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Abstract: This paper focuses on development and evaluation of an economic-driving
assistance program for transit vehicles (EDTV) which can minimize energy consumption,
air pollution emission of buses, and improve the level of service of transit system as well.
Taking advantage of the latest advances in information and communication technologies,
the EDTV system can provide bus drivers with optimal recommended bus holding times at
near-side bus stops and dynamic bus speed to adapt to the real-time traffic control plan at
downstream intersections. In order to address the impacts of the stochastic variation of bus
dwell time, the total link between adjacent intersections is divided into three parts:
upstream of bus stop part; bus stop part; and downstream of bus stop part. The methods for
calculating recommended parameters, including bus holding time and bus speed in each of
the three parts are proposed based on real-time bus status and signal status at downstream
intersections. A VISSIM-based simulation platform was designed and used for simulating
and evaluating the proposed EDTV system. Extensive experimental analyses have shown
that the proposed EDTV system can improve the performance of a transit system in
terms of reducing fuel consumption, air pollution emissions and level of service of the
transit system.

Keywords: economic-driving; energy efficiency; bus signal priority; speed adjustment




Energies 2012, 5 372

1. Introduction

The transportation system is one of most significant users of energy. Encouragement of transit
system usage is one known strategy for reducing traffic that some suggest is second only to a complete
driving ban in its potential for reducing energy use [1]. Especially, with the blooming of the Chinese
economy in recent years, the traffic volume in Chinese cities has increased rapidly. Traffic congestion,
accompanied by large amounts of fuel consumption appear nearly everywhere, more seriously in major
cities such as Beijing and Shanghai. Giving transit priority is a worthy societal objective. With the
enlargement of transit networks, an increasing number of literatures have focused on techniques to
improve the service quality of transit systems.

The quality of transit bus service concerns both operators and users. Bus routes may have many
stops and signals which affect bus movements and operational efficiency. The need to control bus
movements along bus routes arises because their headways are unstable. As a result, lots of research
has focused on bus operation control techniques. Using empirical data Abkowitz and Engelstein
examined transit running times at various times of the day, in different directions of travel, and at
different points along routes in Cincinnati (OH, USA). They found that transit running times are
highest and most variable during the afternoon peak period. Regardless of time period, it is apparent
that variation in running times increases with distance from route origin so that service deteriorates as
the vehicle proceeds downstream [2]. An analysis of bus travel times and speeds was conducted in a
cross section of U.S. cities by Levinson in 1983 [3]. Three basic analyses were conducted: (a) bus and
car speeds were compared; (b) bus travel times and delays were estimated from various field studies;
and (c) bus travel times were derived based on dwell time, traffic congestion, actual acceleration and
deceleration rates, and distance between stops.

In order to decrease bus delay at intersections and improve reliability of transit system, a handful of
studies have proposed transit signal priority (TSP) strategies and documented the benefits of TSP
implementations [4—6]. These studies on signal priority strategies can be broadly divided into three
categories: passive priority strategy; active priority strategy and real-time priority strategy; and various
methodologies including experimental, simulation-based or theoretical analysis methods. Many traffic
signal control systems have bus priority logic embedded in their software. Such systems provide signal
priority at the local or the system level. The SCATS system [7] transit priority logic includes green
extension, special phase sequences, and compensation to the non-transit phases. The SCOOT
system [8] grants priority to buses (phase extension and recall) on the basis of user-specified
intersection degree of saturation to avoid excessive delays to the rest of the traffic. Field evaluations in
London showed bus delay savings ranging from 5 to 10 s per signal with no disadvantage to the rest of
the traffic [9]. The UTOPIA system in Turin, Italy [10], is an adaptive control system that provides
absolute priority to transit by continually optimizing the signal settings over a short time interval
(rolling horizon). Reported benefits include a 20% increase in the average bus speeds without
disadvantages to the rest of the traffic.

Most previous work has focused merely on optimizing signal timings or operation control strategies
independently and treated bus speed as an exogenous input that was quantified by roadway speed limit
or some constant values determined by local practices. In reality, real time bus speed is a function of
several factors, including bus driver behavior, bus characteristics, and impacts of upstream signals and
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traffic conditions, even with an exclusive bus lane. The departure of the constant speed values used in
these algorithms from real bus speeds may consequently result in low TSP efficiency or even TSP
system failure. Bus speed determines the time duration of a bus traveling the distance between the
upstream intersection (and bus detectors) and the downstream intersection. The time duration is a
critical component of TSP strategy optimization algorithms. Therefore, different real bus speeds would
require different transit priority signal timings, even under the same traffic conditions. Besides bus
speed and bus dwell time at near side bus stop, the bus holding time at near side bus stop also have
significant impacts on bus arrival time at downstream intersections.

Although speed is very important both for efficiency and safety of all traffic systems, including
transit systems, and the potential benefit of integrated optimization of speed and signal plan were
revealed [11,12], technical difficulties in reliable bus speed detection and real time communications
between buses and traffic controllers may have been obstacles to the use of time-dependent changeable
bus speeds in transit signal prioritization. As technologies continue to mature, Connected Vehicle
systems have progressed significantly and changed the way we design transit signal priority systems,
including traffic sensing and traffic signal operations design [13]. While traditional video and
in-pavement detectors can generally provide information about vehicle presence, Connected Vehicle
technologies allow vehicles to transmit a much broader range of information to controllers, such as real
time vehicle locations, bus schedule deviations and speeds, and the control parameters can also be
transmitted back to buses. This capability in turn makes it feasible to vary bus speed based on the
needs of transit system optimization.

Moreover, very limited literatures have addressed the problem about how to decrease bus fuel
consumption and air pollution emissions using either bus operation control strategies or transit signal
priority control strategies. However, the fuel consumption of bus systems is a very important part of
total fuel consumption of the transportation system. The speed and stops of vehicles are both critical
factors which affect bus fuel consumption and air pollution emission [14]. Stops per distance (stops per
mile) is also a very important metrics to estimate fuel consumption and emission. Evaluation of speed
control system also validated that the fuel consumption and emissions can be decreased by proper
speed guidance, and the fuel consumption decreases with the decrease of number of stops per
distance [15]. To address the issues proposed above, this research focuses on developing an
economic-driving assistance system for transit vehicles (EDTV) which can minimize energy
consumption, air pollution emission of buses, and improve the level of service of the transit system as
well. Taking advantage of the latest advances in information and communication technologies, EDTV
integrates two bus operation control strategies, holding control at bus stop and dynamic speed control
and provides bus drivers with optimal recommended bus holding times at near-side bus stop and
dynamic bus speeds to adapt the real-time traffic control plan of downstream intersections. The
developed system can:

(1) Minimize fuel consumption of transit vehicles while improving the level of service of
transit systems;

(2) Capture explicitly the dynamic interaction between bus speed, bus holding time, bus dwell time
and signal timings at downstream intersections; and



Energies 2012, 5 374

(3) Optimize bus holding times and recommend bus speed dynamically with respect to real time
signal status and bus arrivals.

The paper is organized as follows: the basic structure of the proposed approach is presented in the
next section. The logic designed for integrated optimization of dynamic bus speed and holding time at
near side bus stop is outlined in Section 3. A case study is described in Section 4 to demonstrate the
effectiveness of the proposed EDTV system and perform sensitivity analysis on critical factors that
may affect model performance. Conclusions and recommendations are given at the end of the paper.

2. Basic Concept and Framework of EDTV

The key feature of the control concept of this paper is integrated optimization of bus speed and bus
holding time at near side bus stops. Bus speed and bus holding time at near side bus stops determines
the time when the bus arrive at the stop line of an intersection after being detected. This time element
is a critical factor which decides whether a bus should stop at the stop line of a downstream
intersection after passing a near side bus stop. Hence, different speeds and different bus holding times
would result in different fuel consumption status for the same bus and the same background

signal timings.

Figure 1. Interaction of bus speed and bus holding time.
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Figure 1 illustrates the basic concept of the proposed EDTV system. With the help of real-time
communication between buses and traffic controller (e.g., through Connected Vehicle) technologies,
current bus speed and background signal timings can be collected and sent to the EDTV as soon as a
bus enters into the link between the two adjacent intersections. As shown in Figure 1, changes of either
bus speed or bus holding time at the near side bus stop or both of them can change the bus arrival
status at the downstream stop line, e.g., stopping or passing.

Besides bus speed and bus holding time, bus dwell time is another factor which affects the arrival
time of bus at downstream intersections as shown in Figure 1. The dwell time is usually determined by
the number of passengers which usually is a random number. In order to take the stochastic feature of
bus dwell time into consideration, the total link between adjacent intersections is divided into three
parts: upstream part; bus stop part; and downstream part, and the EDTV system consists of three
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methods accordingly: bus speed optimization model upstream of the bus stop; holding time
optimization model at the bus stop; and bus speed adjustment model downstream of the bus stop. The
structure of the EDTV system is shown in Figure 2. As shown in this figure, the bus status as well as
real-time signal timings will be sent to the EDTV system as long as it is detected, e.g., it appears in the
link to the target intersection.

Figure 2. Framework of the EDTV system.

’— Bus detection

Initial
bus Arrival status estimation <4———

Real-time signal
timings

speed

Bus dwell time

h 4 ¢ v

First speed Bus holding time/speed . | Second bus speed
adjustment optimization adjustment
Upstream of bus stop bus stop Downstream of bus stop

There are three steps for the optimization of dynamic bus speed and bus holding time for every
detected bus. The functions of the three parts are introduced as follows:

(1) First speed adjustment. generate the first recommended speed which can be used by a detected
bus to travel the distance between bus detector location and the bus stop.

(2) Holding time/speed optimization: provide a recommended holding time at the bus stop after the
bus door has closed and a recommended speed for a bus traveling the distance between the bus
stop and the stop line at a downstream intersection.

(3) Second speed adjustment. monitoring changes of real-time signal timings and bus speed, and
generating real-time recommended bus speeds.

3. Optimization Methods for Adjustment of Bus Speed and Holding Time
3.1. Assumptions

To yield tractable solutions for the proposed approach with realistic constraints, this study has
employed the following assumptions.

(1) The bus detection and communication system can provide real-time two-way communications
between buses and traffic controllers and support the real time optimization of bus speed and
transit signal priority; and

(2) There is an exclusive bus lane in the studied approaches, and all buses will accept the
recommended speed and holding time immediately and accurately.
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3.2. Notations

376

To facilitate the model presentation, the key parameters used hereafter are summarized in Table 1.

Table 1. Notations and Parameters.

Vo
vmax

Umin

The current real time bus speed (m/s)

The maximum allowed bus speed (m/s)

The minimum allowed bus speed (m/s)

The time when bus reaches the intersection with current speed (s)
The cycle length (s)

The starting time of bus phase (s)

The ending time of bus phase (s)

The starting time of bus-arriving-window (s)

The ending time of bus-arriving-window (s)

The length of distance between bus detector and bus stop (m)

The length of distance between bus stop and the stop line (m)
Time headway for safety parking (s)

The recommended speed for the bus at upstream of bus stop (m/s)
The recommended speed for the bus at downstream of bus stop (m/s)
The real-time bus speed (m/s)

Bus holding time at bus stop (s)

Maximum bus holding time at bus stop (s)

Positive integer, number of cycles

In the following parts of this section, the method for optimization of bus speed as well as bus

holding time used at each steps are introduced. The optimization logics are designed based on the

analysis of interaction of bus speed, bus holding time, bus dwell time, real-time signal timings and bus

arrival time at stop lines.

3.3. Logic 1: First Speed Adjustment Logic

Once a bus comes into the detecting area, the decision of whether or not and how to consider the

impacts of the nearest preceding bus that has not passed the stop line can be directly made by logic 1.

Logic 1 is composed by the following seven sub-logics:

Logic 1.1: If there is no preceding bus, go to Logic 2 directly.

Logic 1.2: Average bus dwell time is used to calculate bus arrival time at the downstream

intersection, and bus holding time at the bus stop is assumed equal to 0;

Logic 1.3: 1f the arrival time of the preceding bus is earlier than the planned arrival time of the

current bus, the preceding bus has no impact on the current bus and goes to Logic 1.5, otherwise,

goes to logic 1.4.

Logic 1.4: 1f the arrival time of the preceding bus is later than the planned arrival time of the

preceding bus, the passing time of the current bus is related with that of the preceding bus and it is

of no use to adjust the current bus speed, then, goes to Logic 2.
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Logic 1.5: In order to minimize bus travel time, if the current bus can arrive at the stop line within
the green time of a bus signal at a higher speed value within the allowed speed range, the highest
feasible speed can be selected. Therefore the recommend bus speed can be computed with the
following equation, and goes to Subset 2; otherwise, goes to Logic 1.6.
L+L

UV = max [m' Umax] (1)
Logic 1.6: If the arrival time of the bus driving with the current speed is within the range of the
green time of the bus phase, the current bus speed should not be changed, goes to Logic 2;
Logic 1.7: If the slowest bus arriving time (traveling with the slowest speed) is within the bus green
time, the recommended speed can be computed with the following equation; otherwise, the bus
cannot pass the intersection by changing speed, and the recommended speed is set to equal the
current bus speed.

v=(L+L)/(Wl+nC—T,) (2)
3.4. Logic 2: Integrated Optimization of Bus Holding Time and Bus Speed

The bus holding time should be determined after the doors of the bus are closed. The decision of
whether to hold the bus at bus stop and the holding time can be made by Logic 2. Logic 2 is composed
by the following five sub-logics:

Logic 2.1: Estimate the arrival time of the bus at the stop line with the speed recommended by
Logic 1 under no holding situation. The holding time should be as short as possible to decrease bus
travel time. Therefore, if the bus arrives at intersection during the green time, the original
recommended speed should be adopted as recommended speed again, the holding time is equal to 0;
otherwise, goes to Logic 2.2;

vi=v 3)

h=0 4)
Logic 2.2: If the bus can arrives at an intersection with the highest speed during green time, the
highest speed should be adopted as the recommended speed to minimize bus travel time, the
holding time is equal to 0 accordingly;

V' = Upax (5)

h=0 (6)
Logic 2.3: If the bus can arrive at an intersection with the lowest speed during green time, there is
no need to hold the bus at the bus stop to avoid potential confusion of passengers. The
recommended speed should be the highest speed with which bus can pass the intersection without

stopping. Therefore, the bus speed can be calculated by Equation (7), and holding time should be 0
as shown in Equation (8).

v'=L/(nC—Ty+ ge) (7
h=0 )
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Logic 2.4: Let t represent the signal status which is the length of passing red time of bus signals
when a bus arrives at the stop line using the lowest speed. If ¢ < A, it means the bus can pass the
intersection without stopping by adjustment of holding time. In order to minimize holding time, the
recommended speed should be the minimum speed and the holding time can be calculated based on
the recommended speed as shown in Equation (10). Otherwise, it means bus still has to stop at the

intersection even if the maximum holding time is used, goes to Logic 2.5.

U, = Unin (9)
h=(vL, )modc (10)

Logic 2.5: The bus cannot avoid stopping again at the downstream intersection by adjust
holding time and speed, therefore, the holding time and speed can be can be calculated by the
following equations:

vi=v (11)
h=0 (12)

3.5. Logic 3: Second Speed Adjustment

Logic 3 is designed to avoid the real time bus speed from deviating from the recommended bus
speed due to stochastic impacts of the environment or bus driver behavior. It is composed of two

sub-logics:

Logic 3.1: If v" is not equal with v, and bus can pass the stop line without stopping according to
Logic 2, the v" should be updated by the following equation:

v'=v' (13)

Logic 3.1: If a bus has to stop at the stop line according to Logic 2, there is no need to monitor the

value of v'.
4. Evaluation and Analysis
4.1. Experiment Design

To illustrate and evaluate the applicability and efficiency of the proposed method, this study uses an
intersection on Beiyuan Road, a main BRT (Bus Rapid Transit) corridor of Jinan, for a case study.
There are exclusive bus lanes operating at the intersecting streets of Beiyuan Road. The basic layout of
the intersection, the phase design and the traffic volume are given in Figure 3.

The model is evaluated at three levels of transit demand (vehicles per hour): low (Demand
Level 1)—0.7 times of the basic volume as shown in Figure 4, moderate (Demand Level II)—basic
volume as shown in Figure 4 (the number near the arrow), and heavy (Demand Level III)—traffic
conditions (1.3 times the basic volume).
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Figure 3. Basic parameters of the intersection used in the case study. (A) Layout of the
intersection; (B) Phase sequence and traffic volume.
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VISSIM simulation software is used to evaluate the proposed methods [16]. VISSIM is a
microscopic, time step and behavior based simulation model developed to model urban traffic and
public transit operations. The program can analyze traffic and transit operations under constraints such
as lane configuration, traffic composition, traffic signals, transit stops, efc., thus making it a useful tool
for the evaluation of various alternatives based on transportation engineering and planning measures of
effectiveness. The process starts with VISSIM’s Component Object Model (VISSIM -COM) interface.
This is an external module enabling communication and dynamic object creation between the
simulation environment and external processes, and the proposed method can be connected with
VISSIM exactly. Measures of effectiveness including travel time, speed, fuel consumption, and
emissions can be obtained from VISSIM. Each simulation runs for one hour; to overcome the
stochastic nature of simulation results, an average of 10 simulation runs has been used.

4.2. Experimental Results and Analyses

To evaluate the performance of the proposed model, we have developed and compared the
following signal control scenarios:

* No EDTV (NEDTV): implements fixed signal timing plans optimized offline using Synchro 6
without EDTV.

* EDTV: implements the same signal plans as the No EDTV scenario, and recommended bus
speed, and holding time generated by the proposed EDTV method.

Figure 4 shows the average optimization results of EDTV under different traffic demand scenarios,
Figures 57 show the comparison results from the proposed EDTV system and the traditional NEDTV
scenario under different levels of demand as defined above.

As shown in Figure 4, the proposed EDTV can generate recommended holding times and bus
speeds efficiently. The average bus holding time and bus speed are different under different traffic
demand levels. The recommended bus speed for a bus to travel the distance between detection location
and bus stop is different with that for bus to travel the distance between bus stop and the downstream
intersection. These results validate the effectiveness of the proposed EDTV method. Figure 4 also
shows that it is necessary to re-calculated the recommended bus speed after the bus passes the bus stop.
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Figure 4. Average recommended holding time and bus speed.

EDwelltime M Holding time B Original speed
2 mRecommended speed before bus stop

~20 A M Recommended speed after bus stop
1
E ~28 -
2 §27 1
= 53
210 - %‘
3 267
2 5
gm >

54 <55 |

0 - . . 24 -

Q—1 Q—1II Q—1I Q—1 Q—1I Q—1II
(A) Bus holding time. (B) Bus speed.

To investigate the performance of the bus speed and holding time generated by the proposed EDTV
system, this study has compared the fuel consumption and air pollution emission of buses under
different demand levels.

Figure 5. Bus fuel consumption and pollution emission under different traffic demand.
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Figure 5. Cont.
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As indicated in Figure 5, one can reach the following findings:

(1) The proposed EDTV outperforms NEDTV in all demand scenarios in terms of reduction in bus
fuel consumption (7.3%9.5% savings over NEDTV). Such results clearly demonstrate the
advantages of the proposed model in saving energy.

(2) Recommended bus speed and holding time plans generated by the proposed EDTV will also
contribute a significant decrease of air pollution emission of buses. Compared with NEDTV, the
decrease in average is about 3.7%—10%.

Beside fuel consumption and air pollution emission, the impact of EDTV system on transit system
efficiency and travel time was also investigated. As shown in Figure 6, although the level of demand
has impacts on the performance of EDTV, the total travel time of buses can be significantly reduced by
EDTV compared with NEDTV (ranging from 5.6% to 10%). Based on the results of Figure 5 and
Figure 6, it can be found that improvements have been achieved by the EDTV system in terms of
enhancing economic driving and improving level of service of transit system simultaneously.

Figure 6. Travel time analysis.
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Figure 7. Comparison of recommended bus speed.
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Figure 8. Comparison of recommended bus holding time.
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To assist traffic engineers in best understanding the results and the application feasibility of the
proposed EDTV, this section describes further investigations of the details of bus speed and bus
holding time at near side bus stop recommended by the proposed EDTV.

In Figure 7, the original speed, recommended speed before arriving at bus stop and recommended
speed after passing bus stop of every bus are presented. As indicated in Figure 7 and Figure 8, one can
reach the following conclusions:

(1) The proposed EDTV system can generate a recommended bus speed and bus holding time at
near side bus stops for all buses. Moreover, the recommended bus speed upstream of the bus
stop and downstream of the bus stop (Figure 7) is different among different vehicles, as is the
recommended holding time (Figure 8);

(2) The stochastic variety (Figure 8) of bus dwell time may be the main reason for the differences
in recommended bus speed upstream of the bus stop and downstream of the bus stop (Figure 7);

(3) Since the recommended bus speed and bus holding time should satisfy the constraints of
minimum and maximum bus speed and maximum holding time, respectively, these constraints
are very important factors which have significant impacts on the performance of the proposed
EDTV method.

5. Conclusions

This study has presented an economic-driving assistance system for transit vehicles (EDTV) which
can adapt bus operation status with signal timings at downstream intersections when real-time
adjustment of bus speed and holding time is available. Aiming at minimizing fuel consumption and air
pollution emissions, EDTV can provide bus drivers with optimal recommended bus holding times at
near-side bus stops and dynamic bus speeds to avoid bus stops at intersection again after passing near
side bus stops. In order to take the stochastic feature of bus dwell time into consideration, the total link
between adjacent intersections is divided into three parts: upstream part; bus stop part; and
downstream part. The methods for calculating the recommended parameters, including bus holding
time and bus speed at each of three parts are proposed based on real-time bus status and signal status at
downstream intersections. A VISSIM-based simulation platform was designed and used for simulating
and evaluating the proposed EDTV method. Extensive experimental analyses shown that the proposed
EDTYV system can improve the performances of transit system in terms of reducing fuel consumption,
air pollution emissions and level of service of the transit system.

Note that this paper has presented preliminary evaluation results for the proposed system. More
extensive theoretical analysis and numerical experiments or field tests will be conducted to assess the
effectiveness of the proposed model under various traffic and transit demand patterns. Another
possible extension to this study is to take the impacts of general traffic into the consideration and
optimize signal timings and bus operation control strategies together since both of them have impacts
on bus operation status, including fuel consumption, air pollution emission and bus travel time.

Acknowledgments

The research is supported by the National Natural Science Foundation of China under Grant
No.51178345, and also supported by the Fundamental Research Funds for the Central Universities.



Energies 2012, 5 385

References

10.

11.

12.

13.

14.

15.

16.

Noland, R.B.; Cowart, W.A.; Fulton, L.M. Travel demand policies for saving oil during a supply
emergency. Energy Policy 2006, 34, 2994-3005.

Abkowitz, M.D.; Engelstein, I. Temporal and spatial dimensions of running time in transit system.
Transp. Res. Rec. 1982, 877, 64—67.

Levinson, H.S. Analysis transit travel time performance. 7ransp. Res. Rec. 1983, 915, 1-6.

Ngan, V.; Sayed, T.; Abdelfatah, A. Impacts of various traffic para meters on transit signal
priority effectiveness. J. Public Transp. 2004, 7, 71-93.

Ma, W.; Yang, X.; Liu, Y. Development and Evaluation of a Coordinated and Conditional Bus
Signal Priority Approach. Transp. Res. Rec. 2010, 2145, 49-58.

Ghanim, M.; Dion, F.; Abu-Lebdeh, G. Integration of signal control and transit signal priority
optimization in coordinated network using genetic algorithms and artificial neural networks.
Presented at the 88th Annual Meeting of the Transportation Research Board, Washington, DC,
USA, 2009.

Lowrie, P.R. The Sydney coordinated adaptive traffic system (scats): Principles, methodology,
algorithms. Presented at the International Conference on Road Traffic Signaling, London,
UK, 1982.

Hunt, P.B.; Robertson, D.I.; Bretherton, R.D.; Winton, R.l.; SCOOT: A Traffic-Responsive
Method of Coordinating Signals; TRL Report 1014; Transport and Road Research Laboratory:
Wokingham, UK, 1981.

Ahn, K.; Rakha, H. System-Wide Impacts of Green Extension Transit Signal Priority. Presented at
Intelligent Transportation Systems Conference, Toronto, Canada, 2006.

Nelson, J.T. Provision of Priority for Public Transport at Traffic Signals: A European Perspective.
Traffic Eng. Contr. 1993, 34, 426—428.

Abu-Lebdeh, G. Integrated adaptive-signal dynamic-speed control of signalized arterials.
J. Transp. Eng. 2002, 128, 447-451.

Abu-Lebdeh, G.; Chen, H. Exploring the potential benefits of intellidrive-enabled dynamic speed
control in signalized networks. In Proceedings of the 89th Transportation Research Board Annual
Meeting, Washington, DC, USA, 2010.

FHWA (Federal Highway Administration). Final Report: Vehicle Infrastructure Integration;
Proof of Concept Results and Findings Summary—Vehicle; FHWA-JPO-09-043; Available
online: http://ntl.bts.gov/1ib/31000/31100/31135/14477.htm (accessed on 21 February 2012).
Delgado, O.; Clark, N.; Thompson, G. Modeling transit bus fuel consumption on the basis of
cycle properties. J. Air Waste Manag. Assoc. 2011, 61, 443-452.

Coelho, M.C.; Farias, T.L.; Rouphail, N.M. Impact of speed control traffic signals on pollutant
emissions. Transp. Res. D 2005, 10, 323-340.

VISSIM 5.10. PTV Planung Transport Verkehr AG.: Karlsruhe, Germany, 2008.

© 2012 by the authors; licensee MDPI, Basel, Switzerland. This article is an open access article

distributed under the terms and conditions of the Creative Commons Attribution license

(http://creativecommons.org/licenses/by/3.0/).




<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /All
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Warning
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJDFFile false
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /LeaveColorUnchanged
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments false
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000500044004600206587686353ef901a8fc7684c976262535370673a548c002000700072006f006f00660065007200208fdb884c9ad88d2891cf62535370300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef653ef5728684c9762537088686a5f548c002000700072006f006f00660065007200204e0a73725f979ad854c18cea7684521753706548679c300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA <>
    /JPN <>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020b370c2a4d06cd0d10020d504b9b0d1300020bc0f0020ad50c815ae30c5d0c11c0020ace0d488c9c8b85c0020c778c1c4d560002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken voor kwaliteitsafdrukken op desktopprinters en proofers. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /PTB <>
    /SUO <>
    /SVE <>
    /ENU (Use these settings to create Adobe PDF documents for quality printing on desktop printers and proofers.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /NoConversion
      /DestinationProfileName ()
      /DestinationProfileSelector /NA
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure true
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles true
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /NA
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /LeaveUntagged
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


