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Abstract: Mobility management represents one of the most important parts of the smart 

city concept. The way we travel, at what time of the day, for what purposes and with what 

transportation modes, have a pertinent impact on the overall quality of life in cities. To 

manage this process, detailed and comprehensive information on individuals’ behaviour is 

needed as well as effective feedback/communication channels. In this article, we explore 

the applicability of crowdsourced data for this purpose. We apply a gradient boosting  

trees algorithm to model individuals’ mobility decision making processes (particularly 

concerning what transportation mode they are likely to use). To accomplish this we rely on 

data collected from three sources: a dedicated smartphone application, a geographic 

information systems-based web interface and weather forecast data collected over a period 

of six months. The applicability of the developed model is seen as a potential platform for 

personalized mobility management in smart cities and a communication tool between the 

city (to steer the users towards more sustainable behaviour by additionally weighting 

preferred suggestions) and users (who can give feedback on the acceptability of the 

provided suggestions, by accepting or rejecting them, providing an additional input to the 

learning process). 

Keywords: smart city; mobility management; modelling mobility decision making; 

gradient boosted trees; crowdsourcing 
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1. Introduction 

The development of information and communication technologies (ICT) has a big impact on 

peoples’ everyday life. This is not just evident in a way we communicate with each other, but also in 

the amount of information we produce daily, intentionally or unintentionally, and the potential this 

data brings to managing the urban environment. This potential is of particular research interest within 

the smart cities topic [1–9], and in this context, location acquisition technologies play an important 

basis for smart city applications [10,11].  

When it comes to the mobility aspect of smart cities, location information acquisition is often 

supported by mobile phone data and, in the literature, there are some interesting examples of their use 

for extraction of origin-destination (OD) matrices [12–16] or derivation of travel behaviour 

information for model validation purposes [17,18]. The first attempts to provide personalized travel 

information services were made based on the analysis of data from public transport fare collection 

systems [19,20]. 

Nevertheless, little is known about the potential of crowdsourced data for smart city mobility 

management, especially in the context of personalized mobility services and the interactions between a 

city and its transportation system users. In this article we tackle this idea by using crowdsourced data 

from multiple sensors sources and a gradient boosting trees algorithm to model the personal mobility 

decision making process regarding the transportation mode selection for a set of given conditions 

(location, trip’s purpose, weather conditions, time of day, etc.). We see this as a potential platform for 

a city to steer the mobility of its inhabitants towards more sustainable behaviour by implementing the 

proposed model to provide personalised route suggestions for users via a dedicated smartphone 

application. Not only can the suggested approach enable city-individual communication, but it can 

provide users’ feedback where by accepting or rejecting personalised route suggestion the user 

evaluates the provided option. 

2. Gradient Boosting Trees 

To model the users’ decision making process regarding the transportation mode selection, we 

applied the gradient boosted trees (GBT) method. GBT is one of the most effective machine learning 

models for predictive analytics [21]. In general, it belongs to the family of decision tree learning 

methods which map observations about an item to conclusions about the item’s target value in a tree 

structure. Depending on the characteristics of the target value they can be used for regression (when 

the target variable is continuous) or classification (categorical target variable) purposes. In this  

context, further on we will focus just on the GBT classifier, as our target value is categorical 

(transportation mode). 

2.1. Predictive Learning 

The predictive learning problem consists of random explanatory variables (predictors) ݔ = ሼݔଵ, … ,  ௡ሽݔ
and a random response variable ݕ. By using a sample of known pairs of values ሼݕ௜,  ௜ሽଵே the goal is toݔ

obtain an estimate ܨ෠(ݔ) , of the function ܨ෨(ݔ)  mapping ݔ  to ݕ , that minimizes the value of loss 
function ܮ൫ݕ, ,ݔ) ൯ over the joint distribution of all(ݔ)ܨ   :pares Equation (1) (ݕ
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෨ܨ = arg݉݅݊ிܧ௬,௫	ܮ൫ݕ, ൯(ݔ)ܨ = ௫ܧி݊݅݉݃ݎܽ ቂܧ௬ ቀܮ൫ݕ, ൯ቁ(ݔ)ܨ ቃ (1)ݔ|

Restricting the (ݔ)ܨ  to be a member of parameterized class of functions ,ݔ)ܨ	 ܲ) , where 	ܲ = ሼ ଵܲ, ଶܲ, …	ሽ is a finite set of parameters whose joint values identify individual class members, 

changes the function optimization problem into parameter optimization problem Equation (2): ܨ෨(ݔ) = ,ݔ)ܨ ෘܲ) (2)

where the value of parameter ෘܲ is calculated as a sum of initial guess ݌଴ and all successive increments 

(“boosts”) ሼ݌௠ሽଵெ, each based on the sequence of proceeding steps Equation (3): ෨ܲ = ෍ ௠ெ݌
௠ୀ଴  (3)

In general, boosting is used to increase the stability of the model [22], where for misclassified 

training events weights are increased (“boosted”) and a new tree is formed. To measure the 

successfulness of the prediction a separate, testing, data set is used. This procedure is repeated for new 

trees and the final score of the mth tree is the weighted sum of scores of the individual leaves. 

2.2. GBT Algorithm 

To model the users’ decision making regarding the selection of the transportation mode we use the 

GBT algorithm originally developed by Jerome H. Friedman [23]. In this algorithm the loss function ܮ൫ݕ௞,  :for the k-class problem Equation (4) is described as	൯(ݔ)௞ܨ

,௞ݕሼ)ܮ (ሽଵ௄(ݔ)௞ܨ = −෍ݕ௞ log ௄(ݔ)௞݌
௞ୀଵ  (4)

where ݕ௞ = ݏݏ݈ܽܿ)	1 = ݇) ∈ ሼ0,1ሽ and ݌௞(ݔ) = Pr(ݕ௞ =  In addition, the logistic transformation .(ݔ|1

is used to the predicted values before computing residuals, scaled to a probability scale where each tree 

has ܬ terminal nodes with corresponding regions ൛ ௝ܴ௞௠ൟ௝ୀଵ௃ 	and to compute the final classifications 

Equation (5): ߛ௝௞௠ = ܭ − ܭ1 ∑ ∑෤௜௞௫೔ఢோೕೖ೘ݕ ෤௜௞|(1ݕ| − ෤௜௞|)௫೔ఢோೕೖ೘ݕ|  (5)

The steps of the used GBT Algorithm are given below and for more details we refer the reader to 

the source publications [23,24], whereas the more general overview of the decision threes and the GBT 

can be found in literature [25–27]. 
  



Sensors 2015, 15 15977 

 

 

GBT Algorithm ܨ௞଴(ݔ) = 0, ݇ = 1,  ܭ

For m = 1 to M do: ݌௞(ݔ) = exp൫ܨ௞(ݔ)൯ /෍exp	(ܨ௟(ݔ), ݇ = 1, ௄ܭ
௟ୀଵ  

For ݇ = 1	to ܭ do: ݕ෤௜௞ = ௜௞ݕ − ,(ݔ)௞݌ ݅ = 1,ܰ ൛ ௝ܴ௞௠ൟ௝ଵ௃ = ݆	terminal node ݁݁ݎݐ (ሼݕ෤௜௞, ௝௞௠ߛ (௜ሽଵேݔ = ܭ − ܭ1 ∑ ∑෤௜௞௫೔ఢோೕೖ೘ݕ ෤௜௞|(1ݕ| − ෤௜௞|)௫೔ఢோೕೖ೘ݕ| , ݆ = 1,  ܬ
(ݔ)௞௠ܨ = (ݔ)௞,௠ିଵܨ + ෍ߛ௝௞௠1(߳ݔ ௝ܴ௞௠)௃

௝ୀଵ  

endFor 

endFor 

End Algorithm 

2.3. Data Collection 

As input values for the GBT algorithm we rely on three data sources: 

(a) a dedicated smartphone application [28] with active logging (users can provide input by 

actively tracking their routes and defining the trip’s purpose and transportation mode used) or 

the application can be set in a passive mode (whereby the tracks are passively logged and 

automatically segmented into trips with a separate IDs and transportation mode detected based 

on the Google Activity recognition API [29]). 

(b) a dedicated geographic information system (GIS) web interface [30] where users can register 

and give basic information about their mobility behaviour as routes often used, trip purposes, etc. 

(c) a weather forecast API [31] that provides information about the weather conditions at the 

requested location. 

Based on these data sources over 4000 trips were recorded during a period of six months (Table 1). 

Considering the distribution of the recorded trips, the least of them were made during the evening  

hours (after 19 h), whereas in general the most kilometres were travelled by car, followed by foot and 

bike (Figure 1). 

Based on these three data sources a set of predictor variables is created in order to model the users’ 

decision making process when it comes to the selection of transportation mode for a given trip in a 

given circumstances. Table 2 shows the full list of variables with acronyms and description. 

Table 1. Data set descriptive information. 

Sample Size Km Travelled Time Span Trips Recorded 

292 users 37,121 180 days 4005 
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Figure 1. Distribution of trips (kilometres) made by mode (Left) and time of day (Right). 

Table 2. Variables used for the modelling transportation mode selection decision process. 

Variable Acronym Description Source 

User’s ID userid Unique identifier of the user/device a, b 

Trip’s ID tripid Unique identifier of the trip a, b 

Trip’s start time starttime Year, month, day, hour, minute and second when trip started a 

Trip’s stop time stoptime Year, month, day, hour, minute and second when trip ended a 

Trip’s start location startpoint Geographic location of the trip’s origin point a 

Trip’s end location endpoint Geographic location of the trip’s destination point a 

Distance distance 
Distance between trip’s origin and destination points 

measured in kilometres 
a 

Transportation mode transportmode Transportation mode used for the trip a 

Trip’s purpose purpose 
The purpose of the trip made (go to work, shopping, 

recreation, school…) 
a, b 

Working day 

identification 
week day 

Boolean value that indicates if the day when trip started is a 

working day 
a 

Holiday identification weekend 
Boolean value that indicates if the day when trip started is a 

holiday or weekend 
a 

Average temperature TemperatureAvgC 
Average temperature for the trips location measured in 

Celsius degrees 
c 

Dew point DewpointAvgC 

The average temperature at which the water vapour in a 

sample of air at constant barometric pressure condenses into 

liquid water at the same rate at which it evaporates, 

measured in Celsius degrees 

c 

Humidity HumidityAvg 
The average amount of water vapour in the air, measured  

in hectopascals 
c 

Wind speed WindSpeedAvgKMH Average wind speed, measured in kilometres per hour c 

Precipitation PrecipitationSumCM 
Sum of precipitation during a day when trip was made, 

measured in centimetres 
c 
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3. Modelling the Individual’s Mobility Decision Making from the Crowdsourced Data 

For the purpose of modelling the individuals’ mobility decision making process we selected an 

individual (ID = 23), who logged 311 trips. These trips were made by three transportation modes: car, 

foot and bike. The goal of the GBT algorithm was to successfully learn which transportation mode the 

user is most likely to use for a given purpose, weather conditions, origin and destination location pairs, 

trip distance, starting time of the trip and in regard to the working day or holiday/weekend condition. 

The learning process is based on the previous behaviour of the user (training data set) and results are 

then compared to the test data set (separate data set that also contains information on the user behaviour, 

but was not used for the learning process) in order evaluate the success of the learning results. 

3.1. Optimal Number of Trees 

The first step in building a model was to compute a sequence of (very) simple decision trees, where 

each successive tree was built for the prediction residuals of the preceding tree. Figure 2 shows 

examples of some of those simple decision trees that were used in the building process.  

 
(a) 

 
(b) 

Figure 2. Cont. 
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(c) 

 
(d) 

Figure 2. (a) An example of the simple tree for the transportation mode bike; (b) An 

example of the simple tree for the transportation mode walk; (c) An example of the simple 

tree for the transportation mode car; (d) Average multinomial deviance for boosted trees. 

As more and more trees were added to the model, the average squared error function for the training 

data (from which the respective trees were estimated) decreased. This clearly showed the improvement 

of the learning process as the model was able to learn from the errors of previous trees and make more 

accurate predictions regarding the transportation mode that the individual will use. Based on the 

average squared error value we were able to estimate the optimal number of trees as it clearly marked 

the point where the smallest error for the testing data occurred. Table 3 shows values of standard errors 

for both test and train data set. 
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Table 3. The GBT classification’s standard error. 

Standard Error 

Train 0.028980 
Test 0.056912 

3.2. Predictors Importance 

Next to the standard error values, which serve as an indication of the overall model’s quality an 

pertinent insight into the decision making process is the calculated importance of predictors (Figure 3). 

The predictor importance value shows what predictors influenced the decision about the selection of 

the transportation mode the most. One can see that the decision about the transportation mode for any 

given trip and the selected individual is mainly based upon the information on the location, followed 

by the indication of the starting time for the trip. Correlation analysis gave the highest (and statistically 

significant) value (0.328828) for evening hours, meaning that this factor has a high influence on the 

decision about what transportation mode to choose. On the other hand, for the city, this can indicate 

that in the evening hours fewer public transportation lines, at certain locations, limit the mobility 

options and therefore result in a less sustainable mobility behaviour (usage of the car). 

Regarding the weather-related predictors, the humidity and the dew point have the highest 

importance in the decision making process of a given individual. In addition, the decision is the least 

influenced by the information on working/not working day and the trip’s purpose. 

 

Figure 3. Predictor variables importance plot. 

3.3. Classification Matrix 

The classification matrix gives an overview of correctly classified and misclassified values or when  

the built model successfully predicted which transportation mode the user will select and when not. 

Figure 4 shows the histogram of the classification matrix, where the highest values on the diagonal of 

the histogram mean that these transportation modes were correctly classified or that the boosting trees 
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were able to correctly model the user’s decision making process from the given dataset. Table 4 gives 

a more detailed overview of the classification results. The overall success of the boosted trees model to 

correctly recognize the transportation mode that user will select in the certain circumstances is 73%. 

The highest success was obtained for the transportation mode walk, followed by car and bike, while 

the user made the most of the trips by bike. The highest misclassification occurred between the car and 

the bike (28 trips), which corresponds to the 20% of all bike trips and the lowest among the walk and 

bike (4 trips or 6% of all walk trips). 

 

Figure 4. Classification matrix histogram. 

Table 4. Classification matrix details. 

Observed Predicted Walk Predicted Bike Predicted Car Row Total 

Count walk 49 4 10 63 
Column Percentage 60.49% 3.88% 10.42% 

Row Percentage 77.78% 6.35% 15.87% 
Total Percentage 17.50% 1.43% 3.57% 22.50% 

Count bike 18 92 28 138 
Column Percentage 22.22% 89.32% 29.17% 

Row Percentage 13.04% 66.67% 20.29% 
Total Percentage 6.43% 32.86% 10.00% 49.29% 

Count car 14 7 58 79 
Column Percentage 17.28% 6.80% 60.42% 

Row Percentage 17.72% 8.86% 73.42% 
Total Percentage 5.00% 2.50% 20.71% 28.21% 

Count All Groups 81 103 96 280 
Total Percentage 28.93% 36.79% 34.29% 
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3.4. Transportation Mode Predictions 

Table 5 shows a sample of the boosting trees predictions for the test dataset. Next to the more 

detailed insight into the misclassified values the predictions give a score that each transportation mode 

obtained for a given trip. This way, one can evaluate what transportation mode would be the second 

option to the user for a given trip in a case the first option was temporary unavailable, or it can also 

indicate what option for a given trip and the given circumstances is the least favourable by the user 

(next to the transportation modes that were not used during the data collection period by this 

individual). Here, the highest potential for the city to impact the user’s transportation mode selection 

decision process is seen.  

Table 5. Boosting tree predictions. 

 
Observed 

Value 
Predicted 

Value 
Probability 
for Walk 

Probability 
for Bike 

Probability 
for Car 

259 bike bike 0.0234 0.934625 0.041975 
261 bike bike 0.046108 0.912823 0.041068 
262 bike bike 0.030055 0.923156 0.046789 
263 bike bike 0.106958 0.842734 0.050308 
264 bike bike 0.062376 0.880292 0.057332 
265 bike bike 0.023703 0.951022 0.025275 
266 car car 0.102277 0.159174 0.738549 
267 bike bike 0.027343 0.930179 0.042478 
268 car car 0.103929 0.189645 0.706426 
269 car car 0.077642 0.323658 0.598699 
270 bike bike 0.025509 0.934864 0.039628 
271 bike bike 0.020835 0.945525 0.03364 
272 bike bike 0.085094 0.68833 0.226576 
273 bike bike 0.04176 0.852439 0.105802 
274 bike bike 0.086507 0.673364 0.240129 
275 bike car 0.155593 0.40531 0.439097 
276 bike bike 0.076748 0.767849 0.155403 
277 bike bike 0.06233 0.887722 0.049949 
278 bike bike 0.055385 0.776124 0.168491 
279 car car 0.055508 0.062741 0.881751 
280 walk car 0.332184 0.208863 0.458953 
281 bike bike 0.05002 0.900994 0.048987 
282 bike bike 0.159287 0.685904 0.154809 
283 bike bike 0.086926 0.579401 0.333673 
285 bike bike 0.073421 0.628132 0.298447 
286 bike bike 0.028764 0.913341 0.057895 
287 bike bike 0.026671 0.946023 0.027305 
289 bike bike 0.067302 0.710574 0.222125 
290 car car 0.054037 0.062914 0.883049 
291 car car 0.031149 0.047442 0.92141 
292 car car 0.031286 0.081858 0.886856 
293 bike bike 0.171193 0.451166 0.377641 
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Table 5. Cont. 

 
Observed 

Value 
Predicted 

Value 
Probability 
for Walk 

Probability 
for Bike 

Probability 
for Car 

295 car car 0.096279 0.171312 0.732409 

296 bike bike 0.04745 0.918952 0.033598 
297 car car 0.238833 0.128685 0.632482 
298 car car 0.099837 0.062583 0.83758 
300 bike bike 0.121236 0.472548 0.406216 
301 bike bike 0.024016 0.933427 0.042557 
303 car car 0.059362 0.103285 0.837353 
304 car car 0.096316 0.069332 0.834352 
305 car car 0.040802 0.089445 0.869753 
306 car car 0.057023 0.084437 0.85854 
307 car car 0.040802 0.089445 0.869753 
308 car car 0.041736 0.051064 0.9072 
310 car car 0.027506 0.06945 0.903044 

For example, when scores for the two transportation modes are quite close, the city can favour the 

more sustainable one and give it priority or based on the starting and ending location add additional 

score/weight to the transportation mode that it wants to promote in that area (e.g., if there is a bike 

highway infrastructure that corresponds to the user’s trip location, and city wants to promote its usage). 

This can be communicated to the user in the order route suggestions appear when requested and based 

on the knowledge gained, from the decision making process model, the city can provide automatized 

and personalized route guidance for each user to steer their behaviour towards the more desirable one 

in the sustainability sense. 

4. Conclusions 

In this article we successfully modelled, based on the detailed behavioural data, what transportation 

mode an individual is likely to use in a given context. To do this we applied gradient boosted trees and 

crowdsourced data from three sources (a smartphone application, a GIS-based web interface, and 

weather sensors). These data were divided into two data sets—training and test—and the overall 

success of the suggested model was 73%. It should be noted that the expected results depend on the 

quality of the input data, therefore advances in the location detection precision, automation of 

transportation mode detection for passively collected data and trip segmentation can positively 

influence the quality of decision making model. With this in mind, our future research will be focused 

on trip chaining and the detection of multimodal combinations to be used and suggested to the user. 

The potential applications of the developed model include provision of personalized services  

as well as personalized routing suggestions to users via a dedicated smartphone application. This is 

particularly interesting in the context of steering users’ mobility behaviour towards the more 

sustainable one as the city is able, in the ranking/scoring suggestions, to weight the preferred ones. Also, 

by using the personalised routing the city can gradually impact the overall mobility behaviour of its 

citizens by making it more synchronized. For example, instead applying the “one-for-all” solutions (as 

redirecting all users towards the less crowded streets, and in that sense solving the local problem, 
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whereas in the sense of the connected network impact, this action usually just relocates the traffic jams 

towards the new location), the combined small changes made by individuals could be managed to have 

pertinent and balanced joint impact. Further on, the suggested model can be used as a smart city 

mobility management platform and communication tool between policy makers and citizens, where via 

suggestions city can communicate more preferable routes and users can, by accepting or rejecting the 

suggestions, provide feedback on the personalized results and route preferences. In addition, city can 

gains insights on the usage of its network infrastructure as well as manage traffic flows in incident 

situations by providing personalized alternative routes is such cases. For a user, the developed model 

can be seen as a filtering tool whereby for a given trip he will not need to consult several search 

engines (e.g., national rail company for train routes, local public transportation company for bus 

routes, Google maps for pedestrian routes, etc.) and route suggestions can be searched and displayed 

on one place in line with his personal preferences. 

Acknowledgments 

Research funded by INTERREG North-West Europe project New Integrated Smart Transport 

Options (NISTO). 

Author Contributions 

The research was conducted by the main author, Ivana Semanjski, under the supervision of the  

co-author Sidharta Gautama, who provided technical support and guidance, and directly contributed  

the results of this article. 

Conflicts of Interest 

The authors declare no conflict of interest. 

References 

1. Giffinger, R.; Fertner, C.; Kramar, H.; Kalasek, R.; Pichler-Milanovic, N.; Meijers E. Smart Cities, 

Vienna University of Technology, October 2007. Available online: http://www.smart-cities.eu/ 

download/smart_cities_final_report.pdf (accessed on 14 March 2015). 

2. Tranos, E.; Gertner, D. Smart networked cities? Eur. J. Soc. Sci. Res. 2012, 25, 175–190.  

3. Neirotti, P.; de Marco, A.; Cag, A.C.; Mangano, G.; Scorrano, F. Current trends in Smart City 

initiatives: Some stylised facts. Cities 2014, 38, 25–36. 

4. Beswick, S. Smart Cities in Europe: Enabling Innovation; Osborne Clarke: London, UK, 2014. 

5. Marsa-Maestre, I.; Lopez-Carmona, M.A.; Velasco, J.R.; Navarro, IA. Mobile Agents for Service 

Personalization in Smart Environments. J. Netw. 2008, 3, 30–41. 

6. Alonso, G.J.A.; Rossi, A. New Trends for Smart Cities; ATOS: Bezons, France, 2011. 

7. Atzori, L.; Iera, A.; Morabito, G. The Internet of Things: A survey. Comput. Netw. 2010, 54,  

2787–2805. 



Sensors 2015, 15 15986 

 

 

8. Nam, T.; Pardo, T.A. Conceptualizing Smart City with Dimensions of Technology, People, and 

Institutions. In Proceedings of the 12th Annual International Conference on Digital Government 

Research, College Park, MD, USA, 12–15 June 2011. 

9. The Climate Group, ARUP, Accenture & The University of Nottingham. Information 

Marketplaces, The New Economics of Cities; The Climate Group: London, UK, 2011.  

10. Lazaroiu, G.C.; Roscia, M. Definition methodology for the smart cities model. Energy 2012, 47, 

326–332. 

11. Lu, Y.; Liu, Y. Pervasive location acquisition technologies: Opportunities and challenges for 

geospatial studies. Comput. Environ. Urban Syst. 2012, 36, 105–108. 

12. Calabrese, F.; Colonna, M.; Lovisolo, P.; Parata, D.; Ratti, C. Real-Time Urban Monitoring Using 

Cell Phones:A Case Study in Rome. IEEE Trans. Intell. Transp. Syst. 2011, 12, 141–151. 

13. Pulselli, R.M.; Ratti, C.; Tiezzi, E. City out of Chaos: Social Patterns and Organization in Urban 

Systems. Int. J. Ecodynamics 2006, 1, 125–134. 

14. Novak, J.; Ahas, R.; Aasa, A.; Silm, S. Application of mobile phone location data in mapping  

of commuting patterns and functional regionalization: A pilot study of Estonia. J. Maps 2013, 9, 

10–15. 

15. Järv, O.; Ahas, R.; Witlox, F. Understanding monthly variability in human activity spaces: A 

twelve-month study using mobile phone call detail records. Transp. Res. C Emerg. Technol. 2014, 

38, 122–135. 

16. Iqbal, S.; Choudhury, C.F.; Wang, P.; González, M.C. Development of origin-destination matrices 

using mobile phone call data. Transp. Res. C 2014, 40, 63–74. 

17. Liu, F.; Janssens, D.; Cui, J.; Wang, Y.; Wets, G.; Cools, M. Building a validation measure  

for activity-based transportation models based on mobile phone data. Expert Syst. Appl. 2014, 41, 

6174–6189. 

18. Yuan, Y.; Raubal, M.; Liu, Y. Correlating mobile phone usage and travel behavior—A case study 

of Harbin, China. Comput. Environ. Urban Syst. 2012, 36, 118–130. 

19. Lathia, N.; Smith, C.; Froehlich, J.; Capra, L. Individuals among commuters: Building 

personalised transport information services from fare collection systems. Pervasive Mob. Comput. 

2013, 9, 643–664. 

20. Lathia, N.; Capra, L.; Magliocchetti, D.; de Vigili, F.; Conti, G.; de Amicis, R.; Arentze, T.; Zhang, J.; 

Calì, D.; Alexa, V. Personalizing Mobile Travel Information Services. Procedia Soc. Behav. Sci. 

2012, 48, 1195–1204. 

21. Mease, D.; Wyner, A.J.; Buja, A. Boosted Classification Trees and Class Probability/Quantile 

Estimation. J. Mach. Learn. Res. 2007, 8, 409–439. 

22. Roe, B.P.; Yang, H.-J.; Zhu, J.; Liu, Y.; Stancu, I.; McGregor, G. Boosted decision trees as an 

alternative to artificial neural networks for particle identification. Nucl. Instrum. Methods Phys. Res. A 

2005, 543, 577–584. 

23. Jerome, H.F. Greedy function approximation: A gradient boosting machine. Ann. Stat. 2001, 29, 

1189–1232. 

24. Friedman, J.H.; Hastie, T.; Tibshirani, R. Additive logistic regression: A statistical view of 

boosting. Ann. Stat. 2000, 28, 337–407. 



Sensors 2015, 15 15987 

 

 

25. Dahan, H.; Cohen, S.; Rokach, L.; Maimon, O. Proactive Data Mining with Decision Trees; 

Springer-Verlag: New York, NY, USA, 2014. 

26. Breiman, L.; Friedman, J.H. Classification and Regression Trees (Wadsworth Statistics/Probability); 

Chapman and Hall: London, UK, 1984. 

27. Tufféry, S. Data Mining and Statistics for Decision Making; Wiley: Hoboken, NJ, USA, 2011. 

28. MOVE Platform, Google Play, Routecoach app, Gent University. Available online: 

https://play.google.com/store/apps/details?id=com.move.routecoach&hl=nl_BE (accessed on  

17 April 2015). 

29. Android, Google. Available online: https://developer.android.com/reference/com/google/android/ 

gms/location/ActivityRecognitionApi.html (accessed on 15 April 2015). 

30. Move platform, Routecoach, Gent University. Available online: http://www.routecoach.be/ (accessed 

on 23 March 2015). 

31. Weather API, Weather Underground. Available online: http://www.wunderground.com/weather/api/ 

(accessed on 28 February 2015). 

© 2015 by the authors; licensee MDPI, Basel, Switzerland. This article is an open access article 

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

(http://creativecommons.org/licenses/by/4.0/). 


