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METHOD OF DETERMINATION OF THE RAILWAY ROLLING
STOCK COORDINATES WITHIN THE TRACK CIRCUIT

Summary. This work aims to solve one of the essential problems in railway transport —
control over the position of moving units within the race. A method of constant monitoring of the
track circuit with a determination of the coordinate of the train shunt placement in the shunt mode of
working is proposed to solve this problem. Since the model includes the primary parameters of the
track circuit, which may change their values over time, it is suggested to determine them in another
(normal) working mode of the track circuit.

Therefore, according to the proposed model, the secondary and primary parameters of the
track circuit are first determined in the track circuit's normal work mode. Next, already in the shunt
mode of its work, the obtained parameters are used to determine the coordinates of the moving unit.

According to this method, firstly, the work mode of the track circuit is determined, which
consists in determining the state by its input impedance. This step is performed in two stages. In the
first stage, based on the state of the track relay, the fact that the track circuit doesn't work in normal
mode is verified. In the second stage, the shunt mode is separated from the control mode by the
value of the track circuit input impedance.

In the shunt mode of the track circuit operation, the coordinate and, if necessary, the speed
and acceleration of the moving unit located within the given track circuit are determined. In the
normal mode of the track circuit line operation, the values of its secondary parameters are specified
based on the measured values of current, voltage, and phase shift between them. This operation is
performed to increase the precision of the speed and acceleration determination by solving an
inverse problem. In the control mode of the track circuit operation, it is possible to determine the
coordinates of damage. This method does not require a significant volume of calculations. It makes
it possible to determine the secondary parameters of the track circuit and through them, the
resistance of its insulation.

Using this method makes it possible to determine the distance and, if necessary, the speed and
acceleration of a moving unit within the track circuit. The resulting parameters can be used for
positioning moving rolling stock on runs between stations. The application of this method can also
be useful in sections of the railway crossings approach to implement a fixed warning time. In

addition, thanks to the use of the outlined model, in the control mode of the track circuit operation,
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is possible to determine the damage coordinate. It will make it possible to reduce the time spent on
damage detection and elimination.

Key words: track circuits, input impedance, moving unit coordinate, movement parameters,
safety improvement.

1. INTRODUCTION

In the railway automation and telemechanic systems on the railways of Ukraine, electric track
circuits are used as a sensor of information about the movement of trains. They use rail lines as a sensitive
element [1, 2]. Track circuits work in three main modes of operation [1, 3, 4]: normal, shunt, and control.
The state of the track circuit, when the track circuit is in good condition and there is no rolling stock within
its boundaries, corresponds to its normal mode. When the moving unit enters within the limits of the rail
line, the track circuit switches to shunt mode. The injured state of the rail line corresponds to the operation
of the track circuit in the control mode.

Methods and means of determining the train coordinate by controlling the electrical parameters of a
track circuit are considered in works [5—14]. However, the dependence of the primary parameters of the
track circuits on the resistance of the ballast insulation does not contribute to ensuring the necessary
accuracy of these methods. Therefore, the task of the work is to improve a method of determining the
mode of the track circuit operation and to develop a method of its insulation resistance determination.

One of the problems solved in this work is control over the process of railway vehicles' movement along
the rail line. For this purpose, it is necessary to provide their coordinates in real-time determination. The track
relay, which is turned on at the end of the track circuit, reliably copes with the detection of the normal mode.
However, it is impossible to distinguish between shunt mode and control mode using a track relay. Therefore,
scientists have been working on methods and tools that provide additional information about the mode in which
the track circuit is currently operating [4, 6, 7, 8, 10, 15-20]. One of these approaches is the definition of operating
modes based on the rail circuit characteristic parameters, which include voltages and currents at the beginning
of the rail line, or their ratio, that is, the track circuit input impedance [5, 1518, 20].

2. MATHEMATICAL MODEL OF THE TRACK CIRCUIT
OPERATION MODES DETERMINING

It is necessary to set the parameters, which are used to obtain information about the state of the track
circuit to determine a moving unit coordinate and speed in real-time, since each measured value is some of its
characteristics. To determine a moving unit coordinate and speed, are made on each specific line measurement
and its mathematical model is implemented, taking into its parameters. In modeling, the rail line is presented as
a four-pole (long electric line) with evenly distributed parameters and a high level of various influences [3, &,
10, 16-20]. In particular, by the rolling stock entry into the track circuit section or the rail strand integrity
violation, there is a transition from the class of characteristic features of the normal mode to the class of features
of the shunt or control modes. However, the change in the track circuit structural scheme is also influenced by
other factors. For example, the ballast layer and sleepers’ contamination, or the presence of various
sleepers (wooden, reinforced concrete) within the rail line, and on electrified sections — the grounding
of contact-line supports cause longitudinal asymmetry and heterogeneity of track circuits insulation resistance.

Fig. 1 shows the structural diagram of such measurements. Here, voltages and currents at the
beginning of the rail line, or their ratio, i.e., input impedance, are used as informative attributes.

The measurement results constitute a set of attributes in each of the track circuit operating modes at
different moments of time, which can be presented in the following form:

Xi,j:{Uli,jaﬁoli,jani,ja‘lfli,j}a (1)
where Ul;;, ¢l;; — amplitude and phase of the voltage at the input of the track circuit; /1;;,
v1; ; —amplitude and phase of the current at the input of the track circuit; i =1,2...n — the current number
of the measured value; j=1,2,3 — the operation mode of the track circuit ( j =1 — normal operation mode,
j =2 — shunt operation mode, ;j =3 — control operation mode).
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Fig. 1. Structural diagram of informative attributes
measurements: Zy — the complex resistance of the current

Zy 1 2 12
A B N limiter at the input of the track circuit, Z, — the complex
E U]{ Track circuit resistance of the load of the track circuit, UlN ,
[l —respectively, the voltage and current at the input of the
< @ N D S
. ' . .
Iy 1| i | track circuit, U2y, 12N — respectively, the voltage and

current at the output of the track circuit, N — a generalized
four-pole of the entire rail line with the length [ .

The relationship between voltages and currents at the input and output of the track circuit is

expressed using the equation of states [3, 8, 18]:
{I.Hj :pzj A +.12j 5 . 2

The coefficients of the rail four-pole track circuit in the normal mode of operation have the form [8,
18, 19]:
An=ch(y-1)  By=Zy-sh(y-l)
1 )
QN=Z—‘Sh(V'1) Dy =Ay=ch(y-1)

=W

3)

where [ — track circuit length; y — the coefficient of propagation of the signal by the track circuit:

y=\(r+ joL)-(g+ joC) = z/r, (4)

Z,, —wave resistance:

r+ a)L
Zy = L) [, 5)

( g+ ]a)C
where r, L, C, g — primary parameters of the rail line; @ =2nf — signal current frequency; z —
resistivity of rails; 7; — insulation resistance of the track circuit, and on electrified sections — the equivalent

resistance of the insulation of the track circuit and the grounding of the contact-line supports:
0571,
r,=0.5r +—2
¢ 0.5+, ©)
where 7, — grounding resistance of the contact-line supports, reduced to 1 km of rail line [3].
Fig. 1 shows that:

Gy 0

The system of equations (2), taking into equations (3) and (7), forms a mathematical model of the
track circuit in normal operation mode.
From the system of equations (2), taking into equations (7), we obtain the voltage and current values
at the input of the track circuit:
- E
Ul; =
J .. L
C;-Z2+D; (8)

1+Zo'
A;-Z2+B;
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Ci-Z2+D;
The values of voltage (8) and current (9) at the input of the track circuit, depending on its primary

(secondary) parameters, make it possible to obtain a set of its attributes in normal N = f({UlN,ilN}),

shunt § = f({Uls, ils}) and control K = f({UlK, ilK}) modes of operation.
The results of their division are sets of input impedance (resistance) of the track circuit in each of the
operating modes Z1; = —————.

Since the track circuit, which is in the shunt mode of operation, is discretely affected by the shunt
with resistance Rg, the generalized four-pole of the track circuit in the shunt mode S of operation is
determined by:

0

1
A B A B A B
s B fow 2l CLide Ba) "o
Cs Dg Cni Dai] |5 1) S D

where [ANl, Bni Cnio I_)Nl] — coefficients of the four-pole N; of the track circuit with a length of X km
from the beginning of the track circuit line to the location of the train shunt Rg; [Ang, Bnos Crg> D] —
coefficients of the four-pole N, of the track circuit with a length of (/—X) km from the location of the

train shunt Rgq to the end of the track circuit. The coefficients of four-poles N; and N, are determined as

in the normal mode from (3) by substituting into the formula instead of the length / of track circuit the
distances from the beginning of the track circuit to the location of the train shunt X and from the location

of the train shunt to the end of track circuit (/—X), respectively.

In the control mode of operation, the fracture of the rail thread is simulated by turning on resistance
Zyx at the point of rupture. The value of this resistance is determined from the expression:

Zy =E-ZyJ1+2p (cth(y, 1) +cth(y, 1)), (11)
where /; and /, — sections of the track circuit to the left and right of the place of the cliff, and are (.X) and

(I-X), respectively; p — the coefficient of surface conductivity, which characterizes the ratio between the
components of insulation resistance; E — the characteristics of the components of the total resistance of the
E-y

1+2p
coefficient of propagation of the wave through the ground layer of the track circuit; y — signal propagation

rails (constant of the earth tract), which depends on the frequency of the signal current; y; =

coefficient by track circuit; Z,, — wave resistance of the track circuit.

Since the track circuit, which is in the control mode of operation, is discretely affected by a section
in the form of a rail thread fracture with a finite resistance value Zy , the generalized four-pole of the track
circuit in the control mode of operation K is determined by:

Ax By | |Ani Bui| |l Zx | |An2 Bn
= X X , (12)
Ck Dk] [Cni Dni] [0 1 Cn2 D2
where [ANl, Bni Cnio I_)Nl] — coefficients of the four-pole N; of the track circuit with a length of X km

from the beginning of the track circuit line to the place of the rail thread fracture Zy ; [Ana. Bnos Cnos Dz ] —
coefficients of the four-pole N, of the track circuit with a length of (/—X) km from the place of the rail
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thread fracture Zy to the end of the track circuit. These coefficients are determined in the same way as in the

track circuit shunt operation mode.

A mathematical model was implemented in the computer algebra system Mathcad 15 to determine
and study the areas of the existence of characteristic signs and the formation of attributes of rail line states
in normal, shunt, and control modes using the classical approach of track circuit modelling [3, 8, 10]. Also,
the model was implemented in the development environment for the visual programming language of
National Instruments LabVIEW 2012. The simulation was carried out in the normal, shunt, and control
modes of the track circuit operation, taking into account the resistance of the track circuit insulation and for
electrified areas — the equivalent resistance of the track circuit insulation and the grounding of the contact-
line supports. In the shunt and control modes of operation, the simulation was carried out, taking into
account the coordinates of the shunt placement (shunt mode) or the break of the track circuit (control
mode). At the same time, a shunt or an equivalent resistance of a track circuit break was put to its end
(from the relay side). The input impedance of the track circuit was also determined, in addition to determining
the input voltage and current at each step.

Since the voltage and current at the input of the track circuit, and its input impedance, are complex
values, it is appropriate to consider the behavior of each of their components, namely the module (absolute
value), argument (phase), real and imaginary parts. However, as stated in the work [18], the most
appropriate value for determining the coordinate of the train within the track circuit is the component of the
values' module. The dependencies of the remaining components of the voltage, current, and input impedance of
track circuit complex values have a much more complex nature of dependence on the coordinate, which
can contribute to ambiguities in the perception of measurement results. In addition, the usage of real and
imaginary parts of complex values is also associated with the complexity of function models and the
increase in calculation errors due to additional transformations of numbers.

3. DETERMINATION OF THE MOVING UNIT (ROLLING STOCK) COORDINATES

Since when the rolling stock enters the track circuit, the latter switches to the shunt mode of operation, it
is necessary to fix this fact. The algorithm for determining the mode of operation of the track circuit consists in
detecting, based on the state of the track relay, the fact that the track circuit is not working in normal mode
at this time. The next step is to separate the control mode from the shunt mode. It can be implemented by
comparing the value of the track circuit input impedance in the current state with its value in another mode
of operation. With the same value of the track circuit insulation resistance, its input impedance is different
in different operating modes. Even with a track circuit insulation resistance value of 0.5 Ohm/km, the
minimum difference between its input impedance values in the control and shunt modes of operation for a
50 Hz coded track circuit with a length of 2.5 km is 0.34 Ohm. With higher values of track circuit
insulation resistances, the difference between input impedance values in control and shunt modes of
operation will increase. Therefore, it is possible to separate the shunt mode from the control mode by the
input impedance module of the track circuit.

It should be noted that it is rather difficult to separate the shunt and normal operating modes of the
track circuit using this approach since the values of the track circuit input impedance in these modes are
almost the same (especially at low values of the insulation resistance). Therefore, it is necessary to separate
these modes according to the state of the track relay.

When discovering the fact that the track circuit is currently operating in shunt mode (according to
the results of determining the operation mode of the track circuit) to determine the coordinates of the shunt
placement (the first wheel pair of the locomotive), it is necessary to perform simulation of the track circuit
in the shunt mode of operation. The purpose of this simulation is to detect the dependence between the
voltages and currents at the input of the track circuit (supply side) and its input impedance value on the
coordinate of the shunt placement at different values of the track circuit insulation resistance.

Modeling the code track circuit with a frequency of 50 Hz in the shunt mode of operation was
carried out using the classical approach according to the model shown in Fig. 2.
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When determining the coordinates of a moving unit, we used to divide the voltage by current at the
input of the track circuit, which is its input resistance (impedance) to reduce the number of informative
parameters and simplify calculation procedures [8, 18, 21]:

Ulg

71 :
Ilg

(13)

Ag Bg

; ]
.
|

z2

B
.I

Fig. 2. The model for determining
the coordinate
of the shunt placement based
on the track circuit input impedance.

™
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The relationship between the voltage and current at the beginning of the track circuit (supply side)
and the voltage and current at its end (relay side) is expressed by (2).

From the expression (13), taking into account the equation of states (2) and the values of the coefficients,
we obtain:

1 Uls _ AsZ2+Bs _ Z3 sh(y-X)+Zy-ch(y-X)-Zy, s
Iy CgZ2+ Dy Z2-sh(y-X)+ch(y-X)-Z,

In the shunt mode of operation, the shunt resistance serves as the track circuit load resistance

(Z2=Rg). Therefore:

1 Z% -sh(y-X)+Rg-ch(y-X)-Zy
Rg -sh(y-X)+ch(y-X)-ZW
Using this expression, calculations were made for track circuits with a signal current of 25, 50, 420,
480, 580, 720, and 780 Hz. For example, Fig. 3 shows the calculated values of the input impedance of the code
track circuit with a signal current of 50 Hz when the insulation resistance changes from 1 to 50 Ohm/Km.
Grounding of contact-line supports and changes in the shunt placement coordinate in the direction from the
relay side to the supply side of the track circuit with a step of 10 m were also taken into account.
From expression (15), we determine the coordinate of the moving unit (rolling stock):

) JZ1-2,)(21-2,)(21+ Z,,)-(Z1+ Z,,)
72712 -71-Zy + Zg - Z,, (16)

(15)

X=zx

/4
Or, after simplification:

In

Zl-ZS—Z\?V+Zl-ZW—ZS-ZW]
(17)

ZV-Zg—-22 —-71-Zyy +Zg - Zy

X =%

2.y
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Fig. 3. Dependence of the track circuit input
impedance in the shunt mode of operation on the
change in insulation resistance (y-axis) and the
coordinates of the shunt placement
(points 1-250 — x-axis)

Input impedance, Ohm

Since the coordinate is a positive number, then:
| 2125 ~Z24+71-Zy-Zg-Zy,
2
Z\-Zg - 7% —Z1-Zy + Zg - Zy,

X= 7 . (18)

Using formula (18), it is possible to determine the coordinate of the shunt placement (of the first
wheel pair) in the shunt mode of the track circuit operation.

The dependence of the input impedance of the AC code track circuit with a frequency of 50 Hz and
a length of 2.5 km on the coordinate of the shunt placement at insulation resistance values of 1, 2, 5, 10 and
50 Ohm/km is shown in Fig. 4.

From Fig. 4, it can be argued that with an insulation resistance of 1 Ohm/km at placement
coordinates over 1.5 km, the input impedance changes within insignificant limits. Therefore, for such long
track circuits (for coordinates > 1.5 km), determining the reliable value of the shunt placement coordinate
is difficult. However, for the overlaying track circuits used when approaching level crossings (< 1 km), the
error may be up to 3 %. The error will also be negligible for the tuned track circuits.

Insulation resistance 1 Ohm/km
Insulation resistance 2 Ohm/km
Insulation resistance 5 Ohm/km
Insulation resistance 10 Ohm/km
Insulation resistance 50 Ohm/km

Input impedance, Ohm

0 0,5 1 1,5 2 2,5
Shunt aplication point, km

Fig. 4. Dependence of the track circuit input impedance on the shunt placement coordinate,
at track circuit insulation resistances of 1, 2, 5, 10, and 50 Ohm/km.
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4. DETERMINATION OF TRACK CIRCUIT SECONDARY
AND PRIMARY PARAMETERS

Formula (18) includes the values of the wave resistance and the propagation coefficient of the track
circuit, which, in turn, depend on the resistance of the rail line insulation (on electrified sections — the
equivalent resistance of the rail line insulation). Since the indicated resistance differs according to the operating
conditions, it must be determined in advance. It can be done either in the shunt mode of operation for the
moment when the train enters the track circuit (the train coordinate value is known, which is equal to the track
circuit length) or during the period when the track circuit works in the normal mode of operation.

For any track circuits with the length 1 and the value of the rail's specific resistance z, the value of
the track circuit input impedance in both normal and shunt modes of operation will be uniquely determined
by its insulation resistance (on electrified sections — the equivalent resistance of the rail line insulation).

To determine the insulation resistance in the normal operating mode, we will use the ratios between the
voltage and current at the beginning and the end of the track circuit (2).

The input resistance of the track circuit relay side is determined by the expression [3, 8, 18]:
ArZp+By (19)
CyZpr +Dy
where Z2 — input resistance of the equipment and relay connected to the relay side of the track circuit; Zp —

Z2=

track relay resistance; A,, B,, C,, D, — coefficients of the four-pole connected between the track circuit

and the track relay.
The voltage and current at the beginning of the track circuit (U1, /1) are determined by measurement,

then we calculate the input impedance of the track circuit Z1= (j—ll .
In turn, the input resistance through the values of the coefficients of the track circuit four-pole is
AN

-Z2+B .. . .
N 22T N Whence, taking into account the properties of the four-pole coefficients
Cy-Z2+Dy

Ay =Dy and Ay -Dy —By -Cy =1, we define them by solving the system of equations.

determined as Zly =

Next, we determine the track circuit spreading factor:

arcch (A
= (), (20)
and its wave resistance
B
Z = 21
" sh(arcch(A)) @
In addition, given that the resistivity of the rails is defined as

z2=Zy Y, (22)

the value of the spreading factor and wave resistance of the track circuit can be corrected since the
resistivity is known for all rail types and does not depend on weather and other factors.

It is possible to determine the insulation resistance having determined the secondary parameters of
the track circuit:

= (23)

Since the insulation resistance does not change radically over a short period, we can use the thus
obtained track circuit secondary parameters to determine the coordinate through the track circuit input
impedance in the shunt mode of operation.

In addition to the above, it is possible to organize internal logic using a powerful mathematical
apparatus using computer technology. It will make it possible, by using classification algorithms, to
increase the accuracy of recognition. In turn, this will ensure the insensitivity of such systems to external
influences and, in general, increase both the reliability of such systems and the safety of train traffic [18].
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METO/I BUBHAUEHHSI KOOPJIUHATH
3AJIIBHUYHOI PYXOMOI OJIMHUIII B MEKAX PEUKOBOI'O KOJIA

Anomauin. Memoio yiei pobomu € eupiuienHsi OOHIEL 3 8ANCIUBUX NPOOAEM HA 3ANIZHUYHOMY
MPAancnopmi — KOHMPOJIb 3a NONOHCEHHAM PYXOMUX OOUHUYb 8 Mexcax nepecowis. /[na eupiuienHs
yiei npobaemu 3anponoHO8arHo Memood NOCMIIHO20 MOHIMOPUHRY Peliko8020 KOAA 13 GU3HAYEHHAM
KOOpOUHamu HAKIAOAHHS NOIZHO20 UWLYHMA 8 UWIYHMOBOMY peacumi pobomu. OcKintvku y CKiadi
MoOeni € nepeuUHHi napamempu peuKosoi ainii, Ki 3 4acomM MOACYMb 3MIHIOBAMU CB0I 3HAYEHHS, O
3aNPONOHOBAHO iX BUZHAYAMU 8 THULOMY (HOPMATLHOMY) pedicumi pobomu petikosoeo Kod.

Omoxce, 8i0N0GIOHO 00 3ANPONOHOBAHOT MOOei, CROYAMKY 30IUCHIOEMbCSL GUSHAYEHHSL GO~
PUHHUX WA NEePEUHHUX NAPAMEMPI8 Peliko8020 KOAA Y HOPMATbHOMY Dedcumi pobomu peuxoso2o
Kona. Jlani, edice y wiyHmogomy pexcumi o020 pobomu, OmpuUMani napamempu GUKOPUCHOBYIOMbCs
nio Yac eU3HAYEHHs KOOPOUHAMU PYXOMOI 0OUHUY.

3a yum memooom, Hacamnepeod, SUHAUAEMbCS PeENCUM POOOMU PelKo8020 KOAd, SKUll
nosieae y GUSHAYEHHI CIMAHRY 3a 1020 6XIOHUM IMNEeOAHCOM. BUKOHaHHS Yyb020 KPOKY 30ilICHIOEMbCSL
y 06a emanu: Ha NEPUOMY emani, 3a CMAHOM KOTIUHO20 pelle, KOHCMAMYEMbCs pakm, wo petikoge
KOO He Npayloe y HOPMATbHOMY pedcumi pobomu, a Ha Opy2oMy — 3a 3HAYEHHAM 6XIOHO20
iMnedancy peikosoi ninii 6i00KPEMIIOEMbCS UWLYHIMOBULL PEXNCUM 8i0 KOHMPOTILHOZO.

Y wynmoeomy pesicumi pobomu petixo6oi ninii 6usHauaemovcs KOOpouHama, a 3a nompeou —
WBUOKICIb MA NPUCKOPEHHS PYXOMOI 0OUHUYI, SIKA 3HAXOOUMBCS Y MENCAX YbO20 PEelK08020 KOd.
Jlna niosuwenns moyHOCmi 8USHAYEHHS 3A3HAUEHUX NAPAMEMPIB, Y HOPMATLHOMY PeHCUMi pobomu
PeliK08020 KOAa, 30 GUMIPSHUMU 3HAYEHHAMU CMPYMY, Hanpyau i pazo6020 3¢y8y Midc HUMU, YMOY-
HAIOMbCSL 3HAUEHHSL GMOPUHHUX NAPAMEMPIE PelK080l JIIHIT WISIXOM D038 S3aHHs 00epHeHol 3a0ati.
3azuauenuii Memoo me nompedye npoeedeHHs: 3HaUH020 00 €My 00UUCIEHb MA 0A€E 3MO2Y BUZHA-
YUmMuy GMOPUHHI nNapamempu peiKoeoi Tinii, a yepe3 Hux — i onip ii i301ayii.

Buxopucmanms oxpecienozo memody o0de 3mMo2y eusHawamu 8i0cmaHv, a 3a nompeou —
WBUOKICMb Ma NPUCKOPEHHSL PYXOMOI OOUHUYI, AKA 3HAXOOUMbCS 6 Medcax peliko8oz2o KOoad.
Ompumani napamempu MOMICHA BUKOPUCINAMU Ol KOHMPOIIO 3G PYXOMUMU PEUKOBUMU OOUHUYAMU
HA NepecoHax Midc CmaHyisimMu. 3acmocy8anis Yb02o0 Memooy MaKodc Modice Oymu KOPUCHUM Ha
OIISIMKAX HAONMUICEHHs. 00 3aNI3HUYHUX nepeiz0ie 3 memoio peanizayii (hikcosano2o uacy cnoei-
wennst. Kpim ybo2o, 3a608Ku GUKOPUCIMAHHIO OKPECTAEHOT MOO€i, MONCIUBO MAKONC, Y KOHMPOLb-
HOMY pedicumi pobomu GU3HA4amu i KOOPOUHAMY HOUKOONCEHHsl PeuKo8oi MiHii, wo dacmsv 3mMo2y
SMEHWUMUY 8UMPAMU 4ACY HA UABLEHHS MA YCYHEHHS NOUIKOONCEHHS.

Knrouosi cnosa: peiikose kono, 6xXiOHuil iMReOanc, KOOPOUHAMAa pyxomoi oOuHuyi, napa-
Mempu pyxy, ni0GUUeH s CThaKy be3neKu



