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Abstract—Driven by the ever-growing expectation of ubiquitous
connectivity and the widespread adoption of IEEE 802.11 net-
works, it is not only highly demanded but also entirely possible
for in-motion vehicles to establish convenient Internet access to
roadside WiFi access points (APs) than ever before, which is re-
ferred to as Drive-Thru Internet. The performance of Drive-Thru
Internet, however, would suffer from the high vehicle mobility,
severe channel contentions, and instinct issues of the IEEE 802.11
MAC as it was originally designed for static scenarios. As an effort
to address these problems, in this paper, we develop a unified
analytical framework to evaluate the performance of Drive-Thru
Internet, which can accommodate various vehicular traffic flow
states, and to be compatible with IEEE 802.11a/b/g networks with
a distributed coordination function (DCF). We first develop the
mathematical analysis to evaluate the mean saturated through-
put of vehicles and the transmitted data volume of a vehicle
per drive-thru. We show that the throughput performance of
Drive-Thru Internet can be enhanced by selecting an optimal
transmission region within an AP’s coverage for the coordinated
medium sharing of all vehicles. We then develop a spatial access
control management approach accordingly, which ensures the
airtime fairness for medium sharing and boosts the throughput
performance of Drive-Thru Internet in a practical, efficient, and

Manuscript received April 15, 2014; revised October 14, 2014; accepted
March 12, 2015. This work was supported in part by the Canadian NSERC;
by the National Natural Science Foundation of China under Grants 61221001,
61201222, 61100213, and 61420106008; by the 111 Project (B07022); by the
University of Macau Research Grant under Grant MYRG2014-00140-FST; by
the China Scholarship Council; and by the Shanghai Key Laboratory of Digital
Media Processing and Transmissions. The Associate Editor for this paper was
L. Yang. (Corresponding author: Bo Liu.)

H. Zhou was with the Department of Electronic Engineering, School of
Electronic Information and Electrical Engineering, Shanghai Jiao Tong Univer-
sity, Shanghai 200240, China. He is now with the Broadband Communications
Research (BBCR) Group, Department of Electrical and Computer Engineering,
Faculty of Engineering, University of Waterloo, Waterloo, ON N2L 3Gl
Canada (e-mail: haibozhou@sjtu.edu.cn).

B. Liu is with the Department of Electronic Engineering, School of Elec-
tronic Information and Electrical Engineering, Shanghai Jiao Tong University,
Shanghai 200240, China (e-mail: liubo_l@sjtu.edu.cn).

F. Hou is with the Department of Electrical and Computer Engineering,
Faculty of Science and Technology, University of Macau, Taipa, Macau
(e-mail: fenhou@umac.mo).

T. H. Luan is with the School of Information Technology, Deakin University,
Burwood, VIC 3125 Australia (e-mail: tom.luan @deakin.edu.au).

N. Zhang and X. Shen are with the Department of Electrical and Com-
puter Engineering, Faculty of Engineering, University of Waterloo, Waterloo,
ON N2L 3Gl Canada (e-mail: n35zhang@uwaterloo.ca; xshen@bbcr.
uwaterloo.ca).

L. Gui is with the Institute of Wireless Communications, Shanghai Jiao Tong
University, Shanghai 200240, China (e-mail: guilin@sjtu.edu.cn).

Q. Yu is with the Institute of China Electronic System Engineering Corpo-
ration, Beijing 100141, China (e-mail: yuquan61 @qq.com).

Color versions of one or more of the figures in this paper are available online
at http://ieeexplore.ieee.org.

Digital Object Identifier 10.1109/TITS.2015.2416257

distributed manner. Simulation results show that our optimal
access control management approach can efficiently work in IEEE
802.11b and 802.11g networks. The maximal transmitted data
volume per drive-thru can be enhanced by 113.1% and 59.5% for
IEEE 802.11b and IEEE 802.11g networks with a DCF, respec-
tively, compared with the normal IEEE 802.11 medium access with
a DCF.

Index Terms—Drive-thru Internet, IEEE 802.11, DCF, satu-
rated throughput, spatial coordination.

1. INTRODUCTION

HE advance of wireless communications and pervasive

use of mobile electronics in the recent years have driven
the ever-increasing user demands of ubiquitous Internet access
[1], [2]. This is particularly evident for in-vehicle Internet
access with people now spending much time in cars [3]. As
a result, an extensive body of research has been devoted to
enabling vehicular communications with diverse applications
ranging from the road safety, trip entertainment to driving
efficiency and traffic management [4], [5].

Motivated by widespread deployment of wireless local area
networks (WLANSs) and great success of IEEE 802.11 standard,
a dominant approach of vehicular communications is to trans-
plant the WLAN prototype into the vehicular environments [6].
By deploying a multitude of IEEE 802.11 radio access points
(APs) along the roadside and opening them to vehicles, vehicles
are possible to acquire temporary and opportunistic wireless
connections for Internet access when they drive through the
coverage of APs, which is referred to as the Drive-Thru Internet
[6]. By using the grass root WLAN APs in the urban or
suburban areas, the Drive-Thru Internet is appealing due to
the low connection cost and high transmission rate [7], [8],
which can work as a useful complement to cellular networks
for transmitting delay tolerable contents [9], [10].

Despite that the IEEE 802.11 DCF has been proven to be
efficient to self-organize a mass of wireless nodes for dynamic
medium access and sharing fairly in both theory and real-
world deployment [11]-[13], its performance in the outdoor
vehicular environment is still unclear when a large number of
fast-motion nodes contend for transmissions at the same time
[14]. One of the major concerns is the performance anomaly
phenomenon in multi-rate 802.11 WLANS. As shown in Fig. 1,
the transmission rate from roadside unit (RSU) to a vehicle
depends on the distance between the vehicle and RSU. When
a number of vehicles contend the medium using the carrier
sense multiple access with collision avoidance (CSMA/CA)
and a vehicle located at the zone 4 obtains the current frame
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Fig. 1. The illustration of performance anomaly phenomenon in multi-rate
802.11b WLAN:S for vehicular medium access control.

transmission opportunity, the transmission rate is 1 Mbps. With
this low transmission rate, the time duration to transmit a frame
by RSU will be longer than that for a vehicle located at the
zone 1, which has a higher transmission rate. Therefore, the low
transmission rate will greatly reduce the average throughput
over all vehicles in the RSU’s coverage. This phenomenon is
referred as the performance anomaly.

Due to the performance anomaly phenomenon in multi-rate
802.11 WLAN, the throughput of all nodes transmitting at the
higher rate is degraded below the level of the lower rate, which
penalizes high-rate nodes and privileges the slow-rate ones [11],
[15]. To cope with this issue, the proposed solutions address
the issue of fairness constraint and throughput optimization
tradeoff for static wireless users in WLANSs [16], [17]. How-
ever, in the mobile vehicular environment, the throughput of
Drive-Thru Internet can be jointly determined by the following
three perspectives: 1) vehicular related traffic flow state (e.g.,
vehicular density, driving speed); 2) IEEE 802.11 Physical
layer related fault parameters [18] (e.g., bit rate, coverage
range); 3) IEEE 802.11 MAC layer related fault parameters
(e.g., MAC frame size, contention window size). To address the
performance anomaly in large-scale deployment of Drive-thru
Internet and efficiently adapt the IEEE 802.11 protocol accord-
ing to the real-time road traffic with light computation cost and
simple operations, we are motivated to address the following
questions: 1) How to theoretically and accurately evaluate the
IEEFE 802.11 DCF throughput considering different traffic flow
states and different versions of 802.11 products? 2) How to
achieve the optimal IEEE 802.11 DCF throughput under differ-
ent traffic flow states by overcoming the performance anomaly
phenomenon in vehicular environment? 3) How to ensure the
airtime fairness for medium sharing and boost the throughput
performance of Drive-Thru Internet?

To seek for the answers to above questions, in this paper, we
propose a unified analytical framework for Drive-Thru Internet
performance evaluation, which can be applied to the widely
deployed multi-rate IEEE 802.11a/b/g WLANs and adapt to
different traffic flow states scaled from the free flow state
to congested flow state. Towards this end, we first apply the
Fluid Traffic Motion (FTM) model which is widely used in the
traffic engineering analysis and some empirical data collected
from the traffic flow report [19] to analyze the contending
vehicle number and residence time within distinguished length
of spatial zones of AP’s coverage mathematically. By accu-
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rately modeling and formulating the relationship between the
coverage range and data rate, which is abstracted from the
real-world measurement data of IEEE 802.11a/b/g WLAN:S,
we present the mathematical expression of mean vehicular
saturated throughput and transmitted data volume per drive-
thru in IEEE 802.11 networks with DCF. Particularly, observed
from the unique mobility feature of vehicles in VANET, i.e.,
the relatively fair medium access opportunity during the AP’s
sojourn time, almost similar velocity, and the same mobility
direction on each driving lane, we can schedule the vehicles
to transmit in the optimally selected spatial region of coverage
range that can achieve maximal mean saturated throughput and
transmitted data volume, which are validated using numerical
analysis. The main contributions of the paper are two-fold:

* Unified Drive-Thru Internet analytical framework: exist-
ing literature largely adopt one of the IEEE 802.11 proto-
cols (i.e., IEEE 802.11a/b/g) for the Drive-Thru Internet
performance analysis and evaluation. In this paper, we
derive the mathematical expression of the mean satu-
rated throughput of Drive-Thru Internet and the mean
transmitted data volume per drive-thru, based on the
widely deployed three types of network models (IEEE
802.11a/b/g networks) and fluid traffic motion model.
Using empirical data, the proposed analytical framework
is much closer to real vehicular environments and can be
applied to analyze the Drive-Thru Internet performance
under various vehicular traffic flow states.

* Optimal access control: based on the collected empirical
data from real-world WiFi networks and traffic trans-
port environments, we develop an optimal access control
scheme. The proposal optimally determines the best spa-
tial region in which vehicles should start medium access
and sharing to achieve the maximal system throughput.
The proposed access control scheme is directly applica-
ble to off-the-shelf IEEE 802.11a/b/g APs and has the
advantage of simple and flexible operability. Moreover,
through both analysis and extensive simulation results, we
show that our proposal can ensure the airtime fairness for
medium sharing and boost the throughput performance of
Drive-Thru Internet.

The remainder of this paper is organized as follows.
Section II gives the related literature. Section III describes
the network model. Section IV presents the performance and
optimal access analysis in Drive-Thru Internet. Section V
describes the optimal access control management realization.
Section VI validates the analysis accuracy with simulations, and
Section VII closes the paper with conclusions.

II. RELATED WORK

In spite of the increasing research popularity of VANET ori-
ented applications using WiFi as a wireless access approach, the
extensive researches focusing on the performance evaluation
and related enhancement strategies in IEEE 802.11 networks
with DCF do not consider the specific vehicular environment,
and only few literature investigate the Drive-Thru Internet most
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recently. In this section, the related work presentation includes
two parts: 1) IEEE 802.11 DCF related performance evalua-
tion and enhancement strategies in general wireless networks;
2) Drive-Thru Internet oriented performance analysis and im-
provement strategies.

In term of IEEE 802.11 DCEF related performance evaluation
and enhancement in general wireless networks, the majority
of literature investigated the performance anomaly impact on
the IEEE multi-rate 802.11 networks and corresponding im-
proving strategies. The performance anomaly phenomenon was
first reported in [11], which is taken IEEE 802.11b networks
for instance. Inspired from this report, in [15]-[17], [20], the
analytical performance anomaly in IEEE 802.11 networks with
multiple transmission rates is demonstrated and some possible
remedies to improve the performance in IEEE 802.11 networks
are developed, such as optimally selecting the initial contention
window, frame size, maximal backoff stage etc., depending on
the PHY-layer transmission rates and traffic states. Recently, in
[13] and [21], the accurate and unified analytical framework
for both saturated and unsaturated traffic load scenarios are
proposed. In [22], under a mixture of traffic scenario, a ser-
vice differentiation model without prioritization are specifically
designed to improve the performance of delay and throughput
sensitive traffic in multi-rate 802.11 network.

Different from general IEEE 802.11 networks, the introduced
vehicular environment makes Drive-Thru Internet unique in
term of some traffic features. In [14], the impact of vehicular
mobility on the MAC of Drive-Thru Internet is investigated,
and the corresponding MAC parameters adjustment in tune with
the nodal mobility for throughput improvement of 802.11 DCF
is proposed. In [23], [24], the impact of road traffic on the
throughput performance of Drive-Thru Internet is discussed,
and a MAC protocol to control the transmission probability
of vehicles for maximizing system throughput is proposed. In
[25], the uplink MAC performance of Drive-Thru Internet is
evaluated. It is worthy of mention that this paper points out
that the higher throughput can be achieved by determining
the optimal admission control region by using simulations.
However, how to reach the optimal drive-thru throughput for
different traffic flow states and multi-rate 802.11 network mod-
els is lacked. In addition, similar with the cooperative relay
approach proposed in [26], in which nodes located within high
transmission rate region will repeat/relay the data to the node

A widely deployed Drive-Thru Internet scenario for Internet service provisioning.

with low transmission rate to address the rate anomaly problem,
in [27], a multi-vehicular maximum (MV-MAX) approach is
introduced. However, those relay based approaches are less fair
than the IEEE 802.11 DCF.

III. SYSTEM MODEL

We consider Drive-Thru Internet to support various vehicle-
oriented applications, such as multimedia content distribution,
file downloading/uploading and web browsing etc. As shown
in Fig. 2, a roadside unit (RSU) is installed on the roadside
which serves as the gateway to provide Internet services to
vehicles driving through the RSU’s coverage. The RSU is also
referred to as access point (AP). Therefore, we use RSU and AP
interchangeably in the paper. As discussed in [12], the multi-
rate spatial zones within AP coverage can be divided into three
types according to the achieved drive-thru throughput: 1) entry
zone; 2) production zone; 3) exit zone. Vehicles within the
different zones will achieve different transmission bit rates.

In multi-rate spatial zones, the performance anomaly phe-
nomenon highly degrades the performance of Drive-Thru Inter-
net. To address this problem, we propose an optimal access con-
trol approach in this paper. By considering different traffic flow
states and combining the empirical data collected from the real
IEEE 802.11 networks test, the proposed approach regulates
vehicles in optimal access control region to share the medium
fairly and efficiently such that a higher drive-thru throughput
can be achieved for all vehicles within the AP’s coverage.
Before analyzing and formulating the proposed approach, we
describe the vehicle mobility model and vehicle to roadside unit
(V2R) communication model as follows. To be clear, the many
symbols used in this paper have been summarized in Table I.

A. Vehicle Mobility Model

We apply the fluid traffic motion (FTM) model to capture the
macroscopic relationship between the average vehicular speed
and traffic density on the road [28], which can be expressed as

)}

where U, Umin and vpmax denote the vehicles’ average, minimal
and maximal speed, respectively. o and ¢, are the factual

g

U = max {Uminavmax (1 - (1)

Ojam
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TABLE 1
SUMMARY OF IMPORTANT SYMBOLS
Symbols Associated with Network Model
U, Umax The vehicular average driving speed and maximal speed constraint.
O, Omax The factual traffic density and jammed traffic density.
L,¢ The roadway segment length and mean length of vehicles.
Dy The mean vehicular arrival rate.
fu(vs) The pdf of normal distribution of speed v; of arbitrary arriving vehicle 7.
fI]: (1), FII: ‘(1) | The pdf/cdf of vehicle’s residence time within Ly, —length roadway segments.
[ls: The mean vehicle’s residence time within Ls, —length roadway segments.
N The mean number of vehicles within c;-long coverage range zone.
S The investigated IEEE 802.11 protocol set.
R The adaptive transmission rate set of IEEE 802.11 protocols.
C The transmission coverage set of different transmission rates.
Qser The traffic flow state set under different traffic densities.
Symbols Associated with MAC Protocol
3 The conditional probability that any vehicle transmits in the randomly chosen slot-time.
p‘kr The probability that there is at least one transmission within transmission zones set Zg.
PRt The probability that a successful transmission on the considered channel within Z.
E [Ts’;fs The mean time that the channel is sensed busy due to the successful transmission within Zj,.
E[Tl;f_sk The mean time that the channel is sensed busy due to a collision within Zj.
E[T50t) The mean time-slot using RTS/CTS mechanism in DCFE.
R The nodal throughput passing k£ continual transmission zones.
Fr() The function of mean total amount of transmitted data from/to AP.
:c;‘i (Qtype) The optimal channel access range for vehicles within AP’s coverage.
TABLE II
120t | TRAFFIC FLOW STATE PER LANE FOR DIFFERENT DENSITIES [19]
. Traffic flow state
1 Density (veh/km) TSL | Speed (km/h) Flow operations
0—38 A > 97 free
_ 100 1 9-13 B > 92 reasonable free
= 14 — 19 C > 87 stable
g 90 ] 20 — 27 D > 74 borders on unstable
] 28 — 42 E > 49 extremely unstable
2 43 — 63 F <49 forced or breakdown
@ g0k Qo’ J
=0 Free flow state Fe—m
70 ‘=0~ Reasonable free flow L Service F | 3500 ‘ ‘ ‘ .
=0 Stable flow state P 1
=0~ Borders on unstable flow 3000 - oW : : i
60 (. -0 Extremely unstable flow 1 °°°¢ : '
-0 Forced / breakdown flow | . ‘ B 2500 < ‘4) #7/ Near :_) s |
S O capacity >t :
0 10 20 30 40 50 60 70 = ‘é’ .
Density (Vel/km/lane) g & @
< 2000 ‘09 _
Fig. 3. The relationship between the vehicular density and driving speed. 2z ’f
£ 1500} r 4 .
= )
traffic density and jammed traffic density, respectively. ojam & o ‘=0 Free flow
in unit of vehicular number per meter is determined by the E 1000 - n°p '=0=' Reasonable free flow 1
capacity of roadway segment. Let £ be the mean length of o '=é= Stable flow
. . . . a == Borders on unstable flow
vehicles, which is about 6 meters in general. We can have 500 g o Ertremelvunsiablcfiow ||
0jam = 1/£ at the extreme case. Considering the driving space 2 e Firvei] or);)reakdown flow
between vehicles for safety issue, the typical value of ¢qm, is ﬂ(l)fr m % W m < o 2o
set as 115/1000 [19]. Density (Vel/km/lane)

As shown in Fig. 3, the vehicular speed is monotonically
decreased with the increased traffic density, and finally lower
bound to vy, when the traffic congestion reaches a critical
state. Here, we define vp,i, = 0 for the simplified analysis.
Based on different traffic density, there are six-level traffic flow
states [19], [29], which correspond to six traffic service levels
(TSLs) and six flow operation scenarios shown in Table II.
Meanwhile, Fig. 4 shows the relationship between the traffic

Fig. 4. The relationship between the vehicular density and traffic flow.

density and the traffic flow state, ranging from the uncontested
traffic state, near capacity traffic state to the congested traffic
state. With the increase of traffic density, the traffic flow can be
dramatically increased and finally reach a peak value.
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TABLE 111
MEASUREMENT DATA IN AN OPEN INDOOR OFFICE ENVIRONMENT FOR 802.11a, 802.11b, AND 802.11g. (IN UNIT OF ft)

Date Rate Mbps) || 54 1 4g | 36 | 24 | 18 | 12 | 11 | 9 | 6 | 55| 2 1
Protocol
IEEES02.11a 4550 ] 65 [ 85 [ 110130 | - [ 150 [ 165 - [ - | -
IEEES02.11D R - - - - 160 | - - [ 220 | 270 | 410
IEEEB02.11¢g 90 | 95 | 100 | 140 | 180 | 210 | 160 | 250 | 300 | 220 | 270 | 410
Fora roadway segme'nt with alength L, let‘ AT an'd N degote : —a IEEE 802.11a WLAN standard |-
the average vehicle arrival rate, average vehicle residence time S4 LA N —o IEEE 802.11g WLAN standard |
and average number of vehicles within the L roadway segment, ! N —= [EEE 802.11b WLAN standard |
respectively, where ' =L/0 and 0 < N < L~ Ojam. Let o¢ 48 (I ",\ : : 1 ]
denotes the critical traffic density which leads to the maximum % LY : : ,
hicl ival Wi h th lati hip b - T '\ : The coverage range P
vehicle arrival rate. We can have the relationship between 0. 2 . «  ( gap for maximal and o
and traffic density o established in lemma 1: E 4 ' S minimum datarate /]
Lemma 1: The critical density value o, iS 0j4m /2, and the E{ ke ' :
arrival rate A is directly increasing with traffic density o € & f
[0, (0jam/2)] and inverse proportion with & € [0jam /2, Tjam]. & 24 Al ? N 1
The range of traffic flow rate is [0, Vimax0jam/4]. = sk L0 L |
Proof: Using the Little’s law, we can get that the mean 12k 1y i - i
vehicle arrival rate can formulated as 1k R S i
9F-- S 3
_ _ sSF et : 9
N N B T
( U) 50 100 150 200 250 300 350 400410
The transmission distance between the AP (ft)
Combining the expression o = N /L and (1), we can get ) N )
Fig. 5. The relationship between the transmitted data rate and the coverage
range of AP.
U d
A= Umax0 — ﬂ02~ (3)
Ojam

By setting first order derivative of (3), it is clear to find the
critical density value o, and the minimal and maximal traffic
flow rate can also be obtained. The lemma is proved. |

B. V2R Communication Model

We consider a unified multi-rate multi-protocol transmission
model. In specific, the RSU’s coverage is divided into different
zones based on the applied transmission protocols (e.g., IEEE
802.11a, IEEE 802.11b, or IEEE 802.11g) and the distance
from the RSU. Vehicles within different transmission zones
have different transmission rates. Some notations are given
in the following definitions to easily formulate this multi-rate
multi-protocol transmission model.

Definition 1: Let S = {s1,s2,s3} denote the protocol set,
where s;, so and s3 represent the protocol IEEE 802.11a,
802.11b and 802.11g, respectively. Let R = {7, ,,[s; € S,2; €
Z} be the adaptive transmission rate set, where z; represents
the j-th rate zone.

Definition 2: Let Cg, be the whole coverage range of the s;-
th 802.11 protocol, and C be the coverage set of different trans-
mission rates, where Csyyz; = \:csi’z”l — Ts, 2 | is the coverage
range of j-th transmission rate zone, s, ,; denotes the coverage
range point of j-mode transmission rate zone using s;-th 802.11
protocol, and Cg, =2 - szez Csi\z,-

Table III provides the measurement data for three types
of IEEE 802.11 protocols under different communication set-

tings,! which is from [30]. According to the Definitions 1-2 and
Table III, the coverage set of different transmission rates with
different transmission protocols can be expressed as

681721 Csl,zz Cslazj C317212
C= Csy,zy Csy,zo CSQ,ZJ' Csy,210
_083721 053122 CS3,ZJ' 0837212
[45 5 15 20 25 20 — 20 15 — — —
=|- - - - — — 160 — — 60 50 140
190 5 5 40 20 20 30 10 30 20 30 110

“)

Meanwhile, we show the relationship between the distance
d, and transmission rate in Fig. 5. It is observed that the
transmission rate using all 802.11 protocols in S is directly
proportional to the coverage range except several special points
such as 160 ft, 220 ft and 270 ft for 802.11g networks,

Thus, for any vehicle n within the RSU’s coverage, the
transmission rate 7, from the RSU to the vehicle when using

IThe current communication settings in the measurement of 802.11a/b/g
networks are 40 mW with 6 dBi, 100 mW with 2.2 dBi, and 30 mW with 2.2 dBi
gain diversity patch antenna, respectively. Even though the measurement data
is just for open indoor office environment, this is only available complete test
data, and compared with the investigated 802.11b networks model in [12], there
is few difference for the test data. In addition, this data is rational and feasible
for the urban case with high buildings. Hence, we use this measurement data
for the outdoor Drive-Thru Internet performance analysis.
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s;-th protocol is a function of distance from RSU to the vehicle.
It can be expressed as

e (t) = {T5i72j |x5iazj <vU- F(t) < IS'thJrl}vn eN ()

where I'(t) is the sojourn time within RSU’s coverage and ©
denotes the average driving speed.

IV. DRIVE-THRU THROUGHPUT AND OPTIMAL
ACCESS ANALYSIS

To analyze the drive-thru throughput performance, we first
analyze the mean contending vehicular number and residence
time within AP’s coverage. Then, we analyze the drive-thru
throughput of multi-rate WLANs with DCF. Finally, we for-
mulate the optimal spatial coordinated channel access region in
multi-rate WLANS to optimize the drive-thru throughput and
whole transmitted data volume.

A. Contending Vehicle Number and Residence Time Within
AP’s Coverage Analysis

Note that the coverage range of AP along the road is symmet-
ric, and let Lg, be the first half (mirror) coverage range of the
s;-th 802.11 protocol and c, ,; is the first half (mirror) coverage
range of j-th transmission rate zone. For simplification, we
neglect the notion s; in the following rest space, i.e., we take
one type of 802.11 protocol for example, which can be extended
to the unified multi-rate transmission rate analytical model.
According to investigation in [19], the speed v; of arbitrary
arriving vehicle 7 follows the PDF of normal distribution, which
is given by

Y=L (R

fo(vi) TV (6)
where U € [Vmin, Vmax)» 0y = k¥ and vpin = U — mo,. As it’s
justified in [31], J,, and the two-tuple (k,m) can be found in
the typical values of velocity distributions, which is based on
the experimental data. To avoid generating the negative speeds
or some values approaching to zero, a truncated version of
vehicular speed distribution will replace (6). By defining the
function erf(z) = (2/7) [ e~*"dt, and the truncated vehicular
speed dlstrlbutlon can be rewritten as

Py f)
fu(Vz) - f:::x fy(Vi)de
fV(Vi)
= : (7
1 Vmax—V 1 Vmin—V
serf (457 ) = gert (43277

Lemma 2: Given the coverage range Ls, and the speed of
arbitrary arriving vehicle follows the normal distribution, the

PDF of vehicle’s residence time fFL *i (1) is as follow,

) )
Vmax Vmin

®)

2
L., M- L, <éf> L. L.
fri(r) = —==e TE{ : }
T
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Proof: The real-world road test indicates that the vehi-
cle’s speed can keep constantly for several hundred meters.

Based on the reference [31], the cumulative distribution func-
tion (CDF) of vehicle’s residence time FFL *i(7) can be derived

by combining the CDF of vehicle’s speed E , shown as

L, -
Fri(r)=1-F, (L:‘):l—l\z/l 1+erf<6fy>] 9)

where M =2/ (erf((vmax — ) /0, V/2) —etf((Vmin — ) /5,V/2)).
By setting the derivative of the CDF of vehicle’s residence

time FFL (1) and combining the expression (d/dx)erf(z) =
(2/y/7)e~*", we can prove the lemma. [ |

Based on the PDF of vehicle’s residence time fFL (1), we
can easily get the expression of mean vehicle’s residence time
within a fixed distance with a length L,,, shown as

Lsi/’/min
SLe Ls,;
s = Tfr (T)dr
Ls,; /Vmax
Ls-/l’min I‘t"i—z/)z
M-Lg ~\ 5v2
_ / 5o N g o)
T,V 21

Ls; /Vmax

i

Considering that multi-rate transmission zones have different
individual coverage, the vehicles residence time I'“% within
¢z, -length road segment is

CZ]‘
= ez
ZjGZ Czj

[ =Tl= (11)

where ¢, / sz ¢z Cz; 1s the limiting probability that one vehi-
cle locates within the zone z;.

Theorem 1: The mean number of vehicles N within Cz;-
long coverage range zone follows the Poisson Distribution, and
the mean number of vehicles N7 equals to

Ls,
Ilei e, -9,
szeZ Cz;

Proof: According to the proof in [31], the probability of
having n vehicles within a Ly, -length coverage range zone is

N = (12)

] -
pre _ L) el

, (13)
n:

Hence, we can get the mean number of vehicles NZLs: within a
Ly, -length coverage range zone, shown as,

ZnP 5

n=0 n=1
X (9, Tl 9, TLei ) 0o
D Rl

By applying the Taylor Expansion, ie., e™ =Y (m)"/
nl, Vm, we can get that ZOO L@, L=/ (n — 1)1 =
o (BT Fe)™ ()l = €T

Hence, mathematically,
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we have the expression that the number of vehicles in Lg;-

. L., = ..
length coverage zone. ie., N * =Tls .4,. Combining
thellimit.ing probability ¢,/ Z;j ez Co; that the number of
vehicles in the Ca, -length transmission zone, we can prove the
theorem. [ |

B. Vehicular Drive-Thru Throughput Analysis

We consider a fundamental random medium access con-
trol scheme in IEEE 802.11 protocol [32], namely, collision
avoidance carrier sense multiple access (CSMA/CA) based dis-
trusted coordination function (DCF), to analyze the vehicular
drive-thru throughput in Drive-Thru Internet. In addition, to
eliminate the hidden terminal problem, we consider the IEEE
802.11 standard for WLAN medium access control in which
the packets are transmitted by means of RTS/CTS mechanism.
For generic analysis, the maximum backoff stage denoted by m
and the contention window size CW are considered. We assume
that the conditional probability ¢ that any vehicle transmits in
the randomly chosen slot-time is no relation with the vehicles’
position. Under a constant and independent conditional colli-
sion probability p, £ can be expressed as,

2

£= - -
1+ CW + pCW Y7 (2p)d

s)

p€0,1]

when p =0, we can get that £ =2/(1+CW), and p =1,
(15) is written as £ = 2/(1 +2™CW).

Within the z;-th transmission zone, let pZ be the probability
that there is at least one transmission within this zone during
the considered time-slot. Given the number of vehicles within
this transmission zone as N % , and mathematically, we have
the probability pZ’ that is

N
pl=1-(1-" " (16)
where for any IEEE 802.11 protocol, i.e., Vs;, N is related
to the limiting probability, i.e., ¢, / ZziEZ ¢4, that one vehicle
locates within the zone, and can be obtained using (12).

For the AP’s coverage with multi-rate transmission zones, if
multiple continual transmission zones are considered, the prob-
ability pi” that there is at least one transmission within & contin-
ual transmission zones set Z, i.e., Zy = {z1,22,...,%}, and
k < |Z|, can be expressed as,

k =7Cz;
i =1-J[a-9"" 7)
j=1

where for k = |Z|, which means that in a whole Ls,-length
transmission coverage of AP, (17) can be formulated as

12| ‘27': §E% ey,
J
=1L - %" =1— (1 - )= e
j=1
N "7si [ R
S (1-g) e (1N

(18)

Lemma 3: Within the specified z;-th transmission zone, and
given the number of vehicles is N the probability pZ* that a
successful transmission on the considered channel equals to

o Nog—g9®™7Y
R (A

19)

Proof: pZ* can also be understood as the probability that
only exactly one vehicle transmits within the specified z;-th
transmission zone, with the condition that at least one vehicle
transmits factually. Hence, mathematically, we have

Nesg(1-9 W7D Fesg1-g @7
v 1-(1-6)~"

(20)

su
pz_j -

Using the (16), we can prove the lemma. |

Lemma 4: Given the k continual transmission zones, i.e., k =
|Zy|, the probability p;* that a successful transmission on the
considered channel equals to

k

= (Zﬁzlw%) (1 - g)(ZJI N 1) |

= (1—gam V™

k< |Z|

ey
Proof: Based on the Lemma 3 and combining the
Eq. (17), we have the probability p;“ that,

(2, o) 61— 2 ¥
Pr = : Nz ;
LTI, (1)

k< |z

(22)

we can easily prove the lemma. Especially, if we consider a
whole L, -length AP’s coverage, i.e., k = |Z|, we can have the

expression of i as, pif = NLag(1— &) N™i=1) /(1 — (1 —

V). m

We consider the RTS/CTS medium access control mecha-
nism, and the collision can only happen on RTS frames. For
such a mechanism, let E[77;°, ] and E[T};, ] be the mean time
that the channel is sensed busy within z;-th transmission zone
due to the successful transmission or a collision, respectively.

Mathematically, E[T ", | and E[T};°, ] can be expressed as,

su,z bu,z;

E [T;;ifzj} — (RTS + CTS + ACK + E[P))/v.,
4 3SIFS 4 400pa + DIFS
15| = RSl 5 DIFS 1 o

(23)
where Ve, is the link transmission rates within z;-zone, which
can be obtained from the measurement data of Table III.

Easily, we can extend the derivation of mean time that a
successful and collided transmission within one transmission
zone to the case with k continual transmission zones. Among
k continual transmission zones, let c., />, 7, c.; be the
limiting probability that a vehicle is in the transmission zone z;.
The mean time that a successful channel transmission and the
channel is sensed busy within & continual transmission zones
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are defined as E[T%], and E[T}!%], respectively, which can
be expressed as,

k Cs: z.
E {T;ﬁsk} ~ Y E {Tﬁ} S
’ j=1 " zszZk Csirzj L <|Z
k <z
E |:Trts :| — E |:Trts } #7
bu,k ]gl bu.z; szezk Cs;yzj
(24)

We analyze the drive-thru throughput when vehicles pass
k continual transmission zones. Based on the above analysis
results, we can easily get that the mean time-slot E[Ts;,¢] using
RTS/CTS mechanism in DCF is composed of three parts:

* The mean duration of empty slot-time E[TF™] within
k continual transmission zones with probability of
try.
(1 —p);
* The mean duration of successful transmission E[T;"]
within & continual transmission zones with probability of
tr Su.
p k pk s
* The mean duration E[T}"] that channel is busy within
k continual transmission zones with probability of

Pl (1= pp¥).
Mathematically, F[T;.¢] can be formulated as,

E[Tqot] = E[T{™ + E[T3"] + E[TR"] (25)

where we have E[T,,], F[Tsy), and E[Ty,], respectively,

[T = (1 = P)opro

E
E

su,k

(7] = pir (1= pp) B 1305

According to the normalized 802.11 system throughput
definition in [32], the nodal throughput passing %k continual
transmission zones can be evaluated by defining the ratio of
mean package payload size and the mean amount of payload
package transmitted in a slot time successfully. Mathematically,
we have,

E[Xpn] i py  E[P]

Ry = =
" B[Tuw]  E[T™ + B [T3Y] + E [T]

27

In fact, the values of m and CW are hardwired in the
PHY layer details [32]. Intuitively, different traffic flow states
will generate different values of contending vehicular number
and sojourn time within RSU’s coverage, hence, the nodal
throughput in (25) can be mainly determined by the traffic
flow state and real transmission rates in multi-rate IEEE 802.11
networks if the DCF related parameters (m and CW) are fixed.
According to the analysis, the more number of vehicles within
a fixed road segment can lead to a higher contention overhead
and less sharing capacity. The function of mean total amount
of transmitted data Fy(-) in the first mirror coverage range
from/to AP by a vehicle is determined by the nodal throughput

IEEE TRANSACTIONS ON INTELLIGENT TRANSPORTATION SYSTEMS

Ry, passing k& continual transmission zones and the vehicular
sojourn time Z?Zl ['“*. Mathematically, we have F(-) as,

k
Fo() € R Y T, meZk<|zl @8
j=1

C. Optimal Spatial Coordinated Channel Access

As described in the performance anomaly phenomenon,
the transmission within the low-rate transmission zones will
degrade the performance of the Drive-thru Internet access in
terms of the total transmitted data between RSU and vehicles
within its coverage. To improve the performance and to keep
the nice fairness among vehicles, we design a distributed spatial
coordinated channel access scheduling method such that all
vehicles within the RSU’s coverage are regulated to utilize the
high-rate transmission zones for channel access.

Since the coverage range of AP along the road is symmetric,
we consider the left half coverage range of the s;-th 802.11
protocol (i.e., Ls,;). Let =5, be the length of channel access
region that vehicles are regulated to communicate with AP
within it. Firstly, we transform the length of road segment z;,
to the position of transmission zones. The first k£ transmission
zones covered by the road segment x, can be derived by

n—1

n
k - n chi,zj < stL g chi,zj7n g |Z| (29)
j=1 j=1

where cg, ., is the coverage range of the j-th transmission
rate zone with the s;-th transmission protocol. Thus, the total
amount of transmitted data I, (+) consists of two parts: 1) the
transmitted data within the whole coverage of the first £ — 1
transmission zones, denoted as Fj_i(:); 2) the transmitted
data within the part of the coverage of the k—th transmission
zone, denoted as FZ, (-). Mathematically, we have F,_(-) =
Fr-1(-) + FZ,(-). Hence, we have F;;_ (-) as,

k-1
Ts; — Zj:l Cs;,z;

k
Zj:l Csi,z
k-1

where (25, — > ;1 Cs;25)/ Z?Zl Cs, z; 15 the proportion that
the data is transmitted within the partial coverage of the k—th
transmission zone.

The spatial coordinated medium sharing can be formulated
as an optimal access region scheduling problem as follows.

Fa,, =Fp—1 +Fp - (30)

s

23, (Qupe) = arg_max {2-F,, ()}

S.t. s; €R,z; €Z
Qtype S Qser

where z3 (Qtype) is the optimal mirror channel access region
for vehicles under the traffic flow state Qyype, and Qg reEp-
resents the set of traffic flow states. As shown in Table III,
there are six traffic flow states corresponding to different service
levels and traffic densities. That is, the set of the traffic flow
states Qqer = {94, 9B, Qc, Op, Or, Qr}, where elements
represent the service level A, B, C, D, E and F, respectively.

€29
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TABLE IV
SETTING OF DCF MECHANISM PARAMETERS

Parameters Value Parameters Value
P 0,1/2,1 CW 16, 32,64
m 2,3,5 Vmax 120 km/h
E[P] 8184 bits MAC 272 bits
PHY 128 bits ACK 112 bits+ PHY
RTS 160 bits + PHY Opropa 50 ps
CTS 112 bits + PHY | Lane number 6
SIFS 28 us DIFS 128 ps

V. OPTIMAL ACCESS CONTROL MANAGEMENT
REALIZATION FOR REAL DRIVE-THRU INTERNET

In real applications, to determine the optimal channel access
region and regulate all vehicles to do the channel access and
data transmission within this region, we need external traffic
density information to support the contending vehicular number
and Drive-thru Internet performance analysis in the proposed
unified analytical framework, which can be typically obtained
from the vehicle density estimation in [33], [34]. In the im-
plementation, vehicles can either locate the position within
AP’s coverage using the on-board GPS or through channel
measurement. If the location of a vehicle n (denoted as loc,,)
is not within the derived region [—&7 (Qiype), X (Liype)],
the vehicle n halts the transmission in a coordinated way. To
avoid some dishonest nodes which continue to transmit when
out of the optimal access control region, AP can block the
transmissions by using the bit rate sensing technique as the
access region can directly correspond to a transmission rate set.
The algorithm of optimal access control management process
is depicted in Algorithm 1.

Algorithm 1: Spatial Coordinated Access Control Man-
agement Approach
Input: Qtype € Qser; Si € S, Umax, Ojam
Output: z3,
1 Calculating N*% and T°*% ;
2 Finding z} (Qsype) .,
7%, (Quype) = arg_max {2+ (Fs () +FL()} 5

s;<Ls;
3 for n=1;n < |N| do

4 while loc,, ¢ [~ (Qiype); T5, (QLiype)] do

5 vehicle n stops the transmission;

6 if vehicle n does not stop the transmission then
7

8

9

Calculating C(z},) and Sensing v, .;
while v,, .. ¢ C(&;,) do
L AP blocks the transmission of vehicle n;

VI. SIMULATION RESULTS

We evaluate the performance of the proposed optimal chan-
nel access approach using Matlab. Table IV lists the setting of
simulation parameters, including the vehicular traffic parame-
ters, V2R communication model parameters, and IEEE 802.11
DCF parameters, respectively.

A. The Demonstration for Vehicular Traffic Related
Evaluation

Fig. 6 shows the distribution of vehicles residence time
when the coverage range of AP is 165 ft, 330 ft, and 660 ft,

40

—A—|=165 ft
35 {—+—L=330 ft J
—e—L=660 ft

Vehicle’s residence time (s)

The serial number of generated simulation data

Fig. 6. The vehicle’s residence time distribution under different coverage
ranges.

18

-4— 165 ft—length AP’s coverage
16 e 330 ft—length AP’s coverage
== 495 ft-length AP’s coverage

146 660 ft—length AP’s coverage
820 ft—length AP’s coverage

12+

10 -

The mean residence time of vehicles

Different service levels of Traffic flow state

Fig. 7. The mean residence time of vehicles under different Traffic flow
states.

18

Il 165 ft-length AP’s coverage
16 330 ft-length AP’s coverage
M 495 ft-length AP’s coverage
-| B 660 ft-length AP’s coverage
il 820 ft-length AP’s coverage

-
=S

-
N
T

The mean number of vehicles
=N
o

AL | &I

MR 18- 1 : : : :
A B (o D E F

Different service levels of Traffic flow state

Fig. 8.
states.

The mean contending vehicular number under different Traffic flow
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Fig. 9. The MAC performance of 802.11b. (a) The relationship between the zone number k and probability p}?. (b) The relationship between the zone number

k and probability p;*.
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Fig. 10. The MAC performance of 802.11g. (a) The relationship between the zone number & and probability pff. (b) The relationship between the zone number

k and probability p7*.

respectively. Using our analysis shown in (10), we could evalu-
ate the average residence time within different coverage ranges.
However, due to the complexity of calculating integral in (10),
we evaluate the average vehicular residence time within a
fixed coverage range by the statistical analysis. By generating
200 times fi(7) value, we can obtain the average residence
time considering the 6 TSLs and different coverage ranges,
shown in Fig. 8. For example, within 165 * 2 ft and 410 * 2 ft
of AP’s coverage, and under service level case F, the average
vehicular residence time is 8.20 s, 13.82 s, respectively. In ad-
dition, the vehicular mean residence time is in direct proportion
to the traffic flow state (see Fig. 7). The main reason is that the
reduced mean vehicular driving speed prolongs the residence
time within a fixed region when the traffic flow state is scaled
from the free flow to the congested state. In Fig. 8, we can get

the mean contending vehicular number under different TSLs
within the AP’s coverage. For example, under the traffic service
level C, for the length of AP’s coverage with 165 ft, 330 ft,
495 ft, 660 ft, and 820 ft, the average contending vehicular
numberis 4, 8, 11, 14, 17.

B. The Demonstration for Saturated Throughput of IEEE
802.11a/b/g Networks

The saturated throughput of Drive-Thru Internet is closely
related to the probability parameters such as p” and p;“.
Figs. 9 and 10 show that p}” is in direct proportion to the
length of AP’s coverage. With the increase of zone number
k, the number of contending vehicles within these zones will
increase, and the probability that at least one transmission
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Fig. 11. The average vehicular throughput of 802.11a networks under differ-
ent number of continual transmission zones.
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Fig. 12. The average vehicular throughput of 802.11b networks under differ-
ent number of continual transmission zones.

occurs becomes higher. Therefore, the successful transmission
probability (i.e., p;“) decreases due to the increased contending
vehicles.

Figs. 11-13 show that the maximal vehicular throughput in
IEEE 802.11a/b/g networks can be achieved by selecting an
optimal access control region. For instance, Fig. 11 shows that
the optimal number of medium access control zones is 5 with
the traffic service level D in IEEE 802.11a network. That is, the
optimal access control range is 2 22:1 Csy,z;)> Where cs, .. 18
the coverage range of the j—th transmission rate zone in IEEE
802.11a network.

The detailed data for optimal medium access control range
with different TSLs is shown in Table V. It can be seen in
Table V that the length of optimal medium access control region
reduces with the increase of traffic density. From the service
level A to F (i.e., low traffic density to high traffic density) in
IEEE 802.11a network, the optimal access control range is from
330 ft to 170 ft. The main reason is that the increased medium

-
o
T

The
maximal
throughput

—s— Traffic service level A
—<— Traffic service level B
—4— Traffic service level C
—o— Traffic service level D
—&— Traffic service level E 7
—o— Traffic service level F

0 13 456 78 910 11 12
The number of continual transmission zones k

Vehicular throughput (Mb/s)
N w H [3,} o ~ (<] ©o

Fig. 13. The average vehicular throughput of 802.11g networks under differ-
ent number of continual transmission zones.

access control range can enhance the successful transmission
probability and increase the contending vehicular number as
well. The contending vehicular number is the dominated factor
for determining the optimal vehicular throughput. Therefore,
we can control the contending vehicular number by reducing
the medium access control region.

C. The Demonstration for the Performance Enhancement

To demonstrate the performance improvement of the pro-
posed channel access approach, we further compare the pro-
posed approach (denoted as “optimal” in Table VI) with the
method without the use of the channel access region control
(denoted as “normal” in Table VI). We evaluate the average
transmitted data volume per vehicle with different transmission
protocols and service levels. As shown in Figs. 14-16, the
maximal transmitted data volume can be achieved by optimally
choosing the medium access control region for IEEE 802.11b/g
networks. Table VI gives the detailed performance enhance-
ment of data download volume. It can be seen that the maximal
data download volume improves by 113.1% and 59.5% with the
traffic service level I for IEEE 802.11b and 802.11g networks,
respectively.

In addition, Figs. 15 and 16 show that: 1) for traffic service
level A, the optimal access control range in the mirror cov-
erage zone of IEEE 802.11b and IEEE 802.11g networks is
[0, 270] ft and [0, 300] ft, respectively; 2) for traffic service
level B,C, D, E and F, the optimal access control range in
the mirror coverage zone of IEEE 802.11b and IEEE 802.11g
networks is [0, 220] ft and [0, 250] ft, respectively. Some further
conclusions are as follows.

e The achieved average transmitted data volume is related
not only to the TSL (i.e., traffic flow states or traffic
densities), but also to the transmission protocols. The pro-
posed optimal access control approach works effectively
in IEEE multi-rate 802.11b/g networks. Meanwhile, due
to the short coverage of AP in IEEE 802.11a network, the
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TABLE V
OPTIMAL ACCESS CONTROL REGION FOR THE THROUGHPUT ENHANCEMENT OF IEEE 802.11a/b/g NETWORKS. (IN UNIT OF ft)

TSL
Protocol A B ¢ D E F
802.11a [-175,175] [-150,150] [-130,130] [-110,110] [-110,110] [-85,85]
802.11b [-220,220] [-119,119] [-97,97] [-84,84] [-72,72] [-72,72]
802.11g [-250,250] [-210,210] [-180,180] [-140,140] [-140,140] [-62,62]
TABLE VI 100 T T T e T T T
PERFORMANCE COMPARISON OF THE TRANSMITTED DATA VOLUME FOR Optimal access X

802.11b/g NETWORKS. (IN UNIT OF Mb) control region The data download

volume in
80 The maximal g normal [IEEE -
data download™ @ 802.11b

TSL A B C D E F

volume networks

Protocol

802.11b (normal) 75.1 | 82.5 | 87.1 | 90.2 | 97.75 | 128.9
802.11b (optimal) || 118.3 | 145.3 | 157.9 | 183.1 | 203.3 | 274.8
802.11g (normal) 325 | 359 | 38.6 | 41.6 | 45.6 | 58.7
802.11g (optimal) 37.7 | 48.0 | 554 | 62.1 | 70.3 | 93.6

60 - g

The transmitted data volmue (Mb)

8 =%~ Traffic servic Ieel AT
120 T T T T T T T T (] ' =<~ Traffic service level B
.—#- Traffic service level A The maximal 201 ' =A- Traffic service level C 7
=4~ Traffic service level B data download ' =0~ Traffic service level D
5 100 | =2 Traffic service level C volume J +=0 Traffic service level E
s ‘=0~ Traffic service level D . . . =0 Traffic service level F 1
Py =0~ Traffic service level E 0 50 100 150 200 250 300 350 400
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E
© Fig. 15. The average transmitted data volume of 802.11b networks under
© different access control regions.
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Fig. 14. The average transmitted data volume of 802.11a networks under
different access control regions. 400 Traffic service level B J
' =A- Traffic service level C
20+ =0~ Traffic service level D 4
optimal access control region covers the whole coverage TS ]::I'afff'; service lovel B
) . R K R L L ! raffic service level F
of the AP (i.e., 165%2 ft shown in Fig. 14), which 0 50 100 150 200 250 300 350 400
provides the meaningful guideline that it is unnecessary The transmission distance from AP in mirror coverage (ft)

to regulate the access region in IEEE 802.11a networks.

* A uniform access control region can be set to optimize
the performance of IEEE 802.11b/g networks for differ-
ent TSLs (i.e., different traffic densities). As shown in
Figs. 15-16, the length of uniform access control region
is 440 ft and 500 ft (i.e., transmission zone 1 ~ 2 and
transmission zone 1 ~ 9), respectively.”

» The optimal access control approach plays a significantly
important role in improving the performance of IEEE
802.11b/g networks, especially as the increase of the
traffic density. As shown in Table VI, for IEEE 802.11b
network, the performance improvement of the proposed VIL. CONCLUSION
approach is 57.5% at the traffic service level of A (i.e., low

Fig. 16. The average transmitted data volume of 802.11g networks under
different access control regions.

traffic density) while 113.1% at the traffic service level of
F (i.e., heavy traffic density); For IEEE 802.11g network,
the performance improvement of the proposed approach
is 16% at the traffic service level of A (i.e., low traffic
density) while 59.5% at the traffic service level of F (i.e.,
heavy traffic density).

In this paper, using the empirical measurement data from
) ) a both the IEEE 802.11a/b/g networks and typical traffic sce-
These results are based on the parameter setting from the collected empirical

data in [19]. Different parameter settings may have different access control narios, we have analyzed the averag.e Saturat?d throughput of
regions. IEEE 802.11a/b/g networks per drive-thru in our proposed
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Drive-Thru Internet analytical framework. The proposed ana-
lytical framework can adapt to diverse multi-rate IEEE 802.11
networks and especially different real vehicular traffic states.
To overcome the widely existing performance anomaly prob-
lem in the Drive-Thru Internet, we have proposed an optimal
access control approach, which provides a fundamental solution
to the performance enhancement. Specifically, by regulating
all vehicles to do the channel access and data transmission
within the optimal access region, the proposed approach can
achieve significant performance improvement in terms of sat-
urated throughput and transmitted data volume, which has
been demonstrated in both the numerical analysis and the per-
formance evaluation. Furthermore, by fully utilizing VANET
feature such as the directed mobility behavior with fair sojourn
time within the APs coverage, the proposed optimal access con-
trol approach can guarantee the airtime fairness among vehicles
and be easily implemented, which are greatly beneficial to the
Drive-Thru Internet.

For the future work, we will investigate the cooperative
networking and content distribution approach in our proposed
optimal Drive-Thru Internet framework.
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