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Abstract

The paper presents a novel concept for traffic signal controller. Instead of the traditional central architecture, a wireless operation
with distributed control architecture is proposed for traffic light control. The concept rests on local control units distributed in space as
well, i.e. the signal heads also have own control logic. The basis of safe distributed operation is described in detail in the paper. Beside
the presentation of the concept the required conformity with the specific standards are also investigated. Moreover, a formal method
(Petri Nets modeling) is provided concerning a part of the proposed system, which confirms that the whole system goes to fail-safe
state when critical problem occurs in any of the subsystems or communication.
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1 Introduction

Traffic signals (also called as traffic lights) are control
devices at road intersections or pedestrian crossings to
ensure safe and efficient traffic flows [1, 2]. The world's
first traffic light (with gas-lit signals) was designed by
J. P. Knight, a railway engineer, and launched in London
in 1868. Then, the first electric traffic lights, similar to
today's traffic signal heads, started operating at the begin-
ning of the 20" century in the USA. Since then, this tech-
nology has spread everywhere especially due to the per-
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sistent expansion of road traffic.
A signalized road junction basically consists of a cen-

tral controller unit, traffic signal heads, as well as electric Signal
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Fig. 1 The architecture of the traditional centralized traffic signal

power cables, realizing a fully centralized system (Fig. 1).

In this concept all signal commands are sent to the light
. . . controller with pair power cables to each light source
sources directly from the central controller unit by switch-

ing the corresponding relays. Hence, the traffic lights
are electrically energized according to the central con-
troller’s command which is a one bit information practi-
cally, i.e. current does or does not flow to the light sources.
This traditional concept has been in use from the begin-
ning of the traffic light's history, for more than 100 years

(the conventional architecture is depicted by Fig. 1). The
technology of our days, however, enables completely dif-
ferent system architecture for signalization in which the
signal heads can be controlled not only by simple electric
power but via digital messages (which is more than a single
bit of information obviously).
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Fig. 2 The architecture of the CAN bus communication based
(centralized) traffic signal controller with a single CAN cable to each
signal head (power supply is provided in the traffic signal poles)
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Fig. 3 The architecture of the centralized wireless traffic signal
controller (power supply is provided in the traffic signal poles)

An innovative realization in this field is the CAN-
communication (Controlled Area Network) based traffic
signalization which is just prior to practical introduction
provided by the Swarco Group [3, 4]. Also, the Siemens
company uses CAN interfaces for external communica-
tion for the control of motorway traffic management sys-
tems [5]. As CAN protocol has mainly been used in the
automotive industry, it is a safe and reliable technology for
controlling signal heads as well. In the practical applica-
tions of [4] and [5], a central architecture is used where
a main controller unit is in charge of control and power
switching respectively via CAN. In this setup the electric
power for the light sources can be supplied from the central
controller unit (as conventionally used) or locally from the
traffic signal pole (the latter case is illustrated by Fig. 2).

This technology naturally indicates that some logic is
necessary at the signal head directly. The digital informa-
tion must be processed between the central unit and the
signal head unit (local controller). Thus, the light sources
are controlled according to the relay switching of the local
controllers.
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Another unconventional approach is straightforwardly
resulted from the emergence of wireless communication
technology, i.e. signal heads can be controlled without
direct physical connection to the central controller unit.
Moreover, the advent of Autonomous Vehicles (AV) make
new technologies possible to be applied in traffic con-
trol [6—8]. AVs need to visually sense the signal heads to
gather information of signal heads, or it can be provided
via wireless communication. The traffic control informa-
tion is also useful for travel time prediction and accord-
ingly for operational control purposes [9]. This way AVs
might be involved into traffic control in the near future
(discussed later in relation with Signal Phase and Time and
Map Data specification in the Appendix), which also con-
firms today's need for wireless based traffic control units.

The basic concept of the wireless traffic light with cen-
tral control system architecture (as shown by Fig. 3) has
already been introduced by [10—12]. All these works pre-
sented a master-slave operation where a central controller
(as a master unit) controls all signal heads (slaves) through
wireless data transmission (the electric power is provided
locally at each signal head). In this setup, again some
logic is necessary at the signal head level identically to the
CAN bus based concept (presented previously by Fig. 2).
Although these papers have shown the basic idea of wire-
less traffic lights, the presented concepts rest on central
control architecture and are limited in terms of reliable
and safe engineering design according to the standards of
road traffic signal control.

According to today's need, the paper presents a novel
concept for wireless traffic signalization with a clear dis-
tributed control system architecture by considering safety
critical aspects with respect to the technical standards.
Section 2 introduces the distributed control architecture for
traffic light control based on the signal head control units.
Section 3 provides the basis of safe distributed operation
by considering the conformity with the specific standards.
Section 4 presents the Petri Net model concerning a part of
the proposed system. The paper ends up with a conclusion
in Section 5. Furthermore, an Appendix is added to the
paper as a related practical material, i.e. the basic require-
ments of road traffic signal controllers for safe operation.

2 The distributed control architecture for traffic light
controller

In practice, the traditional traffic light controllers work on
the basis of a central control unit. Similarly, the papers inves-
tigating the wireless concept [10—12] introduced centra-



920 | Tettamanti
Period. Polytech. Civ. Eng., 63(3), pp. 918-925, 2019

lized control system (see Fig. 3). Although in their approach
some local processor is also applied at the signal heads, the
control logic is operated in a strict centralized way.

Identically to the notions used in control engineering,
one can distinguish central and distributed system archi-
tectures for road traffic controllers as well. "Centrality
means that all the information available about the system
is collected at a single location, where all the calculations
based on such information are executed [13]." Contrarily,
in a distributed realization the computational tasks are
divided among the local units [14]. Distributed control
scheme is depicted by Fig. 4 where u, and x, mean con-
trol and state signals, respectively for i = 1, 2, ..., M sub-
systems. Moreover, communication among the controllers
and among the subsystems are also applied.

Accordingly, a novel concept (the concept is under
national trade-mark protection: [15]) is introduced for
wireless traffic signalization with a clear distributed con-
trol system architecture where the central controller unit
is eliminated (see Fig. 5(a)), i.e. the local controllers of the
signal heads shown in Fig. 5 correspond to the subsys-
tems given in Fig. 4. As an illustrative example, Fig. 5(b)
represents a case of a simple T-junction containing three
signal heads with three corresponding signal phases. The
figure presents the basic functioning of the distributed con-
cept. Each signal head control unit knows the whole traffic
signal program and only uses its own phase. Furthermore,
every unit is able to check the proper functioning of the
others (explained in detail in the sequel).

The architecture of the distributed traffic light is already
presented in Fig. 5 with power supply provided in the traf-
fic signal pole. Traditionally, the electric power is typically
supplied by the public electricity network for traffic lights.
However, as a new energy efficient approach solar power
system can also be used. An innovative concept of intelli-
gent signal heads with wireless distributed traffic control has
been introduced first by [16], where the energy consumption
was served with solar cells for each signal head. The intel-
ligence means that the signal head is not only used to show
the specific signal but it also has an own logic that serves
control and communication tasks. The solution of [16] is
further developed in the sequel by directly providing the
main safety algorithms to ensure safe functioning even with
wireless technology. The concept is shown by Fig. 6.

In order to make a consistent design of the distributed
wireless traffic light and be technically correct, all safety
critical aspects must be properly addressed with respect
to the technical standards, i.e. the system must be able to
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Fig. 5 The architecture (a) of the wireless traffic signal control with
distributed control system (power supply is provided in the traffic
signal poles) and an example for the distributed functioning (b)

representing the common knowledge of the actual signal program

ensure all safety functions given in the Appendix. As the
communication is wireless, the main guarantee for the ful-
fillment of all requirements is the safe and reliable com-
munication among the signal head units (see Fig. 5 and 6)
and the fail-safe event handling in case of communication
loss. Therefore, the proposed control concept is capable of



handling the most critical situation, i.e. when any of the
signal head units crashes. A spectacular example for such
failure is the situation when the signal head unit "freezes"
due software error, and thus the signal head cannot produce
any light (or even the signal freezes as well). In this case all
units of the system must switch off immediately, including
the "frozen" unit. As a safe solution for this requirement
a redundant control unit is applied in the system, i.e. the
solar power unit is not only responsible for power control
but also constantly checks the error-free functioning of the
signal head unit. If a critical failure occurs, this redundant
unit can interrupt the power supply between the battery
and the signal head via an emergency relay. At the same
time, the remaining signal head units switch off automat-
ically due to the lack of communication from the crashed
unit. The algorithm of this redundant safety process is sum-
marized by Fig. 7. Note that the figure only represents the
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Fig. 6 Wireless and distributed traffic signal head units with solar
power
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case of two parallel signal heads for simplicity. In the case
of more units, every unit is involved in the communica-
tion respectively. The communication depicted in Fig. 7 is
quasi continuous, i.e. the exchange of messages among the
signal head units as well as that of between the solar power
unit and its related signal head unit must be repeated with
high frequency.

Of course, the proposed system can be built without
solar power system as well, e.g. by connecting to the pub-
lic electricity network. In this case, the safety function of
the solar power unit can be substituted with a similar con-
trol unit used for the cabled power supply.

3 The base of safe distributed operation

According to the standard EN 12675:2018 (traffic signal
controllers. Functional safety requirements [17]) any sig-
nal state endangering the road traffic must be prevented
during operation, i.e. a safeguarding facility shall lead to a
safe state of operation as defined in [17]. Beyond the typ-
ical hardware/software errors in the traffic light system,
the distributed architecture might also effect additional
hazard for safe operation. Therefore, this necessitates a
different safety concept compared to that of the traditional
road traffic controller (presented in Introduction).

The distributed logic is ensured in a way that each signal
head unit is identical considering the hardware as well as
the software. It also means that the units know the whole
signal program and this makes it possible that no central
unit is needed to dictate the next signal states. The sole
master function dedicated to one of the units is the check
and control of time synchronization together with pro-
gram change. If any of the units is delayed or is in hurry
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Fig. 7 Flowchart of the redundant functioning for distributed traffic signal control (the picture considers only two signal head units for simplicity)
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compared to that master time, the master shall ensure syn-
chronization. The program changes (e.g. when dynamic
signal programs are used) are also controlled by that mas-
ter unit, i.e. after the confirmation of all other units for pro-
gram change (and the time of change), the master starts the
program change process. The master unit has no any other
master function, i.e. every signal head control unit has the
same privilege. This also means that any signal head con-
trol unit can start a fail-safe process in the case of failure.
In order to make the distributed signal operation safe
as possible proper checks have to be performed prior to
the physical signal visualization on the light sources.

Sys1_Power_ON

SHCU2_Mess
SPU1_or_SHCUA_disprovgs[ ]

Sys1_Poyer OFF
Pow_OFF

SHCU1_Mess_OK

SHCU2_Mess_OK

Accordingly, every second (as the smallest discrete time
interval in traffic signalization is typically 1 second) just
before the light switching each signal head control unit
verifies and confirms if the following points (according to
the requirements listed in the Appendix) are valid regard-
ing the previous signal states:
1. no conflicting green signals;
2. no failure in safety timings (intergreen time or min-
imum green time);
3. no display of unintended signal and no failure in
correct signal timing;
4. no failure in displaying of correct signal sequence.
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Nomenclature for the figure:
-SPU1 / SPU2: Solar Power Unit1 /2
- SHCU1 / SCU2: Signal Head Control Unit 1/ 2

- Sys1_Power_ON / Sys2_Power_ON: the electric power of system 1 (SHCU1 and SPU1) / system 2 (SHCU2 and SPU2) is on

- Sysl_Power_OFF / Sys2_Power_OFF: the electric power of system 1 (SHCU1 and SPU1) / system 2 (SHCU2 and SPU2) is off
-SHCU1_Mess_sent / SHCU2_Mess_sent: the message of SHCU1 / SHCU2 is sent

-SHCU1_Mess_OK / SHCU2_Mess_OK: the content of the message from SHCU1 / SHCU2 is confirmed by SHCU2 / SHCU1

- SHCU1_Mess_fails_or_lost / SHCU2_Mess_fails_or_lost: the content of the message from SHCU1 / SHCU2 fails or the message is not arrived
-SPU1_or_SHCU1_disproves / SPU2_or_SHCU2_disproves: SPU1 or SHCU1 / SPU2 or SHCU?2 disproves error-free functioning of SHCU1 or SHCU2
- SHCU1_Mess_sent_but_Sys2_Pow_OFF: the message of SHCU1 is sent, but the electric power of system 1 (SHCU1 and SPU1) is off

- SHCU2_Mess_sent_but_Sys1_Pow_OFF: the message of SHCU2 is sent, but the electric power of system 2 (SHCU2 and SPU2) is off
-SHCU1_sends_no_Mess / SHCU2_sends_no_Mess: SHCU1 / SHCU2 is not able to send message to SHCU2 /SHCU1
-SHCU1_gets_no_SHCU2_Mess / SHCU2_gets_no_SHCU1_Mess: SHCU2 / SHCU1 gets no message from SHCU1 / SHCU2

- Sys1l_and_Sys2_Power_OFF: the electric power of both systems (SHCU1 and SPU1 as well as SHCU2 and SPU2) / is off

- Reset: reset operation is necessary to restart both systems (SHCU1 and SPU1 as well as SHCU2 and SPU2)

Fig. 8 The Petri Net (carried out in PetriDotNet [20]) of the redundant functioning for distributed traffic signal control (the model considers the

operation of two signal head units)



On the one hand, the signal head units must go through
the above checklist concerning itself (for which no com-
munication is needed with the other units). On the other
hand, every unit has to check the error-free functioning of
all other signal heads in parallel based on the wireless com-
munication. Obviously, the frequency of the communica-
tion is critical in this checking process. Beside the technical
capability of the radio unit, one has to consider the standard
EN 50556:2018 (Road traffic signal systems [18]) which
defines 7 different classes for handling dangerous failures:
from 100 ms up to 850 ms intervals. The time intervals
defined by the standard mean the maximum times from the
dangerous signal is present until the state has been removed.
Accordingly, the safeguarding operation shall become
active within 850 ms at most. This value has to be prudently
considered when setting the frequency of the communica-
tion for the distributed traffic signal control system.

4 Safety analysis of the fail-safe distributed traffic
controller using Petri Nets
Petri Nets (PN) modeling is a powerful mathematical tech-
nique for the description of discrete event dynamic sys-
tem [19]. Moreover, PN can be used for the analysis of
safety-critical systems. As a justification for practical appli-
cability of the proposed distributed traffic control system,
the redundant operation (Fig. 7) was modelled by Petri
Nets. For this reason PetriDotNet, a PN editor and analysis
tool was used [19]. Fig. 8 shows the Petri Net model of the
redundant functioning for distributed traffic signal control.
The model only considers two signal head units for the sake
of clarity. Nevertheless, the same operation can be extended
for further signal head units due to the identical safety pro-
tocol of the units, i.e. any of the units can lead the whole
system to a fail-safe state.

The operation modelled by Petri Net in Fig. 8 assumes
periodic processes inside, i.e.

» SPU1 /SPU2 periodically checks the error-free func-

tioning of SHCU1 / SHCU2,
+ SHCUl / SHCU2 periodically sends messages
towards SHCU2 / SHCUI,

References

[1]  Papageorgiou, M. "Overview of Road Traffic Control Strategies",
IFAC Proceedings Volumes, 37(19), pp. 2940, 2004.
https://doi.org/10.1016/S1474-6670(17)30657-2

[2] Kisgyorgy, L. "Jelzélampas forgalomiranyitas gyakorlati problémai”
(Practical problems of traffic signal control), In: Hamarné Szabo
Maria (ed.), Kozlekedésfejlesztés Magyarorszagon, Budapest,
Magyarorszag, 2016, pp. 200-208. (in Hungarian)

Tettamanti | 923
Period. Polytech. Civ. Eng., 63(3), pp. 918-925, 2019

« SHCUI / SHCU2 periodically receives and checks

the messages from SHCU2 / SHCUL.

Based on the Transition-Invariants (T-Invariants) of the
modelled Petri Net, one can justify that the whole system
goes to fail-safe state whenever a critical problem occurs
in any of the subsystems, i.e. any of the signal head control
units fails or communication is lost among the units of the
system. The calculated T-Invariants simply showed that
all firing series of the Petri Net induced by any error result
in the "Power OFF" state of both subsystem, i.e. SPUI1,
SPU2, SHCUI, and SHCU?2 are switched off.

On the other hand, as the modelled Petri Net is dead-
lock-free, it is confirmed that the proposed system might
work infinitely if error-free operation is guaranteed.

Finally, the Petri Net based analysis also showed that
the system is bounded (I-bounded safe net) which means
that the number of tokens is limited in the state space.
Thus, the state space is bounded as well.

5 Conclusions

A novel concept for wireless and distributed traffic control
system has been introduced, which enables that local traf-
fic management of intersections is controlled without a cen-
tral control unit. The system realizes a distributed control
method based on the signal head control units. The solution
can reduce installation and maintenance costs, especially if
electric power supply is ensured by solar panels.

As a justification for practical applicability, the fail-
safe and redundant operation of the proposed distributed
traffic control system was modelled by a formal method
(Petri Nets).

The presented concept is under continuous develop-
ment and will be extended to make it usable for coordi-
nated traffic signalization, i.e. when several signalized
junctions are coordinated on an arterial road.

Acknowledgement
This paper was supported by the Janos Bolyai Research
Scholarship of the Hungarian Academy of Sciences.

[3] Swarco Group "Intersection of Things", Drive On, The Corporate
Magazine of the Swarco Group, 1, pp. 4-5,2018. Available at: https:/
www.swarco.com/sites/default/files/public/swarco-downloads/
SWARCO Drive%200N%2018.pdf [Accessed: 22 August 2019]

[4] Swarco Group "Swarco SCC-AIR Processing / Networking Unit,
Technical datasheet", [online] Available at: https://www.swarco.com/
products/traffic-light-controllers/scc-air [Accessed: 22 August 2019]


https://doi.org/10.1016/S1474-6670(17)30657-2
https://www.swarco.com/sites/default/files/public/swarco-downloads/SWARCO_Drive%20ON%2018.pdf
https://www.swarco.com/sites/default/files/public/swarco-downloads/SWARCO_Drive%20ON%2018.pdf
https://www.swarco.com/sites/default/files/public/swarco-downloads/SWARCO_Drive%20ON%2018.pdf
https://www.swarco.com/products/traffic-light-controllers/scc-air
https://www.swarco.com/products/traffic-light-controllers/scc-air

924 Tettamanti
Period. Polytech. Civ. Eng., 63(3), pp. 918-925, 2019

[5] Siemens "Siemens Sitraffic SSTS, Outstation for the control of
motorway traffic management system", [pdf], Siemens AG, Munich,
Germany, Available at: https:/assets.new.siemens.com/siemens/
assets/api/uuid:90c3d85ac7e65fd042d8277¢2092da6ef79f108e/
version:1520611108/sst5-en.pdf [Accessed: 22 August 2019]

[6] Fagnant, D. J., Kockelman, K. "Preparing a nation for autonomous
vehicles: opportunities, barriers and policy recommendations",
Transportation Research Part A: Policy and Practice, 77, pp. 167—
181, 2015.
https://doi.org/10.1016/j.tra.2015.04.003

[71 Szalay, Zs., Nyerges, A., Hamar, Z., Hesz, M. "Technical
Specification Methodology for an Automotive Proving Ground
Dedicated to Connected and Automated Vehicles", Periodica
Polytechnica Transportation Engineering, 45(3), pp. 168—-174, 2017.
https://doi.org/10.3311/PPtr.10708

[8] Varga, 1. "A Congestion Detection Based Traffic Control for
Signalized Intersection", Periodica Polytechnica Civil Engineering,
62(2), pp. 398-403, 2018.
https://doi.org/10.3311/PPci.10917

[91 Csiszar, Cs., Foldes, D. "System Model for Autonomous Road
Freight Transportation", Promet - Traffic & Transportation 30(1),
pp. 93-103, 2018.
https://doi.org/10.7307/ptt.v30i1.2566

[10] Vincent, D. "Wireless Traffic Signal Control - How Boulder saves
a bundle by replacing T1 lines with private wireless technology",
IMSA Journal, pp. 57-58, 2008. Available at: http://www.imsasa-
fety.org/journal/jf08/21.pdf [Accessed: 22 August 2019]

[11] Thatsanavipas,K.,Ponganunchoke,N.,Mitatha,S.,Vongchumyen,C.
"Wireless Traffic Light Controller", Procedia Engineering, 8, pp.
190194, 2011.
https://doi.org/10.1016/j.proeng.2011.03.035

[12] Bo, L., Fusheng, Z. "Traffic Signal Control System Based on
Wireless Technology", In: 2013 Third International Conference
on Intelligent System Design and Engineering Applications, Hong
Kong, China, 2013, pp. 1578-1580.
https://doi.org/10.1109/ISDEA.2012.379

[13] Bemporad, A., Barcelli, D. "Decentralized model predictive con-
trol", In: Bemporad, A., Heemels, M., Vejdemo-Johansson, M.
(eds.) Networked Control Systems, Springer, London, UK, 2010,
pp. 149-178.
https://doi.org/10.1007/978-0-85729-033-5_5

[14] Tettamanti, T., Varga, 1. "Distributed traffic control system based on
model predictive control", Periodica Polytechnica Civil Engineering,
54(1), pp. 3-9, 2010.
https://doi.org/10.3311/pp.ci.2010-1.01

[15] Hujber, R., Tettamanti, T., Varga, 1. "Intelligent road traffic light sys-
tem with distributed control”, Budapest, Hungary, Patent number:
GO8G 1/095, 2019.

[16] Tamaskovics, G., Tettamanti, T., Varga, I. "Az intelligens jelzéfej
koncepcidja: vezeték nélkiili, elosztott rendszeri jelz6lampas forga-
lomiranyitas" (The concept of intelligent traffic signal head: wire-
less, distributed road traffic control), Kézlekedéstudomanyi Szemle,
45(6), pp. 45-54, 2016. (in Hungarian)

[17] CEN "EN 12675:2018 Traffic signal controllers - Functional safety
requirements”, CEN, Brussels, Belgium, 2018.

[18] CEN "EN 50556:2018 Road traffic signal systems", CEN, Brussels,
Belgium, 2018.

[19] Peterson, J. L. "Petri Net Theory and the Modeling of Systems",
Ist ed., Prentice Hall, Upper Saddle River, NJ, USA, 1981.

[20] Vor6s, A., Darvas, D., Hajdu, A., Klenik, A., Marussy, K., Molnar,
V., Bartha, T., Majzik, 1. "Industrial applications of the PetriDotNet
modelling and analysis tool", Science of Computer Programming,
157, pp. 1740, 2018.
https://doi.org/10.1016/j.scic0.2017.09.003

[21] CEN "EN 12368:2015 Traffic control equipment. Signal heads",
CEN, Brussels, Belgium, 2015.

[22] Amsterdam Group "Signal Phase and Time (SPAT) and Map Data
(MAP)", Washington, D.C., USA, 2015. [white paper] Available at:
https://amsterdamgroup.mett.nl/downloads/handlerdownloadfiles.
ashx?idnv=500795 [Accessed: 22 August 2019]

[23] ISO/TS 19091:2017 "Intelligent transport systems - Cooperative
ITS - Using V21 and 12V communications for applications related to
signalized intersections", 2017. [online] Available at: https://www.
iso.org/standard/69897.html [Accessed: 22 August 2019]

[24] SAE "J2735\ 200911 Dedicated Short Range Communications
(DSRC) Message Set Dictionary" SAE International, Warrendale,
PA, USA, 2016. [online] Available at: https://www.sae.org/stan-
dardsdev/dsrc/ [Accessed: 22 August 2019]

Appendix

Requirements for road traffic signal controllers

Road traffic controller constitutes a safety critical system
which also means that relevant technical and legal rules are
clearly determined by international standards as well as by
national legislation. As the paper presents a new techno-
logical concept for traffic light, all rules must be reviewed
and one has to prove their feasibility. Accordingly, the
wireless traffic signal controller with distributed system
architecture must also ensure the fulfillment of all relevant
requirements.

The basic hierarchy of technical legislation is depicted
by Fig. 9. The pyramid is nearly identical in all coun-
tries. On the one hand, the strongest legislative measures,
the laws, contain the general rules for traffic signal con-
trol system and determines the framework of operation on
national level, i.e. this is valid everywhere in the country.
On the other hand, technical specifications encompass the
detailed specific requirements for traffic lights on the basis
of the industrial standards and codes. This layer is usually
not mandatory per se. At the same time, laws frequently
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Guidance materials, policies

Fig. 9 The hierarchy of the technical legislation (also applicable for
traffic signal controller design)

refer to specific technical standards making them or the
parts of standards obligatory. Guidance notes or policies are
typically created by road authorities or operators and are
based on industrial standards partly or fully. An important
difference compared to the laws is that the technical specifi-
cations are not necessarily held mandatory at all times. They
are generally required by the road authority or operator for
specific procurement or acquisition, e.g. the installation of a
traffic signal system on freeways must always fulfill given
technical specifications (note that it can be different to that
of urban roads). In conclusion, the manufacturing process
of traffic lights and installation on the spot (location of the
poles and signal heads as well as other structural consider-
ations) are always subject to the valid industrial standards
given by several national and local obligations.

The European organization for public standards (CEN:
Comité Européen de Normalisation) works for harmonized
standardization creating and maintaining the European
Norms (ENs). Accordingly, the EU countries fully adopt
ENs or integrate them into the national standards and
technical specifications. Three basic European standards
hold for road traffic signalization systems specifically:

1. EN 12675:2018 Traffic signal controllers. Functional

safety requirements. [17]
2. EN 12368:2015 Traffic control equipment. Signal
heads. [21]

3. EN 50556:2018 Road traffic signal systems. [18]

In the followings, only those parts of the above stan-
dards are introduced which are relevant to determine
the functional safety requirements for traffic signal con-
trollers. Moreover, only the major faults are investigated
which are potentially hazardous to traffic (minor faults are
defined as events causing no hazardous situation). As a
basic requirement for traffic light, in the case of any major
fault the system shall switch to a specific failure mode, i.e.
a fail-safe functioning is ensured at all times. This fail-
ure mode is defined by the standard as "a non operational
state of the traffic signal controller in which the normal
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operation mode is replaced with a flashing yellow or a
signals off condition". The major faults can be classified
based on standard EN 12675 [17] as follows.

* Conflicting green signals: the simultaneous dis-
play of green lights allowing conflicting traffic
movements.

» Failure to display a red signal to traffic: the intended
red signal is not displayed.

* Unwanted signal: unintended signal causing ambig-
uous traffic situation.

» Failure to display the correct signal sequence: the
order and appearance of signals, displayed to traf-
fic, differ form that are prescribed in national
requirements.

» Failure in correct signal timing: the correct timing
of any signal group fails.

» Failure in safety timings: critical error when any
safety time setting (intergreen time or minimum
green time) fails causing hazardous traffic situation.

According to the listed major faults above, it is indis-
pensable that the wireless and distributed traffic signal
controller shall fulfill all critical requirements, i.e. it must
realize the same fail-safe operation as ensured by the tra-
ditional central traffic controllers.

In relation with the wireless technology, the technical
specification for Signal Phase and Time and Map Data
(SPaT/MAP) [22] must be also emphasized in future traf-
fic controller design. SPaT/M AP offers a potential channel
for detailed information exchange between traffic systems
and road users. Based on SPaT data the vehicles (or drivers)
can be informed about the current status and change of the
traffic signal ahead as well as about the next signal stage
change. It also provides information about approaching
traffic to optimize the signal system. MAP data describes
the physical geometry of one or more intersections. In con-
nection with SPaT/MAP the ISO/TS 19091:2017 norm [23]
is also important to mention as it defines the message, data
structures, and data elements to support exchanges between
the roadside equipment and vehicles. Finally, the guidance
of the SAE International is worth mentioning [24]. Under
the code SAE J2735 201603 the Dedicated Short Range
Communications (DSRC) Message Set Dictionary was
published. The aim of this document is to provide a mes-
sage set, and its data frames and data elements, specifi-
cally for use by applications intended to utilize the 5.9 GHz
DSRC for wireless access in vehicular environments.
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