amazon Web Services at a cost of 
approximately £20 per month, although for the first 12 months there was no cost due to the use of 
the introductory free tier offered by Amazon to new customers.  The design of the system was 
intuitive and self-explanatory, and no training was required for the users. 

The author’s experience in setting up and learning the software was positive, with a variety of 
learning materials provided by Filemaker.  The debugging functionality provided by Filemaker was 
found to be invaluable during the development process. 
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Although the gentle learning curve make this an effective option for managing data and presenting 
it via custom interfaces, the limited options for data visualisation and difficulty in connecting to 
non-standard data sources mean it is less effective for complex applications.  Scalability is also 
limited, so the platform would not be suitable for an enterprise-wide solution to be rolled out across 
London Underground.  It has, however, enabled a low cost solution to be designed and implemented 
which solves a real problem, adding value to maintenance.  Should the business decide to 
implement an enterprise-scale version, this provides a successfully tested prototype, reducing the 
amount of development work that would be required.  

 

Figure 1: Mobile Escalator Asset Register 
 

4.2 Managing multiple data sources 
As part of London Underground’s condition-based approach to maintenance of lifts and escalators, 
data from various sources are captured and analysed to gain a better understanding of the condition 
of the assets and identify potential failure modes.  The following data sources are used:   

• Remote temperature and vibration monitoring systems 
• Offline vibration monitoring with a handheld device 
• Thermography of electrical and mechanical components 
• Gearbox oil analysis 
• Ultrasonic monitoring 
• Visual inspections and site reports 
• Asset component data 
• Work order and failure history 
• Photos, videos, audio, drawings and station layout diagrams 

Some of the above require specialist proprietary software for importing and processing data, and 
other data comes from databases hosted by third parties and emailed files.  It was found from 
experience that accessing separate systems and databases to obtain the full picture of the assets was 
time consuming and detracted attention away from the analysis process.  The aim of the solution 
was to provide a high level overview of all relevant data via a single user-friendly interface, 
enabling the users of the system to focus their attention on value-adding tasks. 

Due to the complexity required it was decided to take the approach of developing a custom web 
application.  This would make it possible to build a scalable and modular solution that would work 
on any device with a modern web browser, with scope to incorporate more assets and data sources 
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as well as analytics and visualisations at a later date.  The JS framework Angular.js was selected 
due to its flexibility and open source licencing.  An active community of users and the fact that it 
was backed by Google showed that it was well supported.  Using open web technologies meant that 
there was zero investment required in new software or tools, the only cost being development time 
and the cost of cloud hosting.  However, knowledge of web development as well as the frameworks 
used required more in-depth learning. The vast amount of information available online facilitated 
the learning process, but to keep up to date with web technologies is an on-going task.  An 
alternative approach would be to invest in the support of one or more web developers. 

After identifying the required data sources, it was necessary to make the data available in a 
consistent and web-friendly format.  The format that was chosen where possible was Javascript 
Object Notation (JSON) which is both computer-readable and human-readable and popular with 
web applications.  Initially, each data source was converted manually to enable the interface to be 
designed and demonstrated.  The next stage, which is now in progress, is automating the extraction 
of the data from each system, format conversion and storage, ensuring up to date information is 
presented to the user. 

Figure 2 shows a screenshot of the interface on a desktop web browser. 
 

 
Figure 2: Web front end for access to multiple data sources 

 
Other potential users of this solution include site fitters, maintenance and asset managers as well as 
senior management, who would benefit from an overview of the assets.  End users were consulted 
and observed as part of an iterative design process whereby feedback was incorporated to ensure the 
design satisfied the user requirements as closely as possible.   

Although the development of the system requires further work, it is already being used successfully 
to support group discussions such as failure review meetings, where it is displayed on a large screen 
and referred to when needed.  It is also useful in the event of a fault to provide instant visibility of 
the history of the asset, known issues and monitoring data to aid the fault finding process.  The ease 
of access to data also facilitates informed decisions relating to the frequency and extent of planned 
maintenance activities to be carried out.  With maintenance driven by this data, smarter decisions 
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can be made when planning and scoping work, focusing resources and investment where they are 
most needed. 

5 DISCUSSION 
With customer expectations increasing and pressure on the business to improve efficiencies, there is 
certainly a drive towards more innovation in London Underground.  The available technology is 
developing at a faster rate than that at which it is utilised and embedded in the business so there is 
significant potential to take advantage of the trends presented in this paper.  London Underground is 
currently developing an innovation strategy to co-ordinate Research & Development projects, 
which is promising for staff within the business wishing to innovate and develop new technical 
solutions.  In the wider industry, it is in the interest of businesses to have processes in place to 
support small-scale user-driven innovation, with many having successfully embraced this approach 
in the form of sponsored incubation programs.  Without this, many ideas with potential value will 
not have the opportunity to be taken forward.  This also provides visibility of technology across the 
business to ensure compatibility, avoidance of duplication and shared benefits as well as the ability 
to make commercial and strategic decisions regarding the organisation’s technology assets.  
 
Although the increased accessibility of technology can have significant benefits, the adoption of 
new technology should be done with consideration of the limitations and risks involved.  One major 
risk when working with data is security, with accessibility of public cloud services presenting a 
possibility for sensitive or confidential data to be made public.  Although cloud providers can 
encrypt data, it is often up to the user of the service to specify the security settings and configure 
authentication as well as scheduling backups to avoid data loss.  With the number of devices 
connected to the internet growing rapidly, the number of potential vulnerabilities is also increasing, 
so cyber-security is a vital consideration, particularly where a security breach could have severe 
consequences.  Provision of guidance and support for small-scale development projects would 
ensure compliance with the necessary standards and protocols. 

The introduction of new processes, tools and technologies requires change management, and this is 
a common challenge to innovation.  In a research report by Reliabilityweb.com, Bentley Systems 
identified organisational culture to be the biggest single obstacle to improving asset performance, 
but stressed that the proper tools, training and leadership, incorporating data-driven process 
management, can make it possible [16].  

6 THE FUTURE 
Improvements in connectivity are already making it much easier to share data, so it is feasible that 
this will develop to the stage where all data that could be of use to businesses will be instantly 
accessible, either manually or programmatically by scripts running seamlessly in the background.  
A shared data approach requires a paradigm shift in the way in which organisations operate.  
Departments previously separate from each other require open data policies and a collaborative 
approach in order for the benefits to be realised.  Transparency across departments and with 
external bodies where appropriate can allow organisations to harness collective knowledge and 
maximise the benefits.  Deciding on what data to capture and how to process it to extract useful 
knowledge and insights is a key challenge that will influence how much value is gained from data 
in the future. 
 
Collaboration with the developer community is already happening at Transport For London, who 
have organised a number of hackathons, where large previously unused datasets have been provided 
to teams who have generated innovative and original solutions in a single day workshop.  This 
approach is expected to continue with more developers becoming involved and more datasets made 
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available, gaining useful knowledge and improving the experience for the travelling public in 
London. 
 
Software solutions incorporating machine learning and artificial intelligence are becoming more 
effective, as are products that enable these services to be incorporated into other applications.  
These are made accessible due to the data storage and distributed processing afforded by the cloud, 
and it is expected that these solutions will mature to provide maintenance organisations with 
intelligent insights to support fault-finding and fault prediction.  These tools have already proved 
themselves in the aerospace and manufacturing industries and are now being considered on London 
Underground lifts and escalators which present a more varied asset base with less standardisation of 
design types adding complexity to the modelling. 
 
Improvements in mobile technology are making virtual and augmented reality accessible to all with 
minimal investment.  This could also have applications in maintenance, for example in visualising 
the movement of equipment in confined spaces, overlaying vital information about assets to staff 
during maintenance activities and for training.  Therefore, this is an area where user-driven 
innovation could have significant potential. 
 
An increased expectation for customised solutions to specific problems means that suppliers are 
changing their design and development processes.  The ability to release software on the cloud is 
resulting in much shorter and more agile development cycles, with user feedback informing the 
scope of the design.  Many software products are supplied as micro-services with open protocols 
enabling the customer to incorporate components in a modular fashion to create solutions that meet 
their specific needs.  

7 CONCLUSIONS 
It is now possible not only for ideas to be generated by users of technology, but also for them to be 
seen through to completion or to working prototypes of solutions.  The cost savings that can be 
achieved by this approach are clear, as well as the likelihood of an effective solution being found, 
due to the advantage of an in-depth understanding of the problem and the domain or context in 
which it should fit.  Where the skills or resources are not available to develop a solution, 
collaboration across the organisation or with suppliers can be an effective alternative. 

This paper has presented two examples demonstrating the value that has been gained from user-led 
innovation within lift and escalator maintenance at London Underground.  These have required 
minimal investment and have each addressed specific problems effectively, adding value to the 
business.  

As technology continues to evolve, the potential for innovation that is available to all of us will 
increase further, and this will present greater opportunities.  For businesses to harness the ideas that 
may arise within their organisation, a policy which provides the necessary support, tools, and some 
freedom to experiment, will enable these ideas to be taken forward, whilst ensuring the necessary 
strategic and commercial overview and management of risk. 
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Abstract: There is a clear trend in the lift construction: Due to the changes in the world 
population’s composition as well as the trend toward larger cities the need for new installations as 
well as modernization is rising. 

In these volume driven “standard” lifts total cost is the major driving force. In these lifts, small 
drives and plastic coated ropes or other traction media and pulleys of innovative character and 
flexible design are requested. This dimension reduction leads to problems in the suspension systems 
such as prolonged installation times and reduced traction media life time. In this presentation the 
newest product, which is developed to comply with these new circumstances is introduced. In 
practice a new type of deflection pulley is presented which improves installation and life time of 
plastic coated ropes.  

1 INTRODUCTION 
Today’s situation: World population grows, average life expectancy raises (see figure 1) and people 
continue to move into cities. This leads to increased and changing requirements for vertical 
transportation. In most countries there is, driven by legislation, an absolute need to support 
handicapped persons and to make available the right transportation means for the elderly citizens. 
The installation of new lifts and the modernization of existing ones is a must. 

The task: Public authorities, architects, consultants, lift planners, manufacturers and service 
companies have to design, produce, install and service lifts which offer more space, a higher level 
of ride comfort and cost benefits. Driven by the fact that elderly people stay at higher age in their 
own house, modernized lifts with a larger car space to accommodate wheelchairs and other mobility 
aids are required. 

 
Figure 1: Today’s demographic change. 
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That means in terms of lift engineering that cars need to have a larger floor space to be accessible 
for people with restricted mobility. As a result, counterweight and further parts traveling in the shaft 
need to be especially space saving. ‘MachineRoomLess’ does no longer mean "No machine room" 
but best shaft space utilization possible. In combination with smaller drive units (Figure 2) to reduce 
costs, these facts lead to traction media like belts and plastic coated ropes with smaller steel rope 
diameters, smaller gearless drive units and finally to smaller pulleys of 240, 160 or even as small as 
120  mm diameter.  

 

 

Figure 2: Reduction of sheave diameter 

This dimension reduction in the traction system leads to unwanted effects in the suspension of the 
lift. Due to the growing amount of deflection / support rollers in a system as well as the growing 
amount of ropes the effects of small dimensional changes can lead to reduced life time of the 
traction media. 

2 THE PROBLEM 
2.1 Installation and Rope tension   
In smaller traction systems typically a higher number of ropes are used in order to retain the same 
payload. This is often done in combination with a higher number of deflection, car and 
counterweight pulleys in order to distribute the loads over more shafts to remain the required life 
time for the smaller diameter bearings. 

This creates several problems in the installation, as well in the operational phase of the lift. The 
modern traction media such as plastic coated ropes bring higher trip numbers but are more complex 
in installation and servicing. Due to their design, which is focused on creating high friction between 
the surface of the traction sheave and the rope outer surface, the complexity is mainly to achieve 



Changed Requirements In The International Lift Market Ask For New Pulley Types With Better Tension 

Equalization Features 

14-3 

 

and maintain a good equal rope tension over the life time of the ropes. As a general rule all traction 
media in a set should be tensioned equally (+/- 5%). This tension needs to be checked right after 
installation of the ropes and it needs to be rechecked after some weeks or a maximum of 3 months 
after bringing the lift into service. This can be done with the help of electronical tensioning devices 
or continuously balancing end termination (hydraulic) devices. 

 
 

Figure 3: Typical plastic covered rope tension deviation after 100-500 hours of operations 
for a 3 rope suspension system in classic rope suspension system. 

However due to the high friction surface of the rope (or belts) it is already difficult to install all 
ropes equally in a short time since all pulleys will be blocked by the friction between the pulley and 
the first rope after this has been pulled through the system. This leads to extended installation times 
(and cost) and to problems in equalizing the rope tension - even between section of the same rope.  

Experience in the field shows that not only the rope tension of all ropes in one set needs to be 
checked and equalized, but also that the tension of one and the same rope in this set can vary 
significantly in 2:1 or higher suspensions between pulley and traction sheave, pulley and 
neighboring pulley or pulley and end termination. In daily practice it is seen that the equalization is 
generally not done properly due to the complexity of these systems. 

Between the ropes in a section tension differences can exist (figure 3) as a result of these friction 
forces which are directly related to the tension in the two sections on either side of the pulley for a 
specific rope and its friction coefficient between the pulley and the rope surface. Especially when 
operating with a steel rope tension differences can lead to extra wear in the traction sheave grooves 
where the highest loaded ropes are running. 
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2.2 Length differences 
With a classic drive of 320 mm and a 8 mm rope, the wear induced groove diameter reduction of 1 
mm in combination with the tolerance in rope diameter of -1/+5% can already lead to a run length 
difference of 4.65 mm per rotation (Table 1). With a smaller pulley of 160 mm this effect is the 
same, but this pulley has 2x the rpm to follow the same car speed. For 10 meter height the 320 mm 
pulley can "give" a run length difference of 42.77 mm, for the 160 mm pulley this will be 83.68 mm 
max. 

 

 Table 1: Rope length differences /10 m. movement per pulley compared to nominal diameter 
of pulley and rope 

These effects can be increased due to the fact that there are more pulleys in the system however the 
grove diameter differences are typically only to be expected at steel pulleys such as the traction 
sheaves. 

These potential extreme length differences between the different ropes in a section of the 
suspension will lead to tension differences, especially when the traction media have no possibility 
to “slip” over the pulleys to compensate.  

This effect can be extra damaging at so called double wrap sheaves. The diameter differences can 
lead to an extreme loss of traction due to “loose” ropes. 

If the tension is out of balance there will be different forces on each rope, on the rope structure and 
on the outer coating. Depending on the rope constructions unequal tension may lead to protruding 
wires or strands or cracking of the plastic coating before the end of the expected life time is 
reached. Additionally extra loads on the traction media are to be considered which may occur from 
design and installation quality out of buffer movements, wrong alignments or high deflection 
angles. 

3 NEW PULLEY SOLUTION 
 
The solution for the abovementioned problems is to create pulleys which neutralize the friction 
and/or the length differences. The smart technique combines the traditional pulley with the benefits 
of polyamide. Groove segment rings are mounted on a polyamide-basic body (figure 4) with good 
sliding characteristics. The separated rings with grooves on the support body allow each and every 
rope to move independently from each other. 

319 320 320,1 159 160 160,1 239 240 240,1 119 120 120,1

-30,58 0,00 3,05 -59,88 0,00 5,95

nominal tolerance effective

6 -1% 5,94 -2,45 -2,44 -2,44 -4,79 -4,76 -4,76

5% 6,3 12,23 12,20 12,19 23,95 23,81 23,79

42,77 83,67

-30,58 0,00 3,05 -59,88 0,00 5,95

8 -1% 7,92 -2,45 -2,44 -2,44 -4,79 -4,76 -4,76

5% 8,4 12,23 12,20 12,19 23,95 23,81 23,80

42,77 83,68

effect of pulley diameter 

max pot. delta

max pot. delta

rope diameter in mm

effect of pulley diameter 

rope length difference per 10 meter movement per pulley  compared to nominal

320 160 240 120
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Figure 4: Cross section new pulley solution 

This design brings a number of benefits to elevator producers and service companies. 

The installation is far easier, especially in a lift with multiple pulleys. Due to the separate 
independent movement it is possible to tension each rope from each end termination to the traction 
sheave without the effects of the friction on each pulley. During the operation the independent rings 
(figure 5 and 6) allow each rope to move over the pulley with slight speed differences compared to 
the average speed of the rope set. This way rope tensions and/or length differences are neutralized. 

Due to this compensation in the rope tension differences the life time of the ropes are increased up 
to 1,8 times. It also supports the lift ride comfort and reduces the lift Life Cycle Costs. 

  

 

Figure 5: New pulley solution with plastic coated ropes 
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Figure 6: Segments moving the basic body 

The new pulleys are running in various test installations, in house and in demanding field 
applications. Test in lifts which have been equipped before with solid pulleys show that the ropes 
run within a closer tension tolerance field and do compensate the length between the end 
termination and the traction sheave.  

At present a standard program with grooves for 6.5 and 8.1 mm are used.  

In Figures 7 and 8 the marks on the pulley grooves indicate the movement of the different grooves 
when in operation. In figure 9 it is shown that the tension deviation between the three ropes is 
clearly better than in the classic system as is shown in figure 3. 

              

Figure 7 / 8: New solution before at installation / after 1 week operation 
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Figure 9: Typical plastic covered rope tension equalizytion after 100-500 hours of operations 

for a 3 rope suspension system in a rope suspension system with new pulleys installed. 

4 CONCLUSION 
Well tensioned ropes are one of the major steps in creating a good drive system. Due to the trend to 
use smaller diameter traction and support pulleys and at the same time increase the amount of these 
pulleys per system the tension and length equalization problems increase. This leads to a decreased 
life time of the traction media, longer installation times and reduced ride comfort. A pulley which 
allows speed differences between the different ropes in a set is introduced. 

The new solution supports an easy installation, and allows to ropes to compensate for length and 
tension differences. This light pulley will not only reduce total life time cost but also improve the 
whole elevator behavior and ride comfort. 
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Abstract. Conventional vertical passenger transportation is performed by lifts. Conventional traction-
drive electrical lifts use ropes to transfer the rotational motion of an electrical motor into a vertical 
motion of the cabin. The vertical passenger transportation system discussed in this paper does not use 
any ropes, the motor directly provides a driving force, which moves the cabin. This new propulsion 
is realized through an electrical linear motor. The use of the linear motor requires a new design of the 
passenger transportation system (PTS), which includes reducing the weight of the car through 
lightweight construction. The reduced stiffness of the lightweight design renders the construction 
more vulnerable to vibrations. In order to improve ride quality of the transportation system it is 
necessary to develop new concepts to damp the vibrations. One way to increase stiffness 
characteristics of the system is to introduce active damping components to be used alongside passive 
damping components. It is essential to derive a dynamic model of the system in order to design and 
also later control these damping components in the best possible way. This paper describes the 
fundamental steps undertaken to derive a dynamic model for designing and controlling active 
damping components for the new type of vertical PTS. The model is derived as a Multi-Body System 
(MBS), where the connections between the bodies are modelled as spring damper elements. The 
derivation of the MBS is demonstrated on a transportation system, consisting of three main 
components: a sledge, holding the rotor of the linear motor; a mounting frame, which is used to 
provide support for the cabin; and the actual cabin. The modelling of the propulsion system, thus the 
electrical part of the PTS, will not be the focus of this work. 

1 INTRODUCTION 
The novel way of lift designs is PTS without ropes, where a linear motor directly provides the vertical 
motion. The rope-free propulsion offers several benefits, like vertical and horizontal travel, the 
possibility of multiple lift cars that may ride in a single shaft and the reduction in construction space. 
The ability of horizontal movement of the PTS allows the connection of several lift shafts and hence 
enables the design of more complex lift shaft networks. A disadvantage of the new propulsion is the 
lesser weight that can be carried, therefore a lightweight design of the PTS system is required. 
Lightweight construction render systems more susceptible to vibrations, due to the reduction in 
stiffness. In general the riding comfort of passengers in lifts decreases in the presence of vibrations, 
the vibrations should therefore be kept at an acceptable level. In conventional lifts vibrations have 
been reduced by passive damping elements that are placed in the mounting frame around the exterior 
of the cabin. This construction decouples the lift cabin from the rest of the car and leads to an 
improved riding quality for the passengers. The new structure of the rope-free PTS omits the 
mounting frame around the cabin, due to the new propulsion. The high passenger comfort of 
conventional lifts must be kept for the new transportation system and therefore it is essential to 
develop a new damping concept that fits the new requirements. The new design of the rope-free PTS 
is shown in Fig. 1, it consists of three main parts: a sledge, a mounting frame and the cabin. The 
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sledge holds the passive elements of the linear motor and the mounting frame connects the cabin and 
sledge, and provides support for the cabin. One way to reduce the vibration is to accompany the 
passive damping elements with active damping components. Active damping components demand a 
controller, in order to work and reduce the vibrations in the best possible fashion. The design of such 
a controller is a complex engineering task; one commonly used way is to design it using a dynamic 
model. The dynamic model is used to simulate the motion of the real system that shall be actively 
damped. An important step in developing a controller is the derivation of such a model. This paper 
will focus on the derivation of a model for the rope-free PTS system. The derivation will be performed 
on a simplified version of the transportation system.  

 
Figure 1 Rope-free passenger transportation system (PTS) in exchanger position. 

Source: multi.thyssenkrupp-elevator.com 

Active damping components are already implemented in conventional lifts, when passive dampers 
are not sufficient to damp vibrations arising in the system. This is especially the case for high-rise 
lifts, where the basic structure of cable lifts is kept the same, but the increase in speed also increases 
the vibration felt by the passengers inside of the cabin. The primarily used active components in 
conventional lifts are active roller guides. An active roller guide has the advantage that vibrations 
induced by the guidance can be directly compensated at its source. The vibrations inside the cabin 
can be reduced by the factor of five by an active roller guide [1]. Even if not all rollers of the roller 
guide are actively actuated the active roller guide shows to be beneficial for the reduction of 
vibration [2]. Whilst not directly applicable to the rope-free PTS, because of the different design of 
conventional lifts, active roller guides show the potential of active damping components.

The implementation of an active cabin damping concepts will always include the design of a 
controller for the active components, thus the active damping is a branch of control engineering. One 
field of control engineering is the model-based control design, where a dynamic model of the real-
world system is derived to develop a controller. In the environment of model-based control there is 
an important distinction between two types of models. The first model is a very detailed model of the 
real-world system, which should include as many properties of the real system as possible. The second 
model is the design model, which covers only the most important properties and effects of the real 
system. The design model is used to design a controller for the real system. This controller will then 
be tested on the detailed model. In many cases, the design model is derived by reducing a detailed 
model to the effects that are crucial to achieve a good performance of the controller. Even in case that 
the controller is not designed using a model of the real system, it is still valuable to simulate, thus 
test, the controller implementing it on a real-world system. For more details on model-based control 
and control engineering see [3, 4]. 
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A commonly used technique to derive a dynamic model of a mechanical system is by using Multi-
Body-System (MBS) techniques. The method of MBS is especially applicable for rigid systems which 
experience large rotational and translational displacements. The key point of modelling via MBS is 
to divide the real-world system into several bodies and use connection elements, like joints, springs 
and dampers to connect these bodies. The technique of MBS is an internationally standardised method 
for the derivation of an idealised dynamic model of a mechanical system and is a part of the classical 
mechanical engineering [5]. The dynamics of the MBS can also serve as a basis for vibration analysis 
and model-based control design [6]. The application of MBS for the active rope-free PTS is therefore 
a natural one; the separation in rigid bodies’ results from the three main parts of the lift car. Another 
advantage of MBS is their extensibility. If the flexibility of a body is crucial to the overall dynamic 
behaviour of a system this body can be replaced by a flexible body, resulting in a MBS [7].  

The goal of this paper is to presents the modelling for active cabin vibration damping on the example 
of a simplified version of the rope-free PTS. The following chapter will give a brief outline of the 
expected vibrations in the environment of a rope-free transportation system. The third chapter will 
give a short overview of the basic steps needed to derive a MBS and also give a selection of modelling 
elements used in the context of MBS. The succeeding chapters will give a short overview over the 
complex model and display the derivation of the dynamic model on a two-dimensional simplified 
version of the passenger transportation system. The influence of periodic imperfections in the guide 
rails on the cabin will also be simulated with the simplified model. In the conclusion, an outlook over 
the further steps in the design of active vibration damping will be given. 

2 VIBRATIONS 
The aim of active cabin damping is the improvement of the passenger’s riding comfort. One crucial 
step for an improvement of the passenger comfort is to reduce the vibrations inside of the cabin, 
because these vibrations are directly sensed by the passengers. The vibrations that are induced by 
external effects have different sources, but the most significant vibration source are imperfections in 
the guide rails. The vibrations induced by the rails can be separated in rail joints, e.g. gaps between 
two rails, and periodical imperfections in the rail itself. The frequency of both vibration excitations 
by the rails depend on the travelling speed of the passenger transportation system. The excitation by 
rail joints happens over a very short period of time, thus they can be very high-frequent, while the 
periodically induced vibrations are lower than 2 Hz, even for the top speed of the passenger 
transportation system. Another source of high-frequent vibrations is the linear motor. The vibrations 
excited by the linear motor lie mainly in the driving direction of the passenger transportation system, 
whereas the vibrations induced by the guide rails are oriented in all directions except the driving 
direction. Additional to the lateral vibrations, the guide rails induce rotational vibration, because of 
the offset in the placement of the roller guides, which is similar to the placement in conventional lifts. 
Depending on the sort of the active component, the vibrations that they are able to damp are restricted. 
Most active components cannot damp high-frequency vibrations, like the frequencies induced by the 
linear motor. Usually high-frequent vibrations have small amplitudes and can be efficiently damped 
by passive damping elements, therefore a combination of passive and active components is desirable. 
In this paper the main focus lies in the deriving of a dynamic model. The vibrations used for the 
simulation correlate with periodically induced vibrations by the guide rails.  

3 THEORY OF MULTI-BODY SYSTEMS 
The following procedure is the standard approach of deriving a dynamic model using MBS. This 
chapter will give a basic summary very closely related to the treatment presented in [5]. It will mainly 
describe the elements of an MBS that are necessary for the modelling of the rope-free PTS. In the 
context of MBS a few idealisations are made for the model. The model consists of rigid bodies with 
inertia; there exist reference points, thus explicit points on the bodies, like the centre of gravity, where 
e.g. forces act on, and all of these points have their own coordinate system. Coupling elements are 
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massless and generate applied forces and torques following a known law. Joints elements are also 
massless and are frictionless in the motion direction and rigid in the locking direction, and are 
therefore ideal joints. A selection of modelling elements is shown in Table 1.  

Table 1 Selection of modelling elements 

Element Representation Properties 

Rigid Body 
 

Mass, inertia 
C: Centre of gravity 

Coupling 
Elements 

Spring  Stiffness, free-length 

Damper  Damping coefficient 

Binding 
Elements 

Spherical 
Joint 

 
Rotation around a point 

Prismatic 
Joint  

Translational movement along 
one axis 

Rigid 
Clamping  

No movement 
 

The complete MBS will describe the dynamical behaviour, and thereby the motion of the real system. 
The motion of real mechanical systems can be described by a finite number of degrees of freedom. 
In the MBS a single body in a three-dimensional space (3D) has six degrees of freedom, thus it can 
move along all three direction in space and rotate around the three axes in space. In a two-dimensional 
plane (2D), the degrees of freedom reduce to three, two movements along the axes in the plane and 
one rotation. Therefore an unconstrained mechanical system with 𝑛 bodies has 6𝑛 degrees of freedom 
in three dimensions and 3𝑛 in two dimensions. The movement of the whole system can be described 
by the vector 𝒙 of the size 6𝑛 × 1, or 3𝑛 × 1 respectively for two dimensions. A MBS consist of 
several connected bodies; the connections are described by constraints. The constraints reduce the 
free motion and they are represented by binding elements like joints, see Table 1. A spherical joint 
for example reduces the degree of freedom in 3D by three and in 2D by two. The degree of freedom, 
thus the number of directions in which the MBS is able to move is than determined by  

 𝑓3𝐷 = 6𝑛 − 𝑞 and for two dimensions by 𝑓2𝐷 = 3𝑛 − 𝑞, (1) 

where q is the number of constraints on the MBS. The motion of the system can therefore be described 
by 𝑓3𝐷 or 𝑓2𝐷 independent generalised coordinates; one for each degree of freedom. The coordinates 
are summarised in the vector 𝒚 of the size 𝑓3𝐷 × 1, and 𝑓2𝐷 × 1 respectively.  

The topology of MBS can basically be divided into two categories: trees and loops. A MBS is 
categorised as loop, if its bodies or part of its bodies form a closed circle. Without a closed loop the 
MBS is categorised as a tree. In general, the equations of motion of MBS can be derived independent 
of its topology. In the presence of a loop in the MBS, the loop has to be cut open and the dynamic 
equations are first derived for the open loop, which then forms a tree. Cutting the loop means that the 
dynamic of the model is described by the coordinates 𝒚𝑏 of the size 𝑓𝑏 × 1 more coordinates than are 
actually needed to describe the motion of the closed loop MBS. The difference between the number 
of degrees of freedom of the closed and the open loop is denoted by 𝑛𝑐  =  𝑓𝑏 −  𝑓, where 𝑓 denotes 
the degree of freedom of the closed loop MBS. The additional coordinates are reduced by a closing 
condition, which restricts the motion of the open loop to the possible motion of the closed loop. The 
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motion of the closed loop can then again be described by a minimal set of coordinates 𝒚 of the size 
𝑓 × 1. The closing condition is denoted by a vector 𝒄(𝒚𝑏 , 𝑡) =  0 of the size 𝑛𝑐 × 1.  

The generation steps; definition of bodies, definition of constraints and generalised coordinates and 
if necessary the closing conditions of the MBS, are all part of the description of the kinematics of the 
MBS, thus describe the possible motion of the MBS. The next steps are the derivation of the equations 
of motion under the influence of external and internal forces and torques. These steps, are for the lack 
of space, only sketched, for more details see [5, 6]. 

First the Newton-Euler equations are used to derive the unconstrained motion of the MBS by 
establishing the principle of linear momentum and angular momentum. The equation of motion of a 
free body was introduced by Euler in 1755 [8]. The description of a constraint MBS with minimal 
coordinates is found using the principle of d’Alembert, which is the key for the derivation of equations 
of motion from the Newton-Euler equations. The first consistent formulation was derived by 
Lagrange in [9]. Using all this, the equation of motion can be written in the general form: 

 𝑴(𝒚, 𝑡)𝒚̈ + 𝒌(𝒚, 𝒚̇, 𝑡) = 𝒒(𝒚, 𝒚̇, 𝑡) (2) 

In this form, the constraint forces between the bodies of the MBS are eliminated and the dynamic of 
the MBS is described by a minimal set of independent generalized coordinates 𝒚. The matrix 
𝑴(𝒚, 𝑡) is the symmetric 𝑓 × 𝑓-inertia matrix, which contains the mass moments of inertia and 
masses of the bodies of the MBS. The vector 𝒌 of the size 𝑓 × 1 inherits the generalized Coriolis 
forces and elastic and damping forces, thus the remaining forces after the constraint forces are 
eliminated. The 𝑓 × 1-vector 𝒒 are the generalized applied forces, which contain the external forces 
acting on the MBS, such as the gravitational force. The scalar 𝑡 represents time. It should also be 
mentioned that the equations of motion can also be obtained by using the Lagrange’s equation of 
the second kind formulated in [9]. 

The MBS includes a range of different parameters, e.g. the stiffness of the connecting springs and the 
inertia of the bodies. These parameters are required for a numerical simulation and should match the 
parameters of the real system. One way to choose these parameters is to perform measurements on 
the real system. A way to achieve useful parameters if no real world system is available, is to use the 
geometric data from the mechanical model of the system via CAD or perform additional numerical 
simulations, like finite element analysis.  

4 SIMPLIFIED MODEL OF THE ROPE-FREE TRANSPORATAION SYSTEM 
The example presented in this paper is a model of the rope-free PTS, as shown in Fig. 1. The rope is 
replaced by a linear motor, where the active elements of the motor are placed inside the lift shaft and 
the passive elements are placed on the lift. The PTS consists of three main elements, which are moved 
through the lift shaft. As mentioned before the three components are the sledge, the mounting frame 
and the cabin. The sledge holds the passive elements of the linear motor, which provides an 
electromagnetic force that is directly used to drive the transportation system through the shaft. The 
mounting frame connects the sledge and the cabin. The principle structure of the PTS travelling in 
the vertical direction is shown in Fig. 3. The relative motion between the three components is 
constrained by connection elements, springs and dampers. The vibrations induced by the guiding 
system directly affect the sledge and deviate the movement of the sledge. The novel design demands 
a new vibration analysis of the system and therefore the derivation of a dynamic model of the 
passenger transportation system. 

In this paper, a two-dimensional model of the PTS is derived, in order to simplify the modelling 
process. The main focus of the model lies in the investigation of the cabin vibrations, therefore in the 
first approach the desired motion of the passenger transportation system is neglected and only the 
relative movement between mounting frame and cabin is investigated.  
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Figure 3 Principle structure of the passenger transportation system, consisting of the sledge, 

holding the armature of the linear motor; a mounting frame; and the cabin. The desired 
movement 𝒗 is along the 𝒛-axis. The connection elements have a spring/damper dynamics. 

Further, the sledge can be neglected in this approach, because it mainly conveys the deviations to the 
mounting frame. The resulting model consists only of the mounting frame and the cabin. The 
undesired vibrations induced by the imperfections in the rails are modelled as disturbances. These 
disturbances directly act on the suspension of the mounting frame, thus the connection between sledge 
and mounting frame. The resulting model is derived as a MBS, whose structure is shown in Fig. 4(a). 
The MBS consists of four rigid bodies: the mounting frame, the cabin and two active damping 
actuators underneath the cabin. The vibrations that are conveyed from sledge to mounting frame are 
represented by force 𝐹𝑑 and the torque 𝑇𝑑. The torque 𝑇𝑑 induces a rotational displacement as the 
force 𝐹𝑑 induces a translational displacement on the mounting frame. The forces that can be applied 
by the actuators are represented by the forces 𝐹𝐴1 and 𝐹𝐴2. The actuator forces are used to move the 
cabin. The force 𝐹𝑏 and torque 𝑇𝑏 are needed to directly influence the motion of the mounting frame 
in the simulation. This force and torque pair is only a virtual input to the model without having a real 
world equivalent. The torques 𝑇𝑑 and 𝑇𝑏 act on the origin O, which represents the sledge-sided 
connection point between mounting frame and sledge. The forces 𝐹𝑑 and 𝐹𝑏 act on the point 𝐵𝑠, that 
is the connection point between mounting frame sledge on the mounting frame. The actuator forces 
𝐹𝐴1 and 𝐹𝐴2 act on the centre of gravity of the actuators, thus 𝐶𝐴1 and 𝐶𝐴2 respectively. The centre of 
gravity of the mounting frame and cabin are denoted by 𝐶𝑏 and 𝐶𝑐, respectively. The gravitational 
forces of each body act on the respective centres of gravity. Additional to the gravitational forces, in 
all joints the internal coupling denoted by springs and dampers is implemented. The spring and 
damper elements represent the elasticity of the connection between the bodies and are parameterised 
to simulate the dynamic behaviour of the real system, especially to determine the natural frequency 
of the system. 

The connection of cabin, mounting frame and the two actuators form a closed loop. This closed loop 
has to be cut open in order to derive the equations of motion. The closed loop is cut open at the points 
𝑃1 and 𝑃2, which represent the contact point between cabin and the respective actuator, see Fig. 4(b). 
This cutting attains that the motion of the cabin can be described, as that of a free body in the plane, 
by the two coordinates of the body-fixed point 𝑃0 underneath the cabin, denoted by 𝑥𝑐, 𝑧𝑐, and the 
angle 𝛽𝑐. Because the motion of the mounting frame is only constrained by connection elements, its 
motion is described by coordinates of the body fixed point 𝐵𝑠, denoted by 𝑥𝑏, 𝑧𝑏, and the angle 𝛽𝑏. 
The actuators can change their length and rotate around the contact points 𝐵1, and 𝐵2 respectively. 
Therefore the movement of the actuators is described by their length and an angle, that is 𝑙1, 𝛽1 for 
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the first and 𝑙2, 𝛽2 for the second actuator. Summarised this leads to 𝑓𝑏 = 10 degrees of freedom for 
the open loop system represented by the vector of the generalised coordinates 𝒚𝑏 =
[𝑥𝑏, 𝑧𝑏, 𝛽𝑏, 𝑥𝑐, 𝑧𝑐, 𝛽𝑐, 𝑙1, 𝛽1, 𝑙2, 𝛽2]𝑇. The generalised coordinates are also displayed in Fig. 4(b).  

 
(a) Simplified two-dimensional Multi-

Body system. 

 
(b) Generalised coordinates of the cut 

open simplified model.

Figure 4 Simplified two-dimensional model consisting of mounting frame with centre of 
gravity 𝑪𝒃 and cabin with centre of gravity 𝑪𝒄. In (a) are the disturbances from the guidance 

represented by the force 𝑭𝒅 and torque 𝑻𝒅, the forces 𝑭𝑨𝟏 and 𝑭𝑨𝟐 represent potential 
actuators forces and in blue are the gravitational forces. In (b) the generalised coordinates of 

the open loop are displayed, namely 𝒚𝒃 = [𝒙𝒃, 𝒛𝒃, 𝜷𝒃, 𝒙𝒄, 𝒛𝒄, 𝜷𝒄, 𝒍𝟏, 𝜷𝟏, 𝒍𝟐, 𝜷𝟐]𝑻. 

The closing condition is given by connecting the end point of the actuators with the points 𝑃1 and 𝑃2 
respectively. For the first actuator the closing condition is given by 

 𝒄𝐴1(𝒚𝑏) = 𝒓𝑃1
𝐼 (𝑥𝑐, 𝑧𝑐, 𝛽𝑐) − 𝒓𝐴1end

𝐼 (𝑥𝑏, 𝑧𝑏, 𝛽𝑏, 𝑙1, 𝛽1). (3) 

In the closing condition the vector 𝒓𝑃1
𝐼 (𝑥𝑐, 𝑧𝑐, 𝛽𝑐) describes the position of 𝑃1 with the coordinates of 

the cabin and the vector 𝒓𝐴1end
𝐼 (𝑥𝑏, 𝑧𝑏, 𝛽𝑏, 𝑙1, 𝛽1) describes the end point of the first actuator with the 

coordinates of the mounting frame and the coordinates of the first actuator. The loop for the second 
actuator is closed in the same fashion. The loop closure reduces the degrees of freedom by 𝑞 = 4, 
because two spherical joints are closed, which leads to 𝑓 = 6 degrees of freedom. The minimal 
coordinates can then be chosen to 𝒚 = [𝑥𝑏, 𝑧𝑏, 𝛽𝑏, 𝑥𝑐, 𝑧𝑐, 𝛽𝑐]𝑇.  

The next step is to derive the Newton-Euler equations of motion for each body separately depending 
on the generalised coordinates 𝒚𝑏. The Newton-Euler equations are derived in one point for each 
body, in the present example, the points are 𝑃0 for cabin, 𝐵0 for mounting frame and 𝐶𝐴1, 𝐶𝐴2 for the 
actuators. The contact points of the forces have to be described with respect to these points in the 
generalised coordinates 𝒚𝑏. In the present case, the contact points are the positions of the joints and 
the centres of gravity of the bodies. For the mounting frame for example, the distances to the points 
𝐵1, 𝐵2, 𝐵𝑠 and 𝐶𝑏 from the point 𝐵0 have to be formulated, given by the vectors 𝒓𝐵1

𝐵0(𝒚𝑏), 𝒓𝐵2
𝐵0(𝒚𝑏), 

 𝒓𝐵𝑠
𝐵0(𝒚𝑏) and 𝒓𝐶𝑏

𝐵0(𝒚𝑏). The forces that act on these points of the mounting frame are the negative 
actuator forces 𝐹𝐴1 and 𝐹𝐴2, the disturbance force 𝐹𝑑, the gravitational force 𝑭𝑔,𝑏 = [0, −𝑚𝑏𝑔]𝑇 and 
the force 𝐹𝑏. Additionally, the disturbance torque 𝑇𝑑 and the torque 𝑇𝑏 attack at the mounting frame. 
Additionally, the here not listed spring and damper torques and forces in the joints have to be 
considered. Using the vectors from 𝐵0 to the contact points, the forces and torques the Newton-Euler 
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equations can be formulated. This procedure has to be repeated for all bodies. Afterwards the principle 
of d’Alembert is used to derive the equations of motion of the overall system in the form Eq. 2.  

In this step it was assumed that all vectors were already in the same orientation. Normally the vectors 
have to be rotated by the respective angle, which describes the rotation of the body, in order for them 
to have the same orientation. 

5 SIMULATION 
In this chapter a simple simulation is performed to investigate the influence of periodic imperfections 
in the guide rails. The simulation is performed using the software environment MATLAB/Simulink. 
The travelling speed of the PTS is assumed to be 𝑣 =  10 m/s and the period of the excitation is 
assumed to correspond to the length of two rails given as 10 m, thus has a frequency of 1 Hz. Further, 
it is assumed that the excitation results in a torque 𝑇𝑑 and a force 𝐹𝑑 in 𝑥-direction acting upon the 
mounting frame, shown in Fig 5, that corresponds to a rail unevenness of 3mm. The torque 𝑇𝑑 and 
force 𝐹𝑑 are given by sinusoidal signals with amplitudes of 𝐴𝑇𝑑  =  17084 Nm, 𝐴𝐹𝑑  =  3871 Nm 
and a frequency of 1 Hz. Furthermore the torque was filtered to achieve a smooth input for the 
simulation with the filter 𝐹(𝑠) = 517.8/(𝑠 + 5)3. The internal dynamics in the rotational axis around 
𝐵𝑠 is chosen, such that it matches the eigenfrequency of 10 Hz along the rotation of the mounting 
frame. The spring stiffness has been assumed as shown in Table 2 and the damping parameters have 
been chosen to have the numeric value of the square route of its respective stiffness. Table 2 also 
states the initial distances used in the simulation. The simulation is started from the equilibrium point, 
hence the input forces are chosen to compensate the weight of the bodies, leading to: 
 𝐹𝐴1 = 𝐹𝐴2 = 5003 N, 𝑭𝑏 = [0,1.2 ⋅ 104]T N, Tb = −9479 Nm (4) 

The important factor for the passenger comfort are the vibrations felt by the passengers inside the 
cabin; the absolute value of vibration inside the cabin is shown in the Fig 6. It is visible that in this 
simple simulation the acceleration exceeds the 10 milli-g border, which is here used to define 
acceptable ride quality for a vibration with a frequency of 1 Hz. 

  
Figure 5 Disturbance torque 𝑻𝒅 representing the periodic excitation through imperfection in 

the guide rails.  
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 Figure 6 Absolute value of the acceleration measured inside of the cabin. 

Table 2 Parameter and initial distances for the simulation 

Parameter Value Parameter Value 
Mass [kg]  Inertia [kg m²]  

Cabin 𝒎𝒄 = 𝟏𝟎𝟎𝟎 Cabin 𝑰𝒄 = 𝟏𝟎𝟎𝟎 
Mounting 𝒎𝒃 = 𝟐𝟎𝟎 Mounting 𝑰𝒃 = 𝟐𝟎 
Actuator 𝒎𝑨 = 𝟏𝟎 Actuator 𝑰𝑨 = 𝟎. 𝟎𝟕𝟓 

Initial distances [m] 
𝑩𝒔 → 𝑪𝒃 𝒓𝑪𝒃

𝑩𝒔 = [𝟎. 𝟏𝟔𝟓, −𝟎. 𝟔]𝑻 𝑶 → 𝑩𝒔 𝒓𝑩𝒔
𝑶 = [𝟎, 𝟎]𝑻 

𝑩𝟎 → 𝑪𝒃 𝒓𝑪𝒃
𝑩𝟎 = [−𝟎. 𝟕𝟓, 𝟎. 𝟑]𝑻 𝑷𝟎 → 𝑪𝒄 𝒓𝑪𝒄

𝑷𝟎 = [𝟎, 𝟎. 𝟕𝟔𝟑]𝑻 
𝑩𝟎 → 𝑩𝟏 𝒓𝑩𝟏

𝑩𝒔 = [−𝟎. 𝟓, 𝟎]𝑻 𝑷𝟎 → 𝑷𝟏 𝒓𝑷𝟏
𝑷𝟎 = [−𝟎. 𝟓, 𝟎]𝑻 

𝑩𝟎 → 𝑩𝟐 𝒓𝑩𝟐
𝑩𝒔 = [𝟎. 𝟓, 𝟎]𝑻 𝑷𝟎 → 𝑷𝟐 𝒓𝑷𝟐

𝑷𝟎 = [𝟎. 𝟓, 𝟎]𝑻 
Translational Stiffness [N/m] Rotational Stiffness [N/rad] 
Point 𝑩𝒔 (𝒙) 𝒌𝒙𝑩 = 𝟏𝟎𝟔 Point 𝑩𝒔 𝒌𝜷𝑩 = 𝟕. 𝟕𝟒 ⋅ 𝟏𝟎𝟔 

Point 𝑩𝒔 (𝒛) 𝒌𝒛𝑩 = 𝟏𝟎𝟔   
Actuator 1 𝒌𝒍𝟏 = 𝟏𝟎𝟔 Point 𝑩𝟏 𝒌𝜷𝟏 = 𝟏𝟎𝟔 

Actuator 2 𝒌𝒍𝟐 = 𝟏𝟎𝟔 Point 𝑩𝟐 𝒌𝜷𝟐 = 𝟏𝟎𝟔 

6 OUTLOOK AND CONCLUSION 
In this paper the modelling procedure for active vibration damping has been investigated. The basic 
steps for the mechanical modelling as a Multi-Body system were given. A simplified model to be 
used for the vibration analysis of the rope-free PTS was derived. The model consists only of the 
mounting frame, the cabin and actuators. The dynamic behaviour of this model was simulated using 
a periodic excitation, which represents the imperfections in the guide rails. It was shown that for this 
simple simulation unacceptable vibrations are induced inside the cabin.  

The next steps for the model will be to implement the actuator dynamics in the model. A crucial 
further step is the validation of the model by measurements on the real-world system. These 
measurements are especially important to identify the parameters of the MBS so its behaviour 
matches the behaviour of the real system. In the context of active cabin damping the dynamic model 
forms the basis to design a control concept for the active cabin damping. The dynamic model will 
also be used to test these concepts in simulation before they are implemented on the real system. 
Another application for the model can be the generation of a smooth guiding, thus suitable paths for 
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the real system. The trajectories could be designed in such a way that excitation of vibrations are kept 
to a minimum. 
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Abstract. A lift’s energy behaviour is an important issue and R&D departments are constantly 
searching for ways to improve results. Focusing on the electrical-electronic area, it is already well-
known that the use of 3VF inverters and PMSM motors allows better energy results to be achieved. 
The combined use of real-time communications between lift control and inverter and the use of 
“direct approach to floor” function (we suggest to call this feature Direct To Floor in the paper) 
allows the realisation of an energy decision-making control panel and improvements to traditional 
energy consumption. From this point onwards, our objective is to present an improved concept for 
energy-efficiency based on the development of a new dynamic control. To achieve this, the 
following is important: 1 - Identify the different behaviours of the lift with regard to energy-
efficiency in each different stage of the journey, taking into account: the number of people 
travelling, the direction of travel, the distance to be travelled and the lift’s speed. 2 - Propose 
energy-saving improvements for each stage, always using DTF & sharing information in real time 
as a basis. 3 - Develop an intelligent control capable of taking decisions affecting energy-efficiency 
in real time. This allows the best energy-saving profile to be selected for each journey, adapting the 
curves as well as the motor and brake control in any situation. 4 - Using a certain energy profile and 
incorporating a certain set of proposals can produce good results in some circumstances and only 
acceptable results in others. For this reason, the smart lift control must always select the most 
suitable option. 5 - Show a comparative analysis of the results obtained with the Smart-ECO mode 
with traditional solutions, as well as a comparison with current regenerative systems. In this paper, 
results with ISO25745-2:2015 are also shown. The aim of this paper is to make an in-depth 
presentation of the studies carried out for the journey stages, the proposals and the obtained results. 
All the results shown have been taken from real lift installations. 

1 INTRODUCTION 
Given the increasing importance of energy efficiency to the lift sector, there is already a large 
number of studies and reports on this subject, of which we reference some of the best-known 
[1,2,3,4,5,6,7]. There are also several kinematic analyses, such as [8,9]. To date however, we have 
found no papers with the concentrated focus on energy efficiency which we are offering here. 

What we set out to do was to analyse the energetic behaviour of a traction lift with a gearless 
permanent-magnet synchronous motor (PMSM) during the various stages of its travel, starting with 
analysis of its performance in DTF (Direct To Floor or Direct Approach) mode. In [10] we present 
evidence of greater energy-saving in DTF mode as compared to that achieved with the traditional 
speed curve profile and the standard approach speed. 

All our data was generated by tests carried out in our testing tower, using a lift system with a travel 
distance of 15.31 metres, a 1000 Kg lift car, a gearless PMSM, a 2:1 roping ratio, 50% 
counterweighting and a compensation chain, at a travel speed of 1 metre per second. 

We carried out several hundred tests (511 measurements), taking measurements with a FLUKE 435 
II Power Quality & Energy Analyzer and software applications for 3VF frequency inverters which 
included NCDrive trace and precision data logging functions[11]. 

Our first step was to carry out tests to measure the energetic behaviour of the lift under different 
conditions, using the following variables: the number of passengers inside the lift car, the speed 
reached during the journey, the direction of travel and the distance travelled. We also used the 
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motor with different standard control settings to see how each one affected the amount of energy 
consumed. 

Once we had recorded the detailed variations in the lift's energetic behaviour, we tested out 
different speed curve settings and various electrical configurations aimed at lowering energy 
consumption, while at all times maintaining the optimum passenger ride comfort, thereby 
generating an extensive database produced by the settings and configurations for each individual 
journey type. 

With the energy consumption improvements achieved, we created a simulator which allows us to 
configure the lift traffic in different types of buildings and during different time periods. This 
simulator enables us to predict energy consumption by each particular lift system. 

Using real-time communications (RTC) and the Direct Approach mode, our aim is to develop an 
intelligent lift control system that, right before the start of the journey, can use the detailed data 
mentioned above to select the most energy-efficient consumption profile to carry out the required 
task. 

We have also calculated the impact that these improvements could have on lift system rating 
according to ISO 25745-2. 

We carried out tests to analyse the lift's energy efficiency when fitted with a regenerative drive 
system (a regenerative kit very easy to connect to the control panel) which feeds electricity back 
into the building's power grid, using an up-to-the-minute device produced by a European firm with 
an excellent reputation in the lift sector. The resulting data was incorporated into our simulator 
system. 

2 OVERALL APPROACH 
During lift travel, electricity is consumed by the control system itself as it manages the functioning 
of the lift and also by the traction machine with energy wasted in the brakes and by the motor itself. 
Given this, as a general rule less travel time implies less waste of energy by the inverter and the 
motor as well as by the control system. 

However it is not always the case that a shorter travel time will result in energy-saving, because it 
may be accompanied by increased energy use despite the reduced time frame. 

2.1 Phase 1: Control system at 0 hz: motor start-up, brake release & control of roll-back 
(rb) effect 

During this phase, it is important to avoid causing unnecessary delays, given that they waste energy, 
and to ensure a smooth and comfortable start-up. 

A PMSM does not consume active electric power until it is required to generate torque. One option 
in the 0 Hz phase is to control the start-up based in induction motors control (using the 
magnetisation times that these motors require). This reactive power is not present at the lift's 
connection to the mains, but the consequent activation of the control system and the frequency 
inverter does lead to energy wastage. Dispensing with this period would therefore save energy. 
Fig.1, note 1 in the text. 

Once the brake release command, MecBrakeOpen at Fig.1 in the text, is delivered, the rotor is 
unlocked and it is crucial that the system accurately determines the exact degree of torque to be 
applied immediately in order to avoid any RB effect. 
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Irrespective of the direction of travel, the drive unit will always consume electrical power 
proportionate to the difference between the lift car and the counterweight loads (Fig.1, note 2 in the 
text.) 

 

Figure 1. Lift going up, 6 floors, car load 300 kg. 

It is well-known in the lift industry that to control the RB effect, a weighting device in 
communication with the control system can be an effective solution, although depending on its 
mechanical design and in-car load placement, this could be a not very accurate operation. 

An alternative way: The control of the brake release time. It is good practice to control this using 
brake switches in order to determine the exact motor setting required to avert the RB effect. 

Both solutions (weighting device and brake switches) have an added cost. A slight increase in 
electric power consumption is produced with the weighting device option (significant when the lift 
is idle or on standby). Brake switches, unless they are inductive, tend to experience malfunctions 
that cause unnecessary energy usage. 

Once the rotor is completely unlocked, it is essential to terminate the 0 Hz control phase (Fig.1, 
notes 1 and 2 in the text) and initiate a smooth start-up speed curve (Fig.1, note 3 in the text). 

Reducing the duration of 0Hz phase is significant because 1) it reduces travel time and improves 
ride comfort, and 2) it cuts down the time spent generating wastage (Fig.1, note 3 in the text). 

Energy-saving proposal: to detect and interpret (without brakes switches and without weighting 
device) the electrical variables in the motor as well as the encoder signals, and determine the precise 
degree to torque required. 

The study of the electrical variables also enables us to calculate optimum brake release timing at 
any moment (as this can also change). 

A fast and accurate energy-supply response avoids unnecessary delays in PMSM operation. As soon 
as the brake has been released, the smooth start-up phase must begin immediately.  
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2.2 Phase 2: Smooth start-up at low speed 

Potential disturbances in the ride comfort, because of any possible mechanical frictions on the guide 
rails, are minimized leaving the floor at low speed during a brief period of time. 

The energy consumption depends on the difference between car load and the counterweight 
balance, without taking into account any losses because of the mechanical and electrical 
efficiencies. Independently of the in-car load, this phase always involves energy consumption. Even 
when the motor is operating in generative mode, mechanical and electrical wastage in the system 
obliges the 3VF inverter to feed in electrical power. 

Energy-saving proposal: In this phase as well, the time taken to execute a smooth start-up must be 
cut to a minimum, while guaranteeing ride comfort. The shorter the phase, the more efficient it is. 

It is important that this phase is designed specifically to suit the specific mechanical characteristics 
of the particular lift system. Otherwise there will be small travel delays and higher energy 
consumption, with no improvements in ride comfort (Fig1, note 3 in the text). 

2.3 Phase 3: Acceleration curve (initial jerk, or jerk 1 � constant acceleration ramp � 
second jerk, or jerk 2 to achieve constant speed) 

As is well-known, the lift's energy consumption is directly proportional to the torque produced 
during the acceleration ramp. 

2.3.1   Journeys where the motor works in generative mode 

During the acceleration phase, the motor can achieve generative mode either very shortly after ramp 
start-up or later on. Also, sometimes the motor can alternate between generative and motor modes 
during the acceleration ramp. This produce different energy profiles even when the acceleration 
curve is exactly the same, depending on the load in the car. 

Both Fig.2 and Table 1 in the text show how the motor's electricity demand has a direct relationship 
with the in-car loading (both the peaks in consumption and the form of the fluctuations). 

Fig. 2 in the text shows the power demand to the mains when the lift is going up and the 
counterweight is heavier than the car. The area created under the power curve is the electrical 
energy used. It is seen that the lift reaches the generative mode (and no electrical energy is 
demanded any longer by the motor) when the power becomes stable to 600 W. 
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Figure 2.Going up with different loads in the car (Measurement taken at connection to the 
mains). For clarity's sake, the timer to feed the brakes at 200/100 volts has been switched off. 

They were connected to 200 VDC during the complete journey. Real power consumption is lower. 

Table 1: Time to achieve performance as generator 

So, it is shown how the time (Table 1 in the text) and the energy profile to reach this generative 
mode depend on the car load. During this period, the motor is demanding electrical energy from the 
mains. 

On the same acceleration ramp, the lesser the difference between car and counterweight loading, the 
longer this period lasts. 

Energy-saving proposal: Generally speaking, in terms of reducing electricity consumption, the 
motor should achieve electricity production capability (generation mode) as soon as possible; 
although, when the car/counterweight load difference is very small, we occasionally observe the 
opposite effect (we analyze this later in the paper). Of course, the acceleration and jerk values must 
keep the ride into the levels of comfort already well-known in the lift industry. 

In the majority of cases, the electrical energy generated by the motor will simply be converted into 
heat by the brake resistor. However, the lift will have made its journey drawing less electrical 
energy from the mains supply. 

2.3.2  More detailed observations: car loads between 30 & 45% (ascending) and 55 & 70% 
(descending) 

From 300 Kg upwards, the lift tested required electrical energy almost until only just before it 
reached its nominal speed. 

Energy-saving proposal: in this case, reducing the rate of acceleration results in the motor 
generating its own electrical energy earlier and without causing significant increases in journey 
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time. During a journey of 15.31 metres at 1m/s, the consequent delay is less than half a second 
(Fig.3 in the text). 

 
Figure 3. Areas under the power curves represent the electrical energy demand. This Fig. 

shows how energy generation begins earlier (about 1.5 s earlier approx.) and energy 
consumption is reduced if ECO profile is used. For clarity's sake, the timer to feed the brakes at 

200/100 volts was configured to keep the brakes at 200 VDC during 7 seconds approx. Real 
power consumption is lower. Because of this, the power in the graph goes down beyond instant 

7.25 sec. 

When the loading difference between the car and the counterweight is even smaller, modifying the 
Jerk2 (from constant accel. ramp to constant speed) value and reducing the rate of acceleration,  
results in the motor's generation of electrical energy being delayed even longer, rather than starting 
earlier. 

However, this also results in a reduction in the lift's energy consumption (Fig. 4 in the text). 

 

Figure 4. Areas under the power curves represent the electrical energy demand. It is shown 
how energy generation begins later (about 1 s later approx.) using the ECO profile. For 

clarity's sake, the timer to feed the brakes at 200/100 volts was configured to keep the brakes at 
200 VDC during 7 seconds approx. Real power consumption is lower. Because of this, the power 

in the graph goes down beyond instant 7.25 sec. 

Energy-saving proposal: Acceleration and Jerk2 have to be selected at appoint that journey time is 
not prolonged too much. Also this would increase electricity wastage and energy consumption 
rather than reduce it. 
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2.3.3 Journeys with the traction machine working in motor mode 
We found some acceleration and jerk values which, while always maintaining the levels of ride 
comfort standard in the industry, allowed us to adjust the travel time and reduce power wastage. 

Differences for the selected values exist depending on the loads in the car and speed to be achieved. 

Exceeding these values (in addition to having an unacceptable effect on ride comfort) sometimes 
resulted in higher energy consumption despite the shorter journey time, and going below them also 
led to increased consumption. 

2.4 Travel Velocity: Surpassing motor's rated speed by up to 20% 
In [10] we explain how, thanks to real-time communication (RTC) between the control system and 
the 3VF frequency inverter, the rated speed of the motor can be surpassed when the imbalance 
between car and counterweight loading is not at its maximum. This cuts travel time, which in turn 
reduces energy wastage. 

Reaching a travel speed above and beyond the lift's rated speed requires the delivery of greater 
kinetic energy, which generally results in increased energy consumption until that particular higher 
speed is reached. 

Thanks to RTC, the control system can select a particular speed at the start of the journey on the 
basis that it is the most energy-efficient. In order to do so, given that kinetic energy is a function of 
mass and velocity, it has to evaluate the distance to be travelled and the load to be carried. The 
decision to exceed rated speed during the journey is only justifiable in energy terms when the 
distance to be travelled is far enough to mean that the savings in energy wastage are greater than the 
initial expenditure in energy supply. 

2.5 Phase 4: Car-to-landing approach manoeuvre & approach speed 
Fig. 5 in the text, taken from [10], reveals that, when not in DTF mode, the motor starts to consume 
electricity as soon as approach speed is reached. This is always the case, independently of the in-car 
load and of the direction of travel. 

DTF mode overrides the standard approach speed, results in faster journey times and so the lift 
spends less time generating wastage (in the control system, brakes and motor). 

 

Figure 5. Lift going down and going up with empty car. 

0

500

1000

1500

2000

2500

3000

3500

4000

4500

5000

0 2 4 6 8 10 12 14 16 18 20 22 24 26 28 30 32 34 36 38 40 42 44 46 48 50

P
o

w
e

r 
(W

)

Time (sec)

Going down and going up with empty car

With DTF

Without DTF



16-8 6th Symposium on Lift & Escalator Technologies 

 

 

2.6 Phase 5: Arrival at stop: jerk4 (from constant deceleration to 0 hz), 0 hz phase & 
demagnetisation of motor 

Fig. 6 in the text shows that when the lift reaches speeds approaching 0 Hz, the motor always 
consumes electricity, even if it has been operating in generative mode throughout the rest of its 
journey. 

 

Figure 6. 1000 Kg lift, at 1m/s, ascending. Measurement at connection to the mains. For 
clarity's sake, the timer to feed the brakes at 200/100 volts has been switched off. They were 

connected to 200 VDC during the complete journey. Real power consumption is lower. 

Also, for a few moments supply to the motor remains at 0 Hz, both before and after the brakes are 
switched off. See also Fig.1, note 4 in the text. 

One way of achieving energy savings is to reduce the duration of this phase to an absolute 
minimum without interfering with ride comfort. Once the brake is blocking rotor movement, it is 
reasonable to start to demagnetize. To do this efficiently, it is very important to identify the exact 
timing of brake engagement. 

Fig. 6 in the text also shows how consumption is conditioned by car/counterweight load imbalance. 

So it is vital to reduce this phase to a minimum, but it is counterproductive to make the cut in power 
too abrupt, as this can make motor operation too noisy. 

3 RESULTS 
After carrying out hundreds of controlled tests, we have developed speed curve profiles and sets of 
electrical adjustments which correspond to each of the phases described above: according to 
percentages of rated load (0%, 15%, 30%, 45%, 55%, 70%, 85% or 100%), according to direction 
of travel (upwards or downwards), according to the number of stops (2, 3, 4, 5 or 6) and according 
to the speed of travel (1m/s, or 1.2m/s where this is possible). 

For reasons of space in this paper, here we will present only the energy expenditure and savings 
recorded (real measurements) for journeys of two stops (6.31 metres) and six stops (15.31 metres). 
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Table 2. Energy expenditure and savings identified for journeys of two stops and six stops. 

  

Energy demand  (Wh) Savings (%) 

Approach speed 

(0.05 m/s) DTF Dymamic control DTF Vs Approach speed Dynamic control  Vs Approach speed 

[kg] Up [Wh] Dw[Wh] Up[Wh] Dw[Wh] Up[Wh] Dw[Wh] Up (%) Dw (%) Up (%) Dw (%) 

6 floors 

0 3.336 30.422 2.154 29.592 1.971 29.292 35.432 2.728 40.917 3.714 

150 2.739 21.793 1.981 21.338 1.624 20.966 27.674 2.088 40.708 3.795 

300 2.371 13.75 1.882 13.572 1.59 13.01 20.624 1.295 32.940 5.382 

450 2.611 7.036 2.166 6.982 2.005 6.825 17.043 0.767 23.209 2.999 

550 7.036 2.611 6.982 2.166 6.825 2.005 0.767 17.043 2.999 23.209 

700 13.75 2.371 13.572 1.882 13.01 1.59 1.295 20.624 5.382 32.940 

850 21.793 2.739 21.338 1.981 20.966 1.624 2.088 27.674 3.795 40.708 

1000 30.422 3.336 29.592 2.154 29.292 1.971 2.728 35.432 3.714 40.917 

2 floors 

0 2.477 8.303 1.357 7.500 1.171 7.215 45.216 9.671 52.725 13.104 

150 1.857 5.921 1.132 5.436 0.943 5.297 39.041 8.191 49.219 10.539 

300 1.516 3.835 1.025 3.589 0.903 3.656 32.388 6.415 40.435 4.668 

450 1.742 2.329 1.320 2.218 1.194 2.278 24.225 4.766 31.458 2.190 

550 2.329 1.742 2.218 1.32 2.278 1.194 4.766 24.225 2.190 31.458 

700 3.835 1.516 3.589 1.025 3.656 0.903 6.415 32.388 4.668 40.435 

850 5.921 1.857 5.436 1.132 5.297 0.943 8.191 39.041 10.539 49.219 

1000 8.303 2.477 7.5 1.357 7.215 1.171 9.671 45.216 13.104 52.725 

      

3.1 Simulating traffic types: results obtained 
We created a simulation programme which uses the extensive database generated by the tests to 
select the optimum energy-use configuration for each specific type of journey, taking the following 
factors into account: travel distance, number of passengers on board and direction of travel. In each 
case, right at the start of the journey, the control system recommends a specific energy use profile. 

Some of the simulated traffic types are dealt with below. We decided not to apply the standard 
traffic type definitions used in articles, studies and simulation software in the lift sector.  

The sequences and the journeys defined in this chapter are achievable, thus they have been studied 
and the results are shown. However, we haven’t dedicated time to use definitions and traffic 
simulations that are defined and explained in very well-known books such as [12,13,14].  

We are fully aware of them and a comparison of our differences in criteria may well be the subject 
of a future study. But the results achieved by our simulator have been notably effective. 

Note: As it is not the purpose of this paper, these examples does not show energy consumption 
during idles and standby periods. 

Example A: High-traffic lift in a metro station. 2 stops, 2000 journeys/day, 12.31 metres travel 
distance, 1000 kg, 2:1, gearless PMSM, 50% counterweight: 

Percentage of journeys depending on the car loading (example: 28% of the 2000 journeys are made 
with 450 kg in the car): 0 kg: 2%, 150 kg:4 %, 300 kg: 10%, 450 kg: 28%, 550 kg: 28%, 700 kg: 
18%, 850 kg: 6%, 1000 kg: 4%. 
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Power consumption per day: standard system: 12.09 kWh. 

Power consumption per day: proposed dynamic control: 11.02  kWh�8.86% saving. 

Example B: Low-traffic lift in residential building. 6 stops, 15.31 metres travel distance, 1000 Kg, 
2:1, gearless PMSM, 50% counterweight: 

We randomly generated the following sequence of journeys in a low-traffic context: 

Lift on Floor 0. Empty�Called to Floor 5 (empty).�4 passengers board.�Called to Floor 2.�2 
passengers board (6 now in car).�Travels to Floor 0.�Waits empty on Floor 0.�2 passengers 
board to travel to Floor 5.�Lift ascends to Floor 5. �2 passengers get out. �Waits empty on Floor 
5.�2 passengers board.�Lift travels to Floor 4 where 2 passengers board (4 now in car).�Lift 
travels to Floor 0. �Lift waits empty on Floor 0. �4 passengers board.�2 get out on Floor 4.�2 
get out on Floor 5.�End. 

Table 3.Example B: consumptions and savings. 

Traffic example B Magnets (standard 
approach speed) [Wh] 

DTF 
[Wh] 

Dynamic 
solution [Wh] 

Ascent from ground to 5th (empty) 3.336 2.260 1.971 
Descent from 5th to 2nd (4 passengers) 8.585 8.579 8.367 

Descent from 2nd to 0 (6 passengers) 3.510 3.413 3.291 
Ascent from 0 to 5th (2 passengers) 2.739 1.981 1.562 

Descent from 5th to 4th (2 passengers) 5.921 5.436 5.125 
Descent from 4th to 0 (4 passengers) 11.268 11.075 10.809 
Ascent from 0 to 4th (4 passengers) 2.156 1.668 1.476 

Ascent from 4th to 5th (2 passengers) 1.857 1.132 0.902 
TOTAL [Wh] 39.372 35.544 33.512 

Energy saving (%) - 9.7 14.9 
       

Example C: (includes results from tests using the regenerative drive system): Medium-traffic lift in 
hospital, 5 stops, 1000 journeys/day, 12.31 metres travel distance, 1000 Kg, 2:1, gearless PMSM, 
50% counterweight. 

Journeys (ascents, 40% of total): 0 Kg: 15%, 150 Kg: 25%, 300 Kg: 25%, 450 Kg: 15%,   
                                 550 Kg:10%, 700 Kg: 7%, 850 Kg: 2%, 1000 Kg: 1%. 

Journeys (descents, 60% of total): 0 Kg: 5%, 150 Kg:18%, 300 Kg: 24%, 450 Kg: 19%,   
               550 Kg: 15%, 700 Kg: 14%, 850 Kg: 3%, 1000 Kg: 2%. 

Journeys 2 stops: 40%, Journeys 3 stops: 30%, Journeys 4 stops: 20%, Journeys 5 stops: 10%. 

Daily power consumption–standard solution:  4.30 kWh/day 

Daily power consumption–dynamic solution: 3.65 kWh/day - 14.82% saving 

Daily power consumption-REGEN but without dynamic solution:   3.00 kWh/day - 30.04% saving 

3.2 The regenerative drive system tested 
The measurements with the FLUKE 435 II were taken at the regenerative unit power terminals. The 
savings figures were reached by subtracting the energy generated from the energy consumed. The 
lift's energy consumption when on standby and in motor mode was greater with this unit connected 
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to the lift. During the time the unit does not produce electrical energy - it gets constantly 40 W. 
Also, in standby mode, it needs to get 10 W constantly. So, the tested lift passed from 33W to 43 W 
in this mode. 

The electric energy generated by the lift was fed into the building's power grid, which begs the 
question: where exactly did that energy go? The answer to that is not at all clear. It is dependent on 
various factors. 

A small amount of the energy was probably consumed by the lift system itself - by the lift car 
lighting, the control system and the brakes, for example. Whatever remained was fed into the 
building's grid and, depending on the specific characteristics of its wiring network and of the 
electrical devices connected to it at the time and their particular impedance, the energy may have 
been consumed within the building or otherwise used outside it. 

In terms of energy consumption within the building, depending on exactly where the electricity 
meter is located, it is entirely possible that the electricity produced by the lift was actually charged 
for by the power company, without taking into account that that energy was produced by the lift, 
and not by the power company. Nowadays, it is very rare that a bi-directional meter is installed. 

While ignoring for the moment the high costs of a regenerative solution, our proposed innovation 
(the dynamic control) poses the question as to whether or not working on “CONSUMING LESS 
ENERGY” makes more sense than consuming energy but “PRODUCING A SMALL AMOUNT 
OF ENERGY” (without assuring how and who will use it). 

3.3 Implications of compliance with ISO 25745-2 
We decided to run comparative tests using the criteria laid out in ISO 25745-2, now widely 
accepted in the lift industry. Its chapter 4, which deals with data collection and analysis tools, 
explains how to use the reference cycle set out in ISO 25745-1. So the measurements were taken 
with the car empty, taking the profile seen as the best energy-saving option from the suggested 
dynamic control previously identified. Also, at no point did the travel speed exceed 1m/s - the 
motor's rated speed. 

In this paper we have shown energy savings achieved in all journey types. These results improves 
the efficiency depending on the car loading and distance travelled. Given that ISO classification is 
based on the reference cycle, here we can only show energy-saving improvements in one particular 
instance - when the car is empty.As a result, we can only regard the data which appears in the 
corresponding table as indicative, rather than definitive. 
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Table 4. Savings and improvements produced by the suggested solution are shown.Terms 
defined by ISO 25745-2: Erd: daily running energy consumption [Wh], Enr: daily non running 
(idle/standby) energy consumption [Wh], Ed: total daily energy consumption [Wh], Ey: annual 

energy consumption [kWh]. 

Data inputs to the ISO calculator  

Results 
700 journeys, Cat. Use 4 110 journeys. Cat. Use 2 

 
Approac. 

Speed 
0,05 m/s 

DTF Dynamic  

Number 
stops 6  

Approac. 
Speed 

0,05 m/s 
DTF Dynamic 

Approac. 
Speed 

0,05 m/s 
DTF Dynamic 

E. cycle 
ref. 34.558 32.546 32.062  

Journey 
energy, 
Erd[Wh] 

5852.8 5235.7 5085.9 1017.6 917.77 893.55 

E. short 
cycle 17.327 15.376 14.902  Class 3 3 3 3 3 3 

Load 1000 [kg]  
Stop energy, 

Enr[Wh] 832.39 832.39 833.6 864.55 864.55 864.72 

Speed 1[ m/s]  Class standby 1 1 1 1 1 1 
Power 

idle 50[W]  
Energy day, 

Ed[Wh] 6685.1 6068.1 5919.5 1882.2 1782.3 1758.3 

Power 5 
min 33[W]  

Energy year 
Ey,[kWh] 2440.1 2214.9 2160.6 687 650.5 641.8 

Power 
30 min 33[W]  Class C C B B B A 

 
In both cases studied, and working in the same conditions, a lift could achieve a better energy 
classification if the dynamic solution is implemented.  

4 CONCLUSIONS 
On the basis of the improvements in the lift's energy efficiency in each type of journey which we 
have identified in this paper, we now propose the development of an intelligent control system 
which can take effective energy-saving decisions (adjusting the acceleration and speed curve 
profiles and motor control variables) immediately prior to start-up, while always keeping passenger 
comfort and travel time as a clear priority. 

The Direct To Floor curve is clearly a fundamental starting point, and real-time communication 
between control system and inverter is demonstrably essential to the achievement of the purposed 
goal. 

With these two keys available (and the use of PMSM motors), the solution shown in this paper is 
developed as a software programme that adds intelligence to the system in order to control in an 
energy efficient way the speed curve of the journey as well as motor control variables. Thus, no 
additional hardware components are required (taking into account a good capacity of the 
microprocessors and big enough storage spaces in the electronic boards). 

We raise concerns about the use of the electrical energy produced by a regenerative drive system. 
We pose the question as to whether or not consuming less energy makes more sense than producing 
a small amount of energy. In certain buildings, the installation of lifts which are genuinely efficient 
in their energy use may well be a more interesting energy-saving measure than installing a 
regenerative lift system.  
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It has become more and more common in various markets to see regenerative lifts with small cars 
and a rated speed of 1m/s installed in buildings with low traffic intensity. Under such conditions, it 
may well be the case that a lift as the one we propose would constitute a more interesting and 
economic solution.  
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Abstract. In December 2013 the management of the International Airports of Rome (ADR) decided 
to assign me to project a fire safety system similar to EN 81-73 : 2005[1], for the lifts installed in 
Leonardo da Vinci Airport of Rome Fiumicino. The specific requirement of the Direction of the 
airport was to implement a fully automatic system, with no human supervision, to prevent 
passengers in a lift to be stranded on a floor, or trapped in a lift, where a fire has broken out. 

The Direction of ADR added some further specific project requirements: 

- The hardware and software of the system was to have “open” architecture 
- The system had to be reliable and with a high level of safety; 
- Reduce to a minimum the probability of false alarms and safeguard the capability of the 

system to start with a real fire alarm. 

The Satellite terminal G gates were chosen to start the project. Escalators and moving walks 
(EMWs) have also been included in the system. To reduce the probability of false alarms a 3D 
simulation model of a map of fire sensors, based on about 1400 sensors in the Terminal and 
statistical data coming from about 18,000 fire sensors, has been prepared and verified. 

The requirements of open hardware (PLCs (Programmable Logic Computers) and electronic 
equipment) and open software (PLC and SCADA (Supervisory Control And Data Acquisition) 
software) have been fully accomplished and the system is now operative in the Terminal G gates. 
ADR management has recently decided to extend the system to the rest of Leonardo da Vinci 
Airport. 

The FEMS project has been recently approved for lifts, escalators and moving walks in public 
transport by the Italian Ministero delle Infrastrutture e Trasporti (Italian Infrastructures and 
Transports Authority)   

1 INTRODUCTION 
Everything started when an external safety audit, conducted at the International Airport of 
Fiumicino, required a fire safety system that was capable of avoiding an accident similar to that one 
occurred at Düsseldorf Airport, Germany, in 1996 [2] to be applied to the lifts.  

On Thursday 11th April 1996 a massive fire spread in a Terminal of the International Airport of 
Düsseldorf, Germany, with 17 casualties, 72 injured and hundreds of people with light wounds or 
symptoms of smoke intoxication.  

Seven people died from toxic smoke inhalation in two lifts when they decided to escape from the 
fire  by using the lifts and landed at the ground floor, where the fire had spread. 

After this massive fire event several countermeasures were taken to avoid further future similar 
accidents and the EN 81-73: 2005 harmonised standard was issued to indicate the behaviour of lift 
units in case of a fire. 
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The procedure of FEMS for lifts is almost fully conforming to EN 81-73: 2005 and, as a brief 
reminder, the procedure is as follows: 

- if the lift is at a floor with a fire, or it is at a different floor by a safe designated floor (to be 
specified later), its doors must close and it must reach the designated floor. Once it has 
arrived at the safe designated floor it opens the doors and stops; 

- if the lift is already at the safe designated floor it opens the doors and stops; 

- if the lift is travelling to a floor with a fire, or travelling to a different floor by the safe 
designated floor, it must stop at the first available floor along the path, not open the doors 
and then travel to the designated floor where it opens the doors and stops. 

In all the cases, if the fire alarm has started, the lift does not respond to any call, internal or external, 
and once stopped at the designated floor it requires a manual reset, by a technician, to resume 
normal service. 

In addition the photocells, or light barriers, that could be affected by smoke are excluded, without 
excluding the safety contact of the doors or the protective device of the door operator to re-open 
doors in case of an obstacle. 

Practically the only real differences between EN 81-73 : 2005 and the FEMS system are: a special 
procedure of manual reset, to be performed directly on the controller of the unit by an authorised 
person, that it is not foreseen in the harmonised standard, and the extension of the system to 
escalators and moving walks. 

The FEMS procedure for escalators and moving walks has been simply defined as follows: 

- if the direction of motion of the escalator (moving walk) is in the same direction of the 
evacuation, in case of a fire, the escalator (moving walk) will continue to work; 

- if the direction of motion of the escalator (moving walk) is in the opposite direction of 
the evacuation, in case of a fire, the escalator (moving walk) will stop. 

This could be useful, for example, in case of an underground passage with two parallel escalators 
running respectively upward and downward. In case of a fire in the lower area of the underground 
passage the escalator running upward will continue to work while the other escalator will stop, 
increasing the evacuation route. 

The possibility of reversing the direction of motion of EMWs in case of a fire has been carefully 
examined, but the procedure of an automatic restart in the opposite direction of motion could lead to 
a potentially dangerous situation for people not conforming to point 1.2.3. of 2006/42/EC Machine 
Directive. 

The safe designated floor is a variable floor that is determined automatically by the software in 
function of floors with a fire alarm. 

A priority list of designated floors has been prepared with the cooperation and under the direct 
control of the Fire and Security Department of the Airport of Rome Fiumicino. Each floor has been 
assigned a ranking based on a priority list to determine the order of evacuation in case of a fire. 

In case of a fire alarm, the FEMS software verifies if the first floor of the priority list is threatened 
by a fire. 
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If the first floor of the priority list is free from fire the software automatically assigns it the status of 
the safe designated floor; otherwise the software verifies the status of the next floor in the ranking, 
with the same decision procedure. 

The procedure stops when the software finds the first floor in the ranking of the priority list that is 
free of fire and assigns it the status of designated floor. 

I have to underline that the above reported procedure could lead to a priority list where the safest 
floor is not necessarily the lowest floor. 

For example in a multi-level car park, in some particular cases, the safe designated floor could be 
the top level floor where we have favourable conditions such as an open-air space, with reduced 
danger of smoke intoxication, and fire-proof evacuation stairs leading to safe areas outside of the 
building.   

Note: for security reasons some information and constructive details, concerning the airport and 
equipment installed in the airport of Rome Fiumicino, cannot be disclosed. 

2 PROJECT FIRST PHASE 
To start this new project the Terminal G Gates (also called Satellite) were chosen for the following 
simple reasons. 

1) The terminal is the newest at the Airport, with a relatively simple architecture and only four 
levels, defined by altitude above sea level, consisting of one underground level and three different 
floors as described in table 1. 

Table 1 Description of levels of Terminal G Gates 

Level Altitude above 
sea level [m] 

Note on the area 

Lower -   1.90 Restricted area – no landing of lifts or escalators 
Airfield +  1.80 Restricted area to passengers – machine and power rooms  
Intermediate +  6.50 Passengers arrival area – shuttle station to Terminal 3  
Top + 11.00  Departure gates area, duty free shops, shopping centres, 

restaurants, coffee bars, etc. 
 

2) The fire detection system of the terminal is controlled by one fire central unit (FC 2080 Siemens) 
connected to about 1400 fire detectors and reporting alarms, failures, etc. to a remote control room, 
supervised 24 hours a day by an emergency team.  

All the fire central units of Fiumicino Airport, included the terminal G gates fire central unit, are 
connected to a DESIGO™ INSIGHT fire supervision software system provided by Siemens. 

In the next two tables, 2 and 3, are details about the distribution and typology of fire detectors. 
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Table 2 Distribution of fire detectors in Terminal G Gates 

Level Altitude above sea level 
[m] 

Total number of fire 
detectors per level 

Lower -   1.90 73 
Airfield +  1.80 391 
Intermediate +  6.50 548 
Top + 11.00  388 
Total number of fire detectors  1400 
 

Table 3 Typology of fire detectors in Terminal G Gates 

Fire detector code Number of fire detectors 
per typology 

Typology 

FDO241 1024 Smoke detector 
FDM223 138 Alarm button (type A) 
FDT214 40 Thermal detector 
FDO221 17 Smoke detector 
FDCIO221 112 Control module  
FDM221 1 Alarm button (type B) 
FDOOT241/8 64 Smoke / Thermal detector 
FDOOT241/0 4 Smoke / Thermal detector 
Total number of fire detectors 1400  
 

3) There are only 28 hydraulic lifts and 17 escalators, for a total number of 45 units mainly installed 
in the terminal by Schindler (in the other airport terminals there are about 270 units), with the 
following status: 

- 12 lifts installed by Schindler with Elettroquadri controller currently connected to 
FEMS; 

- 14 lifts installed by Schindler with Hydroware controller currently connected to FEMS; 
- 2 lifts, currently not connected to FEMS, installed by Schindler with controllers to be 

replaced before the end of 2016 by Elettroquadri controllers; 
- 17 escalators (16 Schindler / 1 Paravia), 30° inclination, about 4.50 m rise,  connected to 

FEMS; 

for a total of 26 lifts and 17 escalators currently connected to FEMS. 

3 OPEN HARDWARE AND SOFTWARE ARCHITECTURE 
To accomplish the management requirement, of an open hardware and software architecture, the 
status of the fire detectors (i.e. : failure, out of order, pre alarm, alarm, etc..) is received directly 
from the fire central unit with a LAN port, through an Ethernet cable, by-passing DESIGO™ 
INSIGHT system, based on the Windows™ NT operating system. 

A Siemens NK 8237 [3] gateway has been interposed between the fire central unit and the FEMS 
system to translate the BACnet [4] Siemens protocol of the fire central unit to a standard protocol 
(in our case MODBUS™ TCP/IP [5, 6]). 
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The gateway also has the function of a safety firewall against uncontrolled revisions of the 
configuration of the fire central unit. 

With this system it has been possible to receive the status of the fire detectors, in a standard 
protocol, that can be read by industrial PLCs. In the following table (table 4) it is possible to see an 
example of some fields contained in one MODBUS™ register of the file, corresponding to a fire 
detector (Loop 16 / Element 44 / Smoke detector) installed at 6.50m above sea level, translated by 
the gateway in a CSV (Comma Separated Value) file. 

Table 4 Example of a MODBUS™ register of a fire detector 

NodeId 
MODBUS™ 
SlaveAddress ParentDescription ObjectName 

MODBUS
™Table 

MODBUS™ 
BaseAddress 

MODBUS
™Address 

8373022 2  L16 E44 6D77  FIDEDEGE96453406 
 
WT_LogCh 3000 1398 

 
The MODBUS™ Table field contains a word of 16 bits (0 – 15 bit): WT_LogCh, where if the 
digital value of bit number 15 is 1, the fire detector is in a fire alarm status. 

The master PLC of the FEMS system receives the alarm status from the fire central unit and starts a 
software procedure that will be detailed later, to determine if it is a real alarm or a false alarm. 

If the software procedure determines that we have a real fire alarm it assigns, based on the priority 
list of the evacuation floors, the safe designated floor and starts the procedure for lifts and escalators 
that has been described in the previous paragraph. 

The master PLC, a model of the Schneider Electric TSXH57XX family, has been programmed with 
a standard language Unity Pro™ [7] compliant to IEC 61131-3 standard, and connected to lifts and 
escalators through seven Input / Output modules (I/O) installed in seven different machine rooms at 
the 1.80 m airfield level. 

Each I/O module controls a different cluster of about 6 – 7 units (lifts and escalators) in order to 
divide the area of the Terminal into seven smaller areas to control all the 26 lifts and 17 escalators. 

The controller of each lift, or escalator, is connected to a FEMS customized module (that we define 
as the FEMS interface) that works as an interface between the unit and the I/O module. 

The FEMS interface has been made by Elettroquadri, Hydroware and Schindler on my technical 
specification and can be reproduced for each unit, (lift, escalator or moving walk) if the complete 
and updated wiring diagram is available.  

In the next figure (Figure 1) it is possible to see an example of a FEMS interface module made by 
Hydroware for 14 lifts installed in the Terminal. 
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Figure 1 FEMS interface for Hydroware controllers 

The master PLC receives all the signals concerning the status of the unit: moving up, moving down, 
doors open, door closed, failures, etc., from a specified I/O module through the FEMS interface and 
sends the commands to the unit, in case of a fire alarm, to the I/O module and then to the FEMS 
interface, with a two way data communication flow. 

Furthermore, the master PLC is reporting all the data (alarms, failures, status of the units) to a 
SCADA system with software provided by Wonderware Inc. by Schneider Electric.    

4 HIGH LEVEL OF SAFETY AND RELIABILITY 
The EN 81-73 : 2005 does not require a specified level of safety and reliability but, anyway, the 
FEMS has been projected and designed with redundancy and reliable components in order to be 
prepared to meet, for other future projects in the Fiumicino Airport, at least a SIL (Safety Integrated 
Level ) 2 [8] level1 in some sub-systems. 

The current architecture of the FEMS system is: 

- two MODBUS™ gateways (master and slave) with the slave gateway in hot backup; 
- two industrial PLCs (master and slave in hot backup in order to have a HFT (Hardware 

Failure Tolerance) ≥ 2), installed in two machine rooms at about 90 m of distance, 
connected with fiber optic cable, with the following performance levels [9]: 
 

- MTTFd ( Mean Time to Dangerous Failure ) ≥ 30 years working; 
 

- PFHd < 10-7 ( Probability of dangerous failure per hour) 
 

- EN ISO Performance Level e grade (PLe) < 10-7;  

1 SIL 2 level is equivalent to probability of failure in the next hour (PFH) < 10-6 
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- seven I/O modules installed in seven different machine rooms, in order to have a 

distributed logic network, connected in a closed loop. The reason of a distributed logic 
network in closed loop is to reduce the loss of control on the units if one I/O module, or 
the connection cable, is damaged by a fire or an accident; 

- command to stop the unit given with a double contact command (for the lift the 
command is given only if the PLC receives the confirmation signal, from the unit, that 
the lift has reached the safe designated floor and has opened the doors); 

- a firmware for PLCs developed for industrial environment certified IEC 61131; 
- a standard protocol ( MODBUS™ TCP/IP in this case ) with data coming directly from 

fire unit, bypassing operating systems Windows NT based; 
- two servers for data recording, connected in hot backup, installed in two different data 

centers at a distance of about 5.0 km, for a crash recovery; 
- a UPS (Uninterruptible Power System) installed in a machine room with a minimum of 

60 minutes of certified power supply, to FEMS apparatus, in case of a black-out. 

In addition there is already a project to improve the reliability of the FEMS interface with lifts or 
escalators with redundant electronic relays. 

5 REDUCE FALSE ALARMS 
There are about 18,000 fire sensors (thermal, smoke, alarm button, thermal/smoke) installed in 
Fiumicino Airport in terminals, office buildings and airport facilities. 

Our records of about 3 years (period 2011 – 2014) report an average of about 200 false alarms per 
year, with about 1 false alarm every two days. 

Unfortunately we do not have detailed failure analysis to separate data due to internal causes 
(failures) or external causes (for example: smoke from kitchens, cigarettes, etc.). Therefore the 
statistics is (1):  

     MTBF (parent population) = 365 / 200 = 1.825 days.      (1) 

From this we can assume, in first approximation, the average life time of a sensor with the 
following formula (2): 

     Average life time = (50% Parent population)/false alarms per year = 9000/200 = 45 years.  (2) 

The above number is in accordance with an average life time of about 50 years of a fire detector 
(life time derived from the technical data sheets available on the web sites of the main 
manufacturers of fire sensors). 

For Terminal G gates population of fire sensors we can estimate the average number of false alarms 
with formula (3): 

     Number of false alarms / years = 700 / 45 = 15.56 false alarms per year.   (3) 

 

Hence the probability of a failure in the next hour (PFH) for a fire sensor can be computed with the 
following formula (4): 

     PFH = 1 / (45 x 365 x 8) = 2.54 x 10-6.        (4) 

The estimate is in accordance with the statistics of the last 4 years with an average of about 12 false 
fire alarms per year in Terminal G gates.  



17-8 6th Symposium on Lift & Escalator Technologies 

 

 

This means that if we had set the FEMS system to start with only one sensor, in alarm condition, we 
should expect at least one false alarm per month, and this is absolutely unacceptable for an airport 
management. 

For this reason a matrix, based on the database of fire sensors of the Terminal G gates, has been 
prepared with the following fields (table 5): 

Table 5 Example of records of Terminal G gates fire sensors matrix 

ParentDescription ObjectName MODBUS™Address X [m]  Y [m]   z [m] Typology 
L16 E44 6D77 FIDEDEGE96453406 1398 113,26 157,01 6,50 Smoke 
L14 E5 2057 FIDEDEGE96454793 1230 82,54 24,09 1,80 Smoke / Thermal 

.... ….. …. … … … … 
 

Furthermore a weight (wi) for each typology of fire detector has been determined in function of the 
criticality of the detector as reported in the following table (table 6). 

Table 6 Criticality weights of fire sensors  

Fire sensor Weight (wi) 
Smoke 0,3 

Thermal  0,5 
Button  0,2 

Smoke / Thermal 0,8 
 

With a computer simulation a certain number of sensors at the same time have been randomly 
shifted in alarm state and the software has computed the number of times when a determined 
number (x) of sensors were in alarm inside a circle of a pre-set radius R. 

After about 107 simulations the following rule, for PLC programming, has been determined to start 
a FEMS procedure: 

IF ∑i (wi) > 1.00 (threshold value) of fire sensors in alarm status 

AND all sensors are inside a 10.00 m radius circle  

AND all sensors are at the same z coordinate (same level)  

THEN start FEMS procedure 

With this rule the probability of a false alarm in the next hour has been computed to be less than  
10-15 for the distribution of fire sensors of Terminal G gates.  

The FEMS system has been recording data from July 2015 and so far no false alarms have been 
reported. 

Furthermore data recorded from the system are used to compute Key Performance Indicators (KPI) 
of maintenance such as MTBF, MTTR, MTTA, Machine Availability, etc. of the lifts and 
escalators. 
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Abstract. The efficiency of a lift group depends heavily on its dispatcher (also known as the group 
traffic control). A dispatcher decides how a group of lifts serve the passenger demand, normally 
based on calls placed on the system by the passengers. Defining a common, global dispatcher 
interface makes it easier for simulation and real word systems to talk to each other. The author 
draws on practical experience to consider if the next generation of dispatchers should be centralized 
or decentralised, and to suggest a dividing line between lift controller and lift dispatcher functions. 
Having addressed dispatcher architecture and scope, the requirements of a global dispatcher 
interface are considered. These include, but are not limited to single deck cars, double deck cars, 
and multiple independent cars in a shaft. The dispatcher interface also needs to consider different 
user interface options including landing call buttons, car call buttons, destination based input, 
together with associated indicators and displays. 

1 INTRODUCTION 
The early group traffic control systems were human dispatchers who stood in the main lobby during 
the morning uppeak directing passengers and in-car attendants who controlled individual cars.  
Humans gave way to systems utilising relay logic, which in turn gave way to hybrid relay/electronic 
controllers, programmable logic controllers and microprocessor based systems. Many modern 
dispatchers apply artificial intelligence, mimicking the intelligence and insight of the original 
human dispatchers [1]. 

The responsibilities of the dispatcher and controllers in most current systems mimic the division of 
labour between the early human dispatchers and in-car attendants.  The dispatcher allocates the 
landing or destination calls to individual cars.  The controller (in-car attendant) dictates how the 
allocation landing calls and car calls are served, also managing door functions.   

A dispatcher needs to communicate with passengers, typically through buttons and indicators, and 
with the lifts to allocate calls.  A proprietary dispatcher interface has been available since 1998 [2]. 
It has been widely applied in simulation, and with modifications in actual installations. However, 
the interface was built for simulation without consideration of real time systems and has evolved to 
support new technology rather than been designed for it.   

This paper suggests moving the dividing line between dispatcher and controller functions. It 
proposes a second generation global dispatcher interface as a basis for developing dispatchers 
which are easily interchangeable and that apply exactly the same code in simulation and real world 
systems. 

2 SYSTEM ARCHITECTURE 
2.1 Centralised and distributed control 
There is a vast amount of data to exchange within a modern lift installation and a number of 
possible methods by which the data can be collected and processed [3].  
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A common approach is distributed control, see Figure 1.  Each lift controller receives all 
information about new landing (or destination) calls over a network.  Each lift controller performs 
its own calculations, providing a bid for the call according to the traffic control algorithm.  The 
master lift control compares the bids and awards the call.   

 

Figure 1 Distributed control (from Figure 9.6 CIBSE Guide D: 2015 [3]) 

Alternatively, a dedicated group controller, sometimes an industrial computer, collects the data and 
allocates landing calls to a lift according to the traffic control algorithm, see Figure 2.  As with 
distributed control, once a lift has been allocated a call, it is normally the lift controller that 
manages how calls are served.     

 

Figure 2 Centralised control (from Figure 9.5 CIBSE Guide D: 2015 [3]) 

With distributed control, if the master lift fails, one of the other lifts automatically takes over the 
group control functions. With centralised control, a backup group controller is often included in 
case of failure.  Both approaches can work.  In new installations, distributed control tends to be 
favoured.  In modernisation, centralised control allows for the dispatcher to be upgraded while 
keeping the existing controllers.  Centralised control can also allow for a range of new controllers 
from different sources to use the same dispatcher. 

2.2 Controller design issues impacting the dispatcher 
For the dispatcher designer, centralised control is simpler and more flexible. However, there are 
other controller design issues which impact dispatcher optimisation. 

Once a lift has been allocated a call, it is normally the lift controller that manages how its calls are 
served.  To provide good performance, it necessary for the dispatcher to make assumptions as to 
how the lift controller is going behave once a call is allocated.  Although collective control is a 
prerequisite for almost all modern lift groups, when the fine details are considered, its 
implementation varies.   

For example, consider the scenario given in Figure 3. Lift A is travelling to pick up a down landing 
call at level 7.  Once lift A arrives at level 7 it will reverse direction.  As it travels towards level 7, 
before it reaches its slow down point, a new up call is registered at level 8.  The dispatcher 
determines the best solution is for lift A to change its target floor from 7 to 8 so that it can serve the 
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up call at level 8 (and its subsequent car call) before reversing and serving the down landing call at 
level 7. 

At what point is it too late to change lift A’s target floor from level 7 to level 8?  Some lift 
controllers will commit to the reversal at level 7 as soon as it becomes the target floor.  Other 
controllers may allow the change, but the point at which the target is fixed is not consistent.     

In the context of conventional control, a mistake can be corrected; if the landing call at level 8 is 
allocated to lift A, but the lift reverses at level 7, the level 8 call can be re-allocated to lift B.  
However, with a destination control system, the passenger has been told to wait for lift A, and must 
wait for a complete round trip of the lift before his or her call is answered. Other scenarios yield 
similar issues.  Without a time-consuming dispatcher design and test process involving analysis of 
dispatcher logs post installation, some dispatcher errors only manifest themselves in long waiting 
times.  Sometimes these errors go uncorrected for the lifetime of the installation. 

Figure 3 Scenario leading to potential dispatching error 

In other scenarios, the dispatcher designer may want the collective control rules followed by most 
lift controllers to be broken, for example where a reverse journey (initially taking a passenger in the 
opposite direction to their destination) is the best compromise option in a destination control system 
[4]. 

2.3 Intelligent door control 
Intelligent door control provides one of the best opportunities to improve current dispatcher design.  
For example, destination control systems do not take advantage of the information they have about 
the number of passengers expected to alight and load a lift when considering when to start closing 
the doors.  This can be observed if travelling to a floor when it is known that only one passenger is 
alighting.  In this instance the dispatcher could tell the lift doors to start closing immediately that the 
door beams are re-established.  In all systems observed, the normal lift controller dwell times are 
left to expire before the doors close, often wasting between two and four seconds.   

2.4 New requirements 
In the case of two or more independent cars in a single shaft, dispatching become increasingly 
complex with the choices made for the operation of each car being impacted by the status and 
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position of all the other cars.  For example, with three cars (A, B and C) in the same shaft, if a 
dispatching solution involves car A being held because car B is being held to avoid collision with 
car C, the ability of car A to make optimum dispatching decisions becomes increasing difficult. Car 
A needs a lot of information to make an optimum dispatching bid for a call; a centralised solution 
with a car A simply accepting travel commands will require significantly less network traffic. 

2.5 Second generation global dispatcher interface 
The global dispatcher interface proposed in the following sections assumes centralised control.  
Furthermore, operation logic commonly managed by the lift controller is assigned to the dispatcher.  
The lift does not manage calls, it goes where it is told to, and accepts door open and close 
commands directly from the dispatcher.  Yielding the minimum decision making to the lift 
controller and other devices minimises the opportunity for the systems to conflict and for 
inconsistency in dispatcher performance with different controllers.  This allows the dispatcher 
designer the best opportunity to optimise performance and maximise portability between lift 
controllers.  It also simplifies the task of implementing a lift controller and the components needed 
to create user interfaces.   

3 THE INTERFACE  
The interface allows for both conventional and destination calls within the same lift group.  It can 
accept destination and conventional calls or operate as a hybrid accepting both conventional and 
destination calls. 

For brevity, this paper describes the interface for single deck lifts only.  Future publications will 
account in more detail for double deck lifts, multiple cars operating in the same shaft, and for 
movement in three dimensions. 

The paper describes the open loop version of the dispatcher; closed loop options will be described 
in future publications.  Close loop operation allows the dispatcher to confirm messages have been 
received successfully and to test if theoretical possibilities are practically achievable, e.g. can a lift 
stop in time for a new call placed while the lift is travelling.   

The interface could be implemented with different mechanisms.  Proof of concept tests have been 
completed using messages communicated over TCP/IP applying Protocol buffers.  This is a 
language-neutral, platform-neutral, extensible mechanism for serializing structured data [5]. For 
memory and speed, all variables are integers, hence the use of grams rather than kilograms and 
millimetres rather than meters. 

To reduce network traffic, data is divided into static and dynamic data.  Static data does not change 
and only needs to be communicated during initialisation. 

4 STATIC DATA 
A summary of the data required is given in Table 1.  MAX_LIFTS and MAX_FLOORS define the 
limit of number of floors and number of lifts that the dispatcher will manage.  MAX_RISERS 
corresponds to the number of destination input device risers; destination input devices with the 
same riser number are in the same [x, y] position on different floors. 
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Table 1 Static data 

Variable Description 
Velocity[MAX_LIFTS] Rated lift velocity (mm/s) 

Acceleration [MAX_LIFTS] Rated lift acceleration (mm/s/s)   

Jerk[MAX_LIFTS] Rated lift jerk (mm/s/s/s) 

DoorPreOpen[MAX_LIFTS] Door pre-opening (ms) 

DoorOpen[MAX_LIFTS] Door open time (ms) 

DoorClose[MAX_LIFTS] Door closing time (ms)  

MotorStartDelay[MAX_LIFTS] Motor start delay (ms) 

LevellingDelay[MAX_LIFTS]  Levelling delay (ms) 

Home[MAX_LIFTS] Default parking floor (normally ground).  
Refers to lower deck if lift has more than 
one deck. 

Capacity[MAX_LIFTS] Nominal lift capacity (g) 

FloorArea[MAX_LIFTS] Floor area of car (mm²) 

NoFloors Number of floors served 

NoLifts Number of lifts 

FloorPositions[MAX_FLOORS] Positions of floors (mm above reference) 

FrontDoors[MAX_FLOORS] To indicate if front doors on this landing 

RearDoors[MAX_FLOORS] To indicate if rear doors on this landing 

NoDestinationInputRisers Number of destination input riser 
positions 

WalkingDistance[MAX_LIFTS] 
[MAX_RISERS] 

Walking distance from destination input 
risers to lifts (mm) 

WalkingSpeed Passenger walking speed (mm/s) 

PassengerLoadingTime Passenger loading time (ms/passenger) 

PassengerUnloadingTime Passenger unloading time (ms/passenger) 

MinPhotocellDelay Minimum photocell delay (ms) 

MinDwellCarCall Minimum dwell time for car call (ms) 

MinDwellLandingCall Minimum dwell time for landing call (ms) 

DestinationIndicators[MAX_FLOORS] 1 or 0 to indicate if messages are required 
for destination indicators on each floor  

DirectionIndicators[MAX_FLOORS] 1 or 0 to indicate if messages are required 
for directional indicators are on each floor 

CarIndicators[MAX_ LIFTS] 1 or 0 to indicate if messages are required 
for destination indicators on each floor 
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5 DYNAMIC DATA  
5.1 Adding a call to the dispatcher 
Calls can be added to the dispatcher with messages according to Table 2. 

Table 2 Call message 

Variable Description 
Index Unique index created by system placing call   

CallType Car call, up landing call, down landing call, destination call 

Origin Floor index of origin of call (required for landing calls and 
destination calls) 

Destination Floor index of destination of call (required for destination 
calls and car calls) 

OriginSide Front or rear 

DestinationSide Front or rear 

Riser Destination input riser position (required for destination 
calls) 

ExclusiveGroup  Exclusive group index where groups of passengers are to be 
separated (optional and only available for destination calls) 

PersonID Person ID (optional and only available for destination 
calls).  This will be obtained from a card reader or similar 
on the destination input device.  

Special functions to be added 
 

The dispatcher should respond with a message in the following format, see Table 3. 

Table 3 Call message response 

Variable Description 

Index Index provided in call message  

Allocation Allocated car (zero for no allocation) 

Error code Error code to indicate why no allocation made 
 

5.2 Security 
For systems requiring the dispatcher to manage security, the dispatcher needs to know if a person is 
allowed to travel to the floor requested.  In this instance the dispatcher will send a message to the 
security system to request authorisation, see Table 4. 
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Table 4 Security message 

Variable Description 

PersonID ID of person requesting call  

Destination Requested destination 
 

The response from the dispatcher is described by Table 5.  

Table 5 Security call message 

Variable Description 

PersonID ID of person requesting call  

Authorisation 1 or 0 for true or false 
 

Note that there are there are other ways to manage security.  For example, on presentation of the 
security card (or other ID device), the destination input device may only present the floor available 
to that person.  In this instance, the dispatcher does not need to be involved in the management of 
security. 

5.3 Lift status 
Lift status messages are sent to the dispatcher on initialisation and subsequently when any variable 
changes.  Messages may contain one or more variable updates.   

Table 6 Lift status messages 

Variable Description 

LiftNo Lift car this message corresponds to  

CarService Indicating if lift is in automatic, manual or out of service 

CurrentLoad Current car load (g).  During loading and unloading of the 
car, there should be damping of this variable.  When the lift 
is moving, no status updates for this variable are required. 

CurrentFloorNo Current floor number, updated when the lift reaches its 
destination.  Intermediate floor numbers are not required 
and will be interpolated from lift dynamics. 

DoorBeams Flag indicating if door beams are interrupted 

DoorBeamsRear Flag indicating if rear door beams are interrupted 

TravelStatus Flag to indicate if lift is travelling 

DoorStatus Current status of the front doors (1 fully open, 2 closing, 3 
fully closed, 4 opening, 5 nudging) 

DoorStatusRear Current status of the rear doors (1 fully open, 2 closing, 3 
fully closed, 4 opening, 5 nudging) 
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Table 7 Lift command messages 

Variable Description 

LiftNo Lift car this message corresponds to  

CloseDoors Close lift doors  

NudgeDoors Close the lift doors applying nudging operation 

SetDestinationFloor Start journey to floor when doors have closed.  

OpenDoors Open doors on arrival, or immediately if lift is not 
travelling.  If doors are closing, reverse. 

 

5.4 Lift dynamic configuration 
The purpose of the messages in Table 8 are to allow lifts to be locked off from selected floors.  This 
is sometimes required if a floor is unoccupied.  

Table 8 Configuration message 

Variable Description 

LiftNo Lift car this message corresponds to  

FloorNo Index of floor this message corresponds to 

FrontLocks 1 or 0 to allow front lift doors to open on this floor 

RearLocks 1 or 0 to allow rear lift doors to open on this floor 
 

5.5 Indicator status messages 
The following messages in Table 9 are to address indicators on the landings and in the cars. 

Table 9 Status messages 

Variable Description 

LiftNo Lift car this message corresponds to  

FloorNo Floor this indicator is on  

Direction 1 or 0 corresponding to up or down 

DestinationFloor Destination floor to add or remove 

Status 1 or 0 corresponding to on or off 

6 CONCLUSIONS 
To design reliable and portable dispatchers, a well-defined dispatcher interface is required.  This 
should work with both simulation and in real systems.  

This paper gives a high level description of a global dispatcher interface proposed for the next 
generation of dispatchers.  The author invites constructive comments and suggestions to help 
improve and develop what it is anticipated will become a de facto standard. A more detailed 
specification and examples will be available to those who wish to contribute. 
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Abstract. Lateral vibration in elevators has an important effect in the comfort levels perceived by 
the passengers. This phenomenon is highly affected by the geometry of the guide rails and the load 
distribution of the car. In this connection, irregularities in the former behave as perturbations that 
excite the oscillation of the vehicle. The effect is more and more important as the speed of the 
elevators increase, which is the current trend in the industry. In order to improve the performance of 
medium and high speed elevators, the present paper describes a method for compensating the lateral 
oscillations appearing in an elevator due to the irregularities of the guide rails. The proposed 
approach makes use of a mapping algorithm developed by the authors for identifying, learning and 
efficiently storing the geometrical configuration of the rails as a combination of straight line 
segments. The system is conceived for active roller guides, whose position can be continuously 
controlled in order to dampen the oscillations of the vehicle and to compensate the perturbations 
caused by the geometry of the guide rails.  

In order to develop the system and validate its performance, a 2D virtual environment in Matlab 
Simulink © is used. This environment includes the geometry of the guides and the main elements of 
the elevator affecting the horizontal oscillation: inertial parameters (mass, inertia), stiffness of the 
roller guides, among others. The present analysis does not take into account the oscillations caused 
by the traction rope or the movements of the load inside the cabin.  

The results of the proposed method show the improvement that can be obtained in the ride quality 
of the elevator by mapping the geometry of the guide rails and properly using this information for 
compensating the identified irregularities by active roller guides. 

1 INTRODUCTION 
Lateral vibration is an important source of discomfort in lifts. As described in [1] and [2], these 
oscillations are mainly caused by low frequency oscillations from the suspension cables or 
asymmetric load placing; high frequency oscillations due to the guide rails, aerodynamic turbulence 
around the car or the movement of the passengers inside the cabin. The present work focuses on 
reducing the effect of irregularities in the geometry of the guide rails. To do that, a combination of 
three technologies is proposed: perturbation observers for recognizing the geometry of the guide 
rails, mapping algorithms for storing it in an efficient way, and active vibration controllers using 
that information for damping the oscillations. 

The estimation of the guide rail geometry is not a new topic and several approaches can be found in 
the bibliography. [3] describes a method for characterizing the profile of a guide by integrating the 
information from accelerometers placed on the lift and merging that information with the relative 
displacements measured at the rolling guides. The further work [4] uses the obtained profile for 
active vibration control. [5] describes specific procedures for production validation of guide rails, 
although these techniques are not intended for elevators in normal operation. The proposal in the 
present paper utilizes the approach described in [6]. It uses stochastic perturbation observers for 
identifying the irregularities in the guide rail profiles and merges the information in a map. This 
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method allows for a reduction in the amount of data to be stored, and minimizes the number and 
quality of the sensors as the identification is improved in consecutive measurements. 

The information stored in the map is used for compensating the irregularities of the guide rails 
therefore reducing the lateral oscillations. Other damping techniques in the literature normally lay in 
one of the following categories: passive, active and semi-active vibration control. The first one 
relies on the use of passive elements like springs or dampers for modifying the dynamic response of 
the lift. In contrast to that, active vibration control systems use actuators that can both dissipate and 
enter power into the system. In the literature interesting active approaches can be found using 
different technologies: roller guides isolation systems based on magnetic actuators are described in 
[7], linear actuators are selected for the same sort of application in [8]. Due to their higher cost, the 
active vibration control systems are currently restricted to high price elevators. Semi-active 
vibration control technology is an intermediate solution and it is based on modifying in real time the 
dynamic parameters of the lift, like the effective stiffness or damping [9]. The present paper uses an 
active vibration control with a feedforward compensation based on a map of the guide rails in 
combination with a sky-hook feedback. 

The present paper is organized as follows: the description of the installation and its mathematical 
representation is done in the section 2; the proposed architecture appears in section 3; and finally, 
sections 4 and 5 summarize the results of the virtual validation and the conclusions. 

2 DESCRIPTION OF THE REFERENCE INSTALLATION 
The algorithms described in the present paper are validated in a virtual model based on the 
installation available at ITAINNOVA (figure 1) and described in [10].  

 
Figure 1. Installation at ITAINNOVA for elevator tests 

2.1 Mathematical representation 
The following work uses a 2D state-space representation of the installation (figure 2): 

BuAxx +=&            (1) 
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Figure 2. Main parameters of the elevator representation 
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Table 1 contains the main parameters of the representation in (1) and (2). 

Table 1. Summary of parameters 

M (kg) I (km.m2) h1 (m) h2 (m) k (N/mm) c (N.s/m) 
1220 200 1.9 0.6 416 1e4 

3 ARCHITECTURE 
The proposed architecture appears in figure 3. The control system recovers information from the 
sensors in the elevator and estimates the geometry of the guides storing it in a stochastic map. This 
information is used by the Active Vibration Control (AVC) for commanding the active rolling 
guides and damping the oscillations. 

 

Figure 3. Architecture of the system 

The following subsections describe the different modules in the controller. 

3.1 Perturbation observer 
The perturbation observer identifies the geometry of the guide rails by the sensors installed on the 
lift (the compression of the rolling guides and the speed at the top and the bottom of the lift). The 
observer uses a Kalman filter with a discrete representation of the system for predicting the state px̂
at each instant k+1 (sample time τ ): 
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Where I12x12 is the identity matrix of size 12, and pu is the perturbation vector of mean zero and 
covariance Cu. Ce refers to the uncertainty of the previously estimated state. As observed, the 
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equation (3) does not contemplate the inputs u (second derivative of the guide rail profile in (1)) 
and therefore assumes a high uncertainty Cu in the prediction. The subindex p makes reference to 
predicted value, in contrast to the estimated one ex̂ done with the sensor measurements: 
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The estimated state 1,ˆ +kex  contains the profile values of the guides as it appears in the equation (2). 
The matrix C makes reference to the measurement equation associated to the sensors. 

• Speeds measured by two accelerometers at the level of the lower and higher rolling guides: 
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• Compression in the four rolling guides: 
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3.2 Mapping the guide rail geometry 
Figure 4 shows the algorithm used for obtaining the map. It is a list of segments characterized by 
the starting height (h0), the initial position of the guide (x0), the slop (m) and the length (l). 

 

Figure 4. Mapping algorithm 

In the following, an example of the mapping process is given. So, given a segment i in the map: 

( )iii hhmxx 01,0 −+=           (7) 

When a new point of the guide rail profile xdi (j=l,r) is obtained from the perturbation observer it is 
decided if it is part of a segment i by using the Mahalanobis distance: 
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And by comparing the current height with the length of the segment in the map: 
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ThL and Th are positive thresholds. Cdj is the uncertainty of the estimation from the perturbation 
observer (extracted from the covariance Ce in (4)), and Csi is the uncertainty of the segment 
parameters in the map (x0, m). The measurement function is defined as:  
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If the distance is too large, then it is considered as a new segment and it is included in the map list. 
Otherwise, the segment i is updated with the new point by using a Kalman filter. In this case the 
estimation at instant k is done with the parameters stored in the map for the segment i >< ksiki ,, ,Cs : 
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Where, mapdj,x̂ is the predicted profile from the map.  

3.3 Active vibration control 
The proposed algorithm for active vibration control appears in figure 5. It has two components: 

• The lift position and vertical speed is used for estimating the geometry of the guide rails 
with the built map (section 3.2). The irregularities are compensated by modifying the 
preload level at the rolling guides. 

• A sky-hook term is added for increasing the damping of the system. It adds a force 
proportional to the negative value of the elevator lateral speed at each rolling guide. 

 

Figure 5. AVC algorithm 

The signal advance is used for compensating possible delays in the map representation, which is 
less and less important as the sampling time of the controller (1kHz in the tests below) or the 
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response time of the elevator to the perturbation increases. The filter is used for avoiding too fast 
compensation commands that could damage the actuation system or cause impacts. 

4 VIRTUAL VALIDATION OF THE SYSTEM 
The following test is done at 1 m/s speed in an installation of 18 m height. The lift identifies the 
map by arranging a cycle upwards and downwards (figure 6). After that, the AVC is activated and 
the lift arranges other two cycles of lower range.  

 

Figure 6. Movement of the lift during the mapping phase 

Figure 7 shows the displacement of the lift and the identified geometry of the guide rails. 

  

Figure 7. Identified geometry of the guides 

At the sight of the results, the perturbation observer obtains a good approximation of the geometry. 
As the number of points to store is high, the mapping module merges them into a linear 
representation. Figure 8 shows the result: 
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Figure 8. Estimated map (the dashed lines with circles shows the map) 

The result shows that the algorithm can merge the geometry in segments with a clear 
correspondence with the real geometry. As observed in the figures, the map contains some segments 
without a clear correspondence with the real geometry. This is caused by bad matchings due to 
noisy measurements. Nevertheless, as there are more segments correctly identified in the region this 
is not really a problem. Given the high uncertainty of these segments, it is easy to distinguish the 
good ones from the bad ones. In order to choose the best estimation for the AVC two main 
approaches have been evaluated: 

• The estimation with lowest uncertainty from the different segments in the map is used. 
• A weighted estimation considering the uncertainty obtained with the different segments: 
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In the final implementation, the first approach is used. Figure 9 shows the matching of the 
estimation with the real value. 

 

Figure 9. Estimated perturbation in real time using the previously identified map 
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Figure 10 shows the perturbations at the elevator due to the geometry of the guides in two 
consecutive cycles of 15 m at 1m/s, first one without AVC and the second one with AVC. As it can 
be observed, the movement of the active guides compensates the irregularity of the geometry and 
reduces the perturbation magnitude that arrives at the elevator.  

 

Figure 10. Perturbation entering the system 

The resultant damped and short perturbations are well below the response time of the system (figure 
11). The use of the proposed AVC results in a clear reduction in the speed levels of oscillation 
(right), and almost no lateral movement (left): 

  

Figure 11. Response of the system when using the AVC  

5 CONCLUSIONS 
The present paper describes an Active Vibration Controller for compensating the horizontal 
oscillations caused by irregularities in the guide rails. It continues the work in [6] for mapping the 
geometry of the guide rails and it uses that algorithm for developing a feedforward command to the 
preload level at the rolling guides so that it compensates the perturbations that reach the lift. In 
order to damp the remaining oscillations the controller also includes a sky-hook compensator. The 
algorithm has been tested by simulation and shows reductions in the maximum speed of around 
70%. 

The description in the present report represents a proof of concept based on simulation. The results 
show promising capabilities of the technology and it is expected to implement it in real installations. 
In order to do that, there are improvements that can still be evaluated, like arranging mapping and 
compensation at the same time. 
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Abstract. Traffic planning and lift equipment selection normally focuses on the quality and 
quantity of lift service. While these metrics continue to be of great importance, economic factors 
should also be considered when selecting lift equipment. The financial consequences of both over 
lifted and under lifted buildings are explored.  Low cost low performance solutions are contrasted 
with high cost high performance systems. Simple financial engineering methods to evaluate 
equipment selection, such as Net Present Value analysis, are presented.  The financial aspects of 
complex lift systems such as double deck, destination dispatch, and multiple cars in a single 
hoistway are explained. 

1 INTRODUCTION 
Traffic analysis focuses on Quantity of Service, usually expressed as Handling Capacity, and 
Quality of Service which is usually expressed as either Waiting Time or Interval.  What is often 
assumed is a lift system that meets the design requirements for quantity and quality of service is 
also an economical solution.  However, this may not always be the case. 

2 ECONOMIC ANALYSIS 
To understand how to define an economic solution one needs to review the economic factors that 
affect buildings. 

2.1 Return on Investment 
Buildings are assets and represent an investment in real estate.  Investors are always interested in 
the return on their investment.  Return On Investment (ROI) can be expressed as follows [1]: 

 ��� = ����	

���

 ����
            (1) 

In the case of buildings, income represents the rents collected from tenants minus operating 
expenses and asset value is the value of the lifts and all other building components. 

If an investor places €1,000 in a bank account and the bank pays the investor €30 per year in 
interest, then the investment has an ROI of 3%.  If an investor builds a building for €100,000,000 
and receives an income of €3,000,000 after all expenses, then the building investor also has an ROI 
of 3%. Applying Equation 1 to the building example yields the following results: 

 ��� = ����	

���

 ����
 = �,���,���

���,���,��� = 3% 

Three important factors that affect ROI in real estate investments are building cost, building lease 
rates, and building efficiency.  Building cost establishes the asset value for determining ROI.  
Building lease rates are a major factor in determining income.  Building efficiency, in this example 
is the percentage of gross building area that can be leased.   
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2.1.1 Under lifted buildings 
An under lifted building will have a poor lift service.  Chapter 3 of CIBSE Guide D provides 
guidance in the area of quality and quantity of service and what constitutes above and below 
average quality of service in various types of buildings [2].  An under lifted building will have 
below average service quality indicated by long waiting times and large queues. 

In time, tenants will complain and eventually not renew their lease contracts.  The building will get 
a bad reputation and the only way to attract tenants will be to offer reduced rents.  Reduced rents 
and vacancies reduce income which in turn reduces ROI [4]. 

2.1.2 Over lifted buildings 
Buildings with too many lifts will have great lift service.  The asset value in the ROI equation will 
increase but the income will not increase.  Tenants will not pay a premium for service that is better 
than needed.  The higher asset value without an increase in income will reduce ROI. Additionally, 
the extra hoistway space reduces building efficiency. 

2.1.3 Over lifted buildings 
A building owner would like 100% of the building area to be leasable.  This would equate to 100% 
efficiency.  However, such things as electrical spaces, vertical Heating Ventilating and Air 
Conditioning (HVAC) ducts and lift hoistways cannot be occupied and therefore cannot be leased.  
It is for this reason that building owners want the lifts to occupy the least amount of floor space 
possible.   

Example 1: A lift manufacturer offers 1000 kg, 1 m/s lifts in two sizes; 1100 mm wide by 2100mm 
deep and 1600mm wide by 1400mm deep [3].  The Hoistway area for the first size is 5.16 m² and 
3.94 m² for the second size.  The difference is 1.22 m² per lift per floor. 

If 2 lifts with the smaller hoistways were installed in a 6 floor office building in Birmingham, UK 
where office rents are €463 per square meter per year [5], the building would receive €6,778 in 
additional income per year with no increase in costs. 

If the building had 4 lifts and served 12 floors, then the increase in annual income would be 
€27,112. 

In these examples, the asset cost did not increase but the income did increase.  Therefore, ROI is 
increased.  In evaluating competing lift designs that are otherwise equal, the one with the highest 
ROI should be selected.  
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2.2 Payback Period 
Another simple and conservative financial tool used to evaluate investment decisions is Payback 
Period [1].  This is a rule of thumb financial tool rather than a financial engineering tool and can 
easily be misapplied.  The Payback period is the number of years required to recover the cost of the 
investment.  Payback Period can be expressed as follows [1]: 

 ��� ���� ��� !" = #��

 ���

#����� #$

% &�' (��) *��+                                                                     (2) 

Example 2: Simulation has shown that a regenerative drive for a proposed 6 story building in 
Birmingham, UK will save €120.90 per lift per year based on a cost of €0.18/kWh [6].  The lift 
salesperson offers to provide regenerative drives for €350 each and advises the owner he will have a 
payback period of less than 3 years. 

What the salesperson did not understand is the Payback Period method is based on after tax cash 
flow.  If the building must pay a tax on profits of 20% [7], then the after tax cash flow is €120.90 x 
0.8 or €96.72.  Applying these values to Equation 2 yields a payback period that is now 3.6 years. 

The Payback Period method does not consider the cash flows after the payback period.  A better 
method for evaluating the desirability of an investment is the Net Present Value (NPV) method [1]. 

2.3 Net Present Value 

The NPV method considers the initial cash outlay, the desired return on investment, and the annual 
after tax cash flow over the life of the investment.  NPV is calculated as follows [1]: 

 ,�- = ∑ #(*/
(�12)/

�
4� − ��           (3) 

 Where:  ,�- represents Net Present Value 

   6 represents time period 

   7 represents the project’s life 

   89: represents After tax Cash Flow 

   � represents required rate of return 

   �� represents Initial cash Outlay 

The Time Value of Money describes the benefit of receiving money now rather than in the future 
[1].  A Euro today is worth more than a Euro a year from now because in normal times money 
deposited in a bank earns interest.  Ninety three cents (€0.93) deposited in an account that pays 8% 
interest will be worth 1 Euro in a year.  Therefore, the present value of a Euro collected one year 
from now is 93 cents. 

The Net Present Value calculation converts future cash flows to today’s value.  NPV is used to 
accept or reject an investment proposal.  Since the NPV equation includes the minimum required 
rate of return, �, an NPV value of 0 or greater indicates that the investment delivers the required 
rate of return [1]. 

NPV can be applied to the decision to accept or reject the offer to pay an additional €350 for 
regenerative drives.  The building developer requires a rate of return of 8%.  Therefore, � will have 
a value of 0.08.  The developer has determined that the economic life of the lifts is 20 years, giving 
7 a value of 20. 
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Applying these values to equation 3 yields the following: 

,�- = ; 96.72
(1 + .08)


E�


4�
− 350 

     ,�- = 599.61 

Since €599.61 is greater than 0, the offer should be accepted.  Another way to look at this result is 
to add the NPV to the IO; this yields a value of €949.61.  If the regenerative drives were offered for 
€949.61, the energy savings of €96.72 would have returned a NPV of 0, indicating that an 
investment of €949.61 would have yielded the required ROI of 8%. 

Today there are several lift solutions that can reduce the building area required for lift shafts at 
additional initial cost.  Many of these include more than one cabin per shaft such as double deck 
lifts and systems with 2 or more lifts per shaft.  To evaluate the economic viability of one of these 
solutions one must calculate the increased rent income over the life of the building and use this to 
income to calculate the NPV of the increased IO. 

Example 3, High Tech Lift: 
A proposed building in Birmingham, UK will be 18 storeys tall and will have 6 lifts rated at 1275 
kg that will operate at 3 m/s.  One lift provider has proposed a lift system that will only need the 
hoistway and lobby area of a 4 car group of lifts.  However, this lift system will cost €600,000 more 
than a conventional 6 car group. 

The developer likes the idea of the additional income but doesn’t like the additional cost.  The lift 
company suggests a financial analysis of the proposed system using the NPV method. 

Each of the hoistways is 2800mm x 2000mm.  The original layout called for 3 lifts to be located on 
either side of a 3 meter wide lobby.  Therefore, the area of the 2 lift shafts and the lobby that can be 
eliminated is 2800mm x 7000mm or 19.6 m² per floor.  As there are 18 floors, the high tech system 
will increase the net leasable space by 352.8 m².  Since rental rates in Birmingham are €463 per 
square meter per year, rental income will increase by €163,346. 

Income and after tax cash flow are not the same.  The developer estimates there will be 
administrative costs of 15% and corporate tax of 20%, which make the after tax cash flow 
€106,175. 

The €600,000 cost of the high tech system was not budgeted.  The developer must borrow the 
additional funds.  For this reason he requires a rate of return of 15%.  A portion of this 15% will be 
interest paid to the lender and the remaining portion will be his rate of return after interest expense. 

The lift system is planned for a 20 year life. 

The NPV calculation based on these values looks as follows:  
 

,�- = ; 106175
(1 + .15)


E�


4�
− 600,000 

 

     ,�- = 64,585 
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Since the NPV is greater than 0 the proposal can be accepted. 

Example 4, Modernization 
The management of an existing 12 storey building in Birmingham, UK is evaluating ways to 
improve the profitability of their building.  The building is located in a prime location, is well 
maintained, but is 30 years old.  The building is commanding rents that are 10% less than newer 
buildings.  One of the building’s major detractors is the performance of its 4 lifts. 

The building management believes with modernized lifts, rents could be raised from the current 
€417 per square meter to €430 per square meter.  Rents for new buildings in the Birmingham area 
are €463 per square meter.  The management believes that modernized lifts would also halt further 
erosion of their rental income. 

The Building has 6,050 square meters of rental space above the lobby.  The additional €13 per 
square meter would increase gross income by €78,650 (13 x 6050) per year.  There will be no 
additional administrative costs associated with the increased income but there will be a 20% tax on 
this income.  Therefore, the revenue after tax will be €62,920 (0.8 x 78,650). 

A lift company has offered to modernize the 4 lifts for €98,000 each or €392,000 total. 

The building management and their lift consultant decide to evaluate the economic feasibility of the 
lift modernization.  They will use the NPV method and will assume a 20 year life and a rate of 
return of 15%.  The rate of return was based on financing the modernization.  The NPV based on 
these values appears as follows: 

,�- = ; 62,920
(1 + .15)


E�


4�
− 392,000 

     ,�- = 1,835 

Since NPV is greater than 0, the modernization is economically feasible. 

3 CONCLUSIONS 
In the design of a lift system Quality and Quantity of Service are important.  However, Economy is 
also important.  Alternative proposals that cost more than a traditional design may in fact be more 
economical than a low cost design. 

Understanding the time value of money, the concepts of Return On Investment and Payback Period, 
as well as the use of financial engineering tools such as Net Present Value can help the lift 
professional to present solutions that are more economical than those solutions developed without 
considering economy. 
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Abstract: Evacuation times for very tall buildings, whether for planned evacuation, real fire or non-
fire emergencies, can be extreme. This paper explores the concept of using lifts to assist the 
evacuation of tall buildings and discusses the major considerations for building designers. 

As buildings are getting taller there is a need to consider the safety of occupants during evacuation. 
The physical exertion that is required to walk down 100+ flights of stairs and in some cases for times 
in excess of 2 hours can be very challenging for many people. This unexpected physical exertion 
added to the stress of evacuating a building during an emergency can lead to tiredness, physical or 
mental injury and fatality. 

The design of buildings and complete lift systems to withstand the effects of fire, smoke, water and 
loss of power can be very expensive in terms of equipment and in the potential loss of rentable area. 
However, depending on the fire and life safety strategy of a given building, an emergency may not 
require the simultaneous evacuation of all the occupants, therefore, evacuation by lift may not be 
required from all levels of a building and may not require the use of all lifts. 

1 INTRODUCTION 
Evacuation times for very tall buildings, whether for planned evacuation, real fire or non-fire 
emergencies, can be extreme.  Whilst designers are required to consider safe evacuation of occupants 
from all buildings, conventional stair evacuation of tall and very tall buildings can in itself be 
hazardous.  

Designers have been considering the use of lifts to assist the evacuation of tall buildings for some 
time; firstly as a matter of code to enable safe egress of all persons including persons with disabilities 
and secondly as a means of reducing the overall evacuation time and risk of injury to evacuees. 

The premise for most buildings is that lifts shall not be used in case of fire and that there shall be 
sufficient evacuation stairs to ensure a safe evacuation by all building occupants. The question is: 
does this current design model best serve the needs of occupants of very tall buildings? 

There are two main issues with stair evacuation; does the number of flights of stairs cause undue 
physical stress to evacuees, considering their size, age and general ambulatory condition and; does 
the time required to evacuate by stair lead to fatigue and cause undue physical and mental stress. 

Evacuation stairs will always be an essential requirement for the Life Safety design of buildings either 
as the sole means of evacuating the building or as a back-up to others means of evacuation. That said 
there are obvious benefits of using lifts to assist the evacuation when it is safe to do so.  

If lifts are to be used to assist the safe evacuation of buildings, cooperation must be achieved between 
all persons responsible for the design of a building including, client, Architect and Engineers and 
consent will be required from the local fire authority or building control department. 

Incorporating lifts into the evacuation strategy of a building should therefore begin in the early 
feasibility and concept design stages of the building. This paper considers the options available for 
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the evacuation of very tall buildings by use of lifts and stairs and discusses the design issues, technical 
solutions and benefits, in terms of evacuation time and evacuee wellbeing. 

2 BACKGROUND 
As buildings have grown taller the need to consider efficient and assured access into and around 
buildings and egress from buildings at all times and for all persons including persons with disabilities 
has grown ever more important. 

There have been technical discussions, specialist meetings, symposia and a vast number of papers 
written over the years that give an understanding of the problems to encounter and solutions to be 
found if lifts are ever going to be used to assist the general evacuation of buildings. 

Throughout the 1990’s, American Society of Mechanical Engineers (ASME), National Fire 
Protection Association (NFPA) and National Institute of Standards and Technology (NIST) all held 
workshops where papers were submitted to aid discussion on fire evacuation using lifts (Elevators). 
At that time the consensus was not generally in favour as there was a huge scepticism about the safety 
of users, mainly due to a number of well documented disasters where people had died while using 
lifts during building fires. 

Most of the issues discussed were technical ones and included: machine failure, reliability of power 
supplies, lifts passing through fire and smoke zones, exposure to water and inadequate operation; all 
of which have since been addressed and can pose little or no problems for today’s design Engineers. 

One other major concern remained and a study by So, Lo, Chan and Liu in 1997 [1], considering the 
issue of human behaviour while evacuating from building fires, concluded that further research into 
the subject should be undertaken. 

The unprecedented attack on the World Trade Centre in 2001 which led to the collapse of WTC1, 
WTC2 and WTC7 in less than 2 hours and to the death of 2,752 people has driven further studies into 
Human Behaviour in fire emergencies. It is unlikely that the disaster could have been prevented by 
enhanced design measures but the sheer length of time that it took evacuees to escape the building is 
a matter for life-safety design and has been the subject of many studies since the 2001 disaster. 

Egan [2] discovered that fatigue would be experienced in about 5 minutes and Pauls [3] that the 
average speed of evacuation would be 1 floor per 16 seconds. Investigations into the evacuation of 
WTC2 have shown times in excess of 60 seconds per floor. One of the problems is that as fatigue sets 
in, evacuees will stop to rest and cause blockages in the escape stair thus causing increased evacuation 
times for all. 

The behaviour of human beings under the stressful activity of evacuating buildings in real fire 
emergencies is something that it has been very difficult to model or to predict. However, the 
evacuation of the World Trade Centre complex following the events of 11th September 2001 has 
presented students and researchers with excellent insights into the factors that assist and hinder egress 
within the high-rise building environment. 

There have been many research papers on the subject of human behaviour in fires and many that were 
commissioned following 9/11 and to address the issues raised by the evacuation of the WTC complex. 
Since 1998, the annual International Symposium on Human Behaviour in Fire has given students and 
researchers a platform to present their work and for delegates to debate the issues raised by research.  
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3 PROGRESS 
Much progress has been made and more is now known on the behaviour of people in fire emergencies 
and on the likely behaviour of people during an evacuation. As such, more people are beginning to 
see the huge benefits that can be gained by designing lift systems to operate in fire emergencies and 
to assist the evacuation process. 

It is a fact that the design and management of lifts will cost more in terms of capital expenditure for 
both the design and construction phases of a building but it can also lead to a reduction in income 
return due to a likely reduction in the net lettable area through additional space requirements of lifts, 
refuge spaces and the various other aspects of building design. As such, all parties involved with the 
design will need consent from both client and Architect if the concept of improved life-safety through 
reduced evacuation times is to become a reality. 

Since 9/11, a number of buildings have been designed and constructed with the use of lifts to assist 
the evacuation strategy and many more have undergone changes to their original life-safety strategy 
to enable the use of lifts. One such development is Petronas Towers in Kuala Lumpur whose 
evacuation strategy has changed since the building first went into service. [4]  

This paper investigates the evacuation strategy of a number of very tall buildings, including Petronas 
Towers and discusses the use of lifts to assist evacuation and life safety in those buildings. Finally, 
the paper sets out the general principles of design and issues to be overcome when using lifts to assist 
the evacuation of very tall buildings. 

4 EXISTING BUILDING STUDY 
Although evacuation by lift was not always a design priority, the use of lifts to assist the evacuation 
of buildings in fire and non-fire emergencies has become increasingly more common place in recent 
years. 

There are a number of today’s tall and very tall buildings that use lifts in some way to assist the 
evacuation process. A recent technical note by the National Institute of Standards and Technology 
(NIST) in the US explored the evacuation strategy of twelve high-rise buildings and provided an in-
depth discussion of six of those buildings. 

This study considers four of the buildings discussed in the NIST paper, three of which have held the 
title of ‘world’s tallest building’. All 4 buildings are over 450m tall and as such are classed as very 
tall buildings. 

Table 1: Very tall buildings 

Building Location Building 
height (m) 

World’s tallest 
building 

Year 
opened 

Petronas Towers Kuala Lumpur, 
Malaysia 

452 1997 – 2004 1998 

Taipei 101 Taipei, Taiwan 509 2004 – 2009 2004 

Shanghai World 
Finance Centre 

Shanghai, China 492 No 2008 

Burj Khalifa Dubai, UAE 828 2009 – Present 2010 
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4.1 Petronas Towers 
The construction of Petronas Towers, Kuala Lumpur was completed 
in 1998 and its height of 451.9m made it ‘the world’s tallest building’ 
at that time. The buildings are primarily office space with a single 
tenant, Petronas chemical company occupying one tower and the other 
being let to multiple tenants. One unique feature of the towers is the 
adjoining bridge link at levels 41 & 42. 

The fire and life safety strategy for the Petronas Towers was at the 
time, designed to meet British Standard Code of Practice BS 5588: 
Part 5. However, the Code of Practice that gave guidance on the means 
of escape for disabled people was BS 5588: Part 8 which has since 
been withdrawn in the UK but is often still referenced in other parts of 
the world. The COP recognised the use of lifts for evacuation of 
persons with disabilities and gave guidance on refuge spaces, 
evacuation strategies and lifts [13, 14]. 

The evacuation strategy for persons with disabilities is to wait in a 
designated refuge space adjacent to a firefighting lift (or other lift suitable for evacuation use) and/or 
an escape stair and await assisted evacuation by building management or the fire service.   

The evacuation strategy for persons within disabilities within Petronas Towers is as described in BS 
5588: Part 8 and provides refuge space on all levels. The fire-fighting lifts are then used to evacuate 
waiting persons with disabilities before the fire service arrive. 

The evacuation strategy for able bodied people has changed since Petronas Towers first opened. At 
that time, the strategy required occupants below the bridge link (level 41) to use the escape stairs to 
safety and for those occupants above the bridge link to use the escape stairs to reach level 41 then to 
cross the bridge link and use the lifts in the adjacent tower to safety. At that time an incident requiring 
simultaneous evacuation of both towers was not considered. 

Post 9/11, the strategy changed to account for the simultaneous evacuation of both towers. Today, 
occupants above the link bridge use stairs to reach level 41 & 42 where double deck shuttle lifts are 
available to transport evacuees to the ground and mezzanine floors and to safety. It is not known if 
the shuttle lifts have special design features that allow their use when the fire is local to the lifts or 
whether in this case the lifts shut down and evacuation reverts to either stairs or the other tower. 

4.2 Taipei 101 
Taipei 101 is an office building that also houses retail, a conference centre and 
restaurants. Construction was completed in 2004 at which time Taipei 101 
became the latest building to claim the title of ‘the world’s tallest building’. 

The designers of Taipei 101 originally planned for traditional stair evacuation but 
an evacuation which was conducted prior to completion took approximately two 
hours to complete. Aware of the research undertaken after 9/11, the authorities 
decided to try another evacuation but this time with the passenger lifts remaining 
in service. The evacuation using lifts and stairs took 57 minutes as opposed to 2 
hours using the stairs alone. [5] 

The decision to include evacuation by lift in the Taipei 101 evacuation strategy 
was made after the final design and construction stages and so only limited 
modifications could be made to enhance the reliability and safe operation of lifts. 
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However, the enhanced features were only applied to special emergency/service lifts and to fire-
fighting lifts [5]. 

The building was designed with special refuge areas every 8 floors to allow persons who could not 
use the stairs to wait in a fire-protected area to be evacuated by either the special emergency/service 
lifts or the fire-fighting lifts [4]. 

The fire-fighting lifts and special evacuation/service lifts are the only lifts used in a fire emergency 
and all other lifts, including the main passenger lifts are shut down. Although the full evacuation 
strategy is unknown, it is stated that refuge areas and lifts are available to assist the evacuation of all 
persons who cannot use the stairs which may be targeted at persons with disabilities but does not 
discount other occupants. 

It is a fact that the designers considered the evacuation by lift for persons who have difficulties using 
the stairs although this strategy could not accurately quantify the number of persons who may need 
to use the refuge spaces and lifts.  

4.3 Shanghai World Finance Centre 
The World Finance Centre in Shanghai is a mixed use development mainly 
consisting of offices, a hotel and conference centre. Construction was complete 
in 2007 and although the design intent had been to construct a 510m high 
tower, due to restrictions on the height of the roof the building was constructed 
to a final height of 492m [4]. 

The Shanghai World Finance Centre was designed to surpass the 1995 Chinese 
code for the fire protection design of tall buildings (GB50045-95) which 
required a refuge floor every 15 floors. Shanghai World Finance Centre was 
designed with a refuge floor every 12 floors [6]. 

Two special lifts were originally designed to serve the observation deck at the top of the tower but 
were modified to support evacuation from each of the refuge floors in an emergency [6]. Occupants 
with disabilities and other occupants who cannot use the stairs to reach a refuge floor are required to 
wait adjacent to one of the fire-fighting lifts for evacuation by building management or the fire service 
[7].  

The refuge areas serve two purposes, evacuees can wait and rest in a safe place before continuing 
their journey on foot or they can wait for a lift to transport them direct to the ground floor. Evacuation 
by lift is a managed strategy where priority is given to persons with disabilities and others who find 
it difficult to manage conventional stair evacuation [7]. 

4.4 Burj Khalifa 
The Burj Khalifa is a mixed use tower in downtown Dubai, United Arab 
Emirates incorporating offices, a hotel and residential apartments. 
Construction of the tower was complete in 2009 and to a height of 828m which 
made it the world’s tallest building from that date. The building was opened to 
the public in 2010. 

The building was constructed to IBC: 2003 and to NFPA101 fire and life safety 
code and was designed for the use of some lifts to assist the evacuation process. 
A full building evacuation uses 10 of the 58 lifts installed in the building. [4] 

Burj Khalifa has a total of 163 floors and has full fire protected and pressurised 
refuge spaces on levels 43, 76 and 123. Occupants are expected to leave the 
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fire affected floors via the emergency stairs and walk to one of these refuge spaces where they will 
be transported via lifts to the exit floor and safety [4]. 

Design information states that total estimated evacuation time using a mixture of stairs and lifts is 90 
minutes with 55% of the 19,000 occupants using stairs and 45% using lifts. [7] 

4.5 Summary of existing building evacuation strategy 
All of the above buildings use lifts to assist the evacuation strategy but each in a slightly different 
way. 

The evacuation strategy for Petronas is different for occupants of the upper and lower zones of the 
building. Occupants of the lower floors are expected to use the stairs to reach the building exit while 
occupants of floors above level 42 use the stairs to reach level 42 before transferring to shuttle lifts. 

Taipei 101 has special service / evacuation lifts to transport evacuees from refuge areas located every 
8 floors to the main exit floor. The lifts were designed for the purpose of evacuation after the 
construction stages and so only limited modifications to enhance reliability could be made. As such 
it is unknown whether the available lifts provide sufficient capacity for the expected number of users. 

Similar to Taipei 101, Shanghai World Finance Centre (SWFC) has special evacuation lifts to 
transport evacuees from refuge areas to the main exit but in this case the refuge areas are every 12 
floors. SWFC has only 2 lifts designed to assist the evacuation so the evacuation strategy is unlikely 
to make provision for all occupants. 

Burj Khalifa uses 10 lifts to assist the evacuation of the tower which operate between 3 specially 
designed refuge floors and the main exit. Occupants use the stairs to reach the nearest refuge floors 
where they wait to be evacuated by lift. The building design and evacuation lift configuration are 
unknown but the referenced paper states that 45% of the occupancy can be evacuated by lift which 
equates to 8,550 people. 

5 DESIGN ISSUES 
5.1 General 
Irrespective of whether the building evacuation strategy makes provision for the evacuation of all 
occupants or for disabled and injured persons only, lifts that are used to assist the evacuation will 
have to be specially designed for the purpose and should be installed in a fire and smoke protected 
core. 

5.2 Safe and Reliable Operation 
Many previous studies have considered the design issues relating to the safe use of lifts in a fire 
emergency. One very early study in this regard was by So et al (1997) who listed a number of areas 
of concern needing further research if lifts were ever to be used as part of an evacuation plan [1]. The 
areas of concerned are discussed below: 

The danger of machine failure can be brought about by: loss of power, non-fire related failure of 
equipment or fire related damage to equipment and can occur whether the lifts are in normal service 
or in firefighting or evacuation mode. With an unprotected lift there would certainly be an increased 
risk of failure during a building fire; the main issue here is to try to minimise the risk of failure through 
good design.  
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A building and lift installation that were designed and constructed in line with the requirements of 
BS 9999 (2008) and BS EN81-72 (2015) should have a reduced risk of loss of power or machine 
failure due to the effects of fire, smoke or water. 

The above Code of Practice (COP) recommends that machine rooms be constructed within 
firefighting shafts, defining a firefighting shaft as “a protected enclosure containing a firefighting 
stair, firefighting lobbies and, if provided, a firefighting lift together with its machine room”. When 
considering the possible failure of the main power supply the COP recommends the use of a back-up 
power supply from an alternative source. Such a source could be either a separate substation or a 
generator driven supply. 

Research shows that lifts have a likely breakdown rate of 1 every 62 ½ days, equating to one 
breakdown every 90,000 minutes [10]. The likelihood of a breakdown in a 10 minute evacuation 
period would therefore be considered as 9,000:1. Since this is a case of balancing the possibility of 
smoke breaking through to the firefighting shaft against that of the lift breaking down, two simple 
control measures could be put into place that would reduce the risk.  

Firstly, the breakdown rate could be improved by employing a more rigorous maintenance program 
for lifts that may be used for evacuation and secondly, by monitoring for signs of smoke within the 
firefighting shaft, the lift could be forced to the evacuation floor and out of service at the first signs 
of danger [9]; in this case, evacuation would revert to stair only. 

Obstruction of the fire service would only become an issue if the firefighting lifts were used as the 
main evacuation lifts. As previously discussed, firefighting lifts can be used before the fire service 
arrive on site to assist the evacuation of disabled persons. Once the fire service arrives, they would 
take control of the lift and the operation of assisting injured and disabled persons out of the building. 

It is recommended that in line with the current COP, the evacuation strategy only consider the use of 
fire-fighting lifts for injured persons and for persons with disabilities. If the evacuation strategy 
requires the use of lifts for the evacuation of other occupants, then lifts designed for the specific 
purpose of evacuation should be used. In this case the risk of obstructing the fire service from going 
about their duty is reduced. 

The evacuation of a building may require large numbers of people to be transported from specific 
floors of the building to an exit level in a very short space of time. Lift groups are not normally 
configured for this type of traffic and may have inadequate lift configuration and operation for 
this type of traffic. 

For office buildings, the main passenger lifts are generally configured to provide acceptable 
performance during the morning or lunchtime peaks, up peak and two-way peak respectively. Lift 
systems for hotels and residential buildings may also be configured for acceptable performance during 
two-way peaks but at different times of day. In all cases, the lift configuration will be designed for a 
peak period of operation other than evacuation. 

This does not mean that lifts cannot be configured with evacuation in mind or that the control system 
cannot incorporate adequate evacuation software. Whatever configuration of lifts is eventually used 
to assist the evacuation will require calculations to be performed to understand the likely evacuation 
time when using lifts. 

Lifts used during a fire emergency could be exposed to the effects of the fire while passing through 
zones of danger. One solution for prevention of smoke entering the fire-protected core or lift shaft 
would be to pressurise the core and/or lift shaft. The need for and extent of pressurisation would 
depend on the evacuation strategy, building arrangement and lift configuration but in all cases, the 



21-8 6th Symposium on Lift & Escalator Technologies 

 

 

evacuation lifts, lift lobbies and refuge areas should be protected against smoke and the effects of fire 
much the same as any other escape route or stair. 

All lifts use electrical circuits, on the lift car, in the lift well and in the machine room and as such 
should be protected from exposure to water. Water from sprinkler systems and direct from fire 
service hose pipes could cause electrical failure if allowed to enter the lift well or machine room. 

Firefighting lifts are designed to prevent water entering the lift shaft by ramps or gullies and to detect 
and remove any water that finds its way into the lift shaft by sump pumps or drains in the lift pit. In 
addition, wiring and equipment should be protected against the effects of water by being installed in 
a minimum of IPX3 rated enclosures. [16] 

Generally, passenger lifts are not designed to operate in the presence of water and additional features 
should be installed to ensure that casual water from building fire prevention systems does not affect 
the reliability of lifts that are to be used for evacuation. 

Consideration should be given to the design of fire protection systems that do not require sprinklers 
in lift shafts or lift lobbies and ramps and gullies should be installed at convenient locations to prevent 
water entering the lift lobby and lift shaft. 

Preventing water entering the lift lobby and lift shaft would be a better solution than providing the 
water protection described above for firefighting lifts but it is unlikely that prevention methods can 
be assured so a level of protection will also be required to equipment to ensure continued reliable 
operation at all times. 

One other non-technical point of concern was raised by So et al (1997), who foresaw problems 
relating to the complex psychological reaction of the evacuees to a building fire and a forced 
evacuation of the building. Evacuees may suffer an inability to understand and follow evacuation 
guidelines in the stressful environment of a fire emergency. Apart from the stress, anxiety and 
possible panic that evacuees may experience when the fire alarm is raised, they are likely to struggle 
to carry through any pre-planned evacuation routine. 

There is a recognised theorem that people require information in order to prevent the onset of panic. 
Research in the field of human behaviour in fires has shown that panic is not inevitable and that clear 
and precise information can help people to remain calm. [11]  

So et al (1997) were concerned about lift operation in an evacuation and made a suggestion that lift 
control systems with ‘computer vision’ would be better and that modern systems were more than 
capable of this type of operation. From this approach it would seem that the authors were advocating 
some type of crowd control by vision adjusted elevator control operation.  

The above concept is not only possible but such equipment is available and adaptable for use on lift 
control systems. It is recommended that all evacuation control systems use a type of Information Fire 
Warning system (IFW’s) to pass lift and evacuation status information to evacuees waiting at upper 
floors in an attempt to stop the onset of panic. [9] 

This does not mean that evacuation operation should be by automatic control or any other type of 
control, just that the progress of the evacuation and lift operation should be made visually and audibly 
available for building occupants waiting to be evacuated. 
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6 LIFT CONFIGURATION 
6.1 General 
Each of the existing buildings presented in this report uses a different strategy for evacuation and 
each strategy requires a different number of lifts to meet the expected demand. 

However, some of those buildings had a different evacuation strategy in place at the design stage than 
they have in place today and as such it is uncertain whether the lifts have sufficient design features to 
ensure reliable operation or to ensure their use in all types of emergency. 

It is important that the strategy is set early in the design life of the building and it can be met by the 
existing lift configuration otherwise additional lifts may be required. Additional lifts mean less 
rentable area and could affect the viability of the project. 

The right lift configuration to assist the evacuation of any given building may be inappropriate for 
another building and will depend on the type and use of the individual building and on the existing 
lift arrangement. 

Earlier we discussed the design issues to be overcome if lifts are to provide safe and reliable operation 
during a building evacuation and touched on lift performance during evacuation mode. The right 
solution is one that provides sufficient lift capacity to meet the needs of the evacuation strategy and 
a robust design that ensures each of the design issues is met. 

6.2 Theoretical Lift Performance 
Diagram 1 depicts a lift arrangement for a typical tall building. High level calculations have been 
performed to determine how many and what type of lifts are required to meet the expected demand 
given the occupancy in the table. 

The low, mid and high zones are served by Double Deck lifts, the sky lobby by Double Deck shuttle 
lifts and super high rise zones by Single Deck lifts. 

Table 1, contains high level results for the stated typical building arrangement and for an assumed 
12% demand during an up peak period. 
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Diagram 1: Typical tall building arrangement 

 

Table 1: Lift Arrangement 

Building 
Zone 

Lift 
arrangement 

Arrival 
Rate 

Interval Capacity 
Factor 

(%) (s) (%) 

Super high 
rise - Upper 

6 x 1275kg SD 12 21.0 52.6 

Super high 
rise - Lower 

6 x 1275kg SD 12 23.3 58.2 

Sky lobby 4 x 1600kg DD 12 29.9 60.9 

High rise 8 x 1275kg DD 12 24.7 67.7 

Mid rise 8 x 1600kg DD 12 26.1 66.5 

Low rise 8 x 1600kg DD 12 25.8 73.8 
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Assuming the lifts for the above typical tall building meet the performance requirements for ‘Up’ and 
‘Two-way’ peak traffic, it is almost certain that they will provide sufficient capacity for ‘Down’ peak 
traffic; evacuation can be considered a form of down peak demand. 

A potential evacuation strategy for the above building would be for all persons below the sky lobby 
to use the stairs and for all occupants of the super high rise zone to use the stairs to the sky lobby at 
levels 49 & 50, and from there use the shuttle lifts to exit the building. 

If we assume a worst case of a total evacuation (1,920 persons) of the super high rise zone and that 
the evacuation demand will be 100% down traffic, then the Round Trip Time (RTT) and Handling 
Capacity of a given lift arrangement can be determined by calculation. 

��� �����	
, 2003� = �2���� + �� �2 − �
�� + 1� �� + ��� + � �2 − �

�� ��    (1) 

The above RTT equation (1) presented by Barney [8] is for a Double Deck lift with multiple stops. 
However, if we assume the shuttle lifts will travel between 2 set stops then, we can state that each 
trip would include one stop only, with one period of loading, one period of unloading and two high 
speed journeys between the ground floor and the sky lobby. The RTT equation can be simplified for 
the proposed manual evacuation and would become as equation (2) below. 

��� ���
  !""
 �ℎ$��%	� = �2�&� + �� + 1����� + 2���      (2) 

Where, 

� = Average number of stops 

� = Average number of passengers  

 �& = Single journey travel time which can be calculated by kinematics for each journey to and from 
the sky lobby. 

�� =  Time, associated with each stop: Door Open time + Door Close time + Start Delay 

�' = Period of time for a single passenger to enter or leave the car 

Table 2: Kinematics 

Lift Group Rated Speed 

V (m/s) 

Acceleration 

 A (m/s2) 

Jerk 

J (m/s3) 

Travel distance 

H (m) 

Travel time 

tT (s) 

Shuttle Lifts 6 1.0 1.4 200 40.0 
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The above calculation is very simplistic but gives an idea of the possibilities of using lifts for 
evacuation. The example lifts are shuttle lifts designed to meet performance targets for the morning 
up peak and could theoretically evacuate the total super high rise zone in approx. 25 minutes. 

The above example tall building may have an evacuation strategy that also requires the use of lifts 
for persons in the mid or high rise zones for which there would be numerous options to execute the 
evacuation. Each option would require consideration for the design of lifts, the building environment 
in which the lifts operate and the performance of the group in evacuation mode. 

7 LIFT DESIGN 
7.1 Control 
A decision needs to be made if the lifts are to operate on normal control, under management control 
or with some special bespoke evacuation control. 

The current Code of Practice for reference to means of escape for disabled people is BS 9999 (2008), 
the Code of Practice for the design, management and use of buildings. The COP recommends to adopt 
a management strategy for evacuation and suggests that lifts used to assist the evacuation of disabled 
people should be operated under the direction and control of the fire safety manager. [15] 

The previous, now withdrawn Code of Practice for means of escape for disabled people, BS 5588: 
Part 8, also recommended to adopt a management strategy for evacuation and to avoid automatic 
operation of lifts. [14] 

7.2 Lift Lobbies 
Lift lobbies and refuge areas should be considered fire protected cores with access to escape stairs 
and with minimal risk of fire and smoke infiltration. Information Fire Warning systems should be 
incorporated into the refuge areas and lift lobbies to provide up to date information on lift arrival and 
departure status and to keep the evacuees informed as to the progress of the evacuation. [9] 

7.3 Structural Implications 
As discussed, the lift shafts should be designed with a minimal risk of smoke infiltration by 
considering the fire loads of the lower ground and mezzanine floors and by avoiding the need for 
pressure release holes in lift shafts. 

Sky lobby lift lobbies should be designed without sprinkler systems or provided with a means to 
prevent water entering the lift lobbies and lift shafts. 
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7.4 Building design implications  
Every solution is different but in this case, the only implication on building design is the requirement 
for a refuge area at the sky lobby level which will reduce the rentable area and increase the design 
cost. 

7.5 Lift design implications 
The shuttle lifts should have additional features to enable safe and reliable use in fire or non-fire 
emergency evacuation. 

7.6 Building Services Implications 
Normally only fire-fighting lifts require emergency power supplies but in this case an additional 
supply would be required for the four double deck lifts serving the sky lobby. 

In addition, there may be a need to pressurise the shuttle lift lobbies although it may be possible to 
achieve this through natural means. 

7.7 Evacuation strategy 
The evacuation strategy for a design similar to the above example would require management control 
of the evacuation, emergency telephones at the lift lobbies, refuge areas and emergency command 
centre and a number of trained staff located in the refuge areas and lift lobbies. 

8 DISCUSSION 
The intent of this paper was to discuss the implications of using lifts to assist the evacuation of tall 
and very tall buildings. The paper investigated the evacuation strategies of four existing tall buildings 
including three that have held the title of ‘The World’s Tallest Building’. 

With reference to previous papers on the subject, the main design issues were discussed and solutions 
presented for design requirements that would ensure safe and reliable use of lifts during evacuation. 

A typical building was presented as an example, showing that generally, lifts configured to meet 
performance requirements during a main traffic peak would normally provide acceptable performance 
during evacuation mode. In this case, shuttle lifts that were designed to transport 12% occupants of a 
super high rise zone in 5 minutes during a morning up peak, were capable of evacuating the entire 
super high rise zone in <25 minutes.  

It is important that if lifts are to be used to assist the evacuation of a building that they are part of the 
overall life safety strategy for the building. Many modern buildings have compartmentalised 
construction and employ phased evacuation where only floors immediately adjacent to the fire floor 
are evacuated. However, in cases where the fire spreads and the phased evacuation is escalated, it 
may become necessary to evacuate a complete zone or even complete building. For this reason, a 
total evacuation should always be modelled. 

Every building is different but if consideration is given to the design of lift systems to assist the 
evacuation strategy at the building concept stage then all parties to the design process can have an 
input. The use of lifts to assist either a full or partial evacuation of any building is possible but depends 
on early cooperation between client, architect and design engineers. There will always be sufficient 
lifts in a building to evacuate the total occupancy in a reasonable time, the question is can the building 
afford a design that would make it safe to use the lifts. 

A number of buildings currently under design have accepted principles of design that will enable lifts 
to be used to assist evacuation and it is hoped that presentation of case studies for these buildings will 
be possible at future symposium. 
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1  ABSTRACT 
Standard documents are industry guidelines rather than legislation to be enforced; standard 
publications do not act as industry police, but rather advice to be discussed by those involved in the 
industry. Manufacturers and producers are not obliged to adhere to them, but can fully expect to 
find themselves at the mercy of the law should consequences arise from any negligence, neglect or 
malpractice. Designers, however, are free to have their design tested by another notified body, 
should they desire. Thus, they are widely followed, and the source of much discussion and debate. 
This piece examines sections of the latest set of standards, EN81-20 and 50, to be released by 
British Standards Institute (BSI), governing the safety rules for the construction and installation of 
lifts. 

2 INTRODUCTION 
In August 2014, BSI published their new standard documentation covering safety rules for the 
construction and installation of lifts. The aim of this paper is to assist in the cause of understanding 
a few key areas of the publication. 

The first part of the paper examines what the new standard defines as the difference between 
ascending car overspeed (ACO) and unintended car movement with doors open (UCM), in the 
context of the speed monitoring, speed reducing and prevention or stop devices allowable. 

It considers the nature of each situation and how the standard deals with them accordingly. It 
ponders apparently contradictory sections of the standard before attempting to clarify them, and also 
casts doubt over common ways of complying with the standard such as doubling or tripling up on 
lift machine brakes. Having done this, the document then proposes standard-compliant systems for 
protection against excessive speed in the up direction and unintended movement with car doors 
open respectively. 

The paper then moves on to the matter of the application of the speed monitoring, speed reducing 
and prevention or stop devices and looks at what the requirements are for testing and certification, 
examining certain sections of the standard. Once again, it picks out passages of the standard that 
could be construed as ambiguous and unclear, considers the implications of what the standard says 
and attempts to elucidate the abstruseness. This section is slightly more technically involved, 
considering calculations to determine permissible mass and energy absorbed by safety gears as well 
as looking at type testing procedures, before eventually drawing conclusions as to the author’s 
interpretation of the standard as well as compliant safety systems. 
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3 UNDERSTANDING THE REQUIREMENTS OF THE NEW STANDARDS 
3.1 What is the difference between excessive speed in the up direction and unintended car 

movement with doors open in terms of the speed monitoring, speed reducing and 
prevention or stop devices allowable by the standard? 

Protection means against excessive ascending car speed and unintended movement are covered in 
the BS EN81-20:2014 [1] standard publication, sections 5.6.6 and 5.6.7 respectively. To the casual 
observer, protective means against excessive speed in the up direction and unintended movement 
with doors open could be seen as needing, fundamentally, to do the same thing – stop or slow the 
lift upon detection of an undesirable situation. Be it “the lift is moving when it should not be” or 
“the lift is moving too quickly”, the objective is to then stop the lift as quickly as is safe. While this 
is true to an extent, it does not take into account important differences between the two situations.  

Although both are hazardous, unintended movement with car doors open is a more dangerous and 
serious situation than excessive speed in the up direction – primarily because the car doors are open 
and people may have been getting in and out of the lift when it started to move. The means for 
protection against unintended car movement needs to be able to detect a certain amount of 
movement with the car doors open, whereas ascending car overspeed protection needs to detect a 
certain speed in the up direction. As such, the standard appears to place tighter constraints on 
unintended movement protection means. It says the means must detect unintended movement of the 
car, stop the car and keep it stopped. This is as opposed to the excessive speed detection means, 
which is to detect excessive speed of the ascending car and stop or reduce its speed to that for which 
the counterweight buffer is designed.  

A potential area for debate pertains to the causes of unintended car movement. This is covered in 
EN81-20, clause 5.6.7.1. It says:  

“Lifts shall be provided with a means to prevent or stop unintended car movement away 
from the landing with the landing door not in the locked position and the car door not in the 
closed position, as a result of any single failure of the lift machine or drive control system 
upon which the safe movement of the car depends. 

Excluded are failures of the suspension ropes or chains and the traction sheave or drum or 
sprockets of the machine, flexible hoses, steel piping and cylinder. A failure of the traction 
sheave includes a sudden loss of friction.” [1] 

The question is whether it is fair and responsible of the standard to discount failures of the 
suspension ropes, chains and traction sheave, including a loss of friction. Granted, the standard 
includes design measures for traction which should ensure traction over the range of 0% to an 
overload, and uncontrolled slipping would not occur without steady deterioration to the ropes and/or 
sheave, which should be detected by a suitable maintenance regime. Unfortunately, these design 
principles are not always adhered to and maintenance practice not always followed, especially as 
lift engineers currently have an average of 12 minutes to perform maintenance checks on lifts, and 
uncontrolled slipping does occur, albeit seldom. 

Section 5.6.7.3 says: 

“The means shall be capable of performing as required without any assistance from any lift 
component that, during normal operation, controls the speed or retardation, stops the car or 
keeps it stopped, unless there is built-in redundancy and correct operation is self-
monitored.” [1] 
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This is affected by the issue about neglecting uncontrolled slipping because, obviously, overcoming 
of friction forces between the ropes and the traction sheave would lead to unintended car movement 
regardless of whether the sheave is moving. If that was the case, the brakes would be clamped 
closed on the brake drum and the traction sheave would be stationary, but the ropes would still be 
moving through the grooves. Then it would not matter how many machine brakes you have, they 
would all be useless – the ropes are going to continue to run through the grooves and the car would 
not stop under this means. 

The same problem also applies to sheave brakes. They act on the sheave itself so, once again, you 
can have as many sheave brakes as you like, but they will not make a difference if the suspension 
ropes have overcome the friction forces and are slipping through the grooves of the traction sheave 
because the ropes will be moving regardless of whether the sheave is. It is worth noting as well, on 
the subject of sheave brakes, that, while the standard states that the brakes are to be able to bring the 
lift to a halt without the need for at least one brake so as to achieve built in redundancy, the reality 
is that, in a lot of cases, it is unknown by those concerned with the safe operation of the lift whether 
the lift is being stopped by all of the sheave brakes under normal operation. If all of the sheave 
brakes are stopping the lift under normal operation, there is no longer any built-in redundancy, so a 
sheave brake is no longer a compliant means against unintended car movement. 

Overspeed governors in tandem with safety gears or rope brakes can be used as a protection means 
against unintended movement with car doors open, but the governor must be able to detect 150-200 
mm of movement with car doors open in order to perform as required and trigger the stopping 
element of the means. Although standard friction type governors are unable to detect uncontrolled 
movement, certain types of friction governors as well as drop-jaw and electronic governors are able 
to detect unintended movement. Drop-jaw governors, for example, incorporate an electrical safety 
control circuit where a contact is closed upon detection of a 200 mm movement of the governor 
rope in one direction, triggering the stopping means. An overspeed governor that has been type-
tested for use as a detection means and can detect unintended movement in tandem with safety 
gears or rope brakes is one example of a compliant means of protection against unintended 
movement, however more often than not, this means consists simply of a safety circuit that de-
energises a solenoid when the car skate leaves the landing lock roller. 

Another issue that should be confronted, on this matter, is whether the level of safety stipulated in 
the standard for both UCM and ACO situations are reasonable; is it reasonable to expect a 
protection system to bring a lift car to a halt in 1200 mm in an unintended car movement situation? 
At each of the detection, activation and stopping stages of the response, there are systemic delays, 
from sensor trigger, electrical signals and solenoid delays to overcoming governor rope inertia and 
physical movement of the stopping means. These delays all add up as well as leading to a higher 
maximum speed than what would be expected and mean that the detection distance and, as a result, 
the braking distance are both increased. As such, the tripping speed of the governor could easily be 
surpassed in the time taken for the safety gear to start braking, especially in a modern MRL system 
with a gearless machine and very low system friction and high inertia, where the acceleration in the 
up direction with an empty lift car could be significant. In the case of ascending car overspeed 
protection, the tripping speed is the activation condition, meaning that there is no question that the 
trip speed is exceeded by the time the stopping means start to act. Therefore, 1200 mm to stop the 
lift car could be portrayed as slightly optimistic in a control circuit-solenoid activated system when 
talked about in this light. The object of the standard is to provide pragmatic regulations that give 
designers some leeway to achieve them based on the technology available, whilst still maintaining 
an acceptable level of safety. However, of course, the standard needs to stipulate a stopping distance 
which ensures injuries (or otherwise) do not occur as a result of UCM or ACO. 
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Having said this, it could also be argued that to call for 200 mm of movement as the trigger for 
UCM with car doors open is a somewhat luxurious bearing in mind the accuracy of modern control 
circuits and self-levelling capabilities of lift systems. Control systems are capable of detecting the 
tiniest fraction of unexpected lift car movement, and the system is capable of self-levelling to within 
a fraction of 200 mm. Calling for more tightly controlled trigger conditions, such as a reduced 
amount of movement as the trigger for UCM, would result in reduced likelihood of exceeding the 
governor tripping speed in a UCM situation. 

The ascending car excessive speed protection means is, understandably, a more straightforward 
standard to comply with than unintended movement, with less ambiguity. The standard recognises 
that it is fairly standard practice to use an overspeed governor to detect excessive speed and then 
trigger a rope brake or safety gear upon detection.  

The standard for ascending car overspeed protection means states, in clause 5.6.7.3: 

“In the case of using the machine brake, self-monitoring could include verification of correct 
lifting or dropping of the mechanism or verification of the braking force.” [1] 

It is not entirely clear what this passage means; it could be construed as referring to a machine brake 
as the means for self-monitoring. Of course, the machine brake cannot be used for overspeed 
detection. The machine brake does not contain a speed monitoring component as standard and 
would not be able to detect overspeed. A reasonable conclusion to draw would be that it is referring 
to an overspeed governor. 

The standard permits a mechanical linkage to the car to assist the ascending overspeed protection 
means in its performance. No mention is made of such a linkage in the standard on unintended car 
movement. If this ‘mechanical linkage’ is assumed to mean the actuation means, this would, of 
course, be analogous to the overspeed governor rope in an overspeed governor/safety gear system 
used for protection means against ascending car overspeed. Whether this means that a mechanical 
linkage is not permitted on the unintended movement protection means is another area of 
ambiguity. Since overspeed governor and safety gear systems can be used for protection against 
unintended car movement, it would seem fair to conclude that this linkage is permitted, or that 
requirements elsewhere in the standard for the overspeed governor rope would be applied. 

To sum up, devices that are definitely compliant for protection against excessive speed in the up 
direction and unintended car movement with car doors open respectively include:  

Table 1: Devices compliant with BS EN81-20:2014 for protection against excessive speed in 
the up direction and unintended car movement with doors open. 

Protection against excessive speed in the 
up direction 

Protection against unintended car 
movement with car doors open 

• Overspeed governor in tandem with: 
• Rope brake; or 
• Safety gear 

• Other ascending car overspeed 
protection means 

• Counterweight buffers 

• Overspeed governor (such as drop-
jaw) that can detect car movement 
with doors open in tandem with 

• Rope brake; or 
• Safety gear 

• Other unintended car movement 
protection means 
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3.2 Depending on application of the speed monitoring, speed reducing and prevention or 
stop devices, what are the requirements for testing and certification? 

It should be reiterated, to commence this section, that unintended car movement and ascending car 
overspeed are two entirely different situations with important differences as far as protection is 
concerned. The testing and certification standards for all of these devices are laid out within BSI’s 
EN81-50:2014 standard publication, sections 5.3 – 5.5 and 5.7 – 5.8. 

Section 5.3.2.2.1 covers the method of type testing for instantaneous safety gears, the standard 
stipulates that “the deformation of the safety gear block as a function of the force or as a function of 
the distance travelled” [2]; what this statement refers to could be seen as slightly ambiguous. 
Without knowing whether “block” refers to a specific component on the safety gear or the safety 
gear itself, a reasonable guess would be that “deformation of the safety gear block” means the 
change in distance between the load-bearing side elements of the safety gear throughout the course 
of the test. Test methodology and instrumentation could be discussed with a notified testing body. 
This use of the term “blocks” also creates doubt in section 5.3.2.2.2 for the test procedure; the 
standard reads “reference marks shall be traced onto the blocks”.  

On the same subject, it is noticeable that there is no mention of exactly how far the distance 
travelled is, unless that is covered in “the arrangement and fixing details” which, as outlined in 
5.3.2.1, are to be determined by the laboratory in accordance with the equipment that it uses. 

Section 5.3.2.2.3.2 concerns the measurement of the capacity of the safety gears. It reads: 

“The capacity of the safety gears shall be established by integration of the area of the 
distance force chart” 

Determination of the permissible mass encompasses energy absorbed by the safety gear, and section 
5.3.2.3.2 outlines this. The standard gives a formula by which permissible mass,(� + �)� is worked 
out based on the preceding theory around the total energy, K, one safety gear is capable of 
absorbing. It gives this formula as: 

2 ∙ 
 = (� + �)� ∙ �
 ∙ ℎ 

Although the standard does not explain why the K value is multiplied by 2 on the left hand side of 
the formula, it would be a more than reasonable assumption that it is because there are (generally) 2 
safety gear blocks acting in the same direction on any given lift car. 

An area of possible controversy is the dividing safety coefficient on the bottom of the equation for 
permissible mass. The formula is given by the standard as: 

(� + �)� =  
2 ∙ 


2 ∙ �
 ∙ ℎ
 

K is calculated by the integration of the area under the distance-force chart; 

2 is taken as the dividing safety coefficient. 

Traditionally, safety gear design pre-dates modern techniques such as FEA, and encompasses the 
potential for a number of activations during the safety gear’s lifetime. This is why the safety factor 
is stipulated as 2. Although taking two as the dividing safety coefficient seems a reasonable 
approach, in reality there a number of factors that affect the appropriate safety margin in any given 
case. These include material, stress, geometry, failure analysis and reliability issues. [3] When 
calculated as a function of all these factors, the safety margin could be anything from around 1.1 to 
8 or more. It can be possible to significantly under- or over-estimate the performance of the product 
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if an excessive safety factor is taken on related calculations. It could be argued that, because these 
calculations are based on experimental findings, no safety factor need be taken at all due to the 
calculations being based on real performance. Perhaps however, due to the attained K value being 
put into another formula to find the P + Q mass and theoretical relationships not always being 
entirely accurate in reality, this would not be advisable. 

Section 5.3.3 of the standard covers the testing regulations for the progressive safety gear. The 
opening section of this reads: 

“If the safety gear shall be certified for various masses, the applicant shall specify them and 
indicate in addition whether adjustment is by stages or continuous.” [2] 

Surely, whether the adjustment of the safety gear is continuous or in stages does not make a 
difference because, ultimately, the only way to carry out testing is to conduct a number of 
individual tests at incremental masses with the safety gear adjusted according to each mass. 
Therefore, however small those increments are, it is always going to be adjustment in stages as 
opposed to continuous. It is not terribly clear how a safety gear can be adjusted continuously – or 
how this can be accounted for in testing methods, so why the applicant needs to state this is unclear. 

The test procedure for the safety gear certified for a single mass is outlined in section 5.3.3.2.2.1 as 
follows:  

“The laboratory shall carry out four tests with the mass(� + �)�. Between each test, the 
friction parts shall be allowed to return to their normal temperature. 

During the tests, several identical sets of friction parts may be used. 

However, one set of parts shall be capable of: 

a) three tests, if the rated speed does not exceed 4 m/s; 
 

b) two tests, if the rated speed exceeds 4m/s.” [2] 

Carrying out four tests if one set of friction parts is to be capable of either three or two tests, 
depending on speed seems moot. Whilst it may be argued that conducting four tests for units 
intended to be used two or three times provides an additional assurance about their longevity, it 
would seem more sensible for the number of tests carried out to correspond with the number that 
one set of friction parts should be capable of; then if deemed necessary, an additional run of the 
same number of tests can be carried out using new braking parts.  

It could be argued that the same set of friction parts should be capable of more than two or three 
tests anyway. The problem with this arises when one considers that safety gears installed on site are 
tested once at an acceptance test and, sometimes, another time at a witness test, which means that 
after one more engagement, the braking parts may need to be changed. Some safety gears are 
capable of upward of 100 tests without changing the friction parts, or any component for that 
matter. Among these are the VG (variable geometry) range of safety gears supplied by Atwell 
International, as demonstrated at the 2007 Interlift Trade Fair in Augsburg, when 121 tests were 
carried out without loss of performance. 

This also relates to a later section of the standard, contained within section 5.3.3.2.3.1. It says: 

“NOTE Tests have shown that the coefficient of friction could be considerably reduced if 
several successive tests were carried out on the same area of a machined guide rail. This is 
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attributed to a modification in the surface condition during successive safety gear 
operations.” [2] 

As already alluded to, the 2007 Interlift Trade Fair in Augsburg saw a VG4 safety gear supplied by 
Atwell International work repeatedly without a reduction in braking performance over the course of 
121 drop tests followed by similar performance over 30 more tests at Atwell International premises. 
This phenomenon is most likely due to the type of friction that occurs between the braking parts and 
the guide rail. When the safety gear first brakes on a new section of guide rail, the toothed carbide 
inserts are “cutting through” the rail as they travel. Hence, there are two types of friction acting 
between the inserts and the guides over these tests: ploughing friction and sliding friction. The teeth 
of the inserts are both “ploughing” a groove into as well as “sliding over” the guide rails. After the 
first few tests (how many depends on the guide rail characteristics and the load being put upon each 
insert by the spring force), the teeth will have penetrated to their full capacity and the only type of 
friction that will be taking place is sliding friction. It is, if anything, slightly more efficient to have 
simply sliding friction taking place than a combination of that and ploughing friction. In my 
opinion, the statement in section 5.3.3.2.3.1 may not be the case in all circumstances and this is 
backed up by the test results gained in Augsburg in 2007.  

The next section, 5.3.3.2.2.2, covers the testing procedure for safety gears certified for different 
masses. It states that “two series of tests shall be carried out” for the maximum and minimum values 
applied for. The terminology is quite vague and open to interpretation. It would be reasonable to 
assume that, as in the previous section of the standard, a “series of tests” means 4 tests, with one set 
of friction parts being capable of either 2 or 3 tests depending on speed. 

Moving on to type testing of overspeed governors, and section 5.4.1 of the EN81-50 standard, 
which covers the general provisions for testing. The standard calls for the applicant to indicate the 
type of safety gear to be used with the governor. While this is understandable, as the co-ordination 
between overspeed governor and safety gear is crucial, section 5.4.2.1, which covers the test 
samples to be submitted, does not list a safety gear. If the standard considers the safety gear 
sufficiently crucial to the operation of the overspeed governor to merit the applicant disclosing the 
type of safety gear, it would seem logical that the test also demonstrate this co-ordination in 
physical terms as well. 

Section 5.4.2.2.2 relates to test procedure of the governor and states that:  

“The acceleration to reach the tripping speed of the overspeed governor should be as low as 
possible, in order to eliminate the effects of inertia. 

In addition a minimum of two tests shall be made with an acceleration of between 0.9�
 and 
1�
 in order to simulate a free fall situation and prove no further deterioration of the 
governor has been caused.” [2] 

It is not made fully clear whether the acceleration of the governor rope or the governor pulley shall 
be measured. It would, perhaps, be a reasonable assumption that this arrangement is flexible 
dependent on the individual set-up of any given test. Although, in any system involving friction, 
true free fall is not possible due to what is known as ‘system losses’ (hence the standard stipulating 
a minimum of 0.9�
), what is not clear is how the oft-uncontrollable, or at least difficult to control 
and quantify, system losses can be limited with any reasonable certainty to no more than 10%. 

Section 5.5.3.1.1 of the standard deals with the test procedure for energy dissipation buffers. In it, it 
says: 

“The acceleration and the retardation shall be determined as a function of time throughout 
the movement of the weights.” [2] 
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This is all very well and good but section 5.5.3.1.2.4, dealing with the measurement of the 
retardation of energy dissipation buffers, says: 

“If there is a device for measuring retardation (see 5.5.3.1.1), it shall be placed as near as 
possible to the axis of the buffer, and shall be capable of measurement with the tolerances of 
5.1.2.6.” [2] 

The fact that it says if there is a device for measuring retardation seems slightly contradictory when 
put into the context of the earlier section dealing with the test procedure. The retardation clearly is 
to be determined, but not necessarily by measuring it directly, it would seem. It would probably be 
fair to say that one of the key objectives of the type examination is to measure the retardation 
supplied by the buffer. Surely this cannot be done, at least with the required accuracy, without a 
device for measuring retardation first-hand. Sensors, load cells or other instrumentation devices that 
calculate deceleration from other measured parameters generally lose a certain degree of accuracy 
as a result of these calculations in this author’s experience. Elevator buffers have to meet with a 
variety of specifications but, surely, the most important of these is the manner in which the buffers 
must bring an impacting elevator car to rest. Not measuring the retardation supplied by the buffer 
directly during testing seems not to be conducive to finding out if the buffer meets with 
specifications on bringing an impacting elevator car to rest. 

I notice that in section 5.7.2 relating to the statement and test sample of the ascending car overspeed 
protection means type examination, the standard says: 

 “As defined between the applicant and the laboratory: 

- either a complete assembly consisting of both elements, braking device and 
speed monitoring device; or 
 

- only that device which was not subject to verifications according to 5.3, 5.4 
and 5.6; 

shall be provided by the applicant.” [2] 

To put this into context, earlier in the standard, in section 5.7.1.2, it says: 

 “The applicant shall state the range of use provided: 

a) minimum and maximum masses, or torque; 
 

b) minimum (if applicable) and maximum rated speed; 
 
c) use in installations with compensating ropes.” [2] 

If the applicant has already had the braking device certified and, therefore, only the speed 
monitoring element is the subject of the examination, surely it is no longer necessary for the 
applicant to provide the maximum and minimum masses. Mass does not have any effect on the 
operation of an overspeed protection means. The function of any excessive speed protection means, 
taken in isolation, is to trigger a braking device upon detection of a certain speed, regardless of the 
mass of the lift car. If the applicant was providing both elements, they would need to state the range 
of masses because the mass does affect the performance of the braking device, but the same cannot 
be said for the overspeed protection means alone. 
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The type examination of unintended car movement protection means is covered in section 5.8, and 
section 5.8.1 concerns the method of the test: 

“The unintended car movement protection means shall be type tested as a complete system 
or the subsystems for detection, activation and stopping may be submitted to an individual 
type examination.” [2] 

The standard guidelines for this is phrased very differently compared to the equivalent standard for 
overspeed protection means; the standard refers to three subsystems, for detection, activation and 
stopping, which is understandable, because protection means against unintended movement needs 
to incorporate a control circuit to detect movement with the car doors open, whereas the means for 
protection against ascending car overspeed does not. However, what is not so clear is what the 
standard for unintended movement means by “interface conditions between the subsystems if 
integrated into a complete system”. [2] 

Despite acknowledged critical differences between the two, protection means against unintended 
movement and ascending car overspeed have, in essence, to perform fairly similar functions. 
Protection means against unintended movement has to detect 150-200 mm of car movement with 
doors open and stop it according to the guidelines laid out in the standard. Meanwhile, protection 
means against ascending car overspeed has to detect excessive speed of an ascending car and stop 
or slow the lift to such a speed for which counterweight buffers are certified. The relative similarity 
of these two means is demonstrated by the earlier discussion in this report as to the difference 
between excessive speed in the up direction and unintended car movement with doors open in terms 
of the speed monitoring, speed reducing and prevention or stop devices allowable by the standard. 
The conclusion was drawn that identical devices, namely an overspeed governor in tandem with a 
rope brake or safety gear, can be used for both scenarios. The only differences are that for 
unintended movement the means has to incorporate a control circuit to detect movement with the 
car doors open before actuating of the stopping means when the doors are open. The fact that such 
similar devices are interchangeable for dealing with the two situations speaks for itself. 

The unintended movement standard also states that, among others, the minimum and maximum 
fluid pressure, if applicable, and limits of temperature and humidity of the design and any other 
relevant information agreed between the applicant and test laboratory shall be stated by the 
applicant. None of this is mentioned in the section of the standard covering protection means 
against ascending car excessive speed. Firstly, it is unclear to what fluid pressure the standard is 
referring here and why it does not apply to the standard for ascending car overspeed. In addition, 
what is meant exactly by the temperature and humidity of the design is not clear: does it refer to one 
or more of the components, the lift car itself, the lift machine, or an amalgamation of these? The 
fundamental differences between the two scenarios do not seem to merit such discrepancies in 
standard guidelines between them. 

Another difference between the two standards concerning unintended movement and ascending car 
overspeed comes in the method of test section. The unintended movement section calls for 
measurements to be made of the stopping distance, response time of the detection, actuation, 
stopping element and control circuits, whereas the ascending car overspeed section does not. In 
addition, a figure is provided showing the acceleration and deceleration of the lift car with response 
times labelled, but no equivalent figure is given for the section of the standard covering ascending 
car overspeed. Control circuits apart, it appears not to make sense that ascending car overspeed 
protection tests do not require these measurements and figures. Whilst the two situations are 
different with fundamentally different requirements, and unintended movement is a potentially 
more dangerous and serious situation than ascending car overspeed, the extent of the inconsistency 
between the two standards it is somewhat surprising. Surely, the detection device is a fundamental 
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aspect of the unintended car movement protection means and it would go without saying that, as it 
does in the standard for the ascending car overspeed protection means, its operation is to be tested.  

Another inconsistency crops up in the next two sections, dealing with devices certified for a single 
mass, torque or fluid pressure (5.8.3.2.2 and 5.8.3.2.3). [2] Once again there is a mention of fluid 
pressure, to which the same query raised earlier applies. Additionally, this title makes reference to 
torque. Again, the reasons for including torque in this title are not clear. At what stage in the 
detection, actuation and braking process there is torque involved for unintended car movement that 
there is not for ascending car overspeed protection is a mystery. If this title is as it is, why is the 
corresponding title in the ascending car overspeed section not “Device certified for a single mass or 
torque” instead of “Device certified for a single mass”. [2] 

Staying with this particular section of the standard (5.8.3.2.2), the standard defines that: 

“The laboratory shall carry out 10 tests with the system mass or torque or fluid pressure 
representing an empty car in up direction and 10 tests with the system mass or torque or 
fluid pressure representing an empty car carrying the rated load in down direction.” [2] 

The unintended car movement protection means is to act in both directions, whereas the ascending 
car overspeed protection means only acts in the up direction, so the fact that this section of the 
standard dictates tests are to be carried out both with the equivalent of an empty car in the up 
direction and the rated load in the down direction is plausible. However, one disparity between the 
two standards that is not is the fact that 10 tests are to be carried out for each, when only 4 are 
carried out for the ascending car overspeed testing. That unintended car movement testing is 
deemed to require six more tests being carried out in each direction than ascending car overspeed 
testing is mysterious. What is also strange is that one set of friction parts must be capable of 5 tests 
minimum here, in comparison to 2 or 3 (depending on speed) for ascending car overspeed. 

Comparison of the two sections dealing with checking after the tests in the two standards yields 
more apparently unnecessarily pronounced differences. Although points a), b) and c) appear to 
roughly correspond to each other, the unintended movement standard has an extra aspect to it: 

“d) it shall be checked that the retardation with the minimum mass has not exceeded 1 
�
.” [2] 

Again, the fact that is stated as a constraint for this standard but not for the device for protection 
against ascending car overspeed appears illogical; surely this is a criteria that either applies to all 
speed monitoring, speed reducing and prevention or stop devices, or none of them. It is clear that 
unintended car movement and ascending car overspeed protection are fundamentally different 
situations, and unintended car movement is a potentially more serious and dangerous situation than 
ascending car overspeed, for one, because people may have been getting in and out of the lift when 
it started to move. However, despite this, the nature and extent of many of the inconsistencies in the 
standards is very strange and surprising. 

4 CONCLUSION 
Bearing in mind the key differences between unintended car movement and ascending car 
overspeed, the devices that are allowable for each are slightly different accordingly, although they 
need, in essence to perform similar functions of detecting the situation and stopping or slowing the 
lift. To conclude, an overspeed governor that can detect 150 mm of movement with the car doors 
open in tandem with a rope brake or safety gear is one example of a compliant protection means 
against unintended car movement with car doors open, along with electronic control circuits, shave 
brakes and, potentially, solenoids. Again, an overspeed governor in tandem with a rope brake or 
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safety gear, in addition to counterweight buffers is a compliant means for protection against 
ascending car overspeed. 

A mechanical linkage to the car to assist the means in its performance is permitted for ascending car 
overspeed protection, and it would seem also for unintended car movement, as long as it meets 
requirements called for elsewhere in the standard. 

As well as discussing the implications brought about by the wording of the standard in certain 
sections, as throughout the paper, section 3.2 mused what this means as far as testing and 
certification of the compliant devices is concerned, which is covered in EN81-50. In addition to 
this, details of test procedures were confronted and evaluated, such as factor of safety on 
calculations, and first-hand measurement of deceleration. This analysis incorporated energy 
dissipation and accumulation buffers as well as detection and stop devices. 

The number of tests to be carried out on both ascending car overspeed protection (ACOP) and 
unintended car movement protection (UCMP) means was also appraised. Arguments were put 
forward regarding the number of tests carried out in relation to the number of tests one set of 
braking parts should be capable of. This, in turn, brought up issues of friction between braking parts 
and the braking surface; including how some safety gears are capable of many more tests than 
called for by the standard, even over used sections of surface. Finally, the paper examined and 
compared the testing procedures laid out in the standard for both ACOP and UCMP means, with 
respect to the devices allowable by the standard for each, and questioned the, what it deemed, 
relatively large disparities between them. 

GLOSSARY 
MRL: machine room-less lift 

ACO: ascending car overspeed 

UCM: unintended car movement 
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Abstract. Service providers have to make "reasonable adjustments" to the physical barriers to gain 
access in all buildings. The summary of main provisions for disabled access includes: f) Emergency 
telephone and inductive coupler for hearing aid users. Inductive loop amplifiers need to be installed 
and calibrated correctly so that test certificates can be produced for Audio Frequency Induction 
Loop Systems (AFILS) in accordance with BS EN 60118-4. If they are not powerful enough or 
incorrectly set up they produce distorted sounds. Often, installed systems are simply a loop behind 
the Car Operating Panel (COP) with limited range, so they cannot be heard by a deaf person at the 
other side of the car or collapsed on the floor. This leaves users with impaired hearing at a 
dangerous disadvantage as they cannot hear normal and telephone lift messages. This paper 
provides guidance on how existing loop amplifier specifications and installations can be improved. 

1 INTRODUCTION 
Passengers with impaired hearing are often not able to properly ‘hear’ both the emergency 
telephone messages and the lift speech messages including emergency messages.  Approximately 1 
in 6 of the UK population (that is 10 million people!) have hearing loss and would benefit from 
additional assistive devices to recognize spoken messages.   

Those passengers wearing hearing aids will have a ‘Telecoil’ (T-coil) fitted in the aid (Figure 1), 
which, if switched on, can pick up audio inductive signals and amplify them in the aid to the 
passengers hearing requirements.  Hearing aids amplify the volume and also compensate for the 
loss of specific frequencies.  The passenger knows to switch their ‘Telecoil’ ON when they see the 
hearing loop fitted sign. (Figure 2) 

                     

Figure 1 ‘Telecoil’ in hearing aid     Figure 2 Signage  

The signal from the loop, if set up correctly, should improve on the signal picked up by the hearing 
aid itself.  It should not distort or clip the signal or it will not improve the signal and will often make 
it worse. 

An AFILS driver or induction loop system has a linear current amplifier of at least 2.2 amps rms 
with a 1kHz signal and a voltage output of at least 4.5V peak. The input is connected to the speech 
sources (telephone and lift messages).  A low impedance loop coil is connected to the output, and 
mounted on the perimeter of the area where the field is required, to generate an audio field in the lift 
car.  A passenger standing in this field picks up the audio signals.  The equipment and design should 
be sufficient so there is no clipping or distortion of the signal and have metal compensation. 
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A ‘Telecoil’ in the hearing aid is a small magnet and coil which vibrates and picks up these audio 
signals.  The signals are amplified by the hearing aid to the needs of the wearer, to compensate for 
both volume and frequency loss.  

The orientation of the loop field is important and should be at 90 degrees to the plane of the 
‘Telecoil’ for the best results.  Ideally the loop should be mounted horizontally, above or below the 
passenger, or the ‘Telecoil’ will not be in a good field and the audio signal will be very weak. 
(Figure 3) 

     

           Figure 3 Loop Magnetic field                         Hearing Aid ‘Telecoil’ in the magnetic field 

2 INSTALLING LOOP AMPLIFIER CONSIDERATIONS 
There are a number of ways loops have been installed in lift cars.  The best way is to have a loop in 
the ceiling or on top of the car as it gives a field in the whole car.  Some manufacturers put a small 
coil behind the COP.  This will have limited range and power and will only be picked up by the 
passenger who is near the COP and not collapsed on the floor or at the back of the car. 

The installer should ask if the induction loop amplifier is to have the field coil on top of the car to 
fill the whole car, or if the coil is to be mounted behind the COP to have a small field just in-front 
of the COP only. The loop system should ideally have suitable input facilities to accept signals from 
both the telephone system and the car speech system to give the passenger with impaired hearing all 
the audio messages.  This includes emergency speech messages such as fire recall and door closing 
etc. Otherwise the passenger will be at a disadvantage in these situations. (Figure 4) (Figure 5) 

The lift car is a metal box which will absorb the signal if the loop is mounted near the walls.  This 
“Faraday cage” effect hinders loop installations, so we require the loop amplifier to be located and 
to have sufficient power and metal compensation for the loop to be mounted outside the lift car 
metal box yet to allow the audio field signals to pass through. For best effect the loop is mounted on 
the roof, about 150mm in from the car top edge.  It should be above the passenger and no higher 
than 1.8 metres from their ears.  The loop wire containment conduit on top of the car should be of 
non-metallic construction to avoid short circuit earth paths. 

The loop electronics should be in an earthed metal box and mounted where it is not vulnerable to 
mechanical damage and the controls can be accessed through the cover.  It must be close to the 
loop. 

The connections should be of a type suitable for the application.  For example, if the input is a 
telephone system it should have the correct isolation and impedance match.  If taken from the 
speaker feed, it should be a twisted pair. 
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Figure 4 Basic Wiring   

 

Figure 5 Car top loop fitting 

3 CALIBRATING LOOP AMPLIFIERS 
Manufacturer’s loop amplifier instructions include setting up and adjusting the input and output 
signals and strengths of the loop electronics. 

The signals from the audio sources should be set to the input threshold requirements of the loop 
amplifier.  If too weak the amplified background noise will come through.  If too strong the signal 
will be clipped and distorted.  This should be resolved at source of installation. 

The current through the loop should be set to give a field strength of 400mA/m sine wave at 1kHz.  
If it is too high the hearing aid will be overloaded.  If it is too low the signal to noise ratio is 
reduced.   

Standard IEC6010118-4 (BS EN 60118-4) is prepared by the International Electrotechnical 
Commission (IEC). It provides a standard for system performance, and specifies the use of the T-
sign logo.  It provides an expectation of quality. 

Induction Loop Testers (Figure 6) are sophisticated field strength meters with digital displays and 
menu selection and good quality headphones.  They are designed to simplify the setup of an 
induction loop system to the latest version of BS EN 60118-4 and to check the performance. The 
tests are very comprehensive so that test certificates (Figure 8) can be produced for AFILS in 
accordance with BS EN 60118.  
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Designed to test Magnetic field strength in audio-frequency induction loops for hearing aid 
purposes, the kit includes an induction loop tester with intuitive display and simple to follow test 
menus, a calibrated signal generator with pre-loaded test tones and a set of headphones. 

As well as checking the magnetic field strength of an induction loop system, it also measures 
amplified background noise, frequency response, metal compensation loss and also allows you to 
listen to the loop signal. 

     

Figure 6 Field strength meters 

Acceptable coverage should be the whole area where passengers of different heights could be 
standing or sitting in a wheelchair (or even collapsed on the floor).  If total coverage is not possible 
(e.g. with loops in the COP) then the hearing aid user needs to know where the loop is.  Hearing 
loss is a hidden disability and audio loop fields are not visible. 

Amplified background noise should be -32dB or lower (A-weighted).  Noise should not affect 
intelligibility. 

Metal degrades magnetic fields.  A 2.5-amp current test in the centre of the loop should give 0db 
loss with respect to a signal with no metal loss.  E.g. if the signal is -6dB in the centre of the loop, 
the metal loss equals 6dB. 

The field strength should be tested at 400mA/m sine wave at 1kHz over the whole required volume.  
If the signal is too high the hearing aid will be overloaded.  If it is too low the signal to noise ratio is 
reduced.  The signal strength should not deviate more than ±3 dB over the listening area, i.e. the 
signal should be consistent from floor to head height and over the whole floor area. 

The frequency response should be within ±3dB from 100Hz to 5kHz with reference to the signal at 
1kHz.  Factors such as effective drive current and metal structures will affect this. 

Listener headphone receivers will not do these tests and cannot be relied on for signal quality.   

Signage is essential so the user does not have to ask.  Signs must be clearly visible. (Figure 7) 

 

Figure 7 Signage  
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Figure 8  Typical test certificate produced on installation 
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4 STANDARDS SUMMARY 
As part of the performance standard the system must meet standards for: 

 Low amplified background noise 
 The correct field strength 
 Even field strength 
 Flat frequency response 

Just as critical are: 

 Input audio quality to separate signal from noise 
 Acceptable coverage 
 Clear signage, no user request necessary 
 Training, monitoring and maintenance. 

Site testing should be an integral part of achieving standard compliant loop systems.  Contractors 
need to plan and manage and train their employees and provide the information necessary to 
comply. 

5 MAINTANANCE OF LOOP AMPLIFIERS 
Ignorance is the most cause of loop failure and incorrect installation.  Staff must be trained to test 
the system and help customers.  Loop systems must be regularly monitored.  This includes staff 
access to the monitoring equipment and regular maintenance and testing by trained staff. 

Site testing should be an integral part of routine maintenance procedures.  

1) Regularly (monthly) check the signal.  This can be done using an audio listener headphone 
receiver.  This should be held VERTICALLY to be the same orientation as the “Telecoil” in 
the hearing aid. (Figure 9) 

2) Annually the system should be checked for quality of sound using the full field strength 
meter calibration again. (Figure 6) 

 

Figure 9 Audio headphone induction loop receiver 

  



Installing and Calibrating Loop Amplifiers to EN81-70 so that Test Certificates can be Produced for Audio 

Frequency Induction Loop Systems (AFILS) in Accordance with BS EN 60118-4 
23-7 

 

 

 

6 CONCLUSION AND ALTERNATIVE TECHNOLOGIES 
This paper has looked at current technology and given guidance at how to apply it well.  When 
installing loop amplifiers, it is really important that they are set up and calibrated so the passenger 
can understand the audio signal clearly anywhere in the lift car. 

The draft revision of EN 81-70 recently out for public comment is based on induction loops in all 
lift cars (the current standard has this subject to negotiation – i.e. provided when agreed / specified); 
however, this has been very heavily commented. 

There are other solutions which have not been reviewed in detail as the technology is more recent 
and not yet so widely available.  However, consideration has been given to other technologies 
including speech to text recognition on mobile devices using Bluetooth or similar.  This would be 
restrictive for passengers with hearing loss as this technology is not as universally available as is a 
“Telecoil” in hearing aids.  Another solution could be to have a speech to text screen in the car 
taking its inputs directly from the telephone and lift speech systems. 
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