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EXECUTIVE SUMMARY

The SWIFT (Seettle Wide-area Information For Travelers) Field Operational Test was intended
to evaluate the performance of alarge-scale urban Advanced Traveler Information System (ATIS)
deployment in the Seattle area. The unique features of the SWIFT ATIS were the provision of
information for multiple transportation modes, the ddlivery of thisinformation using three
different devices, and the use of the FM sideband as the primary communication medium. A total
of approximately 800 system users were recruited during the course of the study.

The SMFT Architecture Sudy is one of five component studies to the overall system evaluation.
Thisreport details the results of the SMFT Architecture Study based on the evaluation objectives
that wereinitialy identified in the SMFT Architecture Sudy test plan (1996). Specifically, four
evaluation objectives are identified in the SMFT Architecture Sudy test plan. Thefirst two of
these objectives relate to the system performance when the system is operating according to its
functional specifications, and is essentially free of any component failures. In contrast, the third
and fourth objectives focus on what happens when part of the system becomes unavailable due to
system component failures. For each of these conditions, the performance of the architecture will
be examined from both the user (objectives 1 and 3) and system (objectives 2 and 4) perspective.

In evaluating these four objectives, the SMFT Architecture Sudy not only attempts to establish
the consistency of user perceptions with the actual system performance, but also attempts to
identify the operational characteristics of the system that were not recognized by the SWIFT field
operational test participants. Furthermore, this study attempts to identify the source of any
architectural limitations that were observed by the FOT participants. Finally, it focuses on
evaluating the SWIFT architecture for conditions that contributed to the system not operating as
intended.

This section summarizes the findings of the SMFT Architecture Study for each of the three
reception devices that were tested during the field operational test before evaluating the issue of
system expandability and transferability.

Seiko M essageWatch Device Findings

The Seiko MessageWatch device users rated the receipt of traffic incident and congestion
messages high, however, the ease of understanding and the timeliness of incident information was
rated the lowest of all characteristics across all devices. The usefulness of information, the
reliability, and accuracy of information were rated the highest for all devices. Incident type
information was generally rated lower than either incident direction or incident location
information. In terms of device usability, the ability to decipher some of the messages was rated
the lowest, however, in general the users perceived the device to be usable.

Thefield tests that were conducted as part of the architecture evaluation demonstrated that apart
from somerare incidents (0.1 percent), delay within the system prior to transmission was less than
600 seconds (5 minutes). On average, verifying and inputting incident information required 90
seconds. Messages required, on average, 3 minutes between incident notification and final display
on the Setko MessageWatch device. Limitations in the architectural design of the Seiko
MessageWatch device resulted in larger delays relative to the other devices (on average 800
percent higher). These delays were found to increase when the message spacing was less than 5.5
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minutes. The high delays associated with the Setko MessageWatch device resulted in the lowest
ranking in data timeliness by the device users (based on questionnaires). Thislimitation was
attributed to the design of the system architecture.

In terms of data accuracy, the duration of an incident, after visually verifying the existence of an
incident, was estimated using human judgment and in most cases was set to level 1 (15-minute
duration). Research has been conducted, and continues to be conducted, in the area of Incident
Management in order to devel op techniques that estimate incident durations more accurately
based on historical incident data. The use of such techniques could potentially improve the
accuracy of estimating the incident duration. Interestingly, the lack of a scientific basisin defining
the incident information appeared to have a direct bearing on the low rating that users placed on
thisinformation. Alternatively, because the location and direction of the incidents did not require
any forecasting techniques, the use of police reports and visual inspection was sufficient to
provide accurate information. Consequently, the questionnaire participants ranked this
information high. The low accuracy in accident duration estimation is related to the
implementation phase of the system architecture.

The device usahility test demonstrated that the Setko MessageWatch device was easy to use and
thus was rated high by the users. Although, the device usability test demonstrated that the users
managed to decipher 91 percent of the messages, some rare messages were extremely difficult to
decipher. Again, thisfinding is consstent with the user perceptions asidentified in the
guestionnaires and focus groups. The limited graphical display of the Setko MessageWatch
device (related to design phase) resulted in some problemsin terms of deciphering messages.

Delco In-vehicle Navigation Device Findings

The questionnaire results indicated that the Delco in-vehicle navigation device users were
generally satisfied with the device color, size and styling and least satisfied with the message
display size, illumination of buttons, and message display background lighting. Furthermore, the
Delco device users were not satisfied with the timeliness of messages and the directional
information for incidents. Finally, the Delco device users were found to be less likely to change
their commute start time and mode of travel than other device users.

In terms of device usability, the results of the usability field test do indicate some problemsin
completing standard tasks (71 percent completed). The results of the questionnaires do indicate
some concern regarding the usability of the device in terms of the illumination of the buttons and
the message display lighting. These limitations are attributed to the design of the device.

The fidld tests demonstrated that verifying and inputting incident information required 90 seconds,
on average, and required 100 seconds (approximately 2 minutes) between incident notification
and final display on the Delco device. Clearly the delay associated with this device islower than
the delay associated with the Seiko MessageWatch device. The concern the questionnaire
participants placed on the timeliness of the information could be attributed to the inconsistency of
voice announcement for messages (field tests indicated that only 35 percent of the messages were
confirmed). This problem is attributed to the implementation phase of the system architecture.

Thelow rating that the Delco in-vehicle navigation device users placed on the incident duration
information is consistent with how the Setko MessageWatch device users perceived the
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information. Asdiscussed earlier, thisarchitectural limitation is attributed to the implementation
phase of the system. Noteworthy, isthe fact that the Delco device users, unlike the Setko
MessageWatch device users, rated the accuracy of the incident direction aslow. Thislow rating
is attributed to a technical problem that resulted in the device reversing the direction of incidents
(e.g. northbound indicated as southbound). This problem isaresult of a problem in the system
implementation as opposed to a problem in the system design.

The questionnaire results indicated that the Delco device users were less likdy to change their
commute start time and mode of travel than other device users. Thisfinding is consistent with the
fact that the Delco device was the only in-vehicle device. As such, the users would not be able
access the information until they entered their vehicle, unlike the other devices where they could
access the information prior to entering their vehicle. Consequently, it isonly natural, given that
the person isin higher vehicle, that they would be less likely to alter their time of departure and/or
their mode of travel.

PC-Device Findings

The gquestionnaires and focus groups demonstrated that a high percentage of the PC-device
participants used a combination of modes including bus, vanpool and carpool on their trave to
work (57 percent). Consequently, in comparing the responses of the different device users one
has to also bear in mind that the PC-device users had different travel characteristics than did the
other device users.

The questionnaires and focus groups demonstrated that PC users placed a high amount of
importance, relative to other users, on the receipt of traffic incident and congestion information
and much lessimportance on genera information, personal paging, and rideshare information. In
general, the PC-usersrated personal paging and general information messages low because the
services were not consistently available to users as a result of some technical problemsin message
ddivery. Incident duration information was also rated low along all message attributes. Other
incident related information was generally rated quite high, as was traffic congestion and bus
schedule/time point information. Bus position information was found to be easy to understand
and useful by respondents. However, thisinformation was rated low both in terms of reliability
and accuracy. PC focus group device participants expressed a concern with the reliability of the
signal connection.

Thelow rating in terms of the incident duration information is consistent with what was observed
by the other device participants. This problem was attributed to the implementation of the system
architecture.

In terms of the traffic speed data, the field tests and the user perceptions demonstrated that the
datawerefairly accurate. Specifically, field tests verified that 50 percent of the datawerein a
speed category that was consistent with the conditionsin the field.

The fidld tests and user perceptions were consistent in ranking the reliability of the transit data as
low. Specifically thefield testsindicated that, on average, 30 percent of Metro Transit’s buses
were missing from the SWIFT data. The accuracy of the data was found to be within 500 meters,
on average. Thisaccuracy is much lower that what was claimed by the system developers. The
system devel opers found the AVL system to be within 90 meters of its actual location for 95
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percent of the time, and to be within 160 meters of its actual location for 99 percent of the time.
The low ranking of accuracy is attributed to the use of the less sophisticated sign-post technology
as opposed to GPS.

Thefidd tests and questionnaire results indicated problems with the RRM. These problems were
attributed to the design of the system.

System Expandability and Transferability

The components of the architecture that are related to data surveillance and collection all feed
Seiko Communications Systems with a variety of traffic and/or transit data. This component of
the architecture, which involves the nodes at Washington State Department of Transportation
(WSDQT), the University of Washington, Metro Traffic Control, and Metro Trangit, are virtually
independent of the number of customers. Instead, the load on these components, as well asthe
links between them, are controlled by the size of the area that is under survelllance.

In order to expand the system on the freeway side, alarger percentage of the road network would
need to be equipped with loop detectors. This represents a moderate cost, only partially because
of the hardware involved. The bulk of the costs associated with expanding the number of loop
detectorsisin the ingtallation cost, the traffic disruption costs during installation, and the linkage
of the loops back to WSDOT’s control center. In contrast, the increased cost of putting the
expanded bus network under surveillance would primarily be tied to the purchase of autonomous
navigation units for each new bus. The bus control center would likely be able to handle more
equipped vehicles at only a moderate increasein cost.

The amount of data processing that would be required at each of the nodes leading up to the
Selko distribution center would similarly increase in alinear fashion, but the inclusion of
additional and/or faster computers should be able to accommodate these requirements at a
moderate cost. The need for increased data communication capacity, up to the Setko center,
could similarly be accommodated quite readily usng modest increasesin costs, as all of these
costs are primarily related to land based communications. Land based communications are, in
general, not only cheaper but also have much higher capacity reductions. The only exception to
thisrelates to those communications that currently take place over the Internet. In this case,
dedicated lines could be added.

The communications from the Seiko Communications Systems onwards are still tied to some
extent to the Size of the areathat is under surveillance. However, in some of the system’s
services, capacity issues are tied more closdly to the number of users. Specifically, some of the
SWIFT servicesrely on strictly a one-way broadcast. In this case, the communications load is
independent of the number of users. However, in some cases, the communications load is a direct
function of the number of users, as user-specific messages are broadcast.

The SWIFT system asit existed in the field operational test transmitted three data streams,
namely: traffic incident data, traffic speed data, and buslocation data. Given that most major
citiesin the US have detectors installed on their freeway systems and incorporate some form of
incident detection and management, it would be easy to utilize existing loop and incident data for
asystem like SWIFT. Furthermore, the use of AVL systemsfor transit bus location is becoming
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more common. Consequently, it appears that the data are available in most mgjor citiesin North
America.

The use of the Internet as the backbone for the SWIFT architecture together with the self-
defining-packet concept allows for an extremely flexible architecture. Furthermore, the use of FM
sub-carriers as the communication medium negates the need for infrastructure installations. Al
these factors grouped together clearly indicate that the SWIFT architecture is extremely flexiblein
terms of system transferability.
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1. INTRODUCTION

The United States (U. S.) Congress passed the Inter-modal Surface Transportation Efficiency Act
(ISTEA) in 1991. The purpose of thislegidation was to re-invigorate the country’s
transportation infrastructure by providing needed repairs to the highway system, encouraging the
development of inter-modal transportation facilities and applying information technology (IT)
solutions to transportation problems.

The Inteligent Transportation Systems (ITS) initiative grew out of ISTEA’s intereststo apply IT
solutions to transportation problems. Specifically, the U. S. Department of Transportation
(USDOT) developed the National Program Plan for ITS(1994) in order to guide the deployment
of ITS around the country. The goals of the USDOT ITS program are to:

Improve the safety of surface transportation
Increase the capacity and operational efficiency of the surface transportation system

Enhance personal mobility and the convenience and comfort of the surface
transportation system

Reduce the environmental and energy impacts of surface transportation

Enhance the present and future productivity of individuals, organizations and the
economy as awhole

Create an environment in which ITS can flourish

Operational tests present opportunities to develop, deploy and eval uate specific implementations
of ITS. According to the Federal Highway Administration (FHWA) document, Generic ITS
Operational Test Guidelines (1993), prepared by The MITRE Corporation, an ITSField
Operational Test (FOT) isa“joint public/private venture, conducted in the real world under live
transportation conditions...” that “...servels] as[a] transition between Research and Devel opment
(R&D) and the full-scale deployment of [ITS] technologies.” Thus, FOTs represent a significant
step in accelerating the deployment of ITSin North America

Conducting FOTs resultsin feedback from the public regarding the viability and perceived
usefulness of a specific ITS implementation. Thisinformation can be used by the public and
private organizations involved to determine the best approach toward full-scale implementation
after the FOT iscompleted. Also, lessons are learned during the conduct of an FOT that will
enable the Federal, State and Local governmentsin partnership with industry and non-profit,
academic ingtitutions to bear, conceive, design, develop and deploy an I TS that provides the best
possible services to the traveling public.

1.1. SWIFT Project

On September 8, 1993, the Federal Highway Administration (FHWA) published arequest for ITS
FOTs. The concept for the SWIFT project was submitted in response to this request on January
6, 1994 by the SWIFT Project Team. The SWIFT Project Team proposed to partner with the
FHWA to perform an operational test of awide-area I TS communications system in the Sesttle
area. The proposed system incorporated a flexible FM sub-carrier High Speed Data System
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(HSDS) that had been devel oped and commercially deployed in the Seattle area by one of the
SWIFT Project Team members. The HSDS would be used to transmit traveler information to
three receiving devices provided by other SWIFT Project Team members. It was anticipated that
the SWIFT Operational Test would provide valuable information regarding the viability of these
devicesfor traveer information systems. SWIFT Project Team members included:

Delco Electronics Corp., a subsidiary of General Motors Corporation (Delco)
Etak, Inc. (Etak)

Federal Highway Administration (FHWA)

International Business Machines, Inc. (IBM)

King County Department of Metropolitan Services (Metro Transit)

Metro Traffic Control, Inc. (Metro Traffic Control)

Seiko Communications Systems, Inc. (Seiko)

Washington State Department of Transportation (WSDOT).

On April 6, 1994, the SWIFT proposal was accepted by the FHWA contingent upon the filing of
a sgned Memorandum of Understanding (MOU) by all SWIFT Project Team membersand a
Teaming Agreement between the Washington State Department of Transportation (WSDOT) and
the FHWA. The SWIFT MOU was signed on October 18, 1998 and the SWIFT Teaming
Agreement was completed on January 10, 1995. Following the fulfillment of these requirements
by the SWIFT project team, construction of the SWIFT system was initiated.

In addition to guiding the signing of the SWIFT MOU and Teaming Agreements, WSDOT also
negotiated separate contracts with the University of Washington (UW) and Science Applications
International Corporation (SAIC) to participate in the SWIFT project. The University of
Washington was retained to provide data gathering and fusion services for the project, while
SAIC was retained as the independent evaluator. In thisregard, SAIC signed their contract with
WSDOT on September 13, 1994 and UW on November 17, 1994.

As part of the their contract with WSDOT, the University of Washington also devel oped and
demonstrated a dynamic ride-share matching system called Seattle Smart Traveler (SST). SST
used the UW Intranet to match ride requests with drivers. Participants registered and
requested/offered rides using a web-like page, and riders would be notified of pending rides by
email. Theproject also used 65 SWIFT Seiko MessageWatchs, or pagers, to let riders know
whereto call to set up aride. These SST users also participated in SWIFT and received traffic

incidents and general information messages. A separate evaluation of SST was conducted by the
Texas Trangportation Institute and, thus, the SWIFT evaluation did not address the SST project.

1.2. SWIFT System Description

An overview of the SWIFT system is shown in Figure 1-1, while Table 1-1 lists the primary types
of information that were delivered by SWIFT. Each SWIFT receiving device regularly scanned
the FM airwaves to identify, retrieve and display the information/messages intended for it.
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The SWIFT system was divided into five (5) data components:

Generation— gathering of the information to be transmitted

Processing— formatting of the information to be transmitted

Transmisson— broadcast of the information to travelers

Reception— receipt of the transmitted information by SWIFT devices

Interpretation— use of the transmitted information by operational test participants.

Each of these are described in the following sections.
Table 1-1. Information Delivered by SWIFT.

Traffic TRAVELE Time and
Incidents, R- . Date,
Device/lnformation | Advisories, Route | SERVICE reeway BusLocations | Personal
Received Scheduled | Guidance | INFORMA | LOOP-SeNSOr | e es | Paging and
Events and TION Information General
Road Information
Closures M essages
Seiko
M essageWatch Yes - - - - Yes
Delco In-vehicle
Navigation Device Yes Yes Yes - - Yes
SWIFT Portable
Computer Yes -- Yes Yes Yes Yes
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1.2.1. Generation

Table 1-2 provides alisting of the information that was provided to SWIFT FOT participants.
Thisinformation was generated by Metro Traffic Control, Etak, Delco, WSDOT, Metro Transit
and Selko.

Table 1-2. SWIFT Data Generation.

Data Generator Data Generated
Metro Traffic Control, Inc. Traffic Incidents, Advisories, Scheduled Events and
Closures
Delco and Etak Route Guidance
Etak Traveler-Service Information
WSDOT Freeway Loop-Sensor Information
Metro Transit Bus Locations and Schedules
Seiko Communications Systems, | Time and Date, Personal Paging and General
Inc. Information Messages

Traffic Incidents, Advisories, Scheduled Events and Closures

Thisinformation was generated by Metro Traffic Control personne who routinely compiled
incident information for use in traffic reports delivered to several Seattle-area radio stations.
Information, consistent with the International Traveler Information Interchange Standard (1TIS),
was entered into a Traffic Work Station (TWS) developed by Etak, Inc. The TWS located the
incident and the operator added descriptive information about the incident, such as “truck
overturned” or “right lane closed.” The TWS then formatted the message for transmission and
forwarded it to Selko.

Route Guidance

As part of the in-vehicle device they devel oped for the SWIFT project, Delco supplied aroute-
guidance system that assisted local drivers by providing a directional pointer to pre-selected
destinations. This system incorporated a Global Positioning System (GPS) antenna that was
placed on the roof of the SWIFT FOT participant’s vehicles that participated in this portion of the
test, and was tied into a Geographic Information System (GIS) that Etak supplied. Users would
select destinations from an “Etak Guide” which contained the | atter’ s geographic coordinates.
Users could also enter |atitude/longitude coordinates as destinations, save the current positions of
their vehicles as destinations and select to receive estimated time of arrival (ETA) information
based upon the current speed of their vehicles. The route guidance provided by the directional
pointer was static— no turn-by-turn directions were provided, only an arrow pointing in the
direction the driver needed to go to reach the destination.
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Traveler-Service Information

Asindicated, the in-vehicle device for SWIFT provided traveler-service information (i.e., Etak
Guide) toitsusers. This same information was aso presented asa“Y ellow Pages’ directory on
the SWIFT portable computers. Users could select the name of |ocal-area businesses or
organization by category (e.g., service stations, restaurants, colleges and universities, tourist
destinations, etc.) and receive a display of the appropriate address and telephone number in order
to guide their travel. Portable computer users could also select to have the locations of their
selections presented on the map of Sesttle that accompanied the SWIFT application.

Freeway Loop-Sensor Information

Traffic congestion information was derived from the existing WSDOT freeway management
system in Seattle. Vehicles were detected with a network of 2,200 standard traffic loops, and
UW used the loop information to estimate speeds, which were then expressed as a percentage of
the posted speed limit. The speed information was compared to freeway bus speeds to detect any
errors. Congestion information was then packaged into a format that could be directly
transmitted and sent to Seiko via the Internet.

Bus Locations and Schedules

Bus location and schedule information was provided by King County Metro Transit. Their
Automatic Vehicle Location (AVL) system uses small roadside transmitters, whed (distance)
sensors and pattern matching to locate buses in the system. Each location was updated about
once every minute and a half. Raw data from Metro Transit's system were sent to UW, where
each coach location was converted into latitude and longitude. The UW then generated all of the
information including the route and trip number into a format ready for transmission, which was
sent to Seiko viathe Internet. The SWIFT project included all the fixed routes that Metro Transit
operates, or up to 900 buses during peak periods.

Time and Date, Personal Paging and General Information Messages

All SWIFT devices also received and displayed information services currently available to Seiko
MessageWatch customers. These included time and date, weather reports, financial-market
summaries, sports scores, ski reports and lotto numbers. All SWIFT devices could also function
as apersonal pager.

1.2.2. Processing

Data generated by WSDOT, Metro Transit, and UW were collated at UW, whereit was
validated, converted, corrected and fused. Once these activities had taken place, the data were
processed into standardized data packetsin order to facilitate ultimate transmission over the
HSDS. Information provided by Metro Traffic Control was preprocessed on the TWS. All data
from UW and Metro Traffic Control were transmitted to Seiko via the Internet.

1.2.3. Transmission

SWIFT data transmission involved sending the processed data to Setko which formatted the data
packets for transmission over the HSDS transmission network. Once formatted by Seiko, the
data were transmitted over an FM subcarrier at a rate of 19,000 bytes per second (19 Kbps). In
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order to increase the certainty of reception by Seiko MessageWatches, double-leve error
correction and multiple transmissions were used. Otherwise, asynchronous (or broadcast)
message sent to the Delco in-vehicle navigation device and the portable computers were sent
only once.

Seiko High Speed Data System

The SWIFT project was based upon the HSDS that is currently used to deliver paging and
information services to Seiko MessageWatch customers. The HSDS signal is added to standard
FM broadcast transmissionsin the form of digital data modulated at a frequency 66.5 khz higher
than the standard, or “nominal,” FM audio signal. No portion of an FM signal, audio or
otherwise, is broadcast below the nominal frequency. FM radio signals are usually broadcast in
three frequency groups between the nominal frequency and 55 khz above this frequency. Thus,
the SWIFT HSDS signal was presented at a frequency that did not interfere with nominal, or
standard FM audio, transmissions.

SWIFT HSDS receivers were "frequency agile," which means they could receive messages from
any HSDS-equipped FM station. Seven Sesttle-area radio stations transmitted the HSDS
protocol to SWIFT devices. Consequently, information was sent from all stationsin the area
which nearly guaranteed reception of important paging messages.

SWIFT information was transmitted three times (once every 1.87 minutes) from each station for
the Seiko MessageWatch. Otherwise, for the portable computers and Delco in-vehicle navigation
device, congestion information was transmitted every 20 seconds, incident information every 30
seconds and bus information every 90 seconds. This feature of the Seitko HSDS provided
information redundancy which further ensured that SWIFT FOT participants were receiving the
most current information provided by their receiving device.

SWIFT Message Formats

All SWIFT information was encoded into a version of the International Traveler Information
System (ITIS) message-formatting convention. The North American version of ITIS, which was
devel oped by the Enterprise group, is based on message formats used by the European Radio
Broadcast Data System (RBDS). TheITIS codes conserve bandwidth by sending incident and
congestion information in a compact form. Some customization of the I TIS formats was
necessary for SWIFT in order to adjust for HSDS packet size, which islonger than the RBDS
packet. Message formats were also developed to send the SWIFT bus location and
speed/congestion data, which are not available in the RBDS.

SWIFT traffic-incident information received by the Delco in-vehicle navigation device was
integrated with Global Position System (GPS) location and time/date information received by the
same device. Thelatter capability provided the incident-direction/distance information and the
current time of day information presented by the Delco in-vehicle navigation device.

Information transmitted to the three receiving devices used in the SWIFT project is presented
bel ow:
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Seiko MessageWatch— incident type/direction, roadway affected and closest
intersection. Example: A leve 3 incident (i.e., accident) on Southbound I-5 is|ocated
near the Mercer intersection.

Delco In-vehicle Navigation Device— incident type/direction, description,
roadway/intersection affected, duration and vehicle-reference (in miles) description.
Example: An accident blocking the two outside lanes of Northbound 1-5, expected to
last for the next 15 minutes, islocated 16 milesto the Northwest.

SWIFT Portable Computer— icon display/text description (including incident type,
roadway affected, direction, closest intersection, backup and duration) of incidents,
icon display of real-time bus position, timepoint schedule information, icon display of
speed information (i.e., closed, 0-19, 20-34, 35-49, 50+ and no data) and speed icon
location description. Example: Vehicles are traveling at 50% of normal speed at the
Mercer speed sensor.

1.2.4. Reception

Three types of HSDS-capable receiver devices, each developed and manufactured by private
entities through consultation with their SWIFT team members, provided SWIFT FOT participants
with incident information, traffic speed/congestion information, bus information, informational
messages (e.g., forecast weather, sports scores, stock-market information) and personal pages,
depending upon the device. The devices were:

Seiko MessageWatch
Delco In-Vehicle Navigation Device
SWIFT Portable Computer

Figures 1-2, 1-3 and 1-4 show examples of the three receiving devices used for SWIFT.
Operational features of each of these devices are described in the following sections.

Seiko MessageWatch

These devices are commercially available and widely used in the Seattle area to ddiver personal-
paging services and “information service’ messages. Current information-service messages
include wesather forecasts, financial market summaries, local sports scores and winning lotto
numbers. SWIFT traffic messages were featured as an added information service.

SWIFT test participants who used the Setko MessageWatch supplied information to the Eval uator
about the usual routes, directions, days and times of the day they traveled. Traffic messages
indicating the location and severity of traffic problems that the user might encounter were sent
based on the resulting travel profile. Because the Setko MessageWatch stored elght messages,
only traffic problems that resulted in substantial delays were sent.
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Figure 1-2. Seiko M essageWatch.

Delco In-Vehicle Navigation Device

This device incorporated a route-guidance component, GIS, GPS recelver and the speakers of a
radio/compact disc player to present real-time traffic information to users. The whole package
was placed into one of four vehicle types. 1995 or newer Buick Regals, Oldsmobile Cutlass
Supremes and Saturns, and GMC Rally Vans.

The Delco device included the capability to select destinations from a“Y ellow Pages® directory of
local landmarks, hotels, restaurants, businesses and street corners selected by the user. The GPS
provided the current location of the vehicle and adirectional display associated with the route
guidance system indicated the direction (relative to the vehicle) and distance to the sel ected
degtination. The stereo speakers were used to announce received messages.

Real-time traffic-incident information was transmitted over the Setko HSDS. The HSDS receiver
was built into the Delco in-vehicle navigation unit filtered out any messages that were outside a
pre-defined distance (e.g., 20 miles) from the current location of the vehicle. The navigation unit
also decoded upon demand the SWIFT traffic messages from text into a “voice’ that provided
incident detailsto the driver. Although messages were retransmitted every minute, only new or
modified messages were announced to the driver.
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Figure 1-3. Delco In-vehicle Navigation Device.

SWIFT Portable Computer

The SWIFT project primarily used IBM Thinkpad and Taoshiba Satellite portable computers.
Some Dauphin sub-notebook computers were distributed before they were discontinued due to
negative user feedback. The Thinkpads were 486 machines, used Windows 3.1, had a built-in,
“butterfly” keyboard and presented information on an active matrix, SVGA color display. The
Satellites were Pentium 100 machines, used Windows 95 and al so presented information on
SVGA color displays.

A separate HSDS receiver unit was attached to the SWIFT portable computer’s seria port. This
unit had approximately the same footprint as the portable computer and was often attached to the
portable computer viaVelcro tape. Primary SWIFT information presented on the portable
computer included real-time traffic incident, speed/congestion and bus-location information.

All of the traveler information for SWIFT portable computers was displayed using Etak
Geographical Information System (GIS) software to show the location of each piece of data. The
software allowed the user to select the type(s) of information (i.e., traffic incident,
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speed/congestion or transit-vehicle location) to be displayed on a map of Seattle. A "Yelow
Pages' directory was also installed and linked to the GI S software to show the location of a
selected business or point of interest. SWIFT portable computers also offered transit schedule
information from static database tables inside the computer.

B 1 — -

Figure 1-4. SWIFT Portable Computer and RRM.
1.2.5. Data Interpretation

The data interpretation portion of the SWIFT system involved hypothesized processes that
affected how users were able to interact with the system. Among those user perceptions that
were addressed were the following :

Data Reception— whether SWIFT information was received

Data Timdiness— whether SWIFT information was received in atimely fashion
Data Reliability— whether SWIFT information was regularly received

Data Display— whether SWIFT information was displayed appropriately

Data Fidelity— whether SWIFT information was accurate

Data Validity— whether SWIFT information affected travel behavior.

SWIFT Architecture Study
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1.3.

SWIFT Field Operational Test Evaluation

Once the SWIFT system was completed, an FOT was conducted with approximately 690 users
who were recruited from the community in order to assess the system. With the mgjority of the
SWIFT system completed by June 30, 1996, the SWIFT FOT evaluation was conducted from July
1, 1996 through September 20, 1997. The goals of the SWIFT FOT evaluation, listed in order of
priority, wereto evaluate:

1. Consumer Acceptance, Willingness to Pay and Potential Impact on the

Transportation System — determine user perceptions of the usefulness of the SWIFT
receiving devices, how much consumers would be willing to pay for such devices and
services and assess how SWIFT-induced changesin users driving behavior might
impact the Seattle trangportation network if the SWIFT system was fully deployed.

2. Effectiveness of the HSDS Transmission Network — determine how well the SWIFT
HSDS communications system functions.

3. Performance of the System Architecture — determine how well the various SWIFT
components work singularly and together.

4. Institutional I1ssues That Affected the Operational Test — identify how institutional
factors associated with the SWIFT public-private partnership affected the FOT, with
emphasis on implications for deployment.

5. Deployment Costs — estimate how much money it would take to deploy and maintain a
SWIFT-like system.

Five evaluation studies were conducted as part of the SWIFT FOT evaluation. These studies
paralleled the five SWIFT FOT evaluation goals and were implemented at various times during
the 15-month test. Table 1-3 provides a summary of SWIFT evaluation information.

As part of the conduct of the SWIFT FOT evaluation, the Evaluator was responsible for user
recruitment. Thisinvolved the recruitment of approximately 1,200 individuals before selection of
the 690 FOT participants was made. Thefinal breakout of SWIFT participantsis shown in Table

1-4.
Table 1-3. SWIFT Evaluation Information.
Study Test Plan Primary Data Primary Data Final Report
L 7147 L eader Cong;lteetlon ngﬁ‘;téz” Collection M ethods Completion
Consumer Jeff Trombly | August 19, 1997 | Spring, Question-naires, March 31, 1998
Acceptance Summer and Telephone Surveys,
Fall, 1997 Focus Groups
Communications | JJm Murphy | August 19, 1997 | Fall, 1997 Field Tests June 29, 1998
Architecture Hesham August 19, 1997 | Spring, 1997 Data logging and March 31, 1998
Rakha Field Tests
Deployment Cost | Mark Jensen | August 19, 1997 | Summer, 1997 | Data Collection March 31, 1998
Institutional Bruce August 19, 1997 | Spring and Questionnaires and March 31, 1998
Issues Wetherby, Fall, 1997 Semi-structured
Principal Interviews
Investigator
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Table 1-4. SWIFT Participant Breakout.

Metro
Device/Condition Existing New Transit SST Total
Van Pool

Seiko 50 400 -- 70 520
M essageW atch
Delco In-vehicle -- 65 25 -- 90
Navigation Device
Portable Computer -- 80 -- -- 80
Total 50 545 25 70 690

Selection criteriafor each category of SWIFT user varied, primarily depending upon the assumed
operational requirements for each devicetype. Asaresult, three types of Setko MessageWatch
users (i.e, existing [i.e., those who owned their own watches], new [i.e., those who were given a
Selko MessageWatch for the first time] and SST [i.e., those who participated in the SST
program] and two types of Delco in-vehicle navigation device users (i.e., new [i.e., SOV
commuters] and Metro Transit Van Poal [i.e., HOV commuters] wererecruited. The majority of
the eighty (80) SWIFT portable computer users were bus riders with mode-choice options.

The SWIFT FOT Evaluator was aso responsible for the following activities:
Device configuration/software installation
Device distribution/install ation scheduling
Training/instruction on device usage
Trave profile entry/maintenance
SWIFT Help Desk
User problem analysi s/feedback to team members
Device collection/de-installation

SWIFT newdetter (writing, publication and mailing; WSDOT responsible for editing
and breadboarding)

1.4. Purpose of SWIFT Architecture Study

The purpose of the SMFT Architecture Sudy is to determine how well the various SWIFT
components work singularly and collectively. The SMFT Architecture Study considers the
SWIFT architecture in terms of both how the architecture was designed, how this design was
implemented, and how the implemented design operated in the field. Thisdistinction isintended
to separate any deficienciesin the original design from problems introduced during the system
implementation. Similarly, deficienciesin the way the system is operated are distinguished from
those related to design and implementation.
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The latter issues are especialy critical for the SMFT Architecture Sudy, as the effort will
consider two further architecture deployment stages which relate to the extent to which the
SWIFT architecture can be expanded within Seattle with respect to the number of users and the
system scope, and the extent to which the system architecture can be implemented e sewherein
North America. The entire sequence of 5 different deployment stages are itemized in Table 1-5.

Table 1-5. SWIFT Architecture Deployment Stages.

System Ar chitecture Deployment Core |ssue
Stages

System Design Towhat extent is a particular SWIFT system attribute a function of
the original design

System Implementation Towhat extent is a particular SWIFT system attribute a function of
the manner in which the design was implemented

System Operation Towhat extent is a particular SWIFT system attribute a function of
the manner in which the implemented design operated

System Expansion Towhat extent isthe SWIFT architecture suitable for expansion in
Seattle in terms of number of users and scope

System Transferability Towhat extent isthe SWIFT architecture suitable for implementation
elsewhere

1.5. Objectives
The primary objectives of the overall SWIFT Field Operational Test have been stated as:

To develop and deploy systems that will aggregate, fuse and deliver source ATIS data
from existing public surveillance systems

To also integrate additional ATIS data from private information providers who collect
complementary data

To provide the above fused traveler information in atimely manner to test subjects
through three parallel delivery systems, and

To demonstrate the delivery of traffic and trandgit information to these delivery systems
by means of an FM subcarrier based communication system

The architecture evaluation attempts to qualify the overall architecture in terms of how well each
of its objectives were achieved.

In view of the above considerations, four evaluation objectives are identified for the SMFT
Architecture Study. Thefirst two of these objectives relate to the system performance when the
system is operating as intended in its functional specifications and is essentially failure free, while
the third and fourth objectives focus on what happens when all or part of the system becomes
unavailable due to system component failures asindicated in Table 1-6. Within each of these pairs
of objectives, the first objective usually relates to the user’ s perceptions of the system, while the
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second relates to the more technical system designer’s perspectives of the system architecture
design, implementation and operation.

Table 1-6. Conditions and Perspectives Associated With the
SWIFT Architecture Test Plan Objectives.

System User System Developer
System Operating as Intended Objective 1 Objective 2
System not Operating as Intended Objective 3 Objective 4

Therefore, the SMFT Architecture Study will pursue the following four objectives, as specified
earlier in the original SWIFT Evauation Plan:

To assess qualitatively the user’s perceptions of the ability of the SWIFT architecture
to deliver effective ATIS in Seattle as perceived through the use of one or more of the
three SWIFT devices during the operational test. Thisanalysisis conducted by
evaluating how users perceive the system to address the relevant ATIS user needs.

To assess quantitatively the performance of the system asawhole in terms of its
throughput capacity, update frequency, transmission rates/delays, relative to the
original system design criteria. Furthermore, this objective investigates the potential
for expanding the SWIFT system both in terms of the number of system users and the
system scope in Seettle. In addition, this objective also eval uates the potential for
deploying asmilar system in other locations within the U.S.

To assess the system reliability and availability from a user perspective. Specifically,
an assessment will be made how often the system was available with full or partial
functionality, and what the duration and impact of such unavailability was. In addition,
field measurements conducted as part of the Coverage Test (Communications Study)
will be augmented with the user perceptions in order to assess the rdiability of HSDS
reception throughout the SWIFT Operational Test area, including in-building, in-
vehicle, and in-street traveler environments.

To assess the system reliability and availability from a more technical component level,
especially with theintent of identifying to what extent the system reliability and
availability could have been improved with an alternate system architecture and/or
aternate system components. In addition, the system architecture will be assessed
relative to the extent redundancies were able to deal with single point failures, and
how well the architecture permitted graceful degradation and rapid regeneration.

It should also be noted that the SMFT Architecture Sudy touches on many system features that
are aso relevant to the other SWIFT evaluation studies. In each of these cases, the architecture
analysis relied on data collection and analysis efforts that were conducted for other
complementary studies, and focused the architecture specific resources on the collection and
analysis of any missing data, aswell as the synthesis and integration of these other data.
Specifically, data collected to address objectives 1 and 3 of the SMFT Architecture Sudy were
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collected as part of the SMFT Consumer Acceptance Sudy, with the SMFT Architecture Study
focusing on providing the relevant questions to the Consumer Acceptance Sudy. In addition,
data collected to address objectives 2 and 4 were mainly derived as part of the SMFT
Architecture Sudy except for the FM sub-carrier coverage analysis which was conducted as part
of the SMFT Communications Sudy.

The SMFT Architecture Sudy was conducted utilizing a number of data sources. These data
sources included:

System documentation

User questionnaire

Focus group summaries

Field measurements

Automated and manual system failure/maintenance reports

Desk-top analyses
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2. SWIFT SYSTEM ARCHITECTURE DESCRIPTION

The objective of this section isto describe the SWIFT architecture in terms of its component
nodes and links as afirst step to evaluate the SWIFT architecture. Theintent of this description is
to identify the main architectural building blocks of the SWIFT system and to describe how these
building blocks interact. The building blocks and the connection links will be described in detail in
order to set the foundation for the architecture evaluation. This description is based on literature
and discussions with the SWIFT partners.

Initially, the unique features of the SWIFT system are described in Section 2.1 followed by a
description of the architectural building blocksin Section 2.2. In Section 2.3 the connection links
are described. Finally, Section 2.4 describes the SWIFT reception devicesin further detail.

2.1. Introduction

This section provides an overview of the SWIFT architecture and some of the descriptive features
of this system.

2.1.1. Overview of SWIFT System Architecture

The SWIFT ATIS deployment in Seattle, Washington has several unique features that distinguish
it from other systems. The most significant of these features are:

The provision of both automobile and transit data
The use of a data fusion/broker

The combined use of the Internet, satellite links, and a High Speed Data System
(HSDS) FM sub-carrier to transfer the data from source to user

The use of several user devices to convey the data to the end user
Theintegration of ATIS information and al pha-numeric paging

The following description provides a brief overview of the overall architecture of the SWIFT
system utilized in the Field Operational Test prior to discussing the details of each component
node and link.

Data Collection and Fusion

The SWIFT system collects ATIS data with respect to three main entities. First, it collects
numeric highway traffic congestion data from loop detectors installed on the major freewaysin
the Seattle area. Secondly, it provides numeric data on the status of individual buses progressing
through the network on active passenger service. Finally, SWIFT assembles less precise
anecdotal data on the location and severity of any significant recurring and non-recurring
congestion.

The fusion of the numeric automobile and transit data to a Geographic Information System (GIS)
reference scheme is performed by the University of Washington, which also conducts significant
end-to-end data tracking.
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Data Dissemination Reception

The numeric traffic data is forwarded to the Traffic Work Station (TWS) at Metro Traffic. The
loop data is displayed by the TWS for the benefit of the Metro Traffic operator usage to alert
aircraft and other observers about devel oping traffic problems. The TWSisalso used by the
Metro Traffic operators to enter, edit, and encode other anecdotal information about traffic and
road conditions as well as other traveler concerns such as scheduled road maintenance, sporting
events, and concerts. These anecdotal data are then sent via the Internet to Setko
Communicationsin Portland.

In addition, the ATIS trangit data is forwarded from the University of Washington to SEIKO
Communicationsin Portland viathe Internet. In turn, SEIKO converts these data to a format
suitable for transmission via satellite to its FM gtations, that transmit the data on their sideband to
a series of pager-likerecaeivers. The smallest of thesereceiversisalarge-sized wrist watch. The
next largest user device is a PC-compatible PDA or laptop computer. Finally, the above data are
also available on a specially configured in-vehicle radio recelver. In addition, the size of the above
alternatives are also unique in terms of their digplay and functionality.

SWIFT Data Flow Links and Nodes

The SWIFT architecture can be viewed in terms of a network of links and nodes, asillustrated in
Figure 2-1. The nodes represent a set of data processing activities confined by organizational
rather than geographic boundaries. The links provide data connections between the different
architectural nodes.

The SWIFT architecture has been divided into six architectural nodes asillustrated in Figure 2-1.
These nodes are: (a) Metro Transit Control, (b) Washington State Department of Transportation
(WSDQOT), (c) University of Washington, (d) Metro Traffic, (€) Seiko Communications system,
and (g) the receiver devices. These architectural nodes are connected by links that include: (a)
Internet links and (b) High Speed Data System (HSDS) FM sub-carrier links.

2.2.  SWIFT System Architecture Nodes

In total, the SWIFT architecture was composed of six nodes, asillustrated in Figure 2-2. Five of
these six nodes are described in detail in this section while the sixth node (the SWIFT reception
devices) isdescribed separately in Section 2.4.

2.2.1. Washington State Department of Transportation (WSDOT)

The Washington State Department of Transportation (WSDOT) has atotal of 2,200 loop
detectorsinstalled along the major freewaysin Seattle. The majority of the loop detector stations
include single loop detectors with a small number of dual loop detectors. The dual loop detectors
provide volume, occupancy and speed measurements every 20 seconds, while the single loop
detectors provide volume and occupancy measurements every 20 seconds. The volume
measurements are defined as the number of detector activations in the polling interval, while the
occupancy measurements are defined as the percentage of time that the detector is activated in the
polling interval. Occupancy measurements range from O to 1, where a O indicates that the
detector was not occupied in the polling interval and an occupancy of 1 indicates that the detector
was occupied for the entire duration of the polling interval.
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The accuracy of the detector measurementsis a function of the detection technology utilized. The
detection technology installed along the Seattle major freeways (inductance |oop detectors) is
currently the norm in North America. However, the majority of the inductance loop detectorsin
Seattle are single loop detectors. Consequently, the accuracy of the speed estimates should be
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Figure2-1. SWIFT Field Operational Test Architecture.

2.2.2. Metro Transit

Metro Transt implemented an Automatic Vehicle Location and Computer-Aided Dispatch
(AVL/CAD) system in 1993 in order to improve fleet management and operator security. The
vehicle location and schedule adherence for the 1,150 busesis based on a | ess sophisticated
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signpost technology as opposed to Geographic Positioning Systems (GPS) because GPS were not
widely available when the contract for the project was released in 1989.

The AVL system is composed of a central computer, 255 signpost transmitters that are located
throughout the 5000 square kilometer service area, an odometer sensor on each bus, a Mobile
Electronic Tracking System (METS) located on each bus, and a two-way radio system on each
bus. The system’s main computers are loaded with the current bus schedules and routings,
including the identity of each signpost transmitter on the route, and distance between signposts, as
illugtrated in Figure 2-2. The bus driver identifies his or her assignment number when leaving the
base. When the bus passes each battery-powered signpost, a small receiver on the bus captures
the signpost signal and storesit in the memory of an on-board processor. Thisinformation,
together with the current odometer reading, is sent back to the central computer each time the bus
ispolled viathe data radio system. Polling occurs nominally every 1 to 2 minutes during the peak
when up to 900 buses are in service, and more frequently during off-peak periods. A polling rate
of 5to 15 seconds is available for single vehicle tracking and emergency alarm processing. Once
the polling data is received by the central computer, it calculates whether the busis on schedule
based on time stamps for each scheduled time point along the route and it estimates the bus
location on the network based on the location of the last signpost encountered and the odometer
reading since the last signpost.

The AVL system was tested by the system devel opers and found to be within 90 meters of its
actual location for 95 percent of the time, and to be within 160 meters of its actual location for 99
percent of the time. The on-route schedule was found to be within 1 minute of the actual
schedule 95 percent of the time throughout the system. These findings are not consistent with the
results of the SWIFT evaluation aswill be described in Section 3.

The AVL system suffers from a major drawback, namdly; itsinability to deal with temporal
changes in bus schedules and spatial changes in bus routes unless these changes have been input
to the central computer system. The use of a Differential Geographic Positioning System (DGPS)
would definitely improve the accuracy of the vehicle location system. Consequently, while
evaluating the SWIFT architecture the evaluators should recognize that the accuracy of the bus
tracking data in the SWIFT system is limited by the accuracy of the current technology and not
necessarily by the architecture of the system.
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Figure2-2. Automatic Vehicle Location (AVL) System Architecture.
2.2.3. University of Washington (UW)
The University of Washington is responsible for fusing data from two sources, namely:

Loop detector data from WSDOT indicated by volume, occupancy and speed in the
case of dual loop detectors and volume and occupancy in the case of single loop
detectors.

AVL datafrom Metro Transit indicated as routes (a series of geographical locations
placed sequentially in afile), and status (a code indicating such parameters as type of
route, type of vehicle, schedule adherence, etc.).

The UW node receives data from two sources, namely; loop data and transit AVL data. These
data are used to generate two types of output, namely; link speeds on the major freeway sections
in Seattle and transit vehicle positions. The flow and fusion of data at the UW nodeis
summarized in Figure 2-3.

Thelink speeds are estimated based on direct measurement in the case of dual loop detectors and
estimated using a Kalman filter for the case of single loop detectors. The Kalman filter, which isa
maximum likelihood technique that computes the speed using observed volumes and occupancies,
will be described in further detail in Section 5. The single loop speed estimates and dual 1oop
speed measurements are used to generate an estimate of speed along the major freeway segments
in Seattle.
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Figure 2-3. Overview of Data Flow at the UW Node.

The Trangt vehicle locations are estimated based on combining apriori knowledge of the routes
and schedules of the buses together with odometer information indicative of the distance traveled
by each vehicle. Theselocations along the route are converted into latitude and longitude
coordinates which constitutes the transit vehicle position data stream.

All data are encapsulated in a standard format before transmission to Setko’'s HSDS. SWIFT data
encapsulation uses the ITIS standard to define the structure of communication between data
providers and data consumers. The details of this data format is described in the next section.

The development architecture is composed of four types of components, depending on how they
affect the flow of data (Dailey et al., 1996). The component types are: (a) a Source Component,
which makes a data stream available, (b) a Redistributor Component, which recelves a data
stream from one component and redistributes it to one or more other components, (c) an
Operator Component, which receives data streams from one or more components and creates a
new data stream for distribution to one or more components, and (d) a Sink Component, which
receives data streams from one or more components. Redistributors and Operators function both
asclient and server, while Sources are servers and Sinks are clients.

The Source component communicates directly with any input data streams to obtain information
about format, contents, and meaning of the data stream. The Source component then produces
self-defining data streams with an initial dictionary and following data. As the content of
information being received changes in format, content, and structure, this component builds a new
datadictionary and passesit on to downstream components.

The UW node uses existing network Inter-Process Communication (1PC) facilities as a base for
implementing the components that make up the UW node. The Transmission Control
Protocol/Internet Protocol (TCP/IP) isused to provide the transport layer servicesimplicit in the
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use of IPC services. The use of TCP/IP as the transport layer allows the application to be
distributed geographically while guaranteeing connectivity, in addition it allows data to be shared
by other architectural nodes.

In summary, the UW nodeis constructed in a modular form by connecting Sources,
Redistributors, Operators, and Sinksin a hierarchical structure. Consequently, this architectural
node appears to be highly flexible in terms of expanding the number of operations, upgrading the
operations, and/or modifying the node structure.

2.2.4. Metro Traffic Control

This section describes the architecture of the Traffic Work Station (TWS) that islocated at Metro
Traffic Control. A more detailed description of the TWS architecture and flow of data can be
found in Sweeney and Chow (1996).

Metro Traffic receives traffic information from a number of sources, including: police reports,
state and local DOTS, special event operators, cellular phone calls and loop detector data from the
University of Washington, asillustrated in Figure 2-4. Metro Traffic operators phone state patrol
three times every hour during peak traffic conditions and two times every hour during off-peak
traffic conditions. Most of the data is received orally over telephone and radio, and is manually
keyed into text to be communicated to, and read by, traffic reporters, radio and television
broadcasts. The SWIFT TWS allows the Metro Traffic Control operator to conveniently convert
the information into a geo-referenced form which is then communicated via the Internet to the
SEIKO broadcast server for FM sub-carrier transmission.

Seiko Communication System
A

ITS Encapsulation

Cellular Traffic Work Station
Police
UW Metro Traffic

Figure 2-4. Data Flow at Metro Traffic.
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The SWIFT TWS can communicate entered incidents or events in one of two ways, namely: (a)
as areference location, or (b) as alatitude/longitude location. The reference location selects the
location from a Location Reference Table which consists of 65,536 locations. Although, the use
of the Location Reference Table limits the number of locations for which events are associated
with, it reduces the number of bitsrequired to locate the event from 32 bits, in the case of the
latitude/l ongitude reference, to 16 bits.

The TWS event descriptions are based on the ITIS standard which provides 2,048 standard
messages for describing traffic and road conditions, and other common traveler information. The
TWS alows the operator the flexibility of selecting the most relevant code using menus. The final
choice produces an 11-bit message code from the ITIS message list. The 11-bit message code
combined with the 16-bit Location Reference Code or the 32-hit latitude/longitude code is sent
viathe Internet to the Setko Communication System.

Because the watches cannot interpret Location Reference Codes nor can they interpret Message
Codes, short text messages must be independently developed for the pager watches. In addition,
due to limited memory and battery capacity, the watches can handle only a fraction of the
messages sent to the computers and navigation units. Hence, the TWS message table contains
watch messages only for the most important incidents. Furthermore, the Location Reference
Table includes abbreviated road and location descriptions that are suitable for pager watch
display. In addition, the pager watch users provide the TWS with alist of most frequently used
freeway road sections (user profile). The user profiles are updated on a weekly basisin order to
reduce the amount of messages sent to the pager watches. The TWS automatically produces
pager watch messages, but the operator can select from a message-list which messages are
actually sent. In addition, the TWS operator can create custom messages for transmission to the
watches (and to the other devices). The advantage of the message-list approach isthat it provides
a compressed format by which detailed descriptions of incidents and events can be transmitted
with relatively little channel capacity compared to sending the descriptions themselves.

The TWS a so receives loop data from the University of Washington. The loop datais sent in the
High Speed Data System Bearer Application Protocol (HSDS-BAP) format from UW so that the
datareceived by the TWS is aready properly formatted for transmission and broadcast. The
intent was to allow the TWS operator to edit loop data. Although thisinitial plan was abandoned,
the traffic loop data still proceed through the Metro Traffic Control node. The Loop data and
event/incident messages in HSDS-BAP format are then sent via the Internet to the Setko
Communication System for final broadcast.

2.2.5. Seiko Communications Systems

This section describes the architecture and data flow at the Seiko Communications Systems. In
addition this section describes how the data is formatted for transmission viathe FM sub-carrier.
A more detailed description of the Setko Communications Systems can be found in the literature
supplied by Seiko Communications Systems, Inc. (1995).

The Setko Communications Systems (SCS) is composed of the SWIFT Message Ddlivery System
(MDS) and the FM stations that broadcast the information. Conceptually, the SWIFT Field
Operational Test MDS consists of several input streams each entering via a Message Entry (ME)
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unit, asillustrated in Figure 2-5. Therelevant data then passes through a Message Processor
(MP) which routes the data to a multiplicity of Transmission Equipment (TREQ) units where each
TREQ unit prepares the data for transmission. The data are then transmitted via satellite to seven
FM stationsin the Segttle area, which in turn broadcast the data via an FM sub-carrier to be
received by the three test devices. The focus of this section will be on describing the MDS

component.
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Figure 2-5. Data at the Seitko Communications System Node (Source: Seiko, 1996).

The SWIFT MDS receives data from a variety of sources as follows:

Telephone input and voice response for individual paging messages

Telephone input utilizing modems for entering a pha-numeric messages

Geographic Positioning System (GPS) receivers used to update time/date

Operators at specialized computer terminals input 16-character text messages to
MessageWatches consisting of general information such as news, sports and weather

Freeway loop data and incident data in HSDS-BAP format received from Metro

Traffic Control viathe Internet

Traffic incident data destined for the MessageWatches received from Metro Traffic
Control viathe Internet in Wireless Message Format (WMF)

Bus location datain HSDS-BAP format received from the University of Washington

viathe Internet

Electronic mail confirming aride share match received from the University of
Washington via the Internet

Differential GPS received from differential location corrections data stream in RTCM-

104 format

Internet input to Setko’s site allows text paging messages to be sent.

There are three potential message types defined for the SWIFT MDS, as follows:
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HSDS-BAP Data Gram Service

Wireless Message Format (WMF) Paging Data

Simple Mail Transport Protocol (SMTP)
HSDS-BAP and WMEF ITS Data

The HSDS-BAP ITS data consists of an integral number of 14 byte transport packets, as
illustrated in Figure 2-6. The WMF ITS data consists of 1 or more variable messages, as
illustrated in Figure 2-7. Each message consists of a 1 byte field to define the message type, al
byte field to specify the length of the message and the message whose length is defined by the
length field minus 2 bytes.

HSDS BAP Packet

1 byte type 13 bytes data

Figure 2-6. HSDS-BAP Packet Structure (Source: Seiko, 1996).

WMF packet structure

1 byte data type Data consisting of number of bytes defined by length

1 byte length
Figure 2-7. WMF Packet Structure (Source: Seiko, 1996).

The SWIFT HSDS-BAP uses the 1C6 data type from the University of Washington for bus data
and the 1A0 and 2B2 data types from Metro Traffic for link data. The SWIFT MDS does not
verify or inspect the HSDS-BAP data that it transports, and all HSDS-BAP data use the same air
channe number.

Information from Metro Traffic and the University of Washington in HSDS-BAP form utilize
HSDS-95L CG Packet Format (as described in the HSDS-95 Protocol Document). Each HSDS-
BAP packet can stand alone and be interpreted by the devices without regard to future packets.

WME Paqing Data

The WMF provides the ability to enter traffic incident reports that are targeted for individual
recaeivers. Theinformation is provided asindividual messagesto each traveler rather than asa
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group message with agroup ring. This method was chosen to keep available the group ring and
allow for personalized service.

The packets are validated to verify that the destination of the receiver isvalid and to generate
receiver registration numbers, message numbers and trandate the ASCIl message into the
appropriate Personal Paging Messages. The Personal Paging Messages are as follows: 16
charactersin length, moderately reliable, high priority, maximum battery savings, and maximum
local coverage.

The information is then transmitted over the HSDS FM three times with each transmission
consuming a 1.875 minute time dot. Thus, the MessageWatch can require up to approximately
5.5 minutesto receive I TS personalized messages (3" 1.875). Thisisintended to extend the
battery life of the wrist watches.

Simple Mail Transport Protocol (SMTP)

The MDS provides Simple Mail Transport Protocol (SMTP) as the primary method for SWIFT
ride share match and acceptance. The source for ride match isthe University of Washington.
When users at UW terminals receive a ride match they will be able to notify the person with
whom the match has been allocated via eectronic mail. Thefirst 16 characters of the subject will
be sent to the MessageWatch or other HSDS receivers using Personal Paging Message service.
The MDS upon receiving mail validates the user 1D (the international phone number associated
with the receiver).

2.3.  SWIFT System Architecture Links

The SWIFT system utilizes a variety of information sources and delivers information on several
platforms. Thefiddity of the information delivered can be limited by either the capabilities of the
architectural nodes, asin the case of the wrist watch, or by the capabilities of the architectural
links, asin the case of the hand-held computer which islimited by the bandwidth of the wireless
communication links. Consequently, both the architectural nodes and links of the SWIFT system
should be considered when evaluating its architecture.

The previous section described the architectural nodes associated with the SWIFT system. In this
section the links that connect these architectural nodes are described. The links associated with
the SWIFT system are: the Internet and FM subcarrier links.

2.3.1. Background

The Electronic Digital Interchange for Advanced Communications Transport (EDIFACT)
standard was chosen for the transfer of traffic/traveler information in the SWIFT system. The
EDIFACT standard provides an efficient means of guaranteeing accurate communication over the
HSDS. It provides a database of messages that is shared by both ends of the communication and
a common messaging format to encapsul ate messages from the shared database for transmission
over HSDS. To transfer information in an EDIFACT format, the information source first consults
the dictionary of possible messages and selects the one most appropriate for the situation. This
message is represented by a relatively short code that is transmitted across the communication
media. The user device receives the code and convertsit back into the extended message by
consulting the peer database maintained on the user device. This method compresses the

SWIFT Architecture Study 27



information transmitted, however, it does require that the database be maintained at both ends of
the communication link.

The International Traveler Information Standard (ITI1S) isa proposed standard for EDIFACT
messaging in the traveler/traffic information arena. For the SWIFT project, the HSDS-BAP
specifies a means of applying the proposed I TIS standard to Setko’s wireless technology. The
partners, lead by Seiko, developed an open non-proprietary HSDS-BAP that specifiesthelist of
messages and the message format for use in traffic/traveler information systems over an HSDS.
This definition for the structure of information allows the information providers to encode
information efficiently while the message definitions allow the messages to be device specific.
This style of messaging allows for efficient use of Setko’'s HSDS and provides a defined structure
for the information providersto build packets of data of appropriate size and format to interface
with the HSDS.

2.3.2. Internet Links

The communications backbone in the SWIFT system is built on the Internet suite. The Internet
allows for smilar communication with other componentsin the SWIFT architecture. The
protocols and interfaces are such that a new application can communicate directly with an existing
component for its own purposes without impacting the performance of the other existing
applications. Thus, within this framework, new components can be added and new Intelligent
Transportation Systems (ITS) applications can be designed by selecting various components of
the architecture.

The use of the Internet as the SWIFT backbone, on the one hand, allows partners to be located
anywhere on the Internet or to select private data lines for interconnection. However, the use of
the Internet, on the other hand, provides a communication backbone that the system does not
have complete control over. Consequently, the performance of the communication backbone
might be impacted by factors that are beyond the control of the SWIFT system, like for example
the Internet usage.

The data transfer between the data sources and the HSDS is done in an atomic manner using a
specified HSDS-BAP packet for each type of message and encapsulating it in the Transport
Control Protocol (TCP) from the Internet suite.

This section describes in some detail the Internet communication links between the University of
Washington, on the one hand, and the Setko Communications System, and Metro Traffic, on the
other hand, and the Setko Communications System.

Internet Communication Overview

Thereliable stream delivery, as defined by the Transmission Control Protocol (TCP), is utilized
for the Internet connections. A framing structure is used to package multiple application packets
(either HSDS-BAP or WMF) into larger unitsto be transported over the Internet to the Seiko
Communications System asillustrated in Figure 2-8.
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Figure 2-8. ITS Message Frame (Source: Selko, 1996).

The synchronization number field is used to detect loss of synchronization. When any ITS
message is sent, thefirst four bytes contain the synchronization number. If the synchronization
number is not detected, synchronization has been lost and the receiver proceeds in itserror
handling process.

The length field contains the entire length of the ITS message, including both the header and the
data. The Transaction ID field contains a number beginning at 1 upon connection and
incremented for each ITS message request sent from the client. The Status Flag field is not
utilized in SWIFT. The Message Type field defines the structure of the ITS Datafield. Thereare
three possi ble messages, namely; HSDS-BAP messages, WMF messages, and TD messages.
These message types were described earlier as part of the description of the SCS architectural
node, and are not discussed any further in this section.

Link Between University of Washington and Seiko Communications Systems

In the TCP/IP connection between the University of Washington and the SWIFT MDS, UW acts
asthe transport-layer server and the SWIFT MDS acts as the transport-layer client. 1TS data
flow from UW to the SCS SWIFT MDS.

Connection isinitiated by the client (SCS) which creates a socket. The client then connects the
socket to the UW server using the I P address “ bap.ivhs.washington.edu” and port 8299. Once a
good connection is established, the client issues a read request to pull in ITS messages from the
TCP/IP stream.

The client assumes a disconnection whenever aread returns a 0 value indicating End of File
(EOF). It then handlesthe EOF asan error. Once an error is discovered, the client issuesa TCP
shutdown system call, if needed, to close its end of the connection and then begins a reconnect
request.

The reconnect sequence relies on two parameters. The first parameter specifies the maximum
amount of time between connection attempts while the second parameter specifies maximum
number of retries to attempt. When attempting to reconnect, the client starts with a“deep” time
of 1 second. If the reconnect attempt fails, the “deep” time valueisdoubled. This doubling of
the reconnect time continues after each fail until the maximum duration for reconnection is
reached. The“deep” vauewill remain at that point until a connection is established or the
maximum number of retry attempts has been reached.

Link Between Metro Traffic and Seiko Communications Systems

In the TCP/IP connection between the Traffic Work Station (located in Metro Traffic) and the
SWIFT MDS, the SWIFT MDS acts as the transport-layer server and the TWS acts as the
transport-layer client. Data flows from the TWS to the SCS SWIFT MDS. The server provides a
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singlelogical port for each type of HSDS-BAP data that it expects to receive from the TWS
client, so that al types of HSDS-BAP data are received on that logical port.

The server process creates a socket for the logical port, binds to the socket, and issues alisten
system call to prepare the socket for connection. The server then issues an accept system call to
wait for a connection request. Once a connection request is received from the TWS the server
establishes the connection using the socket created by the accept function to handle the
communication with the client. The server then issues aread on the socket to begin taking in ITS
message frames that contain either HSDS-BAP (loop data) or WMF (incident information) data.

The server assumes a disconnection whenever a read encounters an End of File (EOF) which is
handled as an error. Once an error is discovered, the server issues a TCP shutdown system call, if
needed, to close its end of the connection. It closes the socket and begins a reconnect sequence
which isidentical to the connect sequence.

2.3.3. HSDS FM Sub-carrier Links

Sweden in 1978 was the first country to use sub-carriers for paging using Radio Data Systems
(RDS) (Elliot and Dailey, 1995). The RDS Frequency Modulation (FM) sub-carrier system takes
advantage of the radio towersthat are already in place to broadcast FM programming and
multiplexes a 57 kHz data sub-carrier aong with the FM signal. A clear advantage to this system
isthat the amount of infrastructure required to implement FM-based paging is greatly reduced; a
disadvantage results from FM’ s inability to penetrate as deeply into buildings as traditiona paging
dgnals.

The SWIFT Fied Operational Test transmits traffic and pager information viaan FM sub-carrier
High Speed Data System (HSDYS) that was developed by Setko Communications Systems, a
member of the Seiko Group of companies. The HSDS was developed as a means of creating a
network for delivering personal communication information services. HSDS has been
commercially deployed in Portland, Seattle, Los Angeles, San Diego, Las Vegas, and New Y ork
City in the US and in the Netherlands overseas.

The HSDS protocal is atime-divison multiplex service smilar to the digital cellular telephone
networks common in the US, Japan, and most of Europe. However, instead of requiring the
construction of numerous individual transmitters (cell sites) to service theregion, HSDS takes
advantage of the un-utilized spectrum available in the non-audio region of commercial FM
transmittersin the 75-108 kHz frequency band around the world.

By taking advantage of the existing worldwide FM broadcast infrastructure, HSDS technol ogy
dramatically decreases the cost basis of delivering personal communication services to the
consumer. Any FM broadcast transmitter can be enabled to carry the HSDS sub-carrier. HSDS
can be transmitted in conjunction with other sub-carrier services such as Radio Data Systems
(RDS).

HSDS Description

This section provides a brief description of the HSDS protocol and comparesit to another sub-
carrier service, namdly; the Radio Data Systems (RDS). For more information on the HSDS the
reader may refer to Gaskill and Gray (1993).
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The HSDS protocol is a one-way communications protocol that permits the use of very small
receivers. Receivers, with duty cycles varying from continuously on to duty cycles less than 0.01
percent on, provide flexibility to select message delay, data throughput and battery life. HSDS
can operate as a stand-alone single station (channdl) system, or as multiple systems operating
independently in a geographical area with each system including multiple stations. Multiple
stations are accommodated by frequency-agile receivers and time offset message transmission on
each station.

The HSDS istime division multiplexed by dividing time into a system of master frames, subframes
and timedots. Each dot contains a packet of information. In multiple station systems, each
station’ s transmission is synchronized. Each recelver isassigned a subset of dots as times for
monitoring transmissions. Each dot is numbered and each data packet contains the slot number in
order to permit rapid location of assigned time dots.

The HSDS data rate is 19 kbps in a bandwidth of 19 kHz, which is symmetric and centered at
66.5 kHz (i.e. between 57 kHz and 76 kHz). The HSDS sub-carrier is added onto the FM
station’ s baseband signal before being FM modulated onto the Radio Frequency (RF) carrier.

HSDS Reliability

Robust wireless systems require methods to address multipath and shadowing issues which play a
sgnificant role in determining system performance. Multipath can be viewed as a time-varying
non-linearity that can distort or reduce the recelved signal to a point that reliable reception isno
longer possible. Shadows behind hills and mountains or due to man-made structures can reduce
signal strengths below sensitivity levels.

Some systems attempt to address the multi-path and shadowing problems utilizing extensive error
correction schemes. While these schemes may be useful for a moving receiver, they become
ineffective when the receiver is stopped in an extremely low signal strength area or the receiver is
moving very slowly through multi-path nulls. A car stopped at atraffic Sgnal or aperson insidea
building are two examples of the breakdown of even the most robust error correction methods.
The HSDS addresses multi-path and shadowing problems utilizing a diversity of techniques
including: frequency, space and time diversity and message numbering.

Frequency diversity can be achieved through the capability to tune any frequency in the range
from 87.5 to 108 kHz. By transmitting on multiple frequencies areceiver in a multi-path null at
one frequency is not likely to be in a multi-path null on another frequency. However, transmitting
on multiple frequencies clearly consumes more bandwidth than single transmissions.

Space diversity (transmitters at different locations), on the one hand, provides paths from two or
more directions reducing the size of shadowed areas, and reducing the possibility of missed
messages. Time diversity, on the other hand, can be provided in two ways, namely; multiple
transmission from the same station or delayed transmission between stations. Multiple
transmissions of information several minutes apart is utilized for wrist mobile applications where a
receiver may be passing through a radio frequency shielded area temporarily, such asatunnd or
deep basement. The second method for time diversity includes atime offset for data transmission
between stations. This time offset between stations provides an opportunity for low data rate
receivers to change the tuned frequency and make subsequent attempts to receive a packet. When

SWIFT Architecture Study 31



much greater throughput isrequired, receivers only operate on the best station selected from the
stations available.

In addition to diversity techniques, each transmission includes a transmitted message number that
eliminates duplicate messages and permits detection of missed messages. By receivers rgecting
duplicated messages, multiple transmissions would not appear as duplicate messages on the
receivers. A recelver can keep track of the received message numbers, and if thereisa skip in the
message sequence, it can detect that a message was missed. The input system can log each
message by message number and permit retrieval of missed messages by phone. Messages are
stored for 48 hours at the SCSin order to allow retrieval of missed messages.

For the SWIFT FOT, traffic data in addition to paging data are transmitted from seven radio
stationsin the Seattle area. These seven stations provide coverage from Olympia and Eatonville
in the south to Bellingham in the north asillustrated in Figure 2-9.

Field Testing of HSDS

Two field testsin Portland, Oregon were conducted in order to evaluate the performance of the
HSDS. Thefirst set of tests, in 1987, was utilized for initial range and performance evaluation
including error correction techniques. The second set of tests, in 1989, was utilized to determine
coverage of the commercial system. Thefirst set of testsindicated that the effectiveness of error
correction was clearly significant and helpful at relatively high RF power levels. Thesetests also
indicated that more extensive error correction schemes would not improve the results significantly
but would negatively impact the capacity of the system. Consequently, it was decided that
multiple transmissions would be utilized in order to address error correction issues. The second
st of testsindicated that there was significant increase in coverage associated with multiple
transmissions.

The Field Operational Test SWIFT is aso another avenue to evaluate the efficiency of the HSDS.
Both the Architecture and Communications Studies will attempt to quantify the efficiency of
HSDS. The SMFT Architecture Study will evaluate the HSDS as alink in the entire SWIFT
architecture while the Communications Study will evaluate the coverage of the HSDS.

HSDS Versus RDS

The Radio Data System (RDS) for FM broadcasting was devel oped within the European
Broadcasting Union (EBU). This system was specified by the EBU in 1984 and has been
introduced in the large majority of European countries since 1987. Later the system was dightly
enhanced through several modifications, and in 1990 was adopted as a European standard of
CENELEC (EN 50067).
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In the USA, a sub-group on radio broadcast data systems of the National Radio Systems
Committee (NRSC), sponsored by the Electronics Industry Association (EIA) and the National
Association of Broadcasters (NAB) made an attempt to keep the US standard compatible with the
EBU standard. However, it became evident that the completely different broadcasting structure
of the US required a number of modifications to be made to the RDS. The US standard needed
to cover AM broadcasting in addition to FM broadcasting. In August 1992, the NRSC adopted
the Radio Broadcast Data System (RBDS) as the standard.

RDS and RBDS have the same data broadcast signal modulation characteristics. Both occupy the
54.6 to 59.4 kHz band and provide a data rate of 1187.5 bits per second (bps). Consequently, it
is evident that HSDS throughput capacity is approximately 15 folds higher than the RDS and
RBDS throughput capacities (19,000 versus 1,187.5 bps). The reason the EBU selected RDS as
opposed to HSDS as the standard for broadcasting data was because they had not done field tests
evaluating the robustness and rdiability of HSDS and thus selected, in their opinion, amore
reliable lower capacity system. Again, the SWIFT Field Operational Test will provide a unique
opportunity to evaluate the effectiveness of HSDS as a data transmission system.

Lab tests were conducted at Seitko Communications Systems (Gaskill and Gray, 1993) to evaluate
the effects of the HSDS signal on RDS reception. The results indicated that the impact of the
HSDS signal on RDS sensitivity was less than the impact of L-R audio (0.75 dB versus 1 dB) and
thus it was concluded that HSDS would not impact RDS sensitivity.

Summary

The HSDS communication links are much more complex than the other architectural links that
were described in this section. The complexity arises from the fact that some of these
communications (but not all) are dependent on the number of concurrent users of the system. In
addition, the volume of other paging activities, that may be completely unrelated to the
transportation functions of SWIFT may have a considerable impact on the performance of the
SWIFT system. Capacity isaso more limited in the final wireless communications, compared to
the other communication links, and a change to the nature of these communications would
significantly change the architecture of the system. Thisfact, together with the special issues
surrounding signal interference, signal coverage, and queuing delay, warrant a special in depth
anayss of thisfina communication link.

The purpose of the SMFT Communications Study was to focus specifically on the final
communication link from the FM transmitter to the end user devices. The SMFT Architecture
Sudy will not duplicate this effort, but instead it will incorporate the results of the
Communications Study for the evaluation of the efficiency and reliability of the HSDS link as part
of the overall SWIFT FOT architecture.

2.4. SWIFT Field Operational Test Reception Devices

Three types of HSDS-capable receiver devices, each developed and manufactured by private
entities, provided SWIFT users with traffic advisories and congestion information. Some of these
devices provided the SWIFT users with bus information, personal-paging capabilities and
informational messages, depending upon the device. These devices included:
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Delco In-Vehicle Navigation Devices
PC computers including Dauphins, Thinkpads, and Taoshiba machines
Seiko MessageWatcha

Each of these device typesis described in the following sections.

2.4.1. Delco In-Vehicle Navigation Device

The multi-featured Delco device incorporated an in-vehicle navigation unit that presented real-
time traffic information. The navigation unit came with a radio/compact disc player and replaced
an existing car radio in one of three, 1995 or newer, vehicle types. Buick Regal, Oldsmobile
Cutlass Supreme, and Saturn. One hundred (100) Delco in-vehicle navigation units and
radio/compact disc players were used in the SWIFT FOT.

Destinations can be selected from a“Y ellow Pages’ directory of local landmarks, hotels,
restaurants, businesses and street corners selected by the user. A Global Positioning System
(GPS) providesthe current location of the vehicle. The GPS is augmented by a Differential GPS
(DGPS) signal from the Seiko HSDS sub-carrier system to improve accuracy to less than 10
meters. A display indicates the direction (relative to the vehicle) and distance to the selected
destination.

Real-time traffic incident information is transmitted over the Seitko HSDS system using an
International Traveler Information System (ITIS) format. The Selko-HSDS receiver is built into
the Dedlco in-vehicle navigation unit. The navigation unit filters out any messages beyond the
specified radius. The navigation unit also decodes the I TIS messages into text, which is
converted to voice and announced to the driver. Although messages are retransmitted every
minute, only new or modified messages are announced.

The Delco in-vehicle navigation device also supports personal paging and other existing Seiko
information services (weather, financial and sports information).

2.4.2. IBM Portable Computers

The SWIFT project also used Dauphins, IBM Thinkpads, and Toshiba Satellite portable
computers as user receiver devices. As mentioned earlier, the Dauphins were abandoned during
the FOT because of the black and white display of the devices which deemed it impossible to view
the traffic information. All the applications ran under Windows 3.1 in the case of Thinkpads and
under Windows 95 in the case of the Toshiba Satellite. The Thinkpads had a built-in, “butterfly”
keyboard and had an active matrix, SVGA color display. The Tashiba laptops were Pentium Pros
with 16 Mbytes of Random Access Memory (RAM). One hundred portable computers, with a
mix of the two PC’s, were used in the Field Operational Test in order to test the SWIFT system
for different PC hardware and software environments.

A separate Seiko-HSD S Radio Receiver Module (RRM) unit was attached to each PC in order to
receive the traveler information and to send the information to the portable computer's serial port.
The data was sent in the HSDS ITIS format. Traveler information for the computer included
traffic incident, congestion and bus-location information. The portable computers a so supported
personal paging, other existing Setko information services (e.g., weather, financial reports and
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gports scores) and ASCI I text messages to support more detailed presentations of Setko
information services.

All of the traveler information for portable computers were displayed using Etak map-based
software to show the location of each piece of data. The software allowed the user to select the
type of information (i.e., traffic incident, congestion or transit vehicle location) to be displayed.
Each type of information was updated once a minute. A "Yéellow Pages' directory was also
installed and linked to the map-based software to show the location of a selected business. The
computer also offered transit schedule information from static database tables inside the
computer.

2.4.3. Seiko MessageWatch

Selko MessageWatches are already commercial and are currently used to deliver paging messages
and "information services." Current information services include weether forecasts, financial
market summaries, local sports scores and winning lotto numbers. The watches also
automatically update their time at least 36 timesaday. The full-featured MessageWatch measures
3.5 centimeters across, and is 1 centimeter thick and weighs 1.2 ounces. The MessageWatch is
designed to check for information 0.1 seconds every 1.87 minutesin order to allow a standard
lithium battery to last for approximately a year to a year and a half.

Traffic messages are featured as an added information service for the Field Operational Test. Test
participants using the Setko MessageWatch supply information about usual routes and the times
of the day they travel. Traffic messages indicating the location and severity of traffic problems
that the user might encounter are sent based on the resulting travel profile. Because Seiko
MessageWatch pagers only store elght messages, only traffic problems that would result in
substantial delays are sent. Traffic problems are sent as personal paging messages to specified
users, allowing messages to be tailored to individuals. Five hundred and twenty (520) Selko
MessageWatch users were participantsin the SWIFT Field Operational Test, 470 new watch
users and 50 existing users.

The SWIFT traffic message display for the Setko MessageWatch provides SWIFT participants
with the severity and location of major traffic incidents on the freeway system in the greater
Sedattlearea. To limit the number of messages, only those incidents that are beyond normal
congestion levels and that substantially affect traffic are sent to the MessageWatch. Participants
indicate when they want to be notified and which highways they want to know about by selecting
the highway segments on their route, by indicating the times of day they travel, and by specifying
the days of the week that they want to be notified. Traffic messages “beep” if the beeper function
is selected on the watch as indicated by the “B<” icon.

The Setko MessageWatch has a limited 16-character aphanumeric display. Each of the character
positionsis comprised of seven segments, making it difficult to display letters with anomalies like
“G” and “Q” or diagonalslike“M” or “X.” The charactersthat can be displayed are: 0, 1, 2, 3, 4,
56,7,89 aspace, -, [,],A,b,d,E,F,H,JL,nPrtUYy,- = andthedegree symbal.
Some undisplayable alpha characters are replaced with displayable characters. For example“C” is
replaced by “[”, “G” with “6”, “g” with “9”, “I” with “1”, “O” with “0”, “Q” with “9”, “S” with

SWIFT Architecture Study 36



“5",and “Z” with “2”. The undisplayable apha charactersK, M, V, W, and X have no reasonable
replacements, so they are replaced with an underscore (“_").

Traffic Messages consist of atop line and a bottom line of up to 8 characters each. Theleft
portion of the top line of the display always begins with the letter “H” followed by a1 to 3
character number, signifying the interstate/highway on which the incident is located.

The right-hand portion of the top line is a three character alphanumeric display that begins with
either theletters“CL” (indicating that the highway is closed), or the letter “L” (severity level)
followed by the severity level indicator (1, 2, or 3). A level 1 incident indicates a traffic accident
that has caused a traffic backup but one or more lanes are open so that traffic can get through. A
level 2 incident indicates an accident which blocks most or all of the freeway section, causing very
extensive traffic backup with only a small amount of traffic getting through. A level 3 incident
indicates an extremely serious traffic accident that has caused the freeway to be closed for an
indefinite period of time.

The last character on the upper right-hand portion of thetop lineis aletter indicating the direction
of the highway in which the incident islocated. For example, an “E” is used for eastbound traffic,
a“5” for southbound traffic, an “n” for northbound traffic, and an “_" for westbound traffic. A
letter “b” indicates that both directions are impacted by the incident.

The bottom line of the display is an 8 character abbreviation of the cross street nearest to the
incident. Some of the names are very easy to read, but because of the limited nature of the display
and the difficulty in compressing long names into 8 characters, some street names can be
somewhat difficult to interpret. For example, the message that isillustrated in Figure 2-10
indicates that 1-90 is closed in the westbound direction at the East Mercer interchange.

Figure 2-10. Sample M essageWatch M essage.

From the description of the Seiko MessageWatch that was presented in this section, it appears
that the display limitations of the Setko MessageWatch are clearly technological limitations as
opposed to architectural limitations.

2.5. SWIFT “ Problems”

Although the SWIFT FOT was successful in deploying and demonstrating the features and
impacts of an ATIS fielded in a metropolitan environment, some “difficulties’ or “glitches’ were
experienced by the end-users of the service. Thus, alist of the most salient of these technical
problemsis presented in order to provide the reader with a more complete understanding of the
situational context within which SWIFT was evaluated and, in particular, to understand the
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meaning of the results that are presented in thisreport. Among the “problems’ experienced by
SWIFT participants were the following:

Selko MessageWatches

Traffic Workstation (TWS) Updates Would Require System to be Turned Off—
Importing of SWIFT traveler profiles could only be accomplished if SWIFT system
was shut down and traffic-incident operations stopped. (Not fixed during SWIFT)

Server Connectivity Problems—SWIFT operations would be interrupted by inability
of TWS to connect to Seiko server. (Not fixed during SWIFT)

Message Delay—Each SWIFT message was sent three (3) times, once every 1:52. If
more than one message was sent at one time, message transmission to user was
delayed proportionally. Thisisan inherent feature of the Seiko MessageWatch. (Not
fixed during SWIFT)

Dd co In-vehicle-Navigation Devices

Unit “ locks up” —booting problem upon startup caused units to freeze up, or not
work. (Fixed with software update)

Readout of Affected Roadways Obscured—SWIFT messages presented in display
monitor were presented in long-text form, thus making it impossible for driver to see
complete incident roadway intersection. (Fixed with software update)

Wkrong Direction Indicated—*Voice” readings of SWIFT messages provided opposite
roadway direction. (Fixed with software update)

No General-Information Messages and Personal-Paging Services—general-
information messages were not received and personal-paging function did not work.
(Not fixed during SWIFT)

Water Leakage—water leaked into vehicle from area where GPS-antenna wire was
threaded from roof around door jam into vehicle dashboard. (Fixed upon request)

Portable Computers

Incorrect Display of Soeed/Congestion Information—Data conversion problems
caused incorrect mapping of speed data for locations and/or incorrect interpretation of
speed data for a given location (Fixed with software upgrade)

No General-Information Messages and Personal-Paging Services—general-
information messages were not received and personal-paging function did not work
(Not fixed during SWIFT)

Real-Time Bus Position Information Missing—approximately 30% of all buses were
not displayed (Not fixed during SWIFT)

RRM Connectivity Problems—RRM would connect on an intermittent basis, possibly
due to an insufficient battery charge since this problem became less frequent as the
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SWIFT FOT dapsed and SWIFT RRMs were used more regularly. (Not fixed during
SWIFT)

2.6. Summary of SWIFT Architecture Overview

The objective of this section was to describe the SWIFT system architecture as afirst step in the
architecture evaluation. The SWIFT system architecture was decompaosed into its constituent
architectural nodes and linksin order to facilitate the architecture evaluation. The architectural
nodes represent a set of data processing activities confined by organizational rather than
geographical boundaries. The links provide data connections between the different architectural
nodes. Based on the architectural description, the following sections evaluate the architectural
objectives that were defined in the previous section.
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3. TEST METHODOLOGY AND RESULTS

The methodol ogies that were utilized to collect data and the results of the SMFT Architecture
Sudy are presented in the following sections according to each evaluation objective.

System operating as intended from user’ s perspective
System operating as intended from system’ s perspective
System not operating as intended from user’s perspective
System not operating as intended from system’ s perspective

The objectives of this section are four-fold. First, it establishes the consistency of user
perceptions with the actual system performance. Second, it attempts to identify the operational
characteristics of the system that were not recognized by the SWIFT field operational test
participants. Third, this section attempts to identify the source of any architectural limitations that
were observed by users during the field operational test. Finally, this section focuses on
evaluating the SWIFT architecture for conditions that contributed to the system not operating as
intended.

3.1. Objective 1: Assess System Performance from User’s Perspective

The user perspective on system performance was evaluated through questionnaires and focus
groups through questions that were constructed as part of the SMFT Architecture Study. These
guestionnaires were conducted as part of the SMFT Consumer Acceptance Study. In addition,
the SMFT Architecture Sudy conducted a limited field test that evaluated the usefulness of the
three SWIFT reception devices. An overview of each of these procedures and the results of these
procedures are provided in the following sub-sections.

3.1.1. Test Methodology

User Questionnaires and Focus Groups

The questionnaire portion of the SMFT Architecture Study focused primarily on capturing the
experiences and perceptions of system users during the course of their use of a particular SWIFT
device. Some of the questions within the questionnaires were tailored towards a specific SWIFT
device and user type (e.g. automobile, ride share, or transit), while most others were common
across devices and user types. These questionnaires were administered to SWIFT users on four
occasions:

1. Before beginning SWIFT use (user profile questionnaire)
2. At theend of one month of use

3. At theend of sx months of use

4. At theend of twelve months of use

The SMFT Architecture Sudy provided the SMFT Consumer Acceptance Study with questions
to be included in the evaluation questionnaires. The SMFT Consumer Acceptance Study then
compiled the questions, coordinated, administered and conducted the questionnaires. The
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guestionnaire results were provided to the SMFT Architecture Study in order to conduct its
anayss.

The next method to be utilized in evaluating the SWIFT architecture was through the organization
of focus groups. While the conduct of these focus groups was mainly targeted towards the needs
of the SWMFT Consumer Acceptance Sudy, some of the discussions were directed to also serve
the needs of the SMFT Architecture Study. Each focus group included approximately eight
users. Separate focus groups were conducted for each SWIFT device. Focus group activities
were conducted at various times during the operational phase of the test, with thefirst activity
beginning during the second month of the field operational test.

Device Usefulness Field Test

The SWIFT device usefulness field test, which involved two tasks, was conducted on eight
participants for each of the three SWIFT reception devices. Thefirst activity was a questionnaire
intended to evaluate the impact that the SWIFT information had on the participant’s travel
behavior. The second task was a questionnaire on positive and negative operational features of
the SWIFT devices.

3.1.2. Results

The objective of this section isto summarize the user perceptions of the SWIFT system for
conditions when the system operated as intended.

Questionnaire and Focus Group Results

This section summarizes the results of the SMFT Consumer Acceptance Study for conditions
when the SWIFT system was operating at full functionality.

Initially, the travel characteristics of the SWIFT test participants are described. These travel
characteristics are extremey important while eval uating the system because it determines how
travelerswill respond to traffic information. For example, travelerswill only be able to alter their
selected route of travel, in response to traffic information, if they have multiple routes along their
trip. Otherwise, the provision of traffic information will be of little benefit to the travelersin
terms of their route selection.

How the participants perceived the importance and usefulness of the SWIFT traveler information
ispresented. In addition, the SWIFT user perceptions of the device usefulness are also
summarized. Finaly, the impact the SWIFT information had on the users travel behaviors are
also described.

Travel Characteristics of Test Participants. The questionnaires indicated that the SWIFT
device users utilized a variety of modes for transportation to and from work. Nearly 53% of
Seiko MessageWatch respondents classified themselves as exclusively drive alone auto mode
commuters while approximately 44% of the Delco Device respondents and 19% of PC device
respondents classified themselves into this category. Nearly 57% of PC device respondents
reported using a combination of modes including bus, vanpool and carpool to travel to work.
Nearly one-third of Delco respondents classified themselves as primarily carpool or vanpool
commuters. Approximatey two-thirds of respondents reported traveling 30 or more minutes to
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work. Questionnaire respondents reported having alower amount of flexibility in choosing times
to leave home for work than in leaving work for home. Over half of the participants reported that
they had three or more routes to choose from when commuting to and from work.

Importance and Usefulness of Information. The majority of the Delco in-vehicle navigation
device and Setko MessageWatch respondents reported consulting traffic information at least once
aweek. Approximatey 70% of the respondents representing users of the PC device reported
consulting traffic information once aweek. Over 60% of respondents reported using transit
location and schedule information at |east once a week while fewer than half of the respondents
reported using addressfinding or “Y ellow Pages’ features at |east once a week.

As part of the first and second surveys, device users were asked to indicate when they consulted
their device features and information. Most respondents reported consulting information
immediately before leaving on atrip. Over 20 percent reported that they consulted information
while en-route. The results suggested that information provided immediately before travel had the
most relevance to travelers.

Theresultsindicated that Seiko MessageWatch users placed a great deal of importance on the
receipt of traffic incident and congestion related information. The users were neutral toward
genera information.

In general, the Setko MessageWatch users rated persona paging and general information
messages very high across all these dimensions, asillustrated in Figure 3-1. Incident related
messages were generally not rated as high along these dimensions by respondents. The ease of
understanding and the timeliness of incident information was rated the lowest of all characteristics
among Seiko MessageWatch users while the usefulness, reliability, and accuracy were rated
highest. Incident type information was generally rated lower than either incident direction or
incident location information. Seiko MessageWatch focus group participants expressed a
concern with the timeliness of messages and expressed a desire for the addition of congestion
related information, speed information, and a route planning service.

Theresultsfor the Delco users, asillustrated in Figure 3-2, were very similar to those observed
for the Seiko MessageWatch users except that the Del co users appeared to place dightly more
importance on the receipt of traffic incident and congestion related information.

Theresultsindicate that Delco users rated personal paging lower than other information sources.
Thisisareflection of the technical problems that were experienced by the users. Respondents
generaly found the information to be easy to understand but less useful. The timeliness of
incident information was rated lowest among all incident related items. Delco device focus group
participants expressed a concern with the accuracy of directional information and also expressed a
need to provide congestion related information. This concern regarding the accuracy of the
directional information emanates from some technical problems that were encountered during the
FOT which will be discussed in further detail while evaluating objective 4.
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Figure 3-1. Seiko M essageWatch User Perception of M essage Accuracy, Reliability,
Timeliness, Ease to Understand and Usefulness.
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Figure 3-2. Delco User Perception of M essage Accuracy, Reliability, Timeliness, Easeto
Understand and Usefulness.

SWIFT PC users placed a high amount of importance, relative to other users, on the receipt of
traffic incident and congestion information and much less importance on general information,
personal paging, asillustrated in Figure 3-3.

In general, the PC-users rated personal paging and general information messages |ow because the
services were not consistently available to users as aresult of technical problemsin message
ddivery. Incident duration information was also rated low along all message attributes. Other
incident related information was generally rated quite high as was traffic congestion and bus
schedule/time point information. Bus position information was found to be easy to understand
and useful by respondents. However, thisinformation was rated low both in terms of reliability
and accuracy. PC focus group device participants expressed a concern with the reliability of the
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signal connection and an expansion of the transit related data to other transit operatorsin the
region.
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Figure 3-3. PC User Perception of Message Accuracy, Reliability, Timeliness, Ease to
Understand and Usefulness.
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Device Usefulness. Users of the SWIFT devices were asked, as part of the third survey, to assess
several characteristics of their devicesincluding ease of use, safety, comfort, and convenience.
Theresults are presented in Figure 3-4. Respondents representing users of the PC device
generally provided lower ratings for device convenience, comfort, and ease of use than other
device users.

Overall, users of the Setko MessageWatch rated all features higher than any other device user
groups. Users of the Delco in-vehicle navigation device rated safety of use quite high, however,
this rating was lower than for other device user groups.

Your SWIFT Deviceis:

Convenient to use

Comfortableto use

1 2 3 4 5

OPC Device
B Delco Device
@ Seiko Watch

Easy to use

. Strongly Agree
Strongly M ean Rating 9y Ag
Disagree

Figure 3-4. User Perception of SWIFT Device Usefulness.

Device users were asked to rate the overall usefulness of their devices on three occasions (as part
of each user survey). Selko MessageWatch users were generally very satisfied with the
usefulness of their devices. Over 75 percent of the respondents to the third survey were either
“extremely satisfied” or “satisfied” with the usefulness of the device. Users of the Delcoin-
vehicle navigation units were somewhat less satisfied than users of the Seiko MessageWatch.
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Specifically, approximately 40 percent of the respondents in the third survey were either
“extremely satisfied” or “satisfied”. However, nearly 30 percent were either “dissatisfied” or
“extremdy dissatisfied”. Users of the PC Devices were |less satisfied with the usefulness of their
device than users of other devices. Nearly 50 percent of the respondents to the last survey were
ether “dissatisfied” or “extremely dissatisfied”.

In general, Setko MessageWatch users were satisfied with the physical characteristics of the
device including the number and location of buttons as well as the message display size. Users
were |ess satisfied with the styling and message display background lighting. In general, users
were satisfied with the operating characteristics of the Setko MessageWatch devices including the
automatic storage of messages. Usersreported the lowest level of satisfaction with the
continuous display of the most recently recelved message until a new message was received or the
“Time’ or “ Message’ button was pressed.

Results for Delco Device users indicated that this group was most satisfied with the device color,
size, and styling and least satisfied with the message display Size and illumination of buttons and
message display background lighting. The results of the questionnaires also indicated alow
degree of satisfaction with personal paging, message filtering, and voice “announcement” of
messages. The participants were not satisfied with the voice announcement of the messages
because it interrupted the radio broadcast before and during the announcement of the message.
Overall, users were somewhat neutral in the level of satisfaction for other features. The Etak
Guide rated as highest in satisfaction.

In general, users of the Dauphin devices reported alower level of satisfaction than elther the IBM
or Toshiba user groups for al the physical characteristics. Dauphin users appeared to be most
satisfied with the screen size, and mouse/pen operation and least satisfied with the speed, weight
and size of the device. The users of the Dauphins were least satisfied with the black and white
display which made it extremdy difficult to view the traffic information.

IBM users appeared to be most satisfied with the screen size, color and styling of the device and
least satisfied with the weight and size of the device. Toshiba users followed a similar pattern.
Users of the Taoshiba device were most satisfied with the device color, styling, and size of the
device and least satisfied with the weight of the device. In addition Taoshiba users appeared to be
less satisfied with the mouse/button operation than IBM Thinkpad users.

Impact of SWIFT Information on Trip Actions. In thethird user survey, respondents were
asked to identify the frequency with which they implemented an action affecting their commute
travel asaresult of receiving SWIFT travel messages. The results presented in Figure 3-5
indicate that a significant majority of respondents changed their commute route one or more times
per week (70 percent) as a result of travel messages received from the SWIFT system. Another
large percentage changed their commute departure time at least once aweek as result of receiving
SWIFT travel messages (40 percent). Approximately 20 percent combined trips or changed their
travel done as part of work and less than 10 percent changed their commute mode or canceled
thelr trip.

These results were fairly consistent across device user groups with some exceptions. Delco
device users were less likely to change their commute start time and mode of travel than other
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users while PC device users were more likdly to change their commute start time and mode than
other device users. Noteworthy isthe fact that only 19 percent of the PC users classified
themselves as drive alone commuters while 53 percent for the Seiko MessageWatch users and 44
percent for the Delco device users classified themselves as drive alone commuters. Consequently,
the discrepancies across devices could be attributed to the differences in mode of travel across
device users as opposed to the differences in SWIFT devices and/or differencesin SWIFT
information. Among all user groups changing commute routes was the most frequent response to
information provided by the SWIFT system.

In the third survey the users were also asked to identify the frequency with which they changed
their commuting route as a result of various factors including the receipt of travel messages on
their SWIFT Device. The resultsindicate that the route choice of a significant magjority of
respondents was affected by the receipt of radio traffic reports followed by actually encountering
the incident and then by the SWIFT travel messages.

Change commute route

Change commute start
time

Combine commutetrips
with other trips

Change travel done as
part of work

Change commute mode

Cancel atrip

0% 10% 20% 30% 40% 50% 60% 70% 80% 90% 100%

% Respondents who state that they implemented an action one or more times per week as a result of
travel messages received on their SWIFT device

Figure 3-5. ActionsImplemented by RespondentsOneor More Times per Week Asa
Result of Travel M essages Received on Their SWIFT Device.

Product Usefulness and Likeness Field Test Results

In order to further evaluate how the test participants found the information to be useful, a number
of questions were asked of eight participants for each of the SWIFT reception device types (Seiko
MessageWatch, Delco unit, and PC device). The eight participants per device were recruited as
part of the device usability test which will be described in the objective 2 evaluation.

The questions that were asked of the usersincluded the following:

Do you refer to your SWIFT device frequently, often, sometimes, rarely, or never?
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Before you leave for travel, does SWIFT traveler information influence the time you
leave frequently, often, sometimes, rarely, or never?

Before you leave for travel, does SWIFT traveler information influence your route
choice frequently, often, sometimes, rarely, or never?

Before you leave for travel, does SWIFT traveler information influence your means or
mode of transportation frequently, often, sometimes, rarely, or never?

Figure 3-6 illustrates that there appeared to be no obvious trend with regards to referring to the
Selko MessageWatch and PC devices, however, the navigation devices were highly utilized by the
participants. Specifically, 62 percent of the navigation unit participants frequently referred to
their device, 27 percent referred to their device often, and 11 percent referred to their device
sometimes.

100%

O MessageWatch|
O Navigation Unit
80% OpC —

90%

70%

60%

50%

40%

30%

20%
10% Ar —r

0%

Frequently Often Sometimes Rarely Never

Usage of Device

Figure 3-6. SWIFT Device Usage Frequency.

The SWIFT information appeared not to have a conclusive impact on the departure time of
MessageWatch, navigation unit, and PC users, asillustrated in Figure 3-7. In other words, the
majority of participants did not consider the SWIFT information in selecting their time of
departure (the magjority of participants were in the “rarely” and “never” categories). The
guestionnaire responses, however, indicated that a considerable number (40 percent) of the
SWIFT participants changed their departure time at least one or more times per week in response
to the SWIFT information. Given the small sample size of the usefulness test (8 participants per
device) the questionnaire findings would be more representative of the user’s perceptions.
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Figure 3-7. Influence of SWIFT Deviceson Trip Departure Time.

Figure 3-8 illustrates that the SWIFT information did not result in conclusive changesin route
sdlections, although multiple routes were available to most participants (on average, 4 routes were
availableto Seiko MessageWatch participants, 2.56 routes for navigation participants, and 4.67
routes for PC participants). Again, thisfinding does not agree with the responsesto the
guestionnaires (70 percent changed their route one or more times per week). Given the small
sample size of the usefulness test (8 participants per device) the questionnaire findings would be
more representative of the user’s perceptions.
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Figure 3-8. Influence of SWIFT Deviceson Travel Route.
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Figure 3-9 clearly illustrates that the SWIFT information did not result in a change in the mode of
travel for any of the SWIFT device participants. Thisfinding is consistent with the user responses
to the questionnaires.
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Figure 3-9. Influence of SWIFT Deviceson M ode of Travel.

The participants were also asked to identify three positive and negative operational features of the
SWIFT devicethat they used. Interestingly, of the seven Seiko MessageWatch participants, only
oneidentified the traffic information as one of the positive operational features, as demonstrated
in Table 3-1. Threeidentified the weather and financial information and four identified the
accuracy of time as positive features. In terms of negative operational features, three participants
complained about the watch aesthetics, three complained about the watch lighting, and two
complained about the beeping of the traffic messages, as demonstrated in Table 3-2. One
participant complained that the traffic information was not accurate or relevant to the mode of
travel.
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Table 3-1. Positive Operational Features of Seiko M essageW atch.
Positive Feature Number of Participants

Accuracy of time 4

Wesather and financial information
Dual time feature

Display and light feature

How system operatesin general
Pager feature

Sports information

Water resistant

Save message option
Portable

Traffic information

RPlIFRP|IFRPIFRPIFPININININIW

Table 3-2. Negative Operational Features of the Setko M essageW atch.

Positive Feature Number of Participants
Watch aesthetics 3
Back light poor 3
Message stays on watch too long 3
Symbols not clear and small 2

No sound differentiation between incoming pager and traffic messages 2

Buttons on side are difficult to operate 1
Traffic information is not accurate or relevant to mode of travel 1
Slow response time 1

The navigation unit participants, unlike the Seiko MessageWatch participants, found the traffic
information to be more useful, as demonstrated in Table 3-3. Specifically, six of the eight
participants listed the traffic information as one of its positive operational features. Furthermore,
the navigation and destination information and the address location feature were listed as positive
operational features of the navigation unit. The major complaint of the participants was that they
felt that the extent and accuracy of the Etak guide was limited, as summarized in Table 3-4.
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Table 3-3. Positive Operational Features of Delco Navigation Unit.

Positive Feature Number of Participants

Trafficinformation 6

Navigation and destination information (ETA, address and phone number)

Address location feature

Storing and recalling destinations

Voice text safety feature

News feature

Initial greeting

Sports scores

Pager feature

Navigation directional arrow

Location of devicein vehicle

Etak guide information

Rlr|lRr|RR|IR|R[NMINM|INMS

Table 3-4. Negative Operational Features of Delco Navigation Unit.
Positive Feature Number of Participants

Extent and accuracy of Etak guide 4

News feature

Message interruption

Problems with sort feature

Messages not stored long enough

Traffic messages do provide temporal relevance

Screen time out too short

RlRrlRr|R[N]IN]N

Need to scroll screen to view text messages

The PC participants listed the bus schedule information and visual display of information as the
highest positive features of the system, as summarized in Table 3-5. The traffic incident
information, traffic loop information, and address |ocation were also listed as positive features of
the PC device. In terms of negative features, the unreliability of the Radio Receiver Module
(RRM) and the number of key strokes to complete tasks were ranked number one, as summarized
in Table 3-6.

In general, the findings for various SWIFT devices are cons stent with the user perceptions of the
SWIFT system as concluded from the questionnaires.
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Table 3-5. Positive Operational Featuresof PC.

Positive Feature Number of Participants

Bus schedule information 5

Visual display or mapping features

Traffic incident information

Address and location information

Congestion flow information

Bus tracking system

Timeliness of information

Easeto use

RPIRPINININININ]O

Usefulness of information

Table 3-6. Negative Operational Features of PC.
Positive Feature Number of Participants
RRM not reliable 4

RRM and device too large

Too many key strokes required

Coverage area limited

Bus tracking inaccuracies

Too many pieces to connect system together
Too short battery life for Thinkpads
Inability to terminate Y ellow Page search

RlRr|lRr|[R[N]| W]

3.2.  Objective 2: Assess System Performance from System’s Perspective

Objective 1 evaluated the user perceptions of the SWIFT system when it operated at full
functionality. Alternatively, objective 2 evaluates the performance of the SWIFT system when it
operated at full functionality from the system developer’ s perspective. This evaluation isintended
(for conditions when the system operated at full functionality) to establish consistency between
user perceptions and system performance, to identify the operational characteristics of the system
that were not recognized by the SWIFT field operational test participants, and to attempt to
identify the source of any architectural limitations.

The user perceptions indicated some concern regarding the timeliness of some information, the
accuracy of some of the information (incident duration and transit AVL data), and the usability of
some of the SWIFT devices (PC device). Consequently, the evaluation of objective 2 focused on
anumber of field tests that would not only validate these perceptions but aso identify any
architectural limitations that could be the source to these problems. These field tests included two
delay field tests, a data fidelity field test, and a device usability field test. The methodol ogy that
was utilized in order to collect and conduct these field tests together with the findings of the field
testsis described in this section.
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Because the SWIFT system transmitted multiple data streams to multiple devices, and because not
all devices recelved the various data streams, two delay field tests were conducted. Thefirst field
test (Data Stream Delay and Throughput Field Test) evaluated the delay associated with two of
the three data streams that were received by the PC reception device. The second field test
(Incident Data Stream Delay Field Test) evaluated the delay associated with a single data stream
(incident data stream) to the three reception devices (MessageWatch, PC, and navigation unit).

In order to evaluate the accuracy of SWIFT data, a data fidelity field test was conducted. The
datafiddlity field test evaluated the accuracy of the transit AVL data (rated low by SWIFT users),
the broadcast speed category estimates (rated high by SWIFT users), and the single loop speed
estimation technique. Finally, a device usahility field test was conducted in order to evaluate the
usability of the three SWIFT reception devices because users of the PC device ranked it low in
terms of its ease to use.

3.2.1. Test Methodology
Data Stream Delay and Throughput Field Test

As discussed earlier, the SWIFT architecture was viewed, for the purpose of the system
architecture evaluation, in terms of a network of links and nodes. In order to compute data
stream propagation delays, sSx measurement points were identified along the system architecture,
asillustrated in Figure 3-10. The data content that traversed each of these measurement points
was stored together with atime stamp for an entire week of system operation. Table 3-7
demonstrates sample data that were recorded at each of the Six measurement points.

The SWIFT system involved three data streams that followed different paths within the system
architecture. The loop detector speed data originated at the WSDOT node (upstream of point A)
and propagated to the UW node, the Metro Traffic node, the Setko Server node. Finally, it was
received by the PC device (A-C-E-F path). Thetraffic incident data originated at the Metro
Traffic node, traversing the Setko node and then ending up at the PC device (E-F path). Finaly,
the trangit data stream originated at the Metro Transit node, traversing the UW node the Setko
server before finally ending up at the PC reception device (B-D-F path).

As described in the architecture overview, the University of Washington was responsible for
fusing the transit and speed data to a Geographic Information System (GIS) reference. In
addition they were responsible for packaging the data in the BAP format for transmission.
Consequently, the data format changed at the UW node. In order to estimate delays it was
essential, therefore, that the data contents be matched at the different measurement points that
were identified along the system architecture. The matching of data upstream and downstream
the UW node was achieved by providing a unique transaction 1D for each data record at
measurement points A and B (prior to data fusion), and at points C and D (after data fusion), as
demonstrated in Table 3-7. Using these unique ID’s, data propagation del ays between points A
and C (for traffic speed data), and between points B and D (for transit data) were computed.
Data records at the measurement point E included transaction ID’s. However, they were not
consistent with those recorded at points A and C. Data records at measurement point F did not
include arecord ID. Consequently, tools were developed that could match the hexadecimal
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representation of the data contents as they traversed points C, E and F (for speed data), points E
and F (for incident data), and points D and F (for transit data).

Metro Transit WSDOT

University of
Washinaton

A

Metro Traffic

\

Seiko Server

\

PC Reception
Device

Figure3-10. Measurement Points Along SWIFT System Architecture.
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Table 3-7. Example lllustration of Data Recorded.

Measurement Record Fields Representative Data Records
Point
A Date, Time, Transaction ID 05/12/97 08:27:11 16464
05/ 12/ 97 08:27:33 16465
05/12/97 08:27:51 16466
05/12/97 08:28:12 16467
05/12/97 08:28:31 16468
05/ 12/ 97 08:28:53 16469
B Date, Time, Transaction ID 05/12/97 08:28:22 558514
05/ 12/ 97 08:28:23 558515
05/12/97 08:28: 23 558516
05/ 12/ 97 08:28:23 558517
05/ 12/ 97 08:28:23 558518
05/ 12/ 97 08:28:23 558519
C Date, Time, Transaction ID, Hexadecimal 05/ 12/ 97 08:23:53 16454 OF 00 00 00 00 00 OD BE 1E 69 EC FA 6F QO
representation of packet content 05/12/97 08:23:53 16454 OF 01 E3 8D FE FC 71 FO DB 61 BE FB ED F6
05/ 12/ 97 08:23:53 16454 OF 02 DF 6F 3E 83 FF F7 FE 7F F3 F3 FF FF
05/ 12/ 97 08:23:53 16454 OF 03 1B 6E 05 03 61 BD 1A FC 3C FB 51 F6
05/ 12/ 97 08:23:53 16454 OF 04 E3 DF BO 1E OC 3E 1C 0B 6F FF FO 0 O
05/ 12/ 97 08:23:53 16454 OF 05 00 00 06 @0 79 F7 B6 E1 FO EO OE 00
D Date, Time, Transaction ID, Hexadecimal 05/12/97 08:23:42 4424301 OA 30 85 F7 A7 62 OE E1 C8 01 79 38 82 B9
representation of packet content 05/ 12/ 97 08:23:42 4424301 OA 5D 00 98 07 46 1A 40 C0 B7 08 18 22 8A
05/ 12/ 97 08:23:42 4424301 OA 41 C1 00 87 58 11 EO 00 00 00 00 00 0O
05/ 12/ 97 08:23:42 4424302 OA 21 02 28 Al B6 37 60 AD 06 08 85 22 01
05/ 12/ 97 08:23:42 4424302 OA OB OF 08 82 A2 53 F1 2C 21 78 49 22 71
05/ 12/ 97 08:23:42 4424303 OA 3B 40 58 8A 20 26 82 10 1D 79 8D A2 A7
E Date, Time, Transaction ID, Hexadecimal 05/ 12/ 97 08:23:53 4672 OF 00 00 00 00 00 OD BE 1E 69 EC FA 6F QO
representation of packet content 05/12/97 08:23:53 4672 OF 01 E3 8D FE FC 71 FO DB 61 BE FB E D F6
05/ 12/ 97 08:23:53 4672 OF 02 DF 6F 3E 83 FF F7 FE 7F F3 F3 FF FF
05/ 12/ 97 08:23:53 4672 OF 03 1B 6E 05 03 61 BD 1A FC 3C FB 51 F6
05/ 12/ 97 08:23:53 4672 OF 04 E3 DF BO 1E OC 3E 1C 0B 6F FF FO 00
05/ 12/ 97 08:23:53 4672 OF 05 00 00 06 @O 79 F7 B6 E1 FO EO OE 00
F Time stamp embedded every second and T: 863452733
Hexadecimal representation of packet E:02 13 00 C1 OA 30 C0 00 8C 16 35 70 18 00 52 A3 Bl 03 02
content **12 00 Q0 73 74 78 4E 73 5F 74 5F 41 63 44 7A 5E 03
A Cl OA 33 40 38 8A E6 31 CO 00 00 00 00 00 00
A Cl OA 03 40 47 8B 06 3B 33 08 68 89 9E El1 8E
A Cl OA 1A 80 48 99 02 0C 53 A4 00 08 62 84 59
A Cl OA 30 OO 00 8C 16 35 71 A4 00 89 Al Cl E6
T: 863452734
A Cl OA 3A 41 38 88 9C 28 70 00 00 00 00 00 00
A 05 39 37 30 35 31 32 30 38 35 38 35 34 4D 4F

Table 3-8 demongtrates the size (in Kilo Bytes) of the data files at the various measurement
points. One can observe alargeincrease in the size of files between points A and C, in the case of
the speed data, and between points B and D, in the case of the transit data. This expansion arose
from the inclusion of the hexadecimal representation of the data packet at points C and D.
Furthermore, one can observe alarger amount of data associated with the transit system versus
the traffic speed system (comparison of the size of file D versusfile C). Finally, the datafile at
point F does not equal to the sum of datafilesat pointsD and E. Thisinconsistency stems from
two reasons. first, file F does not include the transaction 1D, which wasincluded in filesD and E,
and second, some data packets were not received by the PC.

As mentioned earlier, data were recorded for an entire week of system operation (May 12, 1997
to May 19, 1997). Because the intent of the analysis was to evaluate data propagation delays for
an ATIS at full functionality, only those days that did not experience major sub-system failures
were included.

Figure 3-11 illustrates the flow rate of packets that were observed at point E and F over the
seven-day analysis period. It appears from Figure 3-11 that reception on the latter two days (120
to 168 hours) of the analysis was not as good as that on the former five days (0 to 120 hours).
Next, Figure 3-12 illustrates how the delay between points C and E (traffic speed data) varied
over the seven day analysis period. Again the results demonstrate consistent delays (less
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abnormal fluctuations in delay) for days 4 and 5 (72 to 120 hours on the X-axis). Based on
similar plots of data flow and delay between other measurement points, two consecutive days
were selected for further analysis (days 4 and 5 (May 15 and May 16)).

Table 3-8. Measurement File Sizes.

Measurement File Size
Point (Kbytes)

A 575

B 7,309

Cc 30,000

D 98,000

E 29,000

F 107,700

It must be noted at this point that the time stamps, that were imbedded in each of the data files,
came from the same source except for file F. In the case of file F, the time stamp was the PC time
stamp. To ensure consistency, the PC time was set equal to the common time reference prior to
collecting the data. Some problems were found with the data collected at point D including the
date and time stamp. Consequently, it was not possible to evaluate the delay associated with the
bus data stream.
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Figure 3-11. Packet Flow Rate Between Points E and F (Packets/15 minutes).
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Figure 3-12. Packet Delay Between Points C and E.

Based on the data collection exercise, which was conducted as part of the architecture analysis,
the following lessons can be learnt:

Data matching in a multi-node system is not an easy task, because data are
manipulated and transformed as they propagate through an ATIS

In evaluating a system it isimportant to anticipate problems with the data collection
exercise and the data itself, and

The analysis of the data requires considerable computing power because of the large
Size of data

Incident Stream Delay Field Test

Incident data were collected over atwo week period from March 17, 1997 through March 31,
1997 in order to quantify the time lag between the time at which incident data arrived at Metro
Traffic Control and the time at which the data were displayed on the receiver devices. These data
were gathered from 7:00 AM to 9:00 AM, 12:00 PM to 3:00 PM, and 5:00 PM to 7:00 PM on
weekdays (Monday through Friday) and from 10:00 AM to 7:00 PM on weekends. Itis
important to note that during the analysis period the SWIFT system was in full operation and did
not experience any major malfunctions.

Table 3-9 provides an example illustration of the data collected over the analysis period. From
these data it was possible to compute the percentage of data received by two of the receiver
devices (the PC and MessageWatch), the time to process the incident data at the Traffic Work
Station (TWS), and the time required for the incident data to propagate through the SWIFT
system until they were received by two of the receiver devices (PC and MessageWatch) located at
Metro Traffic Control. A total of 270 data incidents were recorded during the two-week analysis
period. Most time stamps were recorded from the same source, namely the Setko MessageWatch
that automatically updated itstime at |east 36 times a day.
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In addition, the time stamp and messages that were received by a Delco navigation unit located in
the SAIC office in Bellevue were recorded for portions of the analysis period. When the
navigation unit verbally acknowledged receipt of a message the time of arrival was recorded.
Interestingly, not all messages received by the device were verbally confirmed (only 35 percent
were confirmed). In total only 32 messages were usable in the delay analysis (i.e. within same
period and verbally confirmed).

Asisthe case with any field study, the data collection exercise suffers from a number of
deficiencies, as follows:

Device message appearance times were recorded instead of message arrival times.
The former include the screen update time in addition to the message transmission
time.

Some of the PC time stamps were based on the PC internal clock as opposed to the
Selko MessageWatch time.

The data were collected manually and thus may include human errors that are more
prone to occur when the messages are closely spaced.

Navigation unit data were collected at another location (SAIC office versus Metro
Traffic office) and by different personnel.

Table 3-9. Example lllustration of Data Collection Form.

Initial Time Primary Secondary Time Input Time Time Comments
Received Road Road into TWS Received by Received by
PC Watch
7:13:27 1-512 Pacific Ave. 7:13:55 7:14:15 N/A
7:21:30 1-5 North Gate 7:22:10 7:22:15 7:23:50
7:35:18 1-512 Stedl 7:35:49 7:35:54 N/A

Data Fidelity Field Test

The user’ s had some concern regarding the accuracy and rdiability of the transit AVL data, while
the accuracy of the traffic congestion data was ranked high. This section describes the procedures
for evaluating the accuracy of these two data streams.

Asdescribed earlier, three data streams were broadcast as part of the SWIFT FOT. Two of these
data streams included numeric data (transit and traffic speed data) while the third data stream
included anecdotal data (traffic incident information). The Data Fiddity Field Test evaluated the
fidelity of the two numeric data streams that were broadcast as part of the SWIFT FOT. An
evaluation of the fidelity of the anecdotal data stream (incident data) was not possible because
precise information on actual incident occurrence times, clearance times and incident severity
were not available.
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The next section describes the transit data fidelity test in terms of the field data that were gathered
and the specifics of how the fidelity test was conducted. In asimilar fashion, the Speed Data
Fidelity Field Test section describes the traffic speed data fidelity test procedures. Because the
SWIFT system broadcast traffic speed information as seven speed categories any observed
inaccuracies within the speed estimates could have been masked by the aggregation/
categorization process. Consequently, a study was conducted to further quantify the accuracy of
the speed estimates derived from single loop detectors (majority of loop typesin the Seattle area)
relative to speed measurements from dual 1oop detectors and aradar gun. Finally, the Single
Loop Speed Data Fidelity Field Test section describes the data collection procedures that were
utilized to evaluate the single loop speed estimates.

Transt Data Fidelity Field Test. Three bus stops were selected for the evaluation of the
accuracy of the SWIFT transit location data, asillustrated in Figure 3-13. The bus stops included:
a downtown bus stop along the underground tunnel (University Station, Southbound and
Eastbound), an urban bus stop (University of Washington in front of the student hub), and a
freeway bus stop (Evergreen Point, Westbound along 1-520). These bus stop locations were
deliberately diversified in order to evaluate the fidelity of the transit data across different
locations. In addition, data were gathered during different periodsin order to quantify the
temporal accuracy of the SWIFT transit data. Specifically, field data were gathered during the
AM peak (7:00 to 9:00 AM), during the off-peak (2:00 to 4:00 PM), and during the PM peak
(4:00t0 6:00 PM). The data that were gathered included the vehicle route number, the vehicle ID
and the time at which the transit vehicle was observed at the location. The time stamp was the
Seiko MessageWatch time stamp which was consistent with the time stamps imbedded in the
SWIFT data. It should also be noted that only King County buses were recorded because these
were the only buses that were equipped with the AVL system.

The SWIFT data that were compiled by the University of Washington included the date, the time
at which the data were observed, the transit vehicle route number, the transit vehicle ID, and the
estimated latitude and longitude. A sample of the SWIFT transit data is presented in Table 3-10.

In order to evaluate the fidelity of the traffic speed data that were broadcast as part of the SWIFT
field operational test, nine drives were completed in each direction along a 16 kilometer (10 miles)
section of the I-5 freeway. The section that was driven extended from Boeing field at the south
end of the section to 135" street at the north end of the section, asillustrated in Figure 3-13. The
objective was to drive along the I-5 section during uncongested and congested conditions in order
to evaluate the accuracy of the traffic speed estimates under varying traffic conditions. Each 0.5
mile initiating from the first milepost along the section, the time at which the vehicle passed the
location ( Seiko MessageWatchtime stamp) and the speed of the vehicle at that location were
recorded.

The speed estimates that were transmitted as part of the SWIFT field operational test were then
compared to the speeds that were encountered during the nine test drives in each direction
(northbound and southbound).
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Table 3-10. Raw Transit Data Format.

Day Time Route# Veh.ID Lat. Long.

14 24922 251 3368  47.67118 -122.13211
14 24924 258 5176  47.62908 -122.32681
14 24925 252 5047  47.60108 -122.32641
14 24933 267 5046  47.63238 -122.18061
14 24933 260 3224 47.63918 -122.24781
14 24942 262 3356  47.64508 -122.28741
14 24942 272 2153  47.63998 -122.25351
14 24942 254 3377  47.61588 -122.33311
14 24944 275 2154 47.64268 -122.19501
14 24945 311 3399 47.64158 -122.21411
14 24945 274 1792 47.57368 -122.11691
14 24945 956 3208  47.58658 -122.22851
14 24945 267 5234 47.67858 -122.12721
14 24945 273 1787 47.63188 -122.13641
14 24945 272 1644 47.57648 -122.13671
14 24945 253 5178 47.61768 -122.14591

Speed Data Fidelity Field Test. The SWIFT system broadcast the speed data as speed
categoriesin order to minimize the bandwidth requirements for data transmission. A three-bit
data representation allowed the speed categories to range from 0 to 7, as demonstrated in Table
3-11. This section describes the data collection exercise that was involved in order to evaluate the
accuracy of the speed categories that were broadcast as part of the SWIFT field operational test.

Table 3-11. SWIFT Speed Data Categorization.
Category Speed Range (mph)

0 No data
Stopped/closed

>0t09

>91t0 18

>30to 42

>42 to 54

1
2
3
4 >181t0 30
5
6
7

>54

The SWIFT data packets were stored, as part of the SWIFT field operational test, in a

hexadecimal representation in order to minimize the size of data transmitted. Table 3-12 provides
an example illustration of the hexadecimal representation of the packets. Because there were
different packet types, one for each data stream, a unique packet type identifier wasincluded in
order to uniquely define the type of data stream packet. Furthermore, a group number uniquely
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identified the set of loop detectors associated with the packet. It must be noted at this point, that

the SWIFT data that were compared against the field data were received by the Radio Recelver

Module (RRM) of one of the SWIFT laptop devices.

Table 3-12. SWIFT Traffic Speed Raw Data BAP Format.

Day Time Packet Type Group # Hexadecimal Representation of Packet
15 44982 OF 00 00 00 00 00 0D BE 1F 7E FE 9B 5F CO
15 44982 OF 01 E3 F7 FC FC 61 FF FF E1 F8 FC 6C 3E
15 44982 OF 02 1B 8F FF FF 7E 3F E3 F1 C7 FC 7E 3F
15 44983 OF 03 03 8C 06 03 EE 3F FF FD FF FF FF FF
15 45002 OF 00 00 00 00 00 0D BE 1F 7D 3E 9B 5F CO
15 45002 OF 01 03 F7 FCFC 61 F7 FF F1 F8 FF ED FE
15 45002 OF 02 1B 8F FF FF 7F BF E3 F1 C7 FC 7E 3E
15 45002 OF 03 E3 8C 06 03 EE 3F FF FD FF FF 7F FF
15 45021 OF 00 00 00 00 00 0D BE 1F 7D 3E 82 5F CO
15 45022 OF 01 E3 F7 C4 FC 6F F7 FF F1 F8 FC 6D FE
15 45022 OF 02 FF 8F FF FC 7F BF FB 71 FF FC 7F F7
15 45022 OF 03 03 8E 06 O3 EO 3F 1F FD F7 FF 7E 3F

The process of extracting the speed data from the hexadecimal packet representation required

some data manipulation. First, each of the 12 hexadecimal representations was converted into 8

binary bits, as demonstrated in Table 3-13, resulting in a stream of 96 binary bits (12 units 8
bits). The 96 binary bits represented atotal of 32 ASCI1 numbers (96 bits/3 bits per category)
from left to right, as demonstrated in Table 3-14. Table 3-13 demonstrates the ASCI|

representation of the packets that are presented in Table 3-14.

Table 3-13. Conversion of SWIFT Traffic Speed Data Packets from Hexadecimal to ASCI|

Representation.

SWIFT Traffic Speed BAP Packet Representation

Hexadecimal | 00000000 0D BE 1F 7E FE 9B 5F CO
Binary 000000000000000000000000000000000000110110111110000111110111111011111110010110110101111111000000
ASCII 00000000000066760767737646657700
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Table 3-14. SWIFT Traffic Speed Raw Data Speed Categorization.

Day Time Group # ASCII Representation of Packet

15 44982 0 0000000000006 6760767737646657700
15 44982 1 707737747 70607777776077077066076€6
15 44982 2 oe6rvro07777776770777077070777077 077
15 44983 3 oor7vr06006007670777777677777777777
15 45002 0 0000000000006 6760767647646657700
15 45002 1 0077377477060767777707707776677€6
15 45002 2 067077777767 7677707707077707707€6
15 45002 3 707060060076 7077777767777767777T
15 45021 0 0000000000006 6760767647640457700
15 45022 1 7077370477067 767777707707706677€6
15 45022 2 777077777707 76777667077777077767
15 45022 3 00707006007600770777676777677077

Using Table 3-15 it was possible to associate each 0.5-milepost with the corresponding loop
detector in order to compare field data observations with SWIFT traffic speed data. Furthermore,
using the field observation time stamp, it was possible to search for a SWIFT observation that
was observed after the field observation and within 20 seconds of the field observation (polling
interval), in order to evaluate the SWIFT data accuracy.

Single Loop Speed Data Fidelity Field Test. The data collection exercise involved recording
volume, occupancy and speed measurements from a dual loop detector station located along the
westbound direction of 1-520 at Evergreen point. In addition aradar gun was utilized to record
the speeds of a selected number of vehicles. Theloop detector and radar gun measurements were
recorded for the median lane for approximately one hour from 1:30 PM to 2:45 PM on a typical
weekday. In addition, the volume and occupancy measurements were utilized to estimate speeds
using the G-factor and Kalman-filter techniques that will be described later in the results section.
The objective of thisfield test was to evaluate the accuracy of the Kalman-filter technique, that
was utilized as part of the SWIFT field operational test. Furthermore, this study also evaluated
the accuracy of the G-factor technique, because it is awidely accepted and adopted technique.

Device Usability Field Test

The SWIFT participants rated the Setko MessageWatch and Delco devices high in terms of ease
to use, however, this was not the case for the PC devices. The device usability test attempted to
validate the user perceptions and to identify any problems with the SWIFT devices.

The overall goal of the usability test was to identify usability deficiencies existing in the SWIFT
devices and SWIFT information. Furthermore, an attempt was made to relate deficienciesto the
design and implementation phases of the SWIFT architecture. This section describes the
procedures utilized to conduct the device usability tests, while the results of the tests, and the
major findings of the tests are described in the results section.
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Table 3-15. Milepost L oop Detector Correspondence.

Usability testing suffers from a number of limitations, which are best described in the words of
Rubin (1994): “Testing does not guarantee success or even prove that a product will be usable.

Milepost Direction GroupID Loop ID
162.0 1 0 20
162.0 2 0 21
162.5 1 0 23
162.5 2 0 24
163.0 1 0 26
163.0 2 0 27
164.0 1 0 30
164.0 2 0 31
164.5 2 1 2
164.5 1 1 4
165.0 1 1 7
165.0 2 1 8
165.5 1 1 10
165.5 2 1 11
166.0 1 1 17
166.0 2 1 18
166.5 2 1 20
167.0 1 1 21
167.0 2 1 22
167.5 1 1 24
167.5 2 1 25
168.0 1 1 30
168.0 2 1 31
168.5 1 2 1
168.5 2 2 2
169.0 1 2 4
169.0 2 2 5
169.5 2 2 9
169.5 1 2 11
170.0 1 2 12
170.0 2 2 14
170.5 1 2 15
170.5 1 2 16
171.0 2 2 18
171.0 1 2 19
1715 1 2 24
1715 2 2 25
172.0 1 2 27
172.0 2 2 28
1725 1 2 30
1725 2 2 31
173.0 2 3 2
173.0 1 3 4

Even the most rigorously conducted formal test cannot, with 100 percent certainty, ensure that a
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product will be usable when released.” The limitations of this study, as with the case of any
usability study, are:

Testing is aways an artificial situation.

Test results do not prove that a product works. 1t only provides more confidence by
reducing therisk that it will not work.

Participants are rardy fully representative of the target population.

In spite of these limitations, usability testing, when conducted with care and precision, provides an
amost infallible indicator of potential problems and the means to resolve them.

Rubin (1994) categorized usability testsinto four categories, namely exploratory tests, assessment
tests, validation tests, and comparison tests. Each of these tests has a dightly different purpose.
The exploratory tests are conducted early in the development cycle with the objective of
evaluating the effectiveness of preliminary design concepts. The assessment tests are conducted
either early or midway into the product development cyclein order to evaluate the usability of
lower-level operations and aspects of the product. The validation tests (also referred to as
verification tests) are usually late in the development cycle and are intended to certify the

product’ s usability. The comparison tests are not associated with any specific point in the product
development life cycle; instead, they are used to compare different designs or products. The
comparison test can be used in conjunction with any of the other three tests.

The usability test that was conducted for the SWIFT evaluation falls into the validation and
comparison category because it was intended to certify the SWIFT device usability. In addition,
the usability test compares the performance of the three devicesin terms of their usability.

The methodol ogy that was utilized can be summarized as follows:

Prior to the test, benchmarks or standards for the tasks of the test were developed and
identified

The users were asked to perform tasks rather than ssimply commenting on screens,
pages, €tc.

The test monitor did not interact much with the test participants
Quantitative data were collected from the tests.

The SWIFT usability test involved three activities. Thefirst activity was related to the usability of
the SWIFT device and information. The second activity was a questionnaire intended to evaluate
theimpact that the SWIFT information had on the participant’s travel behavior. The third and
final task was a questionnaire on positive and negative operational features of the SWIFT devices.
Tasks 2 and 3 were discussed in the first objective evaluation and as such are not described any
further. Each participant was allocated 45 minutes to complete the device usability test. In
addition, each participant was paid $25 to participate in the usability test.

Each of the three SWIFT devices required a device usability test; however, these device-specific
tests were not identical because each SWIFT device displayed different types of information. The
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usability tests for the MessageWatch, navigation unit, and PC users are presented in Appendices
A, B, and C, respectively.

Thefirst part of the Seitko MessageWatch usability study was intended to evaluate the user’s
ability to use the basic functions of the watch (view, save, retrieve, delete messages, and to enable
the beep mode), as demonstrated in Table 3-16. A concern that the SWIFT participants identified
was the ability to decipher messages. Consequently, the ability to decipher traffic and non-traffic
messages was also included in thetest. Thefirst part of the PC and Navigation usability tests
were related to the basic functions of the devices and information, as demonstrated in Table 3-17
and Table 3-18. The tasks associated with the navigation unit usability test were related to
reading traffic messages and using the navigational capabilities of the unit. The tasks associated
with the PC device included the basic functions (displaying traffic incident information and using
the navigational features) in addition to other functions, such as displaying traffic speed
information and displaying bus information. Consequently, because each device displayed
different types of information, it was extremdly difficult, to compare the usahility of the SWIFT
devices.

The tasks that were required for each device were basic tasks that atypical user of the device
should be able to do. The messages that the participants were asked to decipher were typical
messages that were broadcast during the SWIFT field operational test. The message list was
compiled to contain a number of difficult messages, average messages, and easy messages to
interpret.

Table3-16. Seiko M essageWatch Performance Test.
Task Question

a View the third (3% message

b Save the fifth (5") message

c View the time of the second (2"%) message

d Delete the fourth (4™ message

e Turn beep mode off and then turn back on

Table 3-17. Navigation Unit Performance Test.
Task Question

a “Read” atraffic message closest to your current location

b Find the Bellevue library

c Save the Bellevue library as destination #5
d Recall the Bellevue library

e Retrieve the Bellevue library’ s address, phone number, and estimated time of arrival

f Change the location and destination radius to 50
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Table 3-18. PC Performance Te<t.

Task Question

a Load up the Seattle-area map and enable communications

b Display speed information for all lanes except HOV aong I-5 between [-90 and 1-520

c Display full map area with traffic incident information and show traffic incident details

d Display bus time points and locations for Route 243 for Saturday, May 17, 1997

e Find the intersection of NE 12" Street and 106™ Avenue NE

f Locate the nearest Taco Bell to the above address

Prior to conducting the usability test on the test participants, the test was conducted on some
SAIC employeesin order to verify thetest. Furthermore, the minimum number of key strokes per
task was tallied, and the minimum time to conduct a task was recorded.

The steps required to compl ete each task are provided in Appendices D, E, and F.

Eight participants per device participated in the usability test. Thetest observer recorded the
number of key strokes and time required by the participant to complete each task. If the
participant was unable to complete a task, it was recorded as an incomplete task. In the case of
the message-deci phering component ( Setko Message\Watchdevice only), the tasks were divided
into sub-tasks, and the portion of the task that was deci phered correctly was recorded.

It should be noted at this point that in the case of the navigation unit and PC usability test, the
participant would select items from menus requiring him or her to continuously press the mouse
button (PC users) or to press a scroll button a number of times (Navigation users). For analysis
purposes, the selection of an item was counted as a single stroke as opposed to a number of key
strokes.

3.2.2. Results

This section summarizes the results of the field tests that were conducted in order to evaluate
objective 2.

Data Stream Delay and Throughput Field Test

Table 3-19 summarizes the results of the delay analysis that was conducted. The resultsindicate
that the propagation delay, from source to sink, was, on average, 21 seconds and 33 seconds for
the traffic speed data stream and the traffic incident data stream, respectively. Therefore, the use
of the Internet, as a means of communication, did not appear to be a source of mgjor delaysin the
system. The results do indicate that some large delays (maximum delay 65623 seconds or 18
hours) were present between pointsE and F. A closer analysisindicated that a total of 151 data
packets out of the 136425 packets from E to F experienced a delay of 600 seconds or greater (i.e.
0.1 percent of the sample). These large delays could have resulted from the procedure, which was
used to estimate the delay (matching of packets) or could represent actual delays of data packets.
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It ishighly unlikely (a probability of 9.05E-28), but possible, that the 32 loop detector speed
estimates that constitute a packet be identical for different data packets.

Table 3-19. Summary Results of Traffic Speed and Incident Data Streams.

M easure of Traffic Speed Data Stream | Traffic Incident Data
Performance Stream
A-C C-E E-F E-F
Avg. Delay (seconds) 2.16 0.78 17.48 33.03
Min. Delay (seconds) 1 0 0 0
Max. Delay (seconds) 24 2359 65623 8017

The delay distribution, for the speed data stream between points A and C, and between points C
and E demonstrate minor variability, asillustrated in Figure 3-14 and Figure 3-15, respectively.
Specifically, more than 99 percent of the data packets that traversed these measurement points
experienced a delay lessthan 6 seconds. However, the distribution of delay measurements,
between points E and F for the traffic speed data stream, demonstrates more variability, as
illustrated in Figure 3-16. Specifically, 90 percent of the packets experienced a delay less than or
equal to the mean delay (17.5 seconds), while 99.9 percent experienced a delay less than 40
seconds.
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Figure 3-14. Packet Delay Distribution for Flow Between Points A and C.
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Figure 3-16. Packet Delay Distribution for Flow Between Points E and F for the
Traffic Speed Data Stream.

The traffic incident data stream experienced the largest variability in terms of delay asillustrated
in Figure 3-17. There appear to be a number of modes to the distribution that progressively
reducein intensity asthe delay increases. It isnot clear at this point why the traffic incident data
stream experienced a different delay distribution from the traffic speed data stream. Figure 3-18
also demonstrates that 90 percent of the packets experienced a delay less than 70 seconds and that
more than 99 percent of the packets experienced a delay less than 180 seconds.
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Figure 3-17. Packet Delay Distribution for Flow Between Points E and F for the Traffic
Incident Data Stream.
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Figure 3-18. Packet Flow Rate Between Points C and E (Packets/15 Minutes).

Figure 3-19 to Figure 3-20 illustrate a throughput rate of 720 packets/15 minutes for the traffic
speed data stream.  Furthermore, these figures demonstrate two failuresin the SWIFT system
upstream of point E during the latter 2 days (between 120 and 168 hours). These failures resulted
in problems downstream of point E (either at the Seiko server or at the PC Radio Receiver
Module (RRM)) even after the system attained functionality.
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(Packets/15 Minutes).

Because the incident information was only broadcast from 5:00 AM until 8:00 PM on weekdays
and from 10:00 AM to 5:00 PM during weekends, packets were only observed during these time
periods. Thisisillustrated in Figure 3-21. Furthermore, because the traffic incident data were not
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a continuous data stream, as was the case with the traffic speed data stream, one can observe
large fluctuations in the data flow rate.
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Figure 3-21. Delay Variation by Time-of-Day for Flow Between Points C and E.

In order to investigate whether delay varied as a function of the time-of-day, the average delay for
each 15-minute interval was computed for the two consecutive days that were analyzed (May 15
and 16). Figure 3-21 illustrates how the 15-minute average delay varied between measurement
points C and E as a function of the time-of-day for the two days under consideration. It appears
that the delays experienced were similar for both days. 1n addition, there does appear to be more
variability in the delay estimates between 8:00 AM and 4:00 PM. This appearsto be the opposite
case between points E and F, asillustrated in Figure 3-22 (larger delay during off-peak periods).
The delay associated with the traffic incident data stream appears to experience larger variability
when compared to the speed data stream (comparing Figure 3-23 to Figure 3-22).
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Figure 3-22. Delay Variation by Time-of-Day for Flow Between PointsE and F for Traffic
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Figure 3-23. Delay Variation by Time-of-Day for Flow Between PointsE and F for Traffic
Incident Data Stream.
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Incident Data Stream Delay Field Test

The previous field test examined the delay associated with the three data streams that were
received by the PC device. Theincident stream delay study estimates the delay associated with a
single data stream (i.e., traffic incident data) for the three reception devices.

Table 3-20 summarizes the magjor findings of the study, as follows:

The mean time to verify and input incident messages was less than a minute and a half
(90 seconds)

The PC devices had a higher reception rate than did the Seiko MessageWatches (98.5
versus 89.4 percent)

The mean timerequired for the Setko MessageWatch to display incident messages
was 8 folds higher than that required by the PC (3 minutes versus 19 seconds)

The mean time required for the Navigation unit to display incident messages was 3
folds higher than that required by the PC (60 seconds versus 19 seconds)

The maximum transmission time for the various devices ranged from 13 minutesin the
case of the PC, to 19 minutesin the case of the Seiko MessageWatchand navigation

unit
Table 3-20. Summary Results.
TWS Timeto PC Timeto M essageWatch Timeto Nav. Unit
Air Total Air Total Air Total
Reception Probahility (percent) N/A 98.5 89.4 N/A
Mean Time (seconds) 78.2 18.9 97.6 178.5 253.0 59.5 101.6
Minimum Time (seconds) 0.0 1.0 12.0 15.0 52.0 0.0 20.0
Maximum Time (seconds) 791.0 430.0 823.0 1135.0 1350.0 1164.0 1188.0

Incident M essage Verification and Processing. Metro Traffic, which operated the TWS,
received traffic incident information from a number of sources, including: police reports, state and
local DOTSs, special event operators, cellular phone calls and loop detector data from the
University of Washington. Metro Traffic operators phoned state patrols three times every hour
during peak traffic conditions and two times every hour during off-peak traffic conditions to
collect incident information. Most of the data were received orally over the telephone and radio,
and were read by traffic reporters, radio and television broadcasters. After receiving the
information, the Metro Traffic operators verified incidents through a number of means, including:
accessing WSDOT' s surveillance cameras on the World Wide Web (WWW), viewing traffic
conditions on the WWW (loop detector data), and/or visually viewing traffic conditions from
Metro Traffic. Metro Traffic was|ocated on the top floor of the highest building in downtown
Sesttle.
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As demonstrated in Table 3-20, the mean time to verify and process the incident data at the TWS
was 78 seconds. Figure 3-24 illustrates the frequency and cumulative distribution of the time
required to process and verify incidents at Metro Traffic. The figure demonstrates a distribution
with a mode of 30 seconds and a median of 50 seconds. The mean as mentioned earlier was 78
seconds. Thedistribution also demonstrates that there is a 90 percent probability that the
operators can verify and process an incident within 170 seconds (approximately 3 minutes).
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Figure3-24. Timeto Processand Verify Incident Reportsat the TWS.

Data Stream Propagation Delay to PC Device. Figure 3-25 illustrates the frequency and
conditional cumulative probability associated with the data stream propagation delay to the PC
device. The conditional cumulative probability is the probability the propagation delay isless than
X seconds given that the message is received by the device. The mean propagation delay was
found to be 19 seconds with a mode of 10 seconds and a median of 20 seconds. Based on the
results of Table 3-20 and Figure 3-25, the following conclusions can be made. First, on average
there was a 98 percent probability that a message would be received by the PC device. Second,
given that the message was received by the PC, there was a 90 percent probability that the PC
would receive the message within 30 seconds of its origination.
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Figure 3-26 illustrates the impact of the message spacing (time interval between messages) on the
propagation delay to the PC device. It isevident from Figure 3-26 that there is no correlation
between the time interval between messages and the transmission duration to the PC device.
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Data Stream Propagation Delay to Delco Navigation Device. Figure 3-27 illustrates the
frequency and conditional cumulative distribution for propagation delay to the Delco navigation
unit. The mean, mode and median propagation delays were found to be 60, 5 and 10 seconds,
respectively. The mean propagation delay was much higher than the mode and median because a
small number of transmission times exceeded 60 seconds (3 observations out of 32 observations).
One of these observations was 1164 seconds. It isnot clear at this point why the propagation
delay was so high for a single observation.
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Figure3-27. Transmission Timefrom TWSto Navigation Devices.

Again, as was the case for the PC devices, the message spacing had no impact on the propagation
delay, asillustrated in Figure 3-28.
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Figure 3-28. Transmission Timefrom TWSto Navigation Units asa Function of Time
Interval Between Incident M essages.
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Data Stream Propagation Delay to Selko M essageW atch Device. Figure 3-29 illustrates the

frequency and conditional cumulative probability distribution for the data stream propagation

delay to the Seiko MessageWatch device. The mean, mode and median propagation delays were

found to be 179, 105 and 120 seconds, respectively. The distribution also demonstrated that

there was a 90 percent probability that the propagation delay to the Selko MessageWatchdevice

would be less than 360 seconds (6 minutes).
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Figure 3-30 illustrates the impact the message spacing had on the propagation delay to the Seiko
MessageWatch device. The mean transmission time as a function of the message spacing is
illustrated by the thick line while the 95 percent confidence limits areillustrated by the thin lines
(assuming a normal distribution). Figure 3-30 clearly indicates that the propagation time was
inversely correlated with the message spacing (i.e. closaly spaced messages required longer
propagation times). Furthermore, Figure 3-30 demonstrates that the variability about the mean
increased as the message spacing decreased.
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Thefact that the data stream propagation time to the PC and navigation devices were not
impacted by the spacing of messages while it was to the Setko MessageWatchcan be explained as
follows. The Seiko MessageWatch was designed to check for information 0.13 milliseconds-
seconds every 112 seconds (1.87 minutes) in order to allow a standard lithium battery to last for
approximately a year to ayear and a half. In addition, the SWIFT architecture was designed to
send small packets of data with minimum error checking but with multiple broadcasts to the
MessageWatches (3 broadcasts). These two architectural design requirementsresulted in a
message being sent 3 times every 5.5 minutes. Consequently, if a message was queued behind
another message it would take any where between 5.5 and 11 (5.5+5.5) minutes before it could be
received by the device. Figure 3-31 illustrates, for a sequence of 5 messages over 6 minutes, how
the propagation time increased for the various messages from 115 seconds, for the first message,
up to 1135 seconds for the fifth message. The first message only required 115 seconds because it
was not queued, however, each subsequent message required alonger propagation time because
of the queuing that resulted at the Seiko Message\Watchdevice.

These high delays associated with the Seiko MessageWatchdevice, that resulted from the
architectural design, indicate that the users' concern with the timeliness of information was valid.
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SWIFT Data Fidelity Study

Asdescribed earlier, three data streams were broadcast as part of the SWIFT FOT. Two of these
data streamsincluded numeric data (transit and traffic speed data) while the third data stream
included anecdotal data (traffic incident information). This study evaluates the fidelity of the two
numeric data streams that were broadcast as part of the SWIFT FOT. An evaluation of the
fidelity of the anecdotal data stream (incident data) was not possible because precise information
on actual incident occurrence times, clearance times and incident severity were not available.

The next section presents the results and findings of the transit data fidelity test. Inasimilar
fashion, the following section describes the traffic speed data fidelity results and findings.
Because the SWIFT system broadcast traffic speed information as seven speed categories any
inaccuracies within the speed estimates could be masked by the aggregation/categorization
process. Consequently, further analysis quantifies the accuracy of the speed estimates derived
from single loop detectors (majority of 1oop typesin the Seattle area) relative to speed
measurements from dual loop detectors and a radar gun.

Trangt Data Fidelity. Asdescribed earlier, Metro Transit implemented an AVL system that was
composed of a central computer, 255 signpost transmitters that were located throughout the 5000
square kilometer service area, an odometer sensor on each of the 1,150 busesin service, a Mobile
Electronic Tracking System (METYS) located on each bus, and a two-way radio system on each
bus. The system’s main computers were loaded with the latest bus schedules and routings,
including the identity of each signpost transmitter on the route, and the distance between
signposts. When the bus passed each battery-powered signpost, a small receiver on the bus
captured the signpost signal and stored it in the memory of an on-board processor. This
information, together with the latest odometer reading, was sent back to the central computer
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each time the bus was polled via the data radio system. Polling occurred nominally every 1 to 2
minutes during the peak period when up to 900 buses were in service, and more frequently during
off-peak periods (5 to 15 seconds). Once the polling data were received by the central computer,
it estimated the bus location on the network based on the location of the last signpost encountered
and the odometer reading since the last signpost.

Tools were devel oped that searched for the nearest (shortest distance) SWIFT transit observation
within a defined radius of the bus stop location (latitude and longitude). The corresponding
absolute difference in time (SWIFT time stamp minus field observation time stamp) was
computed for each of these observations. The resulting temporal and spatial location of each
transit vehicle, within the SWIFT data stream, relative to the temporal and spatial field
observation at the UW bus stop isillustrated in Figure 3-32. The x-axis represents the spatial
difference in location (distance between the closest SWIFT observation and the corresponding
field observation). The y-axis represents the absolute difference in time between the SWIFT
observation and field observation. Ideally, the temporal and spatial deviation of the SWIFT
observations should be minimum. Figure 3-33 illustrates that the majority of observations were
within a 200m radius and a 2 minute temporal difference. A number of observations during the
PM peak experienced relatively high temporal and spatial deviations. The temporal deviation
exceeds the maximum update frequency (2 minutes) which could have resulted from the
inaccuracy of the SWIFT data or due to the unavailability of data pertaining to some of the transit
buses at certain polling intervals. The latter conclusion is more likely to be the cause of the data
inconsistency because the SWIFT transit locations were both temporally and spatially offset.
Data records that were either spatially or temporally offset were, most probably, a result of
inaccuraciesin SWIFT data. These inaccuracies in locating the buses are more evident for the
downtown bus stop and the freeway stop, asillustrated in Figure 3-33 and Figure 3-34,
respectively.
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Figure 3-32. Temporal and Spatial Location of Busesat UW Bus Stop (SWIFT Versus
Field Observations).
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Figure 3-34. Temporal and Spatial L ocation of Buses at a Freeway Bus Stop (SWIFT
Versus Field Observations).

Thefirst evaluation of the SWIFT transit location data was to investigate if the data accuracy
varied temporally by time-of-day (AM Versus PM peak). Utilizing Analysis of Variance
(ANOVA) techniques, there was no evidence that the accuracy of data differed during the AM
versus the PM peak at two of the bus stop locations, however, there was a statistical difference at
the UW bus stop (5 percent level of significance), as demonstrated in Table 3-21. The temporal
difference in transit location accuracy at the UW bus stop is also evident from the time/space
illustration in Figure 3-32.
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Table 3-21. Single-Factor ANOVA Resultsfor AM and PM Peak Comparisons.

Bus Station Location Statistical Significance Difference Between AM and PM (alpha = 5%)?

University of Washington - Hub Building Yes

Downtown - University Station (Southbound) No

Freeway - Evergreen Point (Westbound) No

The second evaluation of the SWIFT transit location data was to investigate if the data accuracy
varied spatially (freeway versus downtown versus urban bus stop). The results of the ANOVA
analysis demonstrated that there was a statistical difference, at a5 percent level of significance, in
the SWIFT transit location data between the different sites, as demonstrated in Table 3-22. The
freeway bus stop demonstrated the least accuracy for both the AM and PM peak conditions with
an average error of 342 meters and 472 meters, respectively. It is speculated that the larger
transit location error at the freeway bus stop could have resulted from the higher speeds at which
the vehicles were traveling. Noteworthy is the fact that the buses were, on average, located to
within half akilometer of the bus stop regardless of the bus stop location.
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Table 3-22. Single-Factor ANOVA Results Location Comparisons

Anova: Single Factor - PM

SUMMARY
Groups Count Sum Average Variance
uw 46 15385 334 229674
Tunnel 101 20066 199 39449
Freeway 29 13683 472 332608
ANOVA
Source of Variation SS df MS F P-value F crit
Between Groups 1871492 2 935746.1 6.861 0.001 3.048
Within Groups 23593261 173 136377.2
Total 25464754 175

Anova: Single Factor - AM

SUMMARY
Groups Count Sum Average Variance
uw 35 4516 129 13451
Tunnel 74 20175 273 169819
Freeway 29 9916 342 134587
ANOVA
Source of Variation SS df MS F P-value F crit
Between Groups 794998.3 2 397499.1 3.228 0.043 3.063
Within Groups 16622590 135 123130.3
Total 17417588 137

Figure 3-35 illustrates how the density function and cumulative function of vehicle-location error
varied during the AM peak at the UW bus stop (SWIFT spatial location versus field
observations). The x-axis represents the bin size in 100 meter increments (e.g. abinsizeof 1
represents an error less than 100 meters). Figure 3-35 demonstrates that approximately 40
percent of the SWIFT transit vehicle locations were within 100 meters of the field observations.
Figure 3-35 also demonstrates that approximately 80 percent of the SWIFT vehicle locations were
within 300 meters of the field observations. Furthermore, approximately 20 percent of the field
observations were missing from the SWIFT data. During the PM peak the error in locating the
transit vehicles was higher (as was found with the ANOVA testing) with approximately 30
percent of the field observations missing from the SWIFT data, asillustrated in Figure 3-36.
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Figure 3-35. Distribution of Spatial Difference in BusLocation (UW Bus Station - AM).
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Figure 3-36. Distribution of Spatial Difference in BusLocation (UW Bus Station - PM).

In the case of the downtown bus stop, approximately 30 percent of the field observed transit
vehicles were missing from the SWIFT data during the AM and PM peaks, asillustrated in Figure
3-37 and Figure 3-38, respectively. The majority of SWIFT observations were within a 1000
meter radius of the field observed buses.
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Figure 3-38. Distribution of Spatial Difference in Bus Location (Downtown Bus Station -
PM).

In the case of the freeway bus stop, approximately 30 percent of the field observed transit vehicles
were missing from the SWIFT data during the AM peak and approximately 40 percent during the
PM peak, asillustrated in Figure 3-39 and Figure 3-40, respectively. Furthermore, approximately
10 percent of the observations were spatially offset by more than 1000 meters. It should be noted,
however, that a spatial offset of 800 meters on a 105 km/h facility would be equivalent to a
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temporal offset of only 30 seconds. Consequently, the spatial offsets that were observed are not
as bad as would appear at first glance.
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Figure 3-39. Distribution of Spatial Difference in Bus L ocation (Freeway Bus Station -
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Figure 3-40. Distribution of Spatial Difference in Bus Location
(Freeway Bus Station - PM).

Traffic Speed Data Fidelity. The next step in the fiddlity study was to evaluate the accuracy of
the second SWIFT numeric data stream, namely; the traffic speed data. This section describes the
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field tests that were conducted in order to perform this evaluation together with the findings of
the study.

Based on the nine test drives that were conducted in each direction along the 16-kilometer 1-5
section, atotal of 188 and 169 field observations were recorded in the Northbound and
Southbound directions, respectively, as demonstrated in Table 3-23. The discrepancy in the
number of observations by direction (188 versus 169) was caused by the fact that depending on
where the first on-ramp and last off-ramp was |located along the section the number of 0.5-mile
segments would differ depending on where the first milepost mark and the last milepost mark
were located along the driven section. Of these observations approximately 20 percent of the
data were missing from the SWIFT system (O category).

Table 3-23. Percentage Valid Traffic Speed Data Coverage.

Northbound Southbound
Number of Observations 188 169
Number of Valid SWIFT Observations 138 131
Number of Non-valid SWIFT Observations | 50 38
Per centage Observations Non-Valid 20.7 225

It must be noted at this point, that the field observations represent a single observation from a
statistical distribution while the SWIFT data represent mean observations over 20-second
intervals across the non-HOV lanes. However, because the SWIFT data were displayed as
categories as opposed to absolute values, it isimplicitly assumed, in this study, that these
categories encompass the confidence limits of a single observation. Consequently, the field
observations are directly compared to the SWIFT traffic speed data for evaluation purposes.

Figure 3-41 illustrates considerabl e consi stency between what the SWIFT system speeds that
were broadcast to what was actually observed in thefield. Specifically, 50 percent of the SWIFT
valid estimates were in a category the was consistent with the field conditions for the northbound
direction and 40 percent for the southbound direction. Furthermore, approximately 80 percent of
the SWIFT valid observations were within 1 category difference for the northbound direction and
70 percent for the southbound direction. In some rare instances the SWIFT speed estimates were
off by up to six (6) categories. Noteworthy, isthe fact that the error distribution for the
northbound direction appeared to be symmetric about the zero error, however, this was not the
case for the southbound direction (skewed to theright). Specifically, the SWIFT speed estimates
appeared to exceed what was observed in the field for the southbound direction.
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Figure 3-41. Distribution of Speed Estimate Difference Along 1-5
(SWIFT Versus Field Observations).

In order to investigate why the SWIFT speed estimates inclined to be higher than what was
experienced in the field along the southbound direction, the spatial variation in speed along each
of the 18 segments (9 trips” 2 directions) areillustrated and discussed.

Figure 3-42 illustrates the spatial variation in speed along I-5 in the northbound direction for the
first trip. The figure demonstrates a good match between the field observations and SWIFT speed
estimates for uncongested conditions (high speeds). However, as the speeds that were
experienced in the field decreased the SWIFT system tended to over-estimate the speed estimates
compared to what was observed in thefield. These findings are consistent for the remaining eight
trips in the northbound direction along I-5, asillustrated in Figure 3-43 through Figure 3-50. The
over-estimation of speeds by the SWIFT system isvery evident for trip 8, asillustrated in Figure
3-49.

SWIFT Architecture Study 92



Northbound Trip 1

2
2
©]
3
S 3
n
2 4
== Field
1 —%— SWIFT
0 T T T T T T T T T
162 163 164 165 166 167 168 169 170 171 172 173
Milepost (miles)
Figure 3-42. Spatial Variation in Speed Along I-5 (Northbound - Trip 1).
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Figure 3-43. Spatial Variation in Speed Along I-5 (Northbound - Trip 2).
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Figure 3-44. Spatial Variation in Speed Along I-5 (Northbound - Trip 3).
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Figure 3-45. Spatial Variation in Speed Along I-5 (Northbound - Trip 4).
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Figure 3-46. Spatial Variation in Speed Along I-5 (Northbound - Trip 5).
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Figure 3-47. Spatial Variation in Speed Along I-5 (Northbound - Trip 6).
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Figure 3-48. Spatial Variation in Speed Along I-5 (Northbound - Trip 7).
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Figure 3-49. Spatial Variation in Speed Along I-5 (Northbound - Trip 8).
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Figure 3-50. Spatial Variation in Speed Along I-5 (Northbound - Trip 9).

The southbound direction experienced more congestion at the time during which the test runs
were conducted, asillustrated in Figure 3-51 through Figure 3-63. Specifically, trips 2 through 5
experienced speeds as low as category 3 (9 to 18 mph), asillustrated in Figure 3-52, Figure 3-53,
Figure 3-54, and Figure 3-55. Consequently, because the SWIFT speed estimates tended over-
estimate speeds for congested conditions and because the southbound direction experienced more
congestion than did the northbound direction, the speed error for the southbound direction was
skewed towards over-estimating speeds.
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Figure 3-51. Spatial Variation in Speed Along I-5 (Southbound - Trip 1).
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Figure 3-52. Spatial Variation in Speed Along I-5 (Southbound - Trip 2).
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Figure 3-53. Spatial Variation in Speed Along I-5 (Southbound - Trip 3).
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Figure 3-54. Spatial Variation in Speed Along I-5 (Southbound - Trip 4).
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Figure 3-55. Spatial Variation in Speed Along I-5 (Southbound - Trip 5).
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Figure 3-56. Spatial Variation in Speed Along I-5 (Southbound - Trip 6).
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Figure 3-57. Spatial Variation in Speed Along I-5 (Southbound - Trip 7).

SWIFT Architecture Study 100



Southbound Trip 8

Speed Category
N

== Field
—x— SWIFT

‘ ‘ ‘ ‘ ‘ ‘ ‘
172 171 170 169 168 167 166 165 164 163
Milepost (miles)

Figure 3-58. Spatial Variation in Speed Along I-5 (Southbound - Trip 8).
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Figure 3-59. Spatial Variation in Speed Along I-5 (Southbound - Trip 9).

Evaluation of Single Loop Speed Estimator. Asdescribed in the previous section, the SWIFT
speed data were broadcast as categories in order to minimize bandwidth utilization.
Consequently, it is extremely difficult to identify whether speed estimate errors that were
observed in the field operational test resulted from the categorization process or whether they
resulted from some inherent error in the speed estimation procedure. This section attempts to
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evaluate the speed estimation procedure that was utilized as part of the SWIFT field operational
test.

Unfortunately, the speed measurements that were gathered along the 1-520 section during the
analysis period did not experience congestion with speeds only varying from 80 km/h (50 mph) to
125 km/h (80 mph). Consequently, it was not possible to eval uate the accuracy of the G-factor
and Kalman-filter techniques for various levels of traffic conditions. Ironically, the previous
section demonstrated that the SWIFT speed category estimates were least accurate for low

Speeds.

The most common traffic detector used today is a presence-type detector which detects the
presence and passage of vehicles over a short segment of roadway. When a vehicle entersthe
detection zone, the sensor is activated and remains activated until the vehicle |eaves the detection
zone. The detector remains on for a distance of travel equivalent to the length of the vehicle plus
the length of the detection zone. The detection zone, which does not necessarily equal the
physical length of the detector, is numerically determined through calibration. The inductance
loop detectors that are currently installed in the Seattle area are examples of presence type
detectors. Inductance loop detectors act as an inductor in an oscillating inductor-capacitor (L-C)
circuit. L-C circuits oscillate at a resonant frequency that depends on the value of the capacitance
and inductance. A large metalic object that travels over the detector (within the detection zone)
changes the value of the inductance, resulting in a change in the resonant frequency. The change
in resonant frequency produces an electric current giving what may be thought of asa“1” signal.
Alternatively, when thereis no vehicle over the detection zone no signal is produced and it may be
thought of asgiving a“0” signal. The loop detector is scanned at regular intervals (60 times per
second in the case of the Seattle loop detectors) generating a pictorial output depicted in Figure
3-60.

Signal

Time

Figure 3-60. Output signalsfor a L oop Detector.

The classical steady-state traffic flow relationship states that the traffic flow rate equals the
product of the traffic density and the traffic space mean speed, as demonstrated in Equation 1
(Lighthill and Witham, 1955).

q=k’ u (@h)

a Where
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b. q=Hourly flow rate (veh/h/lane)
c. k= Traffic density (veh/km/lane)
d. u= Traffic space mean speed (km/h)

It isimportant, at this point, to demonstrate the difference between space-mean-speeds and time-
mean-speeds. Thisdistinction will be relevant when the radar gun speeds are compared to the
loop detector speeds. The mean or average speed of individual vehiclesisreferred to astime-
mean-speed and is computed using Equation 2. If, instead, the average travel time rate were
computed first and then the average speed computed from the average travel timerate, the final
speed isreferred to as the space mean speed, as demonstrated in Equation 3. Wardrop (1952)
derived the equation relating time-mean-speed and space-mean-speed as shown in Equation 4.
Studies have shown that the difference between time-mean-speed and space-mean-speed arein the
order of 1to 5 percent (May, 1990).

&
au
Urus = 2
Ugys = gL ©)
at/N
i=1
Upvs = Usys +& (4)
uSNIS
Where:
Upye = Time-mean-speed
Ugye = Space-mean-speed
N = Number of observations
d = Distance traveled (detection zone plus vehicle length)
t; = Travel timefor vehicle “i” to traverse distance “d”
Ui = Speed of vehicle“i” along distance “d”
Soe = Space-mean-speed variance

Single loop detectors measure occupancy, which is defined as the percentage of time a detector is
occupied over a specified timeinterval (O;). Occupancy ranges from 0, meaning that the
detection zone was never occupied during the timeinterval, to 1, meaning that the detection zone
was occupied 100 percent of thetimeinterval. Singleloop detectors also measure the traffic
volume that passes the detection zone, which is defined as the number of activations for a
specified timeinterval (\;). The measurement timeinterval is usually 20 seconds (as was the case
for the Sesattle area loop detectors) or in some instances can be 30 seconds.
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The flow rate over a 20-second time interval can be easily computed using Equation 5. The
computation of traffic density from occupancy measurementsis not straightforward because it
depends on a variable parameter (average vehicle length), as demonstrated in Equation 6. The
detection length is a constant parameter that is calibrated, however, the average vehicle length
over atimeinterval isafunction of the traffic composition (percentage trucks, buses, etc.).
Furthermore, the average vehicle length can vary from one time interval to another.

_ 3600,

6 =—7"N ()
C=ian O ©)
Where:
g, = Hourly flow rate for timeinterval “i” (km/h/lan€)

T = Timeinterval duration (20 seconds for WSDOT |oop detectors)

N. = Number of activations for timeinterval “i” (unitless)

k.~ = Traffic dengity for timeinterval “i” (veh/h/lane)

| = Average vehicle length (meters)

\

= Length of detection zone (meters)

ID

O = Occupancy for timeinterval “i” (unitless and ranges from O to 1)

Using the steady-state traffic flow relationship (Equation 1) the speed over atimeinterval can be
computed using Equation 7. Hall and Persaud (1988) have assumed the average vehicle length to
be constant allowing the vehicle speed to be equal to a constant (* G” factor) multiplied by the
volume to occupancy ratio. The constant is a parameter that is derived through calibration. This
approach is referred to as the G-factor technique.

,al, +1,¢, N,
u=36"¢—=

| €T 5 0 ()

Dailey (1997) has demonstrated that the use of a constant multiplied by an error free volume to
occupancy ratio has a bias because it neglects the speed variance €5), as demonstrated in

Equation 8. In order to address the variability of the observations, Dailey (1997) developed a
Kaman filter technique that estimates the mean traffic speed using volume to occupancy data
from single inductance loops. The algorithm, which is based on the statistics of the measurements
from a traffic management system, produces an estimate of speed and provides ardiability test for
the speed estimate. This Kalman filter technique was utilized during the SWIFT field operational
test in order to estimate the traffic speed.
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The following paragraphs describe the accuracy of the G-factor and Kalman filter speed
estimation techniques by comparing these speed estimates to speeds measured by a dual loop
detector. The use of two closely spaced |oop detectors (dual 1oops) allows for the direct
measurement of speed without having to estimate the vehicle length. Specifically, knowing the
distance between the detection zones of the two detectors (through calibration) and using the time
difference between actuations the speed of the vehicle is directly computed. While the use of dual
loop detectors allows for the direct measurement of speed, it is more costly because it requires
two loop detectors as opposed to one.

Figure 3-61 illustrates a scatter plot of dual 1oop detector speed measurements (x-axis) versus
speed estimates using the G-factor technique (y-axis). Theline of perfect correlation (48 line) is
also drawn in order to visually demonstrate how the two speed estimates compare. It isclearly
evident that the G-factor technique under-estimated vehicle speeds when compared to the dual
loop detector speed measurements.
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Figure 3-61. Speed Estimate Comparison
(WSDOT Algorithm Versus Dual Loop Speed Counts).

Figure 3-62 illustrates how the Kalman-filter speed estimates compared to the dual loop
measurements. The observations are closely aligned around the line of perfect correlation.
Comparing Figure 3-61 to Figure 3-62 it is evident that the Kalman-filter estimates were more
accurate than the G-factor estimates.
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Figure 3-62. Speed Estimate Comparison
(Kalman Filter Versus Dual Loop Speed Counts).

Figure 3-63 illustrates the speed error distribution (relative to dual 1oop detector measurements)
for the G-factor and Kalman filter techniques. Aswas concluded earlier, the G-factor technique
tended to under-estimate the speeds by 12 mph on average. The Kalman filter technique, on the
other hand, tended to over-estimate the traffic speed (2 mph on average). The over-estimation of
speeds using the Kalman filter technique was less evident in Figure 3-62.
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Figure 3-63. Speed Error Distribution Relative to Dual L oop Speed Estimate.

Figure 3-64 illustrates how accurate the Kalman filter technique estimated the vehicle length.
Clearly, there was no systematic error in the vehicle length estimation because the observations
appear to be symmetrically scattered around the line of perfect correlation. However, there does
appear to be alarger error in estimating the vehicle length versus the vehicle speed as
demonstrated by the larger amount of scatter about the line of perfect correlation (comparing
Figure 3-64 to Figure 3-62). Figure 3-64 demonstrates that the average vehicle length ranged
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from 18 feet to 36 feet with an average vehicle length of 26 feet. Because the G-factor speed
estimates were computed using a calibrated vehicle length of 21 feet the speeds were under
estimated relative to the dual loop detector speed measurements.
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Figure 3-64. Vehicle Length Estimate Comparison
(Kalman Filter Versus Dual Loop Speed Counts).

For completeness, Figure 3-65 and Figure 3-66 illustrate how the flow and occupancy
measurements from a single loop (one loop from the two |oops that comprise the dual |oop
detector) compare to the flow and occupancy measurements averaged across both |oop detectors.
Clearly, both figures demonstrate some random error (scatter around the line of perfect
correlation), however, there does not appear to be any systematic error (non-symmetric around
theline of perfect correlation).
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Figure 3-65. Flow Estimate Comparison (Kalman Filter Versus Dual Loop Speed Counts).
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Figure 3-66. Occupancy Estimate Comparison (Kalman Filter Versus Dual Loop Speed
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The next step in the analysis was to compare the speed measurements that were obtained from the
radar gun to the dual loop speed measurements, the G-factor single loop speed estimates and the
Kaman filter speed estimates. Figure 3-67 illustrates the temporal variation in the dual loop
detector speed measurements, the single loop detector speed estimates (G-factor and Kalman
filter) for the median lane, and the radar gun measurements for the shoulder and median lane.
Figure 3-67 illustrates lower radar gun speed measurements on the shoulder lane compared to the
median lane. Thisfinding is consistent with what has been found in other studies (Cartest al.,
1995). Consequently, only median lane radar gun measurements were utilized for comparison
purposes in order to be consistent with the loop detector measurements and estimates. The radar
gun being a Doppler radar device measures the speed vector component along the radar path. So
if for example the reading were taken at an angle of 30 degrees, the speed would be under-
estimated by 1/cos30. Consequently, it appears that the radar gun measurements were made at an
angleto the traffic and thus the lower measurements.
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Figure 3-67. Variation in Speed Estimates Over Analysis Period.

Figure 3-68, Figure 3-69, Figure 3-70, and Figure 3-71 illustrate the temporal variation in speed
estimates along the median lane for each of the time periods during which radar gun
measurements were available. The radar gun mean and standard deviation estimates for each 20-
second time interval were computed by including radar measurements within the 20-second
interval. An average standard deviation for each of the four analysis periods was then computed
and used to estimate the 95 percent confidence limits assuming anormal distribution. It must be
acknowledged at this point, that because it was not possible to measure the speed of all vehiclesin
the lane (using the radar gun), these statistics only represent sample means and standard
deviations. Clearly, a sample size equal to the entire population would give more confidence,
however, because this was not possible the sample mean and confidence limits were utilized
instead. Furthermore, it must be noted that the radar gun mean speeds were time-mean-speeds as
opposed to space-mean-speeds. As described earlier time-mean-speeds are 1 to 5 percent higher
than space-mean-speeds.

Figure 3-68 clearly indicates that the radar gun measurements were more similar to the G-factor
speed estimates. Again, thisis attributed to the fact that was at an angle to the traffic when the
radar gun measurements were made.
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Figure 3-68. Variation in Speed Estimates Over Portion 1 of Analysis Period.

Figure 3-69 again demonstrates a good fit between the radar gun and G-factor speed estimates for
speeds in the 55 to 60 mph range. However, at lower speeds the radar gun speed measurements
were found to be more similar to the dual 1oop detector measurements and Kalman filter speed
estimates. The same conclusions were found for the other two time periods, asillustrated in
Figure 3-70 and Figure 3-71.
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Figure 3-69. Variation in Speed Estimates Over Portion 2 of Analysis Period.
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Figure 3-70. Variation in Speed Estimates Over Portion 3 of Analysis Period.
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Figure3-71. Variation in Speed Estimates Over Portion 4 of Analysis Period.

Figure 3-72 and Figure 3-73 clearly demonstrate that the “ G” factor that was used in the G-factor
technique was not calibrated adequately and thus resulted in a systematic error in the speed
estimates.
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Figure 3-73. Variation in Vehicle Length Estimates Over Portion 2 of Analysis Period.

Device Usability Field Test

This section describes the results of the device usability field test that was conducted in order to
evaluate how easy it was for the test participants to utilize the various SWIFT reception devices.
The procedures that were utilized in order to evaluate the usability of the devices was described
earlier in the methodology section. Consequently, only the results are reported here.
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Table 3-24 demonstrates that the hardest tasks to compl ete were to delete a message and to
enable/disable the beep mode (Tasks D and E). Specifically, only 63 percent of the participants
were able to delete a message or disable the beep mode. All tasks required a small number of key
strokes ranging from 3 to 5 key strokes, with an average duration ranging from 3.6 secondsto 9.1
seconds. Overall, the participants were able to complete 85 percent of the tasks within 4.2
keystrokes and 6.2 seconds.

Table 3-24. Summary Resultsfor Seiko M essageWatch Usage.

Task A Task B Task C Task D Task E Overall
Percent Task Completed (percent) 100 100 100 63 63 85.0
Mean Number of Key Strokes 3.0 6.1 31 5.0 4.2 4.2
COV of Number of Key Strokes 0.00 0.06 0.11 0.00 0.11 0.06
Minimum Number of Key Strokes 3.0 6.0 3.0 5.0 4.0 4.2
Mean Task Duration (seconds) 3.6 9.1 39 8.2 7.3 6.2
COV of Task Duration 0.25 0.43 0.27 0.40 0.93 0.5
Minimum Task Duration 24 5.8 34 6.5 3.8 44

In terms of deciphering the traffic messages, the usability test results indicate that the Setko
MessageWatch users were able to decipher, on average, 91 percent of a message, as demonstrated
in Table 3-25. The fact that the message was within the user’s coverage profile did not have a
significant bearing on the participant’s ability to decipher the message (95.4 versus 90.5 percent).
The non-traffic messages were deciphered consistent with the traffic messages (88.8 versus 91.3
percent). Interestingly, a service that was used was much more likely to be deciphered than a
service that was not used (99.2 versus 33.3 percent). Based on these results it appears that the
device users were able to understand most of the messages.

Table 3-25. Summary Results of Setko M essageW atch M essage Deciphering.
Percent Message Deciphered (%)

Traffic M essages

Total 91.3
Within Coverage Area 95.4
Outside Coverage Area 90.5
Non-Traffic M essages

Total 88.8
Service Used 98.3
Service Not Used 33.3

For the navigation unit, only 25 percent of the participants were able to change the location and
destination radius (Task F), as demonstrated in Table 3-26. Furthermore, those who completed
the task required 45 key strokes and 180 seconds as opposed to a minimum of 5 key strokes and
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19 seconds. The higher number of key strokes and time required to complete the task

demonstrate that even those who completed the task experienced major difficulty in doing so. In
addition, Table 3-26 shows that 63 percent were able to find alocation (Task B) and retrieve the
location’ s address and phone number (Task E). The remaining tasks (including displaying a traffic
message, saving a location, and recalling a saved |ocation) were successfully performed (88

percent of participants completed thetask). Overall, on average, the participants were able to
complete 71 percent of thetasks. In addition, on average, 15 key strokes and 28 seconds were
required to compl ete a task.

Table 3-26. Summary Resultsfor Navigation Unit Usage.
Task A Task B Task C | TaskD Task E Task F Overall
Percent Task Completed (percent) 100 63 88 88 63 25 70.8
Mean Number of Key Strokes 2.8 47.6 8.7 9.3 8.4 45.0 15.2
COV of Number of Key Strokes 0.6 0.4 0.4 0.2 0.4 0.9 0.5
Minimum Number of Key Strokes 20 20.0 4.0 5.0 5.0 5.0 6.8
Mean Task Duration (seconds) 6.5 45.7 20.5 10.4 17.2 178.9 27.7
COV of Task Duration 0.7 0.6 0.3 0.3 0.3 1.2 0.6
Minimum Task Duration 20 14.6 11.8 8.5 9.1 19.2 10.9

The results of the PC usability test indicate that traffic information-related tasks were completed
by 88 percent of the participants or higher, as demonstrated in Table 3-27. However, yellow page
information tasks were less successful (38 and 63 percent completed for Tasks E and F,
respectively). Overall, on average, the participants were able to complete 77 percent of the tasks.
In addition, on average, 16 key strokes and 79 seconds were required to complete a task.

Table 3-27. Summary Resultsfor PC Usage.

Task A Task B Task C | TaskD Task E Task F Overall
Percent Task Completed (percent) 100 88 88 88 38 63 771
Mean Number of Key Strokes 12.5 25.6 9.9 14.6 8.0 25.6 16.3
COV of Number of Key Strokes 0.60 0.94 0.39 0.65 0.13 0.99 0.62
Minimum Number of Key Strokes 4.0 9.0 4.0 9.0 7.0 12.0 75
Mean Task Duration (seconds) 62.9 100.6 447 83.9 53.4 117.7 78.9
COV of Task Duration 0.24 0.79 0.44 1.00 0.16 0.65 0.55
Minimum Task Duration 6.0 20.9 11.4 315 34.3 21.8 21.0

Because the Seiko MessageWatch only displayed incident information, it was difficult to compare
the usability of the Setko MessageWatchto the other user devices. In comparing the navigation
unit to the PC, it appeared that it was harder to complete a task using the navigation unit versus
the PC (71 versus 77 percent completion rate, respectively). However, the navigation unit
required a smaller number of key strokes (15 versus 16) and less time (28 versus 79 seconds) to
complete atask. The low success rate in completing tasks together with the large number of key
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strokes and time required to complete a task appear to be the major contributing factors to user
dissatisfaction with the PC device.

3.3.  Objective 3: Assess System Availability and Reliability from User’s
Perspective

Thefirst two objectives of the SMFT Architecture Study were to evaluate the system when it
operated at full functionality. Objective 3 evaluates the system availability and reliability from the
system user’ s perspective, while objective 4 evaluates the system availability and reliability from
the system’ s perspective.

3.3.1. Test Methodology

The user perspective on system performance was evaluated through questionnaires and focus
groups that were conducted as part of the SMFT Consumer Acceptance Study. An overview of
the test methodology is provided in this section.

User Questionnaires and Focus Groups

The questionnaire portion of theSMFT Architecture Study focused primarily on capturing the
experiences and perceptions of system users during the course of their use of a particular SWIFT
device. Some of the questions within the questionnaires were tailored towards a specific SWIFT
devices and user types (e.g. automobile, ride share, or transit), while most others were common
across devices and user types. These questionnaires were administered to SWIFT users on four
occasions.

Before beginning SWIFT use (user profile questionnaire)
At the end of one month of use

At the end of six months of use

At the end of twelve months of use

The SMFT Architecture Sudy provided the SMFT Consumer Acceptance Study with questions
to beincluded in the evaluation questionnaires. TheSMFT Consumer Acceptance Sudy then
compiled the questions, coordinated, administered and conducted the questionnaires. The
guestionnaire results were provided to the SMFT Architecture Study in order to conduct its
analysis.

The next method to be utilized in evaluating the SWIFT architecture was through the organization
of focus groups. While the conduct of these focus groups was mainly targeted towards the needs
of the SWMFT Consumer Acceptance Sudy, some of the discussions were directed to also serve

the needs of the SMFT Architecture Study. Each focus group included approximately eight

users. Separate focus groups were conducted for each SWIFT device. Focus group activities
were conducted at various times during the operational phase of the test, with thefirst activity
beginning during the second month of the field operational test.
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3.3.2. Results

This section summarizes the findings of the questionnaires and focus groups that relate to the
user’s perception of the system reliability and availability.

User Questionnaires and Focus Groups

System Availability. In the second SWIFT user survey, device users were asked to indicate their
level of agreement with the statement that such factors as terrain, weather, time-of-day, and
location impacted the receipt of messages on their SWIFT device. Figure 3-74 presents a
summary of the results. In general, users of the SWIFT PC devices perceived a greater level of
problems associated with system availability than did other device users. PC device users
appeared to perceve the highest level of impact while inside buildings or whilein and around high
rise buildings and as aresult of terrain patterns. Users of the Delco devices perceived the highest
level of problemsin recelving messages while in parking garages.

Thereception of message by your SWIFT deviceisimpacted by:

Beinginside ]

buildings

Highrise
buildings

Terrain

Parking garages OPC Device
@ Delco Device

| @ Seiko Watch

{ﬂ |

Time of day

Thunderstorms

Vehicle motion

Hot or cold
weather

T

1 2 3 4 5

Strongly M ean Rating Strongly Agree
Disagree

Figure 3-74. System Availability.

Selko MessageWatch users reported the following as weak signal areas. Black Diamond, Everett,
Tenino, and Bellingham. However, Tenino and Bellingam were both out of the SWIFT coverage
area. Several participants reported encountering paging problems from within their work facility.
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Participantsin thefirst focus group meetings for Delco device users reported receiving very few
messages. Thiswas consistent with the early problems encountered with the system. These
system problems were fixed with an upgrade that was issued by Delco in October 1996. PC
device usersidentified the following weak signal areas: Bainbridge Island, West Seattle, High
Point, White Center, Capitol Hill, Enumclaw, Boeing Field, Boeing Access Route near Alboro
and the Swift Alboro Exit on I-5. Several participants reported that they were unable to receive a
signal from within their work facility. The transit users reported that while riding on the bus, the
signal intermittently went on- and off-line, and the bus icons would disappear from the screen.
Users also reported loss of signal when traveling through the bus tunnel.

Device Problems. The most frequently encountered problem for Setko MessageWatch users was
that messages were cryptic or hard to read, asillustrated in Figure 3-75. However, the frequency
of this problem was relatively low. Among the most important improvements the users requested
was to include the creation of an alphanumeric display capability, provide a different band type
and provide more message storage capability.

Could not change
battery

Could not get watch to
fit properly

Could not tell if
receiving messages

M essages cryptic/hard
toread

Il

E very Mean Rating Never
requently

Figure 3-75. Frequency of Problems Encountered with Seilko M essageW atch Device.

Figure 3-76 summarizes the frequency of problems encountered by Delco Device users. Users
were asked to indicate the frequency of times they encountered problems on afive point scale
with avalue of one (1) indicating “very frequently” and five (5) indicating “never”. Theresults
indicate that the frequency of problems encountered was very low. Users reported that the most
frequently encountered problems were associated with the message filtering feature and reading
the display in direct sunlight.
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In terms of improving the Delco devices, the results indicate that users placed a high degree of
importance on receiving congestion related information, alternative route information, route
specific information, and a graphic map display. Lesser importance was placed on providing only
asingle“traffic’ message when the car is started and providing travel time under perfect
conditions.

Water leakage dueto
GPS antenna

Buttons hard to operate

GPS unit doesnot track
fast enough

Could not tell if
receiving messages

Incidentsreported in
wrong direction

Voice announcements
affect volume of stereo

Cannot read monitor in
sunlight

M essage filtering hard

I

to operate
1 2 3 4 5
Very Mean Rating Never
Frequently

Figure 3-76. Frequency of Problems Encountered with Delco In-vehicle Device.

SWIFT PC users generally reported infrequent encounters with “ General Protection Default”
errors. Among Dauphin users, the most frequently encountered problems included
environment/news feature not working, slow speed operation, loss of signal or weak signal.
Among IBM Thinkpad users the most frequently encountered problems included loss of signal,
difficulty connecting with the remote Radio Receiving Module (RRM) and bus information off-
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line. Toshiba users reported the most frequent problems with environment/news feature not
working, loss of signal, and difficulty connecting with the RRM.

Figure 3-77 summarizes the frequency of problems encountered by PC device users with the
RRM. Device usersreported that the RRM was cumbersometo carry. In addition, users of the
Toshiba device reported that the RRM failed to connect with the computer more frequently than
the users of other devices. It must be noted at this point that the RRM that was utilized in the
FOT was envisioned as a beta version of afinal product.

Could not tell if RRM
wasworking

Could not tell if
battery was charged

O Toshiba Device
B IBM Device
B Dauphin Device

RRM failed to connect

RRM cumbersometo
carry

=
N
w A
IN
a1

Very M ean Rating Never
Frequently

Figure 3-77. Frequency of Problems Encountered with Radio Receiving M odule (RRM).

3.4. Objective 4: Assess System Availability and Reliability from System’s
Perspective

Objective 4 attempts to evaluate how the user’s perceptions of the system availability and
reliability compare to how the system actually operated during the field operational test.
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Furthermore, an attempt is made to identify locations and sources of failures within the system.
An explicit attempt is made to distinguish observed failures to the design, implementation, and/or
operation phase. In doing so, two field tests were conducted. Thefirst field test quantified the
number of failures and location of failures along the system architecture over atypical two-week
analysis period. In addition, alisting of the mgjor failures that occurred during the one-year field
operational test is provided and the sources of these failures are described. The second field test
was the FM sub-carrier coverage field test that was conducted as part of the SMFT
Communications Study.

3.4.1. Methodology
System Availability and Reliability Field Test

As described earlier, the SWIFT system was decomposed into nodes and links in order to isolate
problem areas within the SWIFT architecture. The three data streams that propagated the SWIFT
system included two continuous data streams, namely: the transit data stream and the traffic speed
data stream. The third data stream (traffic incident information) was an intermittent data stream.
These data streams followed different paths within the system architecture, asillustrated in Figure
3-78 and described in Table 3-28. Specifically, the loop detector speed data originated at the
WSDOT node (upstream of link C) and propagated to the UW, the Metro Traffic, the Setko
Server nodes before being transmitted via the FM sub-carrier (C-D-E path). Thetraffic incident
data originated at the Metro Traffic node traversing the Seiko node before being broadcast (E and
F paths). Finally, thetransit data stream originated at the Metro Transit node, traversing the UW
node and the Selko server before finally ending up at the PC reception device (A-B path).

Metro Transit WSDOT

University of
Washington

Y

Seiko Server

Figure 3-78. Architectural Link Notation for System Reliability Analysis.
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Table 3-28. Architectural Link Description.

Link Upstream Node Downstream Node Data Stream
A Metro Transit uw Transit Data
B uw Seiko Communications | Transit Data
C WSDOT uw Traffic Speed Data
D uw Metro Traffic Control Traffic Speed and Incident Data
E Metro Traffic Control Seiko Communications | Traffic Speed and Incident Data Stream to PC
F Metro Traffic Control Seiko Communications | Traffic Incident Data Stream to Watches

In order to identify failures along the SWIFT system, the University of Washington developed a
tool that checked the status of the architectural links every 15 seconds. Specifically, the tool
checked, if any data packets were observed during the last 15-second interval. Becauselink F
(traffic incident data stream) was traversed by an intermittent data stream, as opposed to a
continuous data stream, not observing data packets within the a 15-second interval would not
necessarily be an indication of some failure along the link. Consequently, because the status of
link F could not be ascertained conclusively, it was not included in thereliability analysisthat is
described in this section.

Status data were collected for a two-week period from May 5 through May 18. A sample of the
status data records that were collected is demonstrated in Table 3-29. These records, that were
collected every 15 minutes, included the date, the time at which the record was collected and the
status of each of the links over the 15-second interval. A status of 1 meant that data traversed the
link in the last 15-second interval, while a status of 0 meant that no data traversed the link in the
last 15-second interval.

In addition the time at which the data packets and the contents of the data packets that passed a
number of measurement points along the SWIFT architecture were collected for a week (May 12
through May 18). From these data the delay along the system was computed as described in the
evaluation of objective 2. These delay estimates allowed for the comparison of system
propagation delays while the system was not operating at full functionality versus operating at full
functionality.

It must be noted at this point, that the data collection exercise was deliberately conducted during
the latter quarter of the FOT in order to ensure that the system had fully overcome any problems
associated with the initial setup and devel opment phase.

FM Sub-Carrier Coverage Field Test

The user questionnaires and focus group reports suggested that there were several areas around
and within Seattle where SWIFT message reception problems existed. The objectives of the
coverage field test were to determineif the user-reported problem areas were valid and to
determine the cause of any problems. More information on thisfield test can be found in the
SWMFT Communications Sudy.
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The coverage field test was conducted during the week of July 29, 1997 at nine problematic sites
within the Seattle area. A number of tools were utilized to measure the coverage/performance of
the SWIFT system at the test Sites. These tools included:

Six Setko MessageWatches
Two remote Radio Receiver Modules (RRM)

Table 3-29. Sample Status Data.
Link Status
Date | Time |A|B| c | D |
05/15/97 0:00:05 1
05/15/97 0:00:20
05/15/97 0:00:35
05/15/97 0:.00:50
05/15/97 0:01:05
05/15/97 0:01:20
05/15/97 0:01:35
05/15/97 0:01:50
05/15/97 0:02:05
05/15/97 0:02:20
05/15/97 0:02:35
05/15/97 0:02:50
05/15/97 0:03:05
05/15/97 0:03:20
05/15/97 0:03:35
05/15/97 0:03:50
05/15/97 0:04:05
05/15/97 0:04:20
05/15/97 0:04:35
05/15/97 0:04:50
05/15/97 0:05:05
05/15/97 0:05:20
05/15/97 0:05:35
05/15/97 0:.05:50
05/15/97 0:06:05
05/15/97 0:06:20
05/15/97 0:06:35
05/15/97 0:.06:50

P RPRRPRRPRRPRRPRPRRPRPRRPRPRPRRREPRPRREPRPRRRPEPRRERRERSR
P RPRRPRRPRRPRRPRPRRPRPRRPRPRPRRREPRPRREPRPRRRPEPRRERRERSR
P RPRRPRRPRRPRRPRPRRPRPRRPRPRPRRREPRPRREPRPRRRPEPRRERRERSR
P RPRPRPRRPRRPRPRRPRPRRPRPRPRRREPRPRREPRPRRPRERERRSR

P RPRRPRRPRRRPRPRRPRPRRPRPRRPRRPEPRPRRREPRPRREPRERREREERRERLRM
O 0O 0O 0000000000000 O0OO0O0O0O0OO0OO0O0O0O o oOo|m

A Seiko TREQ Monitor to measure the reception characteristics at asite. These
characteristics included the Radio Signal Leved (RSL), the Bit-Error-Rates (BER), and
the Packet Completion Rate (PCR)

A spectrum analyzer in order to measure the Radio Signal Leve (RSL) and the “noise-
floor” at the transmitters channel. The “noise-floor” was utilized to compute the
Signal Noise Ratio (SNR) for each of the transmitters.
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3.4.2. Results
System Availability and Reliability Field Test

This section evaluates the reliability of the SWIFT system components by computing failure rates
for the various architectural links. In addition, this section eval uates the impact of system failures
on data packet propagation delays. Finally, the major causes of system component failures over
the entire FOT are discussed together with a description of the major malfunctions that occurred
during the FOT.

Link Reliability Results. Figure 3-79 illustrates the status of links A through E from 12:00 AM
t0 12:00 PM on May 14. The status flag for each of the links was offset in order to facilitate the
presentation of the results. Specifically, the status for link A ranged from 8 to 9 (8 being down
and 9 being up), for link B ranged from 6 to 7 (6 being down and 7 being up), for link C from 4 to
5 (4 being down and 5 being up), for link D from 2 to 3 (2 being down and 3 being up) and for
link E from O to 1 (O being down and 1 being up). As mentioned in the previous section, the
transit data followed the path A-B, while the traffic speed data followed the path C-D-E, and the
traffic incident data stream traversed link E.
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Figure3-79. SWIFT Architectural Link Statusfor May 14 (12:00 AM to 12:00 PM).

Figure 3-79 illustrates some failures that occurred along link A which resulted in no data being
observed at the downstream link (link B) for the sametime intervals. A faillurein alink can be
caused because of a problem with the upstream node, the downstream node or the link itself. The
flow along links C, D and E experienced minor failures, asillustrated in Figure 3-79.

Noteworthy, is the fact that the failure on link D between 2:00 and 3:00 AM did not result in an
absence of data along link E because the data stream along link E also includes the traffic incident
data stream that was injected into the system at the Metro Traffic node.
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Figure 3-80 illustrates the status of the SWIFT architectural links for the latter half of May 14
(12:00 PM to midnight). Aswasthe casein Figure 3-79, afailurein upstream links resultsin no
data being observed at downstream links. The sametrend is observed on May 15, asillustrated in
Figure 3-81 and Figure 3-82. Figure 3-44, illustrates some intermittent operation along link C
between 7:30 and 8:30 PM. This problem resultsin no data being observed at the two
downstream links (links D and E) during the same interval.
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Figure 3-80. SWIFT Architectural Link Statusfor May 14 (12:00 PM to 12:00 AM).
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Figure3-81. SWIFT Architectural Link Statusfor May 15 (12:00 AM to 12:00 PM).
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Figure3-82. SWIFT Architectural Link Statusfor May 15 (12:00 PM to 12:00 AM).

In terms of overall results during the two-week analysis period the SWIFT system was operating
at full functionality for over 90 percent of the time, as demonstrated in Table 3-30. Specifically,
the transit data stream only experienced a failure rate of 3.9 percent with the majority of failures
occurring along link A. The traffic speed data stream experienced most of its failures along link D
(9.6 percent of thetime). It isunclear at this point whether the UW or Metro Traffic nodes or
both contributed to these failures or that the failures are aresult of problems along thelink. A
review of the failure logs reveals that most failures within the system were aresult of some
problem at either the upstream or downstream node of the corresponding link. The causes of
faillures of the different nodes are discussed in more detail later. Thisfield test aso demonstrated
that dividing an ATIS system into nodes and links facilitates identifying problem areas within the
system.

Table 3-30. Reliability of SWIFT Architectural Linksand Nodes.

Link A Link B Link C Link D Link E
Number of Observationswith no Data Flow 2194 3156 146 7925 8576
Percent Time with no Data Flow (percent) 2.7 39 0.2 9.8 10.6
Loss of Data on Link (percent) 2.7 12 0.2 9.6 0.8

Delays Associated with System Failures. Figure 3-83 and Figure 3-84 illustrate how, for link
D, the average propagation delay over a 15-minute interval varied as a function of the time-of-day
for asingle day during the analysis period. The solid linesin Figure 3-83 and Figure 3-84
correspond to the status of link D (1 being up and 0 being down). The dashed linesin Figure 3-
83 and Figure 3-84 correspond to the propagation delay along link D. These figures clearly
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indicate that the propagation delay did not increase abnormally following alink failure. Analysis
of the results for the other links and other days within the study period revealed similar
conclusions.
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Figure 3-83. Statusand Propagation Delay Along Link D for May 15
(12:00 AM to 12:00 PM).
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Figure 3-84. Statusand Propagation Delay Along Link D for May 15
(12:00 PM to 12:00 AM).
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Major Causes of Failure. A record of system failures from December 1996 until September
1997 was maintained. Any failures prior to December 1996 were attributed to theinitial setup of
the system and thus were not included. A study of the failure logs, which is summarized in Table
3-31, revealed the following:

The majority of failluresin the system were aresult of failures within the architectural
nodes as opposed to failures in the connecting links.

Diverse weather conditions caused major problems at the data originating nodes
(Metro Transit and WSDOT). For example, the extreme snow storms that occured
during the FOT resulted in buses altering their routes which in turn resulted in the
faillure of the AVL system tracking the buses. In addition, these winter storms resulted
in aloss of loop detector data from WSDOT.

Computer malfunctions was the major contributor to failures within the system.

The data ports at Setko Communications caused most failures at the Seiko node.
These failures required human intervention (re-setting of ports).

The remote Radio Recelver Module (RRM) was the major contributor to reception
problems for the PC receiver devices.

The FM sub-carrier signal was weak in concrete structures, tunnels, underground
garages and at locations with changesin the topol ogy.

A number of major malfunctionsin the system occurred during the SWIFT FOT. Theseinclude
the following:

Delco navigational units were receiving messages from Minneapolis/St. Paul.

Delco navigational units were reversing the direction of incidents (e.g. northbound
incidents were displayed as southbound).

Traffic speed values were inadvertently being altered at the TWS at Metro Traffic
Control (January 1997).

Truncated incident messages were being received by the Seiko MessageWatch
devices (January 1997).

The Differential Global Positioning System (DGPS) signal failed (January 1997).
FM Sub-Carrier Coverage Field Test

The coverage field test demonstrated that the SWIFT devices were unable to recelve messages at
anumber of locations due to significant multi-path interference. This problem manifested itself as
alow reception rate and a sensitivity of reception to the antenna orientation for in-building
|ocations even when the signal was strong.

The RSL measurements that were made as part of the coverage test demonstrated that the
coverage maps that were produced by Seiko werereliable. However, the field-testing did
demonstrate that, because of the significant multi-path signal interference, the coverage maps
were not a sufficient indicator of message delivery success.
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The overall conclusion was that the HSDS system performed well in most locations, however, its
major problem was related to multi-path signal interference given the mountainous terrain in and
around Seattle.

Table 3-31. Causesof Failureat SWIFT Architectural Nodes.
Node Major Causes of Failure

Metro Transit - Automatic Vehicle Location (AVL) system down

- Internet problems

- General Maintenance

WSDOT - Data not sent to WSDOT server because of malfunctionsin the loops or
severe weather conditions

- WSDOT server problems

University of Washington | - Problemswith T1 leased line (US West)

- UW server malfunction at Metro Transit or WSDOT
- UW server failure at the University of Washington

- Power outage

Metro Traffic Control - Loading/updating profile data

- Maintenance work on the Traffic Work Station (TWS)
- Training of employees

Seiko Communications - Port malfunctions

- Stations off the air

- Server problems

- Internet problems

PC Reception Device - Problems with the Radio Reception Module (RRM)

- Weak signalsin concrete structures, tunnels, underground parking garages,
and West Sesttle

- Problems recharging devices

Delco Navigation Device - Not receiving traffic, news and pager messages

- Wrongly reporting northbound messages as southbound and vice versa
- GPS problems (wrongly locating vehicle)

- Problems with voice module
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4. DISCUSSION

Four objectives were identified for the evaluation of the SWIFT system architecture. These
objectives included the following:

Objective 1. Evaluate the system when operating as intended from the user’s
perspective.

Objective 2: Evaluate the system when operating as intended from the system’s
perspective.

Objective 3: Evaluate the system when it did not operate as intended from the user’s
perspective.

Objective 4: Evaluate the system when it did not operate as intended from the system’s
perspective.

The previous section described the methodol ogies that were utilized in order to evaluate these
objectives together with the results and findings of these evaluations. This section analyzes the
findings of the previous section and discusses how the user perceptions agreed with the actual
system performance. In addition, this section attempts to identify the source of any architectural
l[imitations that occurred during the SWIFT FOT. Finaly, this section also discusses the issue of
expanding the SWIFT system architecture, asit existed in the field operational test, in terms of the
number of system users, the coverage area of the system, and the number of reception devices.

4.1. Overview of SWIFT Architecture Study Findings

The purpose of the SMFT Architecture Sudy is to determine how well the various SWIFT
components worked singularly and collectively. TheSMFT Architecture Study considers the
architecture in terms of how it was designed, how this design was implemented, and how the
implemented design operated in thefield. Thisdistinction isintended to separate any deficiencies
in the original design from problems introduced during the system implementation. Similarly,
deficiencies in the way the system was operated are distinguished from those related to design and
implementation. The objective of this section isto discuss these issues.

The latter issues are especialy critical for theSMFT Architecture Sudy, as the effort will
consider two further architecture deployment stages which relate to the extent to which the
SWIFT architecture can be expanded within Seattle with respect to the number of users and the
system scope, and the extent to which the system architecture can be implemented elsewherein
North America. The objective of the next section is to discuss the system expandability and
transferability issue.

4.1.1. Seiko MessageWatch Device Findings

Because the Seiko MessageWatch, only received traffic incident and rideshare information as part
of the SWIFT field operational test, the discussion will be focused on these types of data. Aswas
described in the previous section, the Setko MessageWatchdevice users rated the receipt of traffic
incident and congestion messages high, however, the ease of understanding and the timeliness of
incident information was rated the lowest of al characteristics across all devices. The usefulness
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of information, the reliability, and accuracy of information were rated the highest for all devices.
Incident type information was generally rated lower than either incident direction or incident
location information. In terms of device usability, the ability to decipher some of the messages
was rated the lowest, however, in general the users perceived the device to be usable.

Thefield tests that were conducted as part of the architecture evaluation demonstrated that apart
from some rare incidents (0.1 percent), delay within the system prior to transmission was less than
600 seconds (5 minutes). On average, verifying and inputting incident information required 90
seconds. Messages required, on average, 3 minutes between incident natification and final display
on the Setko MessageWatchdevice. Limitationsin the architectural design of the Selko
MessageWatch device resulted in larger delays relative to the other devices (on average 800
percent higher). These delays were found to increase when the message spacing was less than 5.5
minutes. The high delays associated with the Seitko MessageWatctdevice resulted in the lowest
ranking, by the device users, in terms of data timeliness (based on questionnaires). A closer
analysis of the system demonstrated that the delay associated with the Seiko MessageWatch
deviceisaresult of a problem in the system design. Because the watch was designed to remain in
“deegp mode” and only check for messages for 0.13 seconds every 1.87 minutes and because three
broadcasts were required, the system could experience excessive delays when messages were
closaly spaced (the field test demonstrated delays of up to 20 minutes).

In terms of data accuracy, the duration of the incident, after visually verifying the existence of an
incident, was estimated using human judgment and in most cases was set to level 1 (15-minute
duration). Clearly, the procedure that was utilized to forecast the incident duration lacked
scientific rigor. Research has been conducted, and continues to be conducted, in the area of
Incident Management in order to devel op techniques that estimate incident duration’s more
accurately based on historical incident data. The use of such techniques could potentially improve
the accuracy of incident duration estimates. Interestingly, the lack of a scientific basis in defining
the incident information appeared to have a direct bearing on the low rating that users placed on
thisinformation. Alternatively, because the location and direction of the incidents did not require
any forecasting techniques, the use of police reports and visual inspection was sufficient to
provide accurate information. Consequently, the questionnaire participants ranked this
information high. Thelow accuracy in accident duration estimation isrelated to the
implementation phase of the system architecture.

The device usability test demonstrated that the Seiko MessageWatchdevice was easy to use and
thus was rated high by the users. Although, the device usability test demonstrated that the users
managed to decipher 91 percent of the messages, some rare messages were extremely difficult to
decipher. Again, thisfinding is consistent with the user perceptions as identified in the
guestionnaires and focus groups. The limited graphical display of the Seiko MessageWatch
device (related to design phase) resulted in some problemsin terms of deciphering messages.

4.1.2. Delco In-Vehicle Navigation Device Findings

Because the Delco in-vehicle navigation device only received traffic incident information as part
of the SWIFT FOT, the discussion will only be focused on this data stream.
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The questionnaire results indicated that the Delco navigation device users were generally satisfied
with the device color, size and styling and least satisfied with the message display size,
illumination of buttons, and message display background lighting. Furthermore, the Delco device
users were not satisfied with the timeliness of messages and the directional information for
incidents. Finally, the Delco device users were found to be less likely to change their commute
start time and mode of travel than other device users.

In terms of device usability, the results of the usability field test do indicate some problemsin
completing standard tasks (71 percent completed). The results of the questionnaire do indicate
some concern regarding the usability of the device in terms of the illumination of the buttons and
the message display lighting. These limitations are attributed to the design of the device.

The field tests demonstrated that verifying and inputting incident information required 90 seconds,
on average, and required 100 seconds (approximately 2 minutes) between incident notification

and final display on the Delco device. Clearly the delay associated with this deviceis lower than
the delay associated with the Selko MessageWatch device. The concern the questionnaire
participants placed on the timeliness of the information could be attributed to the inconsistency of
voice announcement for messages (field tests indicated that only 35 percent of the messages were
confirmed). This problem is attributed to the implementation phase of the system architecture.

The low rating that the Delco in-vehicle navigation device users placed on the incident duration
information is consistent with how the Seiko MessageWatch device users perceived the
information. Asdiscussed earlier, thisarchitectural limitation is attributed to the implementation
phase of the system. Noteworthy, isthe fact that the Delco device users, unlikethe Seiko
MessageWatch device users, rated the accuracy of theincident direction aslow. Thislow rating
is attributed to a problem in the system implementation that resulted in the device reversing the
direction of incidents (e.g. northbound indicated as southbound).

The questionnaire results indicated that the Delco device users were less likely to change their
commute start time and mode of travel than other device users. Thisfinding is consistent with the
fact that the Delco device was the only in-vehicle device. As such, the users would not be able
access the information until they entered their vehicle, unlike the other devices where they could
access the information prior to entering their vehicle. Consequently, it isonly natural, given that
the person isin hig’her vehicle, that they would be less likely to alter their time of departure and/or
their mode of travel.

4.1.3. PC-Device Findings

Because the PC devicereceived all data streams as part of the SWIFT field operational test, the
discussion will deal with all data streams.

The questionnaires and focus groups demonstrated that a high percentage of the PC-device
participants used a combination of modes including bus, vanpool and carpool on their travel to
work (57 percent). Consequently, in comparing the responses of the different device users one
has to bear in mind that the PC-device users had different travel characteristics than did the other
device users.
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The questionnaires and focus groups also demonstrated that PC users placed a high amount of
importance, relative to other users, on the receipt of traffic incident and congestion information
and much less importance on general information, and personal paging. In general, the PC-users
rated personal paging and general information messages |low because the services were not
consistently available to users as aresult of technical problemsin message ddlivery. Incident
duration information was also rated low along all message attributes. Other incident related
information was generally rated quite high, as was traffic congestion and bus schedul e/time point
information. Bus position information was found to be easy to understand and useful by
respondents. However, thisinformation was rated low both in terms of reliability and accuracy.
PC focus group device participants expressed a concern with the reiability of the signal
connection.

The low rating in terms of the incident duration information is consistent with what was observed
by the other device participants. This problem was attributed to the implementation of the system
architecture.

In terms of the traffic speed data, the field tests and the user perceptions demonstrated that the
datawerefairly accurate. Specifically, field tests verified that 50 percent of the datawerein a
Speed category that was consistent with the field data.

Thefield tests and user perceptions were consistent in ranking the reliability of the transit data as
low. Specifically thefield testsindicated that, on average, 30 percent of Metro Transit’s buses
were missing from the SWIFT data. The accuracy of the data was found to be within 500 meters,
on average. Thisaccuracy is much lower that what was claimed by the system developers. The
system devel opers found the AVL system to be within 90 meters of its actual location for 95
percent of the time, and to be within 160 meters of its actual location for 99 percent of the time.
The low ranking of accuracy is attributed to the use of the less sophisticated sign-post technol ogy
as opposed to GPS technol ogy.

Thefidd tests and questionnaire results indicated problems with the RRM. These problems are
attributed to the design of the system. These problems were associated with the RRM not
receiving the SWIFT signal. These problems appeared to be caused by the lazy RRM batteries
that were not able to maintain an eectric charge early in the FOT due to non-use before the start
of the FOT.

4.2. System Expandability and Transferability
This section discusses the SWIFT system in terms of its expandability and transferability.
4.2.1. System Expandability

Most of ITS FOTS, such as SWIFT, demonstrate the viability of deploying specific ITS services,
and provide someinitial indicators as to their likely acceptance by the public. However, these
FOT’ s generally involve only modest deployment levels of the given services. Consequently,
some concern often exists as to what extent the deployed technology can be expanded in order to
service either alarger geographic area, alarger number of customers, or a different geographic
area. Theseissueswill be briefly discussed below.
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The components of the architecture that are related to data surveillance and collection all feed
Seiko Communications Systems with avariety of traffic and/or transit data. This component of
the architecture, which involves the nodes at WSDOT, the University of Washington, Metro
Traffic Control, and Metro Trangit, are virtually independent of the number of customers.
Instead, the load on these components, as well as the links between them, are controlled by the
size of the areathat is under surveillance, asindicated next.

In order to expand the system on the freeway side, alarger percentage of the road network would
need to be equipped with loop detectors. This represents a moderate cost, only partially because
of the hardware involved. The bulk of the costs associated with expanding the number of 1oop
detectorsisin the installation cost, the traffic disruption costs during installation, and the linkage
of the loops back to the Washington DOT control center. In contrast, the increased cost of
putting the expanded bus network under surveillance would primarily be tied to the purchase of
autonomous navigation units for each new bus. The bus control center would likely be ableto
handle more equipped vehicles at only a moderate increase in cost.

The amount of data processing that would be required at each of the nodes leading up to the

Seiko distribution center would ssmilarly increase in alinear fashion, but the addition of additional
and/or faster computers should be able to accommodate these requirements at a moderate cost.
The need for increased data communications capacity, up to the Seiko center, could similarly be
accommodated quite readily using modest increasesin costs, as all of these costs are primarily
related to land based communications. Land based communications are, in general, not only
cheaper but also have much higher capacity constraints. The only exception to this relates to
those communications that currently take place over the Internet. In this case, dedicated lines
could be added.

The communications from the Seiko Communications Systems onwards are still tied to some
extent to the size of the areathat is under surveillance. However, in some of the system’s
services, capacity issues are tied more closely to the number of users. Specifically, some of the
SWIFT servicesrely on strictly a one-way broadcast. In this case, the communicationsload is
independent of the number of users. However, in some cases, the communicationsload is a direct
function of the number of users, as user-specific messages are broadcast.

4.2.2. System Transferability

The remaining component that requires evaluation is the opportunities that exist for transferring
the SWIFT system to other sites. Theissue of the transferability of the SWIFT architectureis
discussed in some detail in this section.

The SWIFT system asit existed in the field operational test transmitted three data streams,
namely: traffic incident data, traffic speed data, and bus location data. Given that most major
citiesin the US have detectorsinstalled on their freeway systems and incorporate some form of
incident detection and management, it would be easy to utilize existing loop and incident data for
asystem like SWIFT. Furthermore, the use of AVL systems for transit bus location is becoming
more common. Consequently, it is evident that the data are available in most major citiesin North
America.
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The use of the Internet as the backbone for the SWIFT architecture together with the self-
defining-packet concept allows for an extremely flexible architecture. Furthermore, the use of FM
sub-carriers as the communication media does not require any infrastructure installations. All
these factors grouped together clearly indicate that the SWIFT architectureis extremely flexiblein
terms of system transferability.

4.3. Limitations of the Study

The SMFT Architecture Study evaluated how the SWIFT components operated both individually
and collectively. In addition, theSMFT Architecture Study evaluated the delay and capacities
within the SWIFT system, the accuracy of the data that were broadcast, the usefulness of the
SWIFT information, and the impact of SWIFT data on user travel behavior for conditions that
were observed in the field operational test. An attempt was made to relate any architectural
limitations to either the architectural design, the implementation of the design or the operation of
the system.

However, this study fell short of quantifying theimpact of an ATIS system similar to SWIFT on
the traffic conditions (e.g. congestion, travel time, vehicle fuel consumption, vehicle emissions,
and accident risk). Furthermore, the study did not evaluate the SWIFT system for conditions that
were not observed in the field operational test (e.g. higher levels of market penetration).

Ultimately, the objective of the SWIFT evaluation should be to study what impact an ATIS
system similar to SWIFT has on traffic conditions, because the main reason for applying ATIS
systems is to reduce congestion and improve travel conditions. Consequently, it isrecommended
that a smulation study be conducted using the findings from the SWIFT evaluation in order to
answer the following questions:

What impact does an ATIS system like SWIFT have on a number of Few Good
Measures (FGM’s) (i.e. travel time, vehicle fuel consumption, vehicle emissions and
accident risk)?

What is the relationship between the market penetration of an ATIS system like
SWIFT and the FGM’s?
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5. CONCLUSIONS

This section summarizes the conclusions of theSMFT Architecture Study based on the four
objectives that were identified.

5.1. Objective 1: System Operating as Intended from the User’s Perspective

This section summarizes the conclusions of theSMFT Consumer Acceptance Study and the
device usefulness field test for conditions when the SWIFT system operated at full functionality.

5.1.1. Perceptions of Importance of Traveler Information

Resultsindicate that users tended to place a high degree of importance on congestion and incident
related information in travel planning. Incident location and duration information was rated quite
high in importance along with general traffic congestion information. For the group as awhole,
information concerning bus schedul e and route information, bus location information, and
rideshare matching information was rated very low in importance. Thisis consistent with the auto
dependence reported by the group and suggests that information concerning non-auto options
would not be used by the auto dependent group. Since users of the PC device were recruited

from among transit users, this group generally rated transit information higher than other device
user groups, however the importance of this information was not as high as congestion and
incident related information.

5.1.2. Perceptions of SWIFT Traveler Information Usefulness

Users tended to view the messages they received from the SWIFT system as accurate, reliable,
timely, easy to understand, and useful. Among device types, respondents representing users of
the Selko MessageWatch expressed concern with the timeliness of incident related messages. In
addition, these respondents tended to rate ease of understanding lower than other user groups.
Users of the Delco in-vehicle navigation unit and Personal Computer experienced problemsin
receiving personal paging messages and these problems were reflected in respondent ratings.

The map based display provided by the Personal Computer resulted in generally higher ratings for
that device over other devicesin understanding incident location and the nature of congestion.
Seiko MessageWatch users reported difficulty in understanding the extent of expected delay as
well as the nature of congestion. Delco in-vehicle navigation unit respondents reported difficulty
in understanding the time when a message applied over other device users.

Generally speaking device users endorsed a wide range of improvements to messages provided by
the SWIFT system. Most seemed to consider the operational test as a suggestion of what might
be possible, rather than a demonstration of afinal product. Seltko MessageWatch user
respondents expressed a desire for improved timeliness of messages as atop priority. Delcoin-
vehicle navigation unit respondents endorsed a need to devel op route specific messages and
Personal Computer respondents expressed a desire to cover more roads as a high priority
improvement.
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5.1.3. Perceptions of Device Usability

An examination of user perceptions regarding the physical and operational performance of the
SWIFT devices revealed the following:

Seiko MessageWatch

Respondents rated the physical and operational characteristics of the device very high. However,
improvements to the message display, including background lighting and message encoding, were
recommended. Respondents endorsed a need for afull alphanumeric display, more storage
capability, and different types of bands. Finally, respondents found travel profiles easy to use but
quite limiting in some cases. Respondents suggested that on-line update capability would provide
the flexibility to maximize the usefulness of profile data.

Delco in-vehicle navigation unit

Respondents reported a generally high leve of satisfaction with the physical characteristics of the
devices. The most frequently encountered problemsincluded difficulty in operating the message
filtering feature and difficulty in reading the monitor in sunlight. Respondents expressed a high
level of dissatisfaction with the personal paging feature and were somewhat neutral toward the
voice sound “reading” messages. Respondents, however, did not perceive the “voice”’
announcement of messages a safety concern. Respondents endorsed a number of improvements

to the unit features and operation including the addition of a map based display, provision of route
specific information, and alternative route information.

Personal Computer

The IBM and Toshiba personal computers wererated similarly. In general, respondents were
dissatisfied with the size and weight of the devices and the design of the communications
connection. Respondents rated highly the information display, in particular, the map information
provided. Respondents generally endorsed the need for a smaller, lighter, and more portable
device with an easier communications connection.

The resultsindicated that users were extremely dissatisfied with the Dauphin device both in terms
of its physical and operational characteristics. The Dauphins were replaced by the laptops during
the FOT because of their limited black and white display.

5.1.4. Perceptions of SWIFT Device Usefulness

The device usefulness field test indicated that the Delco in-vehicle navigation device was highly
used by the test participants before starting a trip (62 percent selected frequently, 27 percent
selected often and 11 percent selected sometimes). However, there appeared to be no obvious
trend with regards to referring to the Setko MessageWatch and PC devices prior to starting a trip.
The questionnaires demonstrated that the SWIFT participants were clearly making use of their
respective devices for travel planning. The results indicate that most users were consulting their
devicesto make travel related decisions at least weekly. The results indicate that many device
usersrelied upon commercial broadcasts as afirst choice in trip planning with the SWIFT device
used as a primary source for a significant number of participants.
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Users of the Seiko MessageWatch and Delco in-vehicle navigation unit found their devicesto be
convenient, comfortable, safe and easy to use. Respondents from the PC device user group
generally rated their devices lower in these areas.

5.1.5. Perceptions of Changes in Travel Convenience and Efficiency

Users tended to perceive that SWIFT services allowed them to reduce stress and commute times,
and allowed them to “keep moving”. Reducing travel distance or changing means of travel were
not viewed as major benefits. User of transit related information stated that the SWIFT services
provided them an opportunity to improve transfers, reduce stress, and stay inside while waiting
for the bus.

Users reported that radio traffic reports, actually encountering the incident, and SWIFT travel
messages were key factors in influencing route choice decisions on aweekly basis. In the majority
of cases, commuters implemented route changing behavior to avoid congestion and did not report
frequent mode changes in response to congestion. These conclusions were generally consi stent
with the findings of the device usefulness field test.

5.2. Objective 2: System Operating as Intended from the System’s Perspective
5.2.1. System Delay and Throughput

Thefidd tests demonstrated that decomposing an ATIS into architectural nodes and links
facilitates the evaluation of system delay and throughput and allows for the identification of
system bottlenecks. However, estimation of the delay associated is not as ssmple a process as
would appear at first glance for the following reasons:. (1) data are fused and manipulated as they
proceed through the system, and (2) data management becomes critical because of the large
amount of data that propagates through the system.

Data stream delays were minor (on average less than 30 seconds) in comparison with the other
components of the system (e.g. timerequired to detect and verify an incident), thus
demonstrating the feasibility of the Internet as an ATIS backbone. The field tests did demonstrate
that data delays within SWIFT were both data stream specific and device specific. Specifically,
the architectural design of the Seiko MessageWatch resulted in queuing of messages at the Selko
MessageWatch when messages were closdly spaced (less than 5.5 minutes). This queuing
resulted in delays up to 20 minutes with an average delay of 4 minutes.

5.2.2. Data Fidelity
Transit Data Fidelity

The accuracy of the SWIFT transit data was found to be sensitive to the bus stop location.
Specifically, the data appeared to be less accurate along high speed roadways (freeway sections).
However, accuracy of the SWIFT transit data appeared to be insensitive to the time-of-day.

The magjor problem with the transit location data was the high percentage of missing data (on
average 30 percent of the data were missing), however, the data were accurate to within 500
meters on average. These findings explain why the SWIFT participants rated the bus location
information low in terms of itsreliability and availability, but did not rateit low in terms of its
accuracy.
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Traffic Speed Data Fidelity

On average 80 percent of the loop detectors operated at full functionality (20 percent failure rate)
during the field tests. Furthermore, on average 75 percent of the valid SWIFT speed estimates
were within one category of what was observed in the field. However, the accuracy of the
SWIFT speed data appeared to be sensitive to the level of congestion. Specifically, SWIFT over-
estimated speed during congested conditions.

It must be noted that the speed data that were broadcast as part of the SWIFT field operational
test were based on speed estimates from single loop detectors using a Kalman-filter technique.
The Kalman-filter method overcomes the systematic bias that isinherent in the standard G-factor
method. Consequently, an evaluation of both techniques was conducted, however, because
observations were only available during uncongested conditions, it was not possible to generalize
the conclusions for congested conditions.

In general, the Kalman-filter technique demonstrated a small systematic error in that it tended to
over-estimate speeds dightly (2 mph). However, the G-factor speed estimates were found to be
very sensitive to the adequacy of the vehicle length calibration. Incorrect calibration resulted in
large systematic speed estimate errors (up to 12 mph).

5.2.3. Device Usability

Overall the MessageWatch appeared to be usable (85 percent of participants completed the
required tasks) and the messages were decipherable (89 percent of non-traffic messages and 91
percent of traffic messages were deciphered). Non-traffic messages were easily decipherable if
service was used, otherwise messages were |ess deci pherable (99 percent deciphered for services
used and 33 percent for services not used).

PC and Delco in-vehicle navigation devices appeared to be equally usable (77 and 71 percent of
tasks completed). In addition, the PC and Delco devices required a comparable number of key
strokes to complete atask (16 and 15 key strokes). However, the PC required longer timeto
compl ete a task when compared to the navigation device (79 seconds versus 28 seconds). The
longer time to compl ete tasks explains why the users rated the PC device low in terms of its
usability.

Deleting messages and enabling/disabling the beep mode were the hardest tasks for
MessageWatch users (only 63 percent of participants completed the tasks), while changing the
location and destination radius was the hardest task for Delco device users (only 25 percent of
participants completed the task). Yellow page functions were the hardest tasks for the PC users
(38 and 63 percent of participants completed the tasks).

5.3.  Objective 3: System not Operating as Intended from the User’s Perspective
5.3.1. Perceptions of System Reliability

Users generally found the devices to bereliable. Seiko MessageWatch users perceived the highest
reliability rates followed by Delco in-vehicle navigation unit users, and Personal Computer users.
In focus group discussions Personal Computer users expressed a concern with the signal
connection particularly in the receipt of general information messages.
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5.3.2. Perceptions of System Availability

Participants generally perceived that the system was available. Terrain and being inside buildings
appeared to have the greatest impact on receipt of messages for Personal Computer users. Users
of the Delco in-vehicle navigation unit reported problems in receiving messages while in parking
garages. Users of the Setko MessageWatch reported few problems in the receipt of messages.

5.4. Objective 4: System not Operating as Intended from the System’s
Perspective

5.4.1. System Reliability and Availability

This study has demonstrated that breaking down an ATIS into architectural nodes and links
allows for theisolation of problem areas within the system. Furthermore, this study demonstrates
that the Internet is a viable means for communication within an ATIS.

In general the SWIFT system was reliable (10 percent failurerate). Most failures within the
SWIFT system occurred between the University of Washington and Metro Traffic Control (9.6
percent of thetime). The majority of failures within the system were aresult of failures at the
architectural nodes as opposed to failures along the connecting links.

The major causes of SWIFT system failure included:

Diverse weather conditions which caused major problems at the data originating nodes
(Metro Transit and WSDOT). This occured when some major snow storms resulted

in Metro Transit buses altering their routes and consequently the system was unable to
track the buses.

Computer malfunctions.

Data port failures at the Seiko node that required human intervention (re-setting of
ports).

Problems with the PC RRM.
Topography and building influence on the FM sub-carrier signals.
5.4.2. FM Sub-Carrier Coverage

In general the FM sub-carrier reception was good except for alimited number of locations where
the SWIFT devices were unabl e to recel ve messages due to significant multi-path interference.
This problem manifested itself as alow reception rate and a sensitivity of reception to the antenna
orientation for in-building locations even when the signal was strong.

The RSL measurements that were made as part of the coverage test demonstrated that the
coverage maps that were produced by Seiko werereliable. However, the field-testing did
demonstrate that, because of the significant multi-path signal interference, the coverage maps
were not a sufficient indicator of message delivery success.
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The overall conclusion was that the HSDS system performed well in most locations, however, its
major problem was related to multi-path signal interference given the mountainous terrain in and
around Seattle.
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SEIKO MESSAGE WATCH USABILITY FIELD TEST
OPERATIONAL STEPS
DEVICE USEABILITY
View the Third (3rd) Message (3 total key strokes)
Press the MESSAGE button three times
Save the Fifth (5th )Message (6 total key strokes)
Press the MESSAGE button five times
Press and hold the LOCK button
When the KEY Icon appears, release the LOCK button
View the Time that the Second (2nd) Message was Received (3 total key strokes)
Press the MESSAGE button two times
Press the TIME button once
Delete the fourth (4th) Message (5 total key strokes)
Press the MESSAGE button four times
Press and Hold the LOCK button
Continue Holding while the word DELETE is flashing
When the word DONE appears, release the LOCK button
Turn Beep Mode Off and then Turn Beep Mode back On (4 total key strokes)
Press and Hold both the TIME and MESSAGE buttons
Press and Hold both the TIME and MESSAGE buttons again
MESSAGE DECIPHERING ANSWER SHEET
15, Level 2 both directions, Ravenna
190, Closed westbound, East Mercer
SR520, Level 1 westbound, Bellevue Way
15, Level 1 southbound, Convention Center
15, Level 1 southbound, Klickitat Dr.
Hwy169, Closed both directions, Maplewood PI.
SR520,Level 1 westbound, Montlake Blvd.
Hwy99, Level 1 southbound, Marginal Way
Hwy99, Level 2 northbound, Military Road
SR405, Levell southbound, NE 8" St.
Super Sonics score, 93-103 (Sonics lost), 42 wins, 13 losses
Sun Index = 2 (very low ultra-violet rays)
Morning weather = 42 degrees, High 46, 80% chance of precept, Low 38
Ski Report = Temp. 26 degrees, freezing level 4300 Ft., 107" at base, 2" new snow
Evening weather = Forecast for tomorrow, High 50, rain, Low 37

oS3~ AT TSQ@TEL0TY
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APPENDIX E: NAVIGATION UNIT SOLUTION TO USABILITY TEST
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DELCO NAVIGATION USABILITY FIELD TEST
OPERATIONAL STEPS

READ THE MOST CURRENT TRAFFIC MESSAGE (2 key strokes)

Press the TRAFFIC button

Press the ENTER button
FIND THE BELLEVUE LIBRARY (20 key strokes)

Press the MENU button

Press ENTER onto the MEMORY CARD

Press ENTER onto the ETAK GUIDE

Press the DOWN ARROW one (1) time

Press ENTER onto CONVENIENCE

Press the DOWN ARROW nine (9) times

Press ENTER onto LIBRARIES

Press DOWN ARROW four (4) times)

Press ENTER onto LIBRARY
SAVE THE BELLEVUE LIBRARY AS DESTINATION #5 (Note: Each participant was asked to save
the destination in a different slot {1-8} result is that the minimum number of key strokes is 4 and
the maximum number of key strokes is 11. And the average number of key strokes was 7)

Press the SAVE button

Press ENTER onto BELLEVUE LIBRARY

Press the DOWN ARROW six (6) times

Press ENTER on DESTINATION NUMBER 5
RECALL THE BELLEVUE LIBRARY (Note: Each participant was asked to recall the destination that
was saved previously {slots 1-8} result is that the minimum number of key strokes is 5 and the
maximum number of key strokes is 9. And the average number of key strokes was 7)

Press the MENU button

Press the DOWN ARROW two (2) times

Press ENTER onto recall destination

Press the UP ARROW four (4) times

Press ENTER onto DESTINATION NUMBER 5: BELLEVUE LIBRARY
RETRIEVE THE BELLEVUE LIBRARY’'S ADDRESS, PHONE NUMBER, AND ESTIMATED TIME OF
ARRIVAL (5 key strokes)

Press the DEST INFO button two (2) times and address will show on monitor

Press the DEST INFO button once more and the phone number will show on monitor

Press the NAV INFO button two (2) times
CHANGE THE LOCATION AND DESTINATION RADIUS FROM 100 TO 50 OR FROM 50 TO 100
(Minimum key strokes 5 and Maximum key strokes 23)
- Press and hold the TRAFFIC button until the screen changes

Press the DOWN ARROW ten (10) times or Press and Hold Down Arrow (1 key stroke)

Press the TRAFFIC button again

Press the DOWN ARROW ten (10) times or Press and Hold Down Arrow (1 key stroke)

Press ENTER
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PORTABLE COMPUTER USABILITY FIELD TEST
OPERATIONAL STEPS
LOAD UP SEATTLE MAP AND ENABLE COMMUNICATIONS (4 key strokes)
Move pointer to MAP and CLICK TOP or LEFT BUTTON
Move pointer to NEW and CLICK TOP or LEFT BUTTON
Move pointer to COMMUNICATIONS and CLICK TOP or LEFT BUTTON
Move pointer to CONNECT and CLICK TOP or LEFT BUTTON
DISPLAY SPEED INFORMATION FOR ALL LANES EXCEPT HOV (9 key strokes)
Move pointer to SPEED ICON and CLICK TOP or LEFT BUTTON
Move pointer to MAP OPTIONS and CLICK TOP or LEFT BUTTON
Move pointer to SPEED Tab and CLICK TOP or LEFT BUTTON
Move pointer to Northbound and CLICK TOP or LEFT BUTTON
Move pointer to Southbound and CLICK TOP or LEFT BUTTON
Move pointer to Eastbound and CLICK TOP or LEFT BUTTON
Move pointer to Westbound and CLICK TOP or LEFT BUTTON
Move pointer to Reversible and CLICK TOP or LEFT BUTTON
Move pointer to OK and CLICK TOP or LEFT BUTTON
DISPLAY TRAFFIC INCIDENT INFORMATION (4 key strokes)
Move pointer to the traffic “A” ICON and CLICK TOP or LEFT BUTTON
Move pointer to the actual traffic incident ICON on the map and DOUBLE CLICK TOP or LEFT
BUTTON
Move pointer to the OK and CLICK TOP or LEFT BUTTON
DISPLAY BUS TIME POINTS/LOCATIONS FOR ROUTE 243 FOR SATURDAY,
MAY 17, 1997 (9 key strokes)
Move pointer to MAP OPTIONS and CLICK TOP or LEFT BUTTON
Move pointer to BUS tab and CLICK TOP or LEFT BUTTON
Move pointer to the DOWN ARROW (located on the right hand side of the window) and PRESS AND
HOLD TOP or LEFT BUTTON to scroll down the list of bus routes
RELEASE TOP or LEFT BUTTON and move pointer to ROUTE 243 and CLICK TOP or LEFT
BUTTON
Move pointer to SHOW LOCATION and CLICK TOP or LEFT BUTTON
Move pointer to SHOW TIME POINTS and CLICK TOP or LEFT BUTTON
Move pointer to DAY, then to SATURDAY and then CLICK TOP or LEFT BUTTON
Move pointer to OK and CLICK TOP or LEFT BUTTON
FIND INTERSECTION OF 12th STREET NE AND 106th AVENUE NE (7 key strokes)
Move pointer to MAP and CLICK TOP or LEFT BUTTON
Move pointer to FIND ADDRESS and CLICK TOP or LEFT BUTTON
TAB to STREET and TYPE 106th AVE NE
TAB to CROSS STREET and TYPE 12th STREET NE
Move pointer to SEARCH and CLICK TOP or LEFT BUTTON
Move pointer to SEARCH RESULT and CLICK TOP or LEFT BUTTON
Move pointer to OK and CLICK TOP or LEFT BUTTON
FIND THE NEAREST TACO BELL TO THE ABOVE ADDRESS (12 key strokes)
Move pointer to MAP and CLICK TOP or LEFT BUTTON
Move pointer to YELLOW PAGES and CLICK TOP or LEFT BUTTON
Move pointer to CATEGORY and CLICK TOP or LEFT BUTTON
Move pointer to the DOWN ARROW (located on the right hand side of the window) and PRESS AND
HOLD TOP or LEFT BUTTON to scroll down the list
RELEASE TOP or LEFT BUTTON and move pointer to DINING and CLICK TOP or LEFT BUTTON
Move pointer to SUBCATEGORY and CLICK TOP or LEFT BUTTON
Move pointer to the DOWN ARROW (located on the right hand side of the window) and PRESS AND
HOLD TOP or LEFT BUTTON to scroll down the list
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PORTABLE COMPUTER USABILITY FIELD TEST
OPERATIONAL STEPS
(Continued)

RELEASE TOP or LEFT BUTTON and move pointer to TACO BELL and CLICK TOP or LEFT
BUTTON
Move pointer to SEARCH and CLICK TOP or LEFT BUTTON
Move pointer to SHOW ALL and CLICK TOP or LEFT BUTTON
Move pointer to the Taco Bell closest to 12th Street NE and 106th Avenue NE and DOUBLE CLICK
TOP or LEFT BUTTON

SWIFT Architecture Study 163



