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Abstract

Socially optimal routing strategies are often developed with the assumption that all demand on the network can be
cooperative. When only partial cooperation is possible, new difficulties arise: origin-destination demand data is diffi-
cult to obtain for noncooperative demand, and noncooperative demand can change routes to respond to the cooperative
demand’s routing decisions if there are significant changes in route travel times. The present article develops a frame-
work for providing routing strategies with partial cooperation of demand on a flow network, which is based on convex
optimization and addresses the above difficulties.

In what we refer to as Lagrangian-Eulerian demand modeling, we assume that, while origin-destination demands
are known for the cooperative flow (Lagrangian information), only link-level flows are known for the total flow on
the network (Eulerian information). This setting is compatible with the use of preexisting stationary flow sensors
to measure the “baseline” flow of the network. One only needs origin-destination information on the limited set of
cooperative demand. While the non-uniqueness of origin-destination demand imputation from link flows does not
allow us to consider noncooperative flow rerouting, we develop an alternative approach to account for noncooperative
response. We model the noncooperative flow to have bounded tolerance, which assumes that noncooperative flow has no
desire to seek alternative routes if the nominal (original) route’s resulting latency is within a given bound of the nominal
latency. We then show that under these constraints, total latency on the network can be minimized by solving a convex
optimization problem. The optimization program formulation is used to find optimal rerouting strategies on networks
with horizontal queues (e.g. traffic networks) with extensions to vertical queues (e.g. communications networks). The
framework is applied to a multiple-destination network with horizontal queues, which demonstrates the generality of
the method and how the tolerance model parameters affect the optimal re-routing solution. An optimization approach is
presented that preconditions historical input data to be compatible with the presented models.

Keywords: traffic assignment, convex optimization, social optimum, Lagrangian flow, Eulerian flow

Nomenclature

L Set of links.
ocL Set of origins (sources).
DcL Set of destinations (sinks).

gJ Set of junctions.
R Set of routes.
reR Sequence of contiguous links (ry,...,r) : i€ L

I';c L  Setof incoming links for junction j € 7.
r ;1 c L Set of outgoing links for junction j € .
ricR Set of routes passing through junction j € .
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fin fi Flow (resp. nominal flow) on link / € L.
I Total flow on route r € R
< Cooperative flow on route r € R.
01, P1 Density (resp. nominal density) on link [ € £
fe Assignment of cooperative flows across all routes € R.
_1 N Nominal noncooperative flow on link / € L.
Jfod OD flow demand of cooperative (Lagrangian) users from origin o € O to destination d € D.
.4 Latency (resp. nominal latency) on link / € L.
a Tolerance scale factor.

1. Introduction

1.1. Traffic assignment: selfish routing vs. social routing

The problem of traffic assignment handles users’ route and departure time decisions and how individual
behaviors impact the performance of the underlying traffic network. If all user decide in a self-optimizing
manner, then the resulting network state is a user equilibrium (e.g. Wardrop 1952). If every user acts in
a manner that is beneficial to societal goals, it is said to be a system or social optimum. Socially optimal
schemes are studied under the assumption that a central agency controls all the users, while on the other
extreme, user equilibrium is is a good model to describe selfish behavior in the absence of a central agency.
A complete characterization user equilibrium model requires complete information of the origin-destination
demands on the network. This information is often too expensive to obtain. Specifically, origin-destination
information may only be available for a fraction of users because collecting such information requires par-
ticipation/consent of the travelers and technological capability of the central agency. Lo & Szeto 2002 give
a variational inequality approach to solving user equilibrium, while Papageorgiou 1990 presents an optimal
control framework, and both methods require full information of origin-destination demands on the network.

These technologies can be broadly categorized into two categories. First, there are recommendation
systems, such as variable message signs that suggest particular routes based on estimated travel times or
general dissemination of information to better inform users of network conditions. Second, there are direct
control systems that restrict behavior of users via ramp metering or detours. Gomes et al. 2008 discusses the
effectiveness of ramp metering as a means of achieving a social optimum. These direct control mechanisms
are generally applied at a specific point and time and do not distinguish between users who have different
routes or destinations. The effectiveness of such active control schemes usually depends on complete origin-
destination demands. An exception is that boundary flow demands may be sufficient for evacuation-type
problems (e.g. Ziliaskopoulos 2000).

1.2. Using mobile phones to control routes of individual users

With the emergence of GPS-enabled cell phones and their widespread adoption in populated city areas,
a third category of control has become possible: one that communicates directly with users and permits
a central agency or a private entity to engage individual users to shift their travel choices. Such a high
granularity of control would allow specific origin-destinations or routes to be targeted by the control scheme
and could even be customized to the route preferences of the individual users.

Vehicle navigation services that collect, aggregate, and process information from a large number of GPS-
equipped mobile devices have become increasingly popular. Such services include Waze, Google Maps, and
other such mobile applications. While these services are popular for their utility to individual drivers, the
service providers are also able to collect information on behavior of the fraction of users that are equipped
with these devices. Once the data has been anonymized to protect the privacy of individual users, the origin-
destination information could be interpreted as a subset of the total demand on a network. Additionally,
route guidance decisions could be made to benefit their user-base as a whole, rather than on an individual
level. Papadimitriou 2001 discusses the inherent inefficiencies of selfish routing versus the social optimum.

Individually-applied control schemes have many advantages, but a limitation is that the user-base of
a particular vehicle navigation service would only constitute a subset of the total users of the network. A
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Figure 1.1: Route guidance system architecture for using both route-based and link-level flow information.
(a) An illustration of Lagrangian and Eulerian traffic information collection systems. (1) Path-based infor-
mation is collected via GPS-equipped vehicles, from either onboard route-guidance systems or cell phones.
(2) Route-based information is sent back to a vehicle navigation service that aggregates traffic information
from many GPS-equipped users. (3) Eulerian-based loop detectors collect flow counts and send the infor-
mation to a traffic management agency. (b) An illustration of proposed interaction the traffic management
agency, vehicle navigation services, and network users. (I) Contracting of the vehicle navigation services
by the traffic management agency. This may involve monetary compensation or tolling. (II) Anonymized
Lagrangian information (owned by the vehicle navigation agency) is transferred to the traffic management
agency. (III) The traffic management service provides route guidance to the vehicle navigation service to
improve overall traffic conditions. (IV) The vehicle navigation service provides individual network users
with alternate route suggestions, with potential incentivization. Users may be guided to switch from their
previously preferred (nominal) route.

significant number of users of the network may not have access to or prefer not to use a GPS-enabled device.
Also, a complete understanding of the origin-destination demands on a network by a single entity would still
be difficult or very expensive to obtain.

1.3. Combining route-based demands with link-level flow information

While collecting route information on individual users suffers from limited penetration, existing traffic
monitoring systems, such as loop detectors or cameras, are able to capture all vehicle flows for particular
locations on networks. These stationary systems are often monitored by public, traffic management agencies,
that are interested in the welfare of all users on the network. It is apparent that the two methods for capturing
traffic information are complementary: GPS-based methods have limited penetration but more detailed
origin-destination information, while stationary sensors have full penetration of flow, but cannot give route-
level information on the demands. Figure 1.1a depicts the vehicle navigation service collecting aggregate
GPS data from their “dark” users on the network (1), while the traffic management agency collects flow
count data, accounting for all users (“dark” and “light”) (2), from the loop detectors embedded in the road.
Collectively, the route-based flow data could be used as a source of re-routable traffic flow, while the link-
based flow data could be used to better estimate the expected travel times that all users will experience before
and after re-routing a subset of users. This article proposes a method for using both information types to
improve traffic conditions across the network. For now, we motivate our work with a scenario in which such
a technique could be employed.

Figure 1.1b depicts the scenario in which a traffic management agency partners with a vehicle navigation
service to take advantage of their different information sources. Initially, a contractual phase may take place
(I), where the public agency compensates the vehicle navigation service for access to their data (II). The
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information from the vehicle navigation service would be aggregated and anonymized, in order to protect the
privacy of the individual users of the service. Then, the traffic management agency would input the route-
based demand data and the stationary, link-based loop detector data into the algorithm we have developed
(Sections 2 and 3). The algorithm outputs a new set of aggregated routing suggestions, which are then sent
to the vehicle navigation service (III). Finally, the service relays the routing suggestions to their users (IV).

For this last point of communication between the agency and the user, there are two notes. First, it
is likely that a fraction of users will be suggested routes with larger travel times than to which they have
become accustomed. In order to incentivize the user to accept the route suggestion, the traffic management
agency may require the vehicle navigation service to compensate these users, enforceable by the initial
contractual agreement between the two organizations. Merugu et al. 2009 describes an experiment which
utilized incentives to move commuters’ departure times to less congested times. Alternatively, one can
consider that socially optimized routing policies may decrease the travel time for all users on average.
Then, if all users get assigned desirable routes some days and less desirable routes other days (in order to
reduce congestion on desirable routes), then every user could expect to have an improved average travel
time. Such an argument could potentially remove the need for monetary compensation or other types of
incentivizes. The second note is that we have assumed, given enough incentive from the vehicle navigation
service, a user will always comply with the suggested route. We do not discuss the method of incentives
in this article, but note that the assumption can be relaxed by limiting the amount of re-routable flow.

Due to the decoupled nature of the system
described in Figure 1.1, we can generalize the
scenario to include multiple vehicle navigation
services (Figure 1.2). Without sharing informa-
tion between services, more route-based flow
information can be used as input into the algo-
rithm, thus providing more complete informa-
tion on the origin-destination preferences of the
users and collecting a larger pool of re-routable

Traffic Mgmt

Agency . Lo .
i users, while maintaining the privacy of the ser-
III vices which wish to provide socially optimal
. routes to users.

) o ) ) o 1.4. Accounting for untracked users’ response
Figure 1.2: Scenario with multiple vehicle navigation

services. Individual service’s data is aggregated by
the central agency and not shared with other agen-
cies. The routing strategies are calculated by the traf-
fic management agency, and the suggested routes are
partitioned between the different user groups.

There are a number of reasons why a user
would participate in the socially optimized rout-
ing guidance program described above. As al-
ready stated, they could be incentivized through
monetary compensation. They could also sim-
ply be altruistic, and willing to sacrifice per-
sonal optimality for the greater good. What is
unknown is the behavioral aspects of those users
of the network whose route cannot be tracked. How can one predict the response of these untracked (which
we refer to as noncooperative later) network users to the routing schemes being implemented for the tracked
users?

A standard approach, described as a Stackelberg game (e.g. Roughgarden 2001; Krichene et al. 2012a;
Aswani & Tomlin 2011), assumes that the users outside the control of the central agency will respond with
a user equilibrium assignment. Since the origin-destination demands of the untracked users is unknown,
solving for a user equilibrium is not possible.

In order to address this lack of information on preferences of untracked users, we develop an alternative
model of behavior. Related to the concept of bounded rationality in Guo & Liu (2011); Hu & Mahmassani
(1997), we assume that the untracked users lack the full information of the state of the network, and cannot
make fully rational decisions on their optimal route. Alternatively, the untracked users could possess some
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inertia towards switching routes, and will be content with their previously chosen (nominal) routes, as
long as the experienced travel time on the route does not change “too much”. This concept of inertia can
be practically motivated by considering that some users may appreciate the scenic beauty of a particular
suboptimal route, or others have a favorite café along another route. Thus, in order to reasonably assume
that the untracked users will not switch their routes, the routing suggestions provided by the algorithm are
guaranteed to not significantly deteriorate the quality of existing routes, beyond an a priori specified bound.

A bounded rationality argument in the context of drivers’ route selections was made in (Hu & Mah-
massani, 1997), where drivers only seek utility gains outside of a certain threshold. Guo & Liu 2011 give
some empirical evidence of bounded rationality on road networks. Our model differs from these because
our model lacks origin-destination information on the noncooperative users, and to make this distinction,
we refer to our model as bounded tolerance model.

1.5. Contributions and overview

There is relatively little work done on how partial control schemes can be practically implemented on
flow networks. Additionally, inconsistent estimations of traffic between GPS-based data and link-level data
can complicate the analysis of the problem. In this article, we present a single methodology for accom-
modating both origin-destination based and link-level flow information for a general, multi-origin, multi-
destination, static network (parameters are unchanging with time), while guaranteeing that the two sources
of data are consistent with mass balance across junctions (Section 2). Furthermore, we present a behavioral
model on the untracked users based on the concept of bounded rationality (Section 3). This bounded ratio-
nality model permits one to cope without origin-destination demands for all users on the network, while still
addressing the behavioral aspects of self-routing users.

As our main contribution, we demonstrate how the models presented in this article lead to an elegant,
optimization-based solution to the socially optimal routing strategy problem (Section 4). The optimization
problem is proven to be convex for a specific instance of horizontal queues that model highway traffic and
extended to a general class of vertical queues . As a corollary, we show that for the discretized LWR network
model, the social optimum can be solved exactly for both the purely Eulerian flow and the purely Lagrangian
flow cases.

The generality of our method is given by applying the framework to a multiple-destination network with
horizontal queues and investigating how changes in the tolerance model impact the routing advice (Sec-
tion 5). The article finishes with a conclusion and discussion of the practical importance of the framework
and models developed here-within (Section 6).

2. Modeling partial cooperation with Lagrangian-Eulerian demands

We present the general setting of the routing problem
considered, as summarized in Figure 2.1. Consider a set-
ting in which a subset of users are equipped with GPS-
enabled devices and are connected to a central coordinator
through a Routing interface (e.g. a mobile phone applica- assigned
tion). We refer to this subset as cooperative users. First, ‘;:if;;‘:f
the cooperative users provide their desired routes to the co-
ordinator through the routing interface. This allows the

All
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Incenti- incentives

vization

Routing
interface

assigned

coordinator to have individual route information, i.e. La- routes

grangian information for the cooperative users. Second, optimal Lagrangian Fulerian
. . miormation . . .

the loop-detectors (or other sensors capable of measuring routes information

aggregate link-level flows) provide Eulerian information. [Gptimal

We refer to the historical estimates of Lagrangian and Eu- L router |

lerian information as the nominal state of the network.
Given the nominal Eulerian flow measurements for the
entire network and the nominal Lagrangian information for

Figure 2.1: Data-flow diagram
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the equipped vehicles, the central coordinator determines the optimal route assignment for the equipped
vehicles (Section 2.3). This optimization problem is represented by the optimal router block. Since only the
cooperative users follow the optimal route assignments provided by the central coordinator, we will refer to
this problem as a partial cooperation problem.

The next step is an incentivization step: given the target optimal routes, and possibly additional con-
straints (such as a total available budget) a second problem (not discussed in this article) determines an
incentive for each equipped vehicle and the corresponding target route. The incentivization problem is out-
side of the scope of the present article. More information on how to solve incentivization and traffic demand
management can be found in Leblanc & Walker (2012).The assigned routes and the corresponding incen-
tives are then offered to the equipped drivers, who can either accept or refuse the offer. The subset of vehicles
that do accept the offer (thus taking the route assigned by the central coordinator) are called cooperating
vehicles. In the present article, we focus our attention on the optimal route assignment with information on
mixed Lagrangian-Eulerian demands.

Considering the route optimization goals stated above, we give a declaration of the problem statement
to direct the model development of the proceeding sections.

Problem statement: Find a mathematical framework for flow networks which can encompass:

e Two different types of demand information: Lagrangian information, which is spec-
ified by the route traversed by the flow, and Eulerian information, which is specified
by the flow-count across a link.

o Socially optimal routing strategies which can encompass both information types, given
their limitations:

— Lagrangian information is only known for the cooperative flow, which can be
rerouted from its nominal route to improve network conditions.

— Only Eulerian information is known for the noncooperative flow, which is as-
sumed to maintain its nominal state.

2.1. Network model

Using standard network notation, the network model is defined by the tuple, (£, J), where L is the set
of links, and J is the set of junctions. A junction j € J has a set of incoming links I'; C £ and outgoing
links FJTI C L. An origin 0 € O C L is a link with no upstream junction. A destination d € D C L is a link
with no downstream junction. A route r = (ry,...,r,) € Ris a set of adjacent links where r; € O, r,; € D,
andVie(1,....lrl= 1), 3ji :ri €Ty, riv € F]TI,I.

2.2. Cooperative demand vs. total demand

Let the network in Section 2.1 contain flows f; on every link / € £. Furthermore, we assume that the
network is in steady state, i.e. all state on the network is stationary with respect to time (e.g. flows). We
further differentiate two types of demands: Lagrangian and Eulerian.

e We assume that the cooperative users have provided their desired origin and destination. Therefore, for
every origin-destination pair (0, d) € O x D, there is a nominal flow demand f, 4 from the cooperative
users, where the bar notation refers to nominal state values. Since this type of demand concerns the
routes taken by the flow, we describe this type of demand as Lagrangian demand.

o For the noncooperative users, i.e., the users who do not (or choose not to) interact with the routing
interface, we do not assume knowledge of Lagrangian demand. Thus, we assume that the only the
aggregate link-level flows are available via loop detectors. This aggregate level information does not
include OD and route information, and is therefore defined as Eulerian demand.
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To recover the nominal Eulerian demand of the noncooperative vehicles, we further assume that the nomi-
nally used routes of the cooperative vehicles are known. For each link / € £, we specify a nominal total link
flow f;, and for each route r € R, we can specify a nominal route flow for cooperative vehicles, f¢. Then, the
nominal noncooperative Eulerian demand, f"°, is obtained for each link / € £ by subtracting cooperative
flow from the total link flow:

fe=r=-2r @1
r|ler
For the remainder of the article we use the noncooperative link flows (f™°,/ € £) as the input data
for nominal flow, but it is understood that this data is derived from the more practically measurable rotal
nominal flow values (f;, [ € £) and the cooperative nominal route flows ( ff, r € R) via Equation (2.1).
Since we have subtracted off the flow of nominal cooperative flow to obtain the noncooperative flow, we
study properties of the network flow when the rerouted cooperative flow is added back into the network. We
introduce the decision variable: f, the amount of cooperative flow assigned to route r € R. To enforce that
the entire flow across a link is accounted for and same origin-destination demands of the cooperative users
are satisfied, we have the following constraints:

Z £ = fou VoeO,deD (2.2)

rlo,der

fi =Zfr°+_lrlc Vie L (2.3)

rller

where f, 4 = D Houder f< is cooperative flow between origin o and destination d.
A requirement of the Eulerian flow is that noncooperative flow must be conserved across junctions. If
the flow across a link / € L is fj, then the following must hold:

D=3 fi Vied 24)

leT; ler;!

Since we partitioned flow on each link into two classes (cooperative and noncooperative), flow conser-
vation must hold across both classes independently. We will see shortly that flow conservation across the
cooperative class will be guaranteed by the condition that all cooperative flow must be assigned to a route.
Then, for the noncooperative class of nominal flow, we must always have the condition that flow conserva-
tion holds across junctions. Since this is a condition on the input to the problem we only state it here once
and assume the condition for the rest of the article.

Model Consistency Condition: For every junction j € J, we assume: Zzerj fl"c = Z,Er? f;“c.

Equations (2.2)-(2.4) define a route-allocation policy f¢ = {f° : r € R} for all cooperative users that sat-
isfies all demand requirements. There are three main requirements that we have from the set of constraints:
non-compliant (Eulerian) demand is satisfied, compliant (Lagrangian) demand is satisfied, and mass balance
across junctions is satisfied. The first two are obvious from the above constraints, while the third one needs
proof.

Proposition 1. For a feasible f° to the set of Equations (2.2) and (2.3),Vj € J, Yer; fi = Xier- Ji-

Proof. From the model consistency condition above, we only need to prove the following statement:

WD

el rller [er/—_' rller

Let r‘;‘ be the routes that pass through links in the incoming links of junction j. Let r‘j?‘“ be the same for

outgoing links. Then rijrl = {r eR:T;nr+ Q)}. We also know that by the definition of a route, any route
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that passes through an incoming link of a junction (not a source or sink) must pass through an outgoing link,
and therefore 'l C r‘j?“‘. A similar argument can be made to show r‘J’.ul C r. This shows that r} = r‘j?“‘.

PIDIEDIEDIEDIPON:

[T rller rij“ o [er;l rller

2.3. Reducing total latency by rerouting cooperative users

We now formulate the problem of minimizing total latency (or equivalently, total travel time) with route
assignments of cooperative vehicles as the decision variable. There are two classes of latency functions
studied in the literature: first Nie & Liu 2010; Roughgarden 2001; Papadimitriou 2010, where the link
latency is assumed to be the function of flow in the link, and second Tong & Wong 2000; Lo & Szeto 2002;
Daganzo 1994; Lighthill & Whitham 1955; Richards 1956, where density is assumed to affect link latencies.
We generically introduce latency as a value £; associated with the state and properties of a link / € £ and
discuss the different models of latency as it pertains to different flow models in Section 4. We can therefore
express the total latency on a link as the flow times the latency, or f;¢).

We can now express a general form of the Lagrangian-Eulerian flow, route assignment problem in a
standard optimization program formulation:

minimize ¢
flle L. félreR Yuer fiti
subject to:
= C rnc
fi= Zrller‘fr T Vel 2.5)
Zf’C: foa YoeO,deD
rlo,der

where the objective represents the total latency in the network, the first constraint relates cooperative
route flows and noncooperative link flows to total link flows, and the last constraint states that the compliant
route flows must be partitioned in a way that satisfies the nominal origin-destination demand.

3. Accounting for response of noncooperative demand via bounded tolerance

Recall from our discussion in Section 2, that due to imperfect perceptions of the travel times, the travelers
forming the non-cooperative demand may be assumed to be boundedly rational, and may not change their
nominal paths. This assumption is especially valid when the travel times of non-cooperative users do not
significantly change when the cooperative users are routed in a socially optimal manner. In contrast, if the
cooperative vehicles cause an excessive increase in latency on some routes for noncooperative vehicles, then
this assumption may not be realistic (see Aswani & Tomlin (2011); Roughgarden (2001); Krichene et al.
(2012b)). For this reason, we have to enhance the model for rerouting cooperative vehicles under stricter
conditions.

3.1. Bounded tolerance

A traditional approach to predicting vehicle route choice comes from the field of traffic assignment
(e.g. Wardrop (1952); Lo & Szeto (2002); Papageorgiou (1990)) and Nash equilibria in game theory (e.g.
Roughgarden & Tardos (2002); Papadimitriou (2010)), often described as user equilibrium in the context
of traffic assignment and introduced in Wardrop (1952). The congestion games literature considers Stackel-
berg games, which are used to analyze how selfish users respond to a centrally-controlled subset of users in
a principled way (see Krichene er al. (2012a); Roughgarden (2001)). Our approach in this paper is simpler.
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The reasonability of our approach can be argued using a bounded tolerance assumption on the part of non-
cooperative vehicles. We replace the assumption of stationarity with a stronger assumption that stationarity
is only achieved if all routes on the network do not have a latency increase greater than a certain amount,
proportional to the nominal latency experienced before rerouting the cooperative vehicles. Tolerance is as-
sumed in the sense that if latencies on a route do not noticeably increase, then noncooperative vehicles do
not seek better paths. However, the tolerance to increase delay is still limited in the sense that as latency
increases on a route, noncooperative vehicles will eventually switch. The term tolerance is used to address
the fact that the bounded rationality models assumed in Hu & Mahmassani (1997); Guo & Liu (2011) al-
low decisions to be made by the noncooperative users, while our bounded tolerance model specifies how
much perturbation of the nominal is allowed, before the assumption the assumption is no longer valid that
noncooperative users do not change routes.

3.2. Modeling bounded tolerance

The discussion in Section 3.1 dictates that one must have knowledge about a nominal network state with
which to compare final network state conditions. Therefore, we introduce as input, the nominal latency £,
for every route r € R. We then select as a model of bounded tolerance the condition that the final latency
on a route may not be a factor (1 + @) greater than the nominal latency ¢,, where a € R, can be seen as the
tolerance scale factor. The latency on a route can be computed by summing the latencies experienced on

all links in r = {ry,..., 7}
l = Z 4

ler

We can now express the bounded tolerance condition constraints:

Z& <(l+a)l, VreR (3.1

ler

Adding this constraint to Problem 2.5 completes the partial cooperation, bounded tolerance problem.
Section 4 describes how this problem applies to different flow models and latency models. We now introduce
another tolerance model and describe the class of problems to which it can be applied.

3.3. Comparative tolerance

The model for bounded tolerance described above places a limit on the increase of latency on a particular
route. An alternative approach would be to limit the increase in utility that alternative routes gain over a
particular route. In other words, the model developed in Section 3.2 assumes that a particular route flow
would be complacent on its original route as long as its own latency does not increase too much, while
not considering the possibility that the utilities of alternative routes may have increased significantly. To
address this limitation, we introduce a comparative tolerance model and discuss the underlying modeling
assumptions.

We first assume for a given route r € R with origin o, € O and destination d, € D, and assuming
a tolerance scale factor « = 0 (no tolerance to delays induced by cooperative flows), that the allowable
difference between the route’s final latency and the final latency of all other routes sharing the same origin
and destination is the largest difference in nominal latencies between itself and all other routes, or O if the
considered route has the smallest nominal latency. Then, if the scale factor « is greater than 0, this allowable
difference is increased by af,. Mathematically, we can express this condition as follows:

(- € < max (O, MaXjip der iir (Zr — Z;)) +al, Vi:oderF#r
Yr:o,der,YoeO,NdeD

While this formulation more accurately captures the concept of traveler behavior under improved com-
parative information about alternative routes, it introduces many more constraints than the bounded tolerance
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formulation in Section 3.2. Additionally, since the LHS of the constraint is a less-than inequality that con-
tains the subtraction of two functions of decision variables, common assumptions on the latency functions
will typically lead to a non-convex constraint.

One assumption that will guarantee convexity of the above constraints is if all links have affine latency
functions. It can be seen by considering that the LHS is the summation of link latencies along a particular
route, and the RHS is a constant that can be computed a priori. In Section 5.1 we will give a numerical
example of a simple network with linear latency functions, comparing the output of our model assuming
first simple bounded tolerance, and then considering comparative tolerance.

4. Formulating bounded tolerance as a convex optimization problem

The preceding sections discussed a generic model for route-based flow optimization on a flow network
with mixed Lagrangian-Eulerian demands, without identifying any specific flow model. In this section, we
discuss two types of flow models, horizontal queues and vertical queues. We show for each case how the
modeling assumptions can be made into convex constraints, enabling one to solve the partial cooperation,
bounded tolerance model as a convex optimization problem. We begin our discussion showing how vertical
queues fit cleanly within our model (Section 4.1). However, modeling horizontal queues (e.g. highway
networks) requires some additional theoretical setup. What has worked for modeling internet, supply chains,
etc. does not work for highway networks, as they are nonlinear systems with non-convex constraints that
depend on the density of the links, rather than the flows. Its discussion constitutes the bulk of the section
(Section 4.2).

4.1. Vertical queues

Several types of networks, such as communication networks or machine queues (e.g. Roughgarden
2001), can model link latencies as a function of the aggregated flow on the link. To contrast with the model
discussed in Section 4.2, we refer to such networks as vertical queues. In this section, we show an example
of how the concepts of partial cooperation and bounded tolerance can be modeled as a convex optimization
program for a specific class of vertical queues, and give a brief discussion on how the results extend to a
more general class of vertical queues.

4.1.1. Example: M/M/1 queueing model

A common way to model latencies for communication networks is the M/M/1 queue (e.g. Aswani &
Tomlin 2011), which assumes Poisson arrivals and exponential service times. On a link [ € £, the average
latency as a function of the rate of Poisson arrivals (the flow) fis given by the equation:

Bi
= f
where B, is the occupation rate and g is the processing rate. The flow on a link must be less than the

processing rate for the system to be stable. The function ¢, (-) is convex in [0, z;). We can now substitute
Equation (4.1) into (2.5) and (3.1) to obtain the following program:

4 () =

“.1)

iz HeL
subject to:
Z P ’.(1+a) VreR
ler = fi 4.2)
_ C rne
fi= Zr|1af’+ ovieL
fo: fou YoeO,deD

rlo,der
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where again, « is given and corresponds to the maximal threshold tolerable by users if Lagrangian
(cooperative) demand perturbs the nominal flow. This program is convex and can be solved by standard
convex solvers (with some algebraic manipulations for disciplined convex programming solvers). Indeed,
the objective is the summation of convex functions, and the first constraint is a convex inequality (less-than
inequality with a summation of convex functions on the LHS).

4.1.2. Class of convex vertical queues

This section shows that if all link latencies are convex, increasing functions of flow (e.g. following the
modeling assumptions of Roughgarden (2001)), then the partial cooperation, bounded tolerance problem is
guaranteed to be convex.

From the discussion in Section 4.1.1, we can generalize the class of latency functions for vertical queues,
which lead to a convex formulation. In Equation (2.5), only the objective contains latency terms, and in
Equation (3.1), the LHS of the inequality contains latency terms. Therefore, we need to verify the convexity
of the objective and the bounded tolerance constraints.

A well known-result of convex analysis is that the summation of convex functions preserves convexity.
Therefore, the convexity of the bounded tolerance constraint is guaranteed if the latency function on every
link is convex. Additionally, for a link / € £, the total link latency, f;£; (f), is convex from the assumptions
on ¢}, and therefore the sum of all total link latencies (which is the objective) is guaranteed to be convex.

4.2. Horizontal queues

A standard assumption in transportation networks is that latencies are not determined uniquely by the
flow on the link, but rather how densely populated the link is. Such latency models are referred to as
horizontal queues, as the congestion on a link occupies physical space which may propagate in the hori-
zontal direction. In this section, we show how the partial cooperation and bounded tolerance models can
be extended to horizontal queues. First we develop the relationship between link flow and link density,
the resulting latency model, and how a convex optimization problem can be formulated for networks with
horizontal queues.

4.2.1. Link model

Constraining flow by link densities. For each horizontal queuing link

[ € £, in addition to having a link flow f;, a horizontal queue link also has a A
density of vehicles p;, expressing the number of vehicles occupying a link
divided by the length L;. Relating the density of a link to its flow, each link
also has a trapezoidal fundamental diagram specified by three parameters:
free-flow velocity v;, congestion velocity w;, and max flow f"** (see Fig-
ure 4.1 and references Daganzo (1994, 1995); Garavello & Piccoli (2006)).
From these parameters, one can compute the critical density pf and jam
density p/™*. Given that we are assuming the network is in equilibrium,
then outflow must equal inflow for each link (see Gomes et al. (2008) for

a detailed analysis of horizontal queue equilibria). Therefore, only need to Figure 4.1: Trapezoidal
consider the single variable f; when analyzing flow on a link, rather than fundamental diagram used
considering both the inflow and outflow of a link. We express the p; (as tra- to model flow-density re-

ditionally assumed by the LWR equation Daganzo (1994, 1995); Lighthill lationships in horizontal
& Whitham (1955); Richards (1956)), we have two coupled variables f; queues.
and p;, with the following constraints:

i = vp (4.3)
fi <w (oM™ - p) (4.4)
0<f, < f™ (4.5)
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where (4.3) restricts the outflow of link /, (4.4) restricts the inflow, and (4.5) is a physical capacity of
the link. These constraints are a relaxation of the fundamental diagram, initially introduced by Gomes &
Horowitz (2006).

Latencies. For alink [ € £, the latency ¢ is obtained by multiplying the length and velocity of the link,
where the velocity of the link is a function of both flow and density. With a notational change (the latency
now depending on two variables), the latency function is given by:

L
a(fop) = %

and the total latency f;¢; (f1, p;) on alink is given simply by the number of vehicles on a link, or L;p. Note
that a nominal link latency must be determined from both a nominal flow and nominal density, requiring
more information than the point queue model, which only needs nominal link flows.

4.2.2. Relaxation of Junction Model

In order to guarantee uniqueness of solutions of junction problems in LWR networks, it is common to
assume that the sum of flows across junctions is maximal, while respecting the prescribed turning ratios.
Daganzo (1995) describes a junction model for 2-to-1 merges and 1-to-2 diverges tailored to the CTM
model, while Garavello & Piccoli (2006) describe a more general junction model allowing n-to-m merges
for the continuous LWR network model, which includes the Daganzo model as a special case with triangular
fundamental diagrams and limited merge/diverge types. We refer to the flow-maximizing junction models
as the unrelaxed junction model, and the flow-density relationship in Section 4.2.1 as the relaxed junction
model as it does not include a flow maximization condition.

One technical reason why the relaxed model is used is that a flow-maximization condition would lead
to a non-convex problem formulation. Another argument that can be made is that for certain junction types,
some split-ratio vector or priority vector (see Coclite & Piccoli (2002)) may exist that would lead to the
flow solution given by the optimization problem. Therefore, since this problem has no fixed split-ratios, it
can be considered a free variable and the optimization problem has discovered one of the many possible
solutions to some junction. This argument has limits, as there is no such free parameter for 1-to-1 junction
types, for instance.

There have been methods proposed for dealing with the implicit “car holding” issue introduced from the
relaxation, such as adding penalty terms in the objective (see Ziliaskopoulos (2000)), but we do not consider
these in our analysis.

4.2.3. Optimization program
For the horizontal queues network, we can now express the total latency minimization problem expressed
in Section (3.2):

Jiplie LR Lier Lipy
subject to:
Z %S (1+a)d, VreR
ler ﬁ
< vip Vie L
i< wle™-p)  VieL *0
0< fi<f™ Vie L
fi= Zr\lerﬁ te viel
D= o YoeO,deD
rlo,der

This formulation is not convex, specifically the bounded tolerance constraint is not convex. There is a
superseding problem with the formulation, that the bounded tolerance constraints and outflow constraints
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(fi £w (p}“a" - p;)) are guaranteed to be non-binding. Several of the constraints can be shown to be non-

=L

binding by observing that a solution must satisfy p; = vj . We prove that next.

Lemma 2. If the solution £, p* is optimal for Problem 4.6, then Yl € L: p; = I

Vi

Proof. Assume Jp; > J:—l, Reducing p; to J;—’l only decreases the LHS of the first constraint in Problem (4.6).
The second constraint becomes an equality by construction. The RHS of the third constraint increases.
Since the flow terms are not changed, we see that the feasibility of the problem is maintained. Additionally,
the objective strictly decreases, thus proving that a solution with such a p; is sub-optimal. O

We can now simplify Problem 4.6 by substituting in the value of p from Lemma 2, and using the follow-
ing notational change for the parameters L; and a; = %’

e aifi 4.7)

min
Jille L frIreR
subject to:
SirLvi<(1+a)t, YreR
fizvi(L) Vie L

f;Swl(pma"—ﬁ) Yie L

Vi
0< ﬁ < flmax VYie £
ﬁ = Zrller frc + f}nc Vie L
Zr\o,derfrc = f_;),d Yo € O, deD

We can now detect non-binding constraints easily. The first constraint in Problem (4.7) must be satisfied
because the LHS is the free-flow travel time of the route and is minimal, while the RHS must be greater or
equal to free-flow (keeping in mind @ > 0). The second constraint is always an equality, by Lemma Lemma
2. The third constraint is guaranteed from the assumption of a trapezoidal fundamental diagram. The
simplified problem is now:

min a 4.8
fille L fEIreR Dier aifi ws)

subject to:
0<fi< fm Yie L
fi=Zne [+ Yiel
Sroder £ = foa NMo€0,deD

The above problem is now in a linear program formulation. We now show that the concept of noncoop-
erative flow can be replaced by a capacity reduction on all the links. Let us rework some of the expressions
in terms of the cooperative and noncooperative vehicles:

fg‘lrier;{ Yier aiff + Yier @t Xoyer fF 4.9

subject to:
<0< Sy S [ - Ve L
Sioder J§ = foa YoeO,deD

We can now simplify further. The first term in the objective is constant, since f'° is not a decision
variable. Then, the second constraint can be simplified by introducing a reduced capacity constant, f;™* =
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S = fl"c. If we drop the cooperative pretense from the decision variable, then we have reduced the problem
to a modified capacity, constant latency, Lagrangian system optimal problem, which is simplified and linear:

ﬁrﬂlie‘}e Dier @ Dier Jr (4.10)

subject to:
0< Zrller fr < _lmax VreR
Zrlo,der fr = ﬁ),d Yo € O, de?D

Lemma 3. Let f* = {f’ : r € R} be a solution to Problem (4.10). Then

r

£ = f

f}nc + Zrller fr*

’
P =
1 v

is a solution to Problem (4.6).

Proof. Using Lemma 2, the equality f; = fl““ + 2 rier f7 » and the variable name substitution made in Problem
4.10, the result follows immediately. O

Corollary 4. An optimal solution to Problem (4.6) is a feasible solution of the unrelaxed junction model in
Section 4.2.2.

Proof. Since the flow on every link is in free flow (f; = vio;, Y1 € L), the supply X cr; vip; at every junction
J € J is equal to the flow across the junction Y r, f;, and is therefore maximal. O

This corollary shows that solving for the static social optimum on networks with horizontal queues does
not encounter the non-convexity issues typically associated with the CTM constraints in dynamic traffic
problems. For instance, Ziliaskopoulos (2000) uses the relaxed junction model (which allows “car-holding”)
that we present in Section 4.2.1 to solve the single destination social optimum problem as a linear program,
and Gomes & Horowitz (2006) use a relaxed junction model to solve an optimal ramp metering problem as
a linear program (with a zero-relaxation gap under certain conditions).

Commonly considered problems in traffic assignment such as social optimum for purely Lagrangian
flow ( flnc = 0,V! € L) and purely Eulerian flow (fS = 0,Vr € R) serve as special cases of Corollary 4 and
therefore an optimal solution can be found for both problems for the unrelaxed junction model by solving
the linear program in Problem (4.10).

4.2.4. Limiting deviations in density

There are limitations in the expressiveness of the current horizontal queues model under total latency
minimization. To circumvent these issues, this section proposes the addition of constraints that restrict
the allowable densities to be within the locality of the nominal densities that are used to compute nominal
latencies.

The purpose of these constraints is to prevent the optimization program from setting all links to be in the
free-flow state, which has the negative effect of over-simplifying the model developed here-within (Section
(4.2.3)). Instead, total latencies across the network can be minimized while considering likely congestion
patterns. To motivate the usefulness of such a model, one can make a physical argument that rerouting
may only cause bounded deviations in the density, and that congestion may not be cleared due to rerouting
because of additional issues such as weaving or the physical road conditions.

To restrict the densities to only take certain values, we require that each link / € £, includes an upper
and lower density bound, plT and pll respectively. We append to the program in Equation (4.6), the set of
constraints bounding the allowable densities:
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pll Sp;SplT Vie L

In Section 5, we show an example of a network with horizontal queues with density bounds that has the
bounded tolerance constraint as a tight constraint. This demonstrates that bounding the allowable densities
can capture the characteristics of bounded tolerance for networks with horizontal queues.

4.3. Algorithm for data preconditioning

If input data into our problem is taken from a physical network with inherent sources of noise, it is
likely that there will be a number of conditions that will cause the raw data to be incompatible with the
problem constraints, thus making the problem infeasible. For instance, a link’s estimated density may not
lie within the fundamental diagram constraints in Section 4.2.1, or there may not be exact mass balance
across junctions. If the estimates from the stationary sensors are reasonable, then these constraint violations
will not be severe, but even small deviations will render the optimization program infeasible. Therefore
the input data must be filtered to be preconditioned to meet the requirements. We propose an optimization
program formulation.

The constraints that concern noncooperative flow are the following:

fi<vip Vie L .11
fiswi(pf™—p) VieL (4.12)
O<fisfm Vel (4.13)
fi=Suefr  VleL (4.14)

These constraints are all convex (indeed, linear) in the decision variables f;, f,. Then, let f;, p; be the
input flow and density respectively on link [ € £, where £ C £ are the links with input data available.
Our objective will be to minimize some definition of distance from the input data to the selected data that
violates none of the above constraints. If we select as the distance measurement the n-norm, n > 1, then we
have the following convex optimization program for obtaining amenable input data:

mji{/l)il:rlrgeze el ”fl - fI”,, + 161 = pill,,

subject to:  Constraints (4.11) — (4.14)

The result of the optimization problem is a set of route-based flows {f, : r € R}. Finally, the route flows
would then be partitioned into both cooperative and noncooperative flows, which then gets the data in a
suitable format.

While the formulation presented specifically discusses horizontal queue constraints, the same meth-
ods can be extended to other problems with convex constraints, such as M/M/1 queues presented in Sec-
tion 4.1.1.

5. Numerical results

We demonstrate the highly practical nature of our work by applying the model to two different problems.
We focus on a multi-destination network of horizontal queues. This problem demonstrates the generality of
our method to the multi-commodity case and the ability to solve real-world transportation planning problems
on a regional level. First, we demonstrate the simplicity of the model on a small network of vertical queues,
to which we apply both models of tolerance and compare the benefits gained by re-routing.

5.1. Linear Latency
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’ Name ‘ a(usi) ‘ b (s) ‘ “fpmax (units) ‘ | Type . \ Descript.ion [ ()]
= - O-D (Lagrangian) | source-sink | 0.8
souree ! 0 ! Link (Eulerian) source 0.2
Sin 1 0 ! Link (Eulerian) sink 01
l'eft 1 0 ! Link (Eulerian) left 01
right 0.5 0.5 1 Link (Eulerian) e -

@ ®
Table 2: Summary of illustrative network properties. 2a: Link-level input parameters. 2b: Network-level
input demands

Left Route . Figure 5.1 depicts an illustrative, two parallel routes network. Flow
M@.ﬂ; enters at the source and exits at the sink and can travel along either the “left”
route or the “right” route. Each link / € £ has a linear latency function
() = aif + b;. The link properties given in Figure 2a show that the
left link has a lower zero-flow latency than the right link, but has a higher
marginal cost per unit flow. As the left route becomes more congested, its
latency will eventually increase until the right route has equal utility. From
a user equilibrium viewpoint, as the network is loaded with additional flow, the latencies across the two
routes will remain the same. But from a social optimum viewpoint, additional flow will always be routed to
the right route since it will always have a lower marginal cost than the left route.

As described in Figure 2b, we assume the network is loaded with both cooperative and noncooperative
flow. There is a total of 0.2 units-per-second of noncooperative flow, with 0.1 units-per-second of flow on
both the left and right link. In addition, there is 0.8 units-per-second of flow on the network, which we
assume is initially distributed amongst the left and right routes in a manner that achieves user equilibrium.

We now show how our route optimization framework can be applied to this network to optimally route
the cooperative flow. Results are given over a range of bounded rationality scale factor to show the sensitivity
of our results to the scale factor. Since the latency functions are linear, both the standard bounded rationality
model and comparative bounded rationality model are solved using well-developed and highly efficient
convex optimization tools (see Rubira (2011)). In addition to comparing the two models against each other,
we compare them both against the Stackelberg game solution of the routing problem. The Stackelberg game
solution gives a minimum social cost with the assumption that the noncooperative flow will be routed in a
user equilibrium manner. Stackelberg analysis is only possible in the case when origin-destination demands
can be uniquely determined for all users of the network, which holds for our simple network. This does not
hold in general, and this case will studied subsequently (Section 5.2).

Figure 5.2 summarizes the numerical results on the simple network. The route latencies as a function of
the bounded rationality scale factor are shown in Figure 5.2a, while total latencies are shown in Figure 5.2b.
As expected, as the bounded rationality scale factor increases, so do the benefits of re-routing. Additionally,
the comparative bounded rationality model improves at a slower rate than the standard bounded rationality
model. This is due to the fact that the comparative model permits the right route to be “aware” of the
latency improvements on the left route, while the standard model only limits deviations in route latencies in
comparison to a route’s individual nominal latency and ignores the improvements on the left route.

The results tell us that as the scale factor increases, the model converges to the Stackelberg solution. It
may appear counter-intuitive that the model with inherently no tolerance factor could perform better than the
tolerance models. The explanation is that the tolerance models are overly-conservative due to the assumption
that no noncooperative flow changes routes, and the routing strategy will not drastically improve one route
over another route. On the other hand, the Stackelberg solution shifts all noncooperative flow to the left route
and the cooperative flow accommodates this shift in a socially optimal manner. Since all noncooperative
flow is on a single route and improves upon its nominal latency, discrepancies in route latencies are no
longer a behavioral issue, allowing the Stackelberg to be as liberal as necessary with latency increases on

Figure 5.1: Network dia-
gram
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Figure 5.2: Comparison of simple bounded tolerance and comparative tolerance. 5.2a: Route latencies.
Comparative tolerance allows smaller deviations in route latencies than bounded tolerance. 5.2b: Total
latencies. The total latencies decrease more slowly with the comparative tolerance model versus the bounded
tolerance model. The total route flows approach the Stackelberg equilibrium as the tolerance scale factor

goes to infinite.

the right route.

5.2. Horizontal queueing network

Source

Sink B 12
Sink A

Figure 5.3: Multiple-destination network
with horizontal queues. There are many
overlapping routes between Source and
Sink A, while Sink B and Sink C are origin-
destinations which have demands on the
same network as Sink A demands.

As discussed in Section 4.2, given the nonlinear dy-
namics of horizontal queueing cells, modeling horizontal
queues is in general a more difficult process than vertical
queues. It is also important to consider a more general net-
work than the compact one in Section 5.1, one with mul-
tiple destinations, and therefore multiple Lagrangian de-
mand types. In this section, we model a mid-sized multi-
destination network of horizontal queues within the par-
tial cooperation, bounded tolerance framework. We follow
with numerical results on how the routing strategies change
with respect to the parameters of the tolerance model.

5.2.1. Network properties and demands

Figure 5.3 shows a topological description of the net-
work. Since only Sink A can be reached through multiple
routes, the algorithm only decides how to partition the de-
mand across the routes originating from Source and lead-
ing to Sink A. The algorithm will take as input some net-
work and link level properties, as recorded in Table 3. The
nominal state given in Table 3a shows that links 3, 8 and
9 were heavily congested, while the other links were close
to free flow. Furthermore, as discussed in Section 4.2.4,
the densities must have more constraints than just the fun-
damental diagram constraints (Equations (4.3)-(4.5)). Ta-
ble 3a tells us that this problem assumes that links do not
shift from their nominal state (links with a nominal free
flow/congestion state must maintain this state). Table 3b
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Name 0 1 2 3 4 5 6 7 8 9 10 11 12 13 14
Length (m) 0.5 0.1 1.0 1.5 0.3 0.1 0.6 0.4 1.0 1.5 1.0 0.7 0.8 1.0 0.1
Nom. flow (%“S) 0.15 | 0.05 | 0.03 0.02 0.05 | 0.05 0 0.02 0.01 0.02 0 0.02 | 0.01 | 0.05 | 0.05
Nom. density (%ix“) 0.15 | 0.05 | 0.03 4.99 0.05 | 0.05 0 0.02 4.99 4.99 0 0.02 | 0.01 0.05 | 0.05
State constraint FF FF FF Cong FF FF FF FF Cong | Cong FF FF FF FF FF
(a)
Sink Dest. A | B C
Flow (%) 051]05105
(®)

Table 3: Multi-destination network properties. 3a: Link properties, including nominal state. 3b: demand
input into network

tells us that there is 0.5 =>* demand between all origin-
destination pairs on the network. For simplicity, we assume that all demand is cooperative as well to focus
analysis.

5.2.2. Numerical results
The results of our numerical calculations are summa-

+1.989x10* rized in Figure 5.4. As supported by the results for vertical

= von — With Itolerance queues in Section 5.1, the ?elief of netyvork congestion i.s

> —  No tolerance greater the more tolerance is assumed in the users. Addl-

S 0.03 ; tionally, it is noted that the network does not immediately

g 0.02 | push into free flow (social optimum), but rather decongests

g links to an amount dependent on the tolerance scale fac-

Footy _ ee— ] tor. This is a desirable behavior of the model, as it is not

10° 10! 102 10° reasonable to assume that congestion can be completely

Scale factor [—] avoided just through re-routing schemes. Lastly, we see

the intuitive result that the bounded tolerance model will

Figure 5.4: Total latency on network of converge to the more familiar social optimum as the scale
horizontal queues as a function of tolerance factor increases.

scale.

6. Conclusion

We have presented a framework rerouting flow in an
socially optimal way with mixed Lagrangian-Eulerian information. The cooperative flow has known nomi-
nal routes, while the noncooperative flow has known flow counts across links. In order to anticipate network
conditions for all users after re-routing has been applied, the model combines the two types of informa-
tion in a complementary way; by only allowing the cooperative flow to change routes, we have removed
the necessity of having origin-destination demand information for all users on the network. Furthermore,
by looking at the static flow problem, we can study practical networks with multiple origins and multiple
destinations, where dynamic multi-commodity problems often suffer from intractability issues.

The framework also addresses the behavioral nature of the noncooperative users, which we call bounded
tolerance and comparative tolerance, by only allowing perturbations of the nominal state of the network
that boundedly impact the noncooperative flow in a negative manner. The tolerance model comes about as
a response to the lack of origin-destination information that does not permit the game-theoretic Stackelberg
game analysis, but does allow us to require only Eulerian information across the majority of the network.
We show that the comparative tolerance model will in general limit network latency improvements more so
than the bounded tolerance model, but since the comparative tolerance model allows individual routes to
compare latencies with other routes, it is arguably a more accurate model of noncooperative flow behavior.
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By taking a convex optimization-based approach, the framework is shown to efficiently solve many
classes of network flow problems. The horizontal queue, highway network problem can be modeled as a
convex optimization program, which permits one to study highway networks of practical size. The multi-
destination network of horizontal queues gives an example of how the framework can be applied to multi-
commodity type networks such as highways with multiple onramps and off-ramps. A live data feed of La-
grangian GPS sensors and Eulerian loop detectors, in conjunction with the data pre-conditioning algorithm,
would enable the framework to run in an “online” sense, and provide automatic, daily routing advice for
a traffic management agency during rush hour periods. We conclude that the partial cooperation, bounded
tolerance model can allow a traffic management operator to make beneficial re-routing decisions with much
less origin-destination demand input required.
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