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Real-time data communication and analysis are important to support many smart 

transportation applications. The connected vehicle (CV) technology leads to a system in which 

vehicles can communicate with other vehicles, transportation infrastructure, and other devices with 

communication capabilities. With the increase of data availability, there is a great need for 

algorithms to process and utilize the data to improve the system efficiency and mobility. 

This study developed an adaptive navigation algorithm based on the data collection and 

communication functions in the connected vehicle system. Specifically, the algorithm will utilize 

real-time traffic information to adaptively recommend the optimal path considering both the user 

cost and system impact. To quantify the travel cost associated with different paths, a link cost 

function is developed to estimate both the link travel time and delay at the downstream intersection. 



 iv 

An empirical intersection delay function is derived from the stochastic queueing theory models. 

The developed function can support link cost estimation for interrupted traffic flow on local streets, 

which is a limitation for previous navigation algorithms. Based on the CV communication 

capabilities, two specific dynamic navigation algorithms have been developed to suggest the 

optimal paths that dynamically minimize the user cost and system impact, respectively. 

The developed navigation algorithms have been implemented in a microscopic simulation 

model using VISSIM application programming interface (API) functions. Multiple experiments 

have been conducted to test the CV navigation algorithms in a virtual traffic environment based 

on the urban street network in downtown Bellevue, WA. Experiment results reveal that CV 

navigation algorithms are effective in reducing both the user and system cost compared to the static 

navigation used by non-CVs. The benefits of adaptive navigation algorithms will increase with the 

CV market penetration, and the maximum benefit is achieved when the CV penetration rate 

reaches around 60%. In the studied network, the marginal benefit of using the dynamic system 

optimum navigation over the dynamic user equilibrium navigation is relatively small (e.g., around 

1%) comparing with the total user cost. Further experiments show that the developed CV 

navigation algorithms can work effectively during non-recurrent congestions through properly 

balancing historical and real-time traffic information. 
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Chapter 1. INTRODUCTION  

1.1 BACKGROUND 

Past several years have witnessed a major change with regard to data availability in the 

transportation domain. After decades of technology development in the traffic management 

systems, vehicle-based technology has become the major focus in the next wave of innovation 

(Mahmassani, 2016). Connected vehicle systems (CVS) will enable information transfer from 

vehicle to vehicle (V2V), from vehicle to infrastructure (V2I), and from vehicle to any devices 

with communication capabilities (V2X). Such a system will provide large volumes of diverse, 

multi-source, and high-resolution data to support numerous applications in traffic planning, 

operation, and system optimization. 

Figure 1.1 presents a typical CVS considered in this study. The implementation of CVS 

requires the installation of On-Board Units (OBUs) to vehicles and Road-Side Units (RSUs) to the 

roadway infrastructure. According to the United States Department of Transportation (USDOT), 

connected vehicle (CV) technology is readily available in the vehicle manufactural industry 

(USDOT, 2016). In 2016, the National Highway Traffic Safety Administration (NHTSA) issued a 

Notice of Proposed Rulemaking (NPRM) that targets to eventually require V2V devices in all new 

light vehicles. On the infrastructure side, the Vehicle to Infrastructure Deployment Coalition (V2I 

DC) has created a Signal Phase and Timing (SPaT) challenge that encourages the deployment of 

V2I devices in at least one corridor or network in each state by January 2020 (NOCoE, 2018). The 

goal of the challenge is to help state and local transportation infrastructure owners and operators 

better prepare for vehicles equipped with OBUs as well as test the implementation and impact of 

V2I applications. 
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Figure 1.1. Illustration of a typical connected vehicle system. 

 

With all the efforts in the deployment of CVS, however, a gap still exists between the 

technology readiness and practical applications. Practical challenges have been revealed in the 

implementation process such as management at scale and cost/benefit assessment. To understand 

the concerns and challenges before the broad deployment of the CV technology, USDOT has 

funded three pilot programs to evaluate the feasibility of CVS in New York City, Tampa, and 

Wyoming (USDOT, 2018). The CVS deployed in these pilot sites include an integration of OBUs, 

RSUs, and mobile devices, and each site has designed and developed a CV-based application 

framework that specifically meet the region’s unique transportation needs. One of the important 

objectives of these pilot project is to measure the impacts of CV applications, in order to ensure 

that the deployment of CVS will deliver the expected benefits in safety, mobility, efficiency, and 

environment. 

V2I devices provide CVs with data collected and processed from the transportation 

infrastructure. That said, transportation operators still face challenges collecting and processing 
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traffic information. According to the 2012 National Traffic Signal Report Card, the overall 

performance of 311,000 traffic signals in the U.S. was disappointingly rated at a level of D+ 

(NTOC, 2012). The report also assessed detailed grading of these signals in five designated themes, 

including management, signal operations, signal timing practices, traffic monitoring and data 

collection, and maintenance. Among these themes, traffic monitoring and data collection was rated 

the lowest, with a score of F. The implementation of RSUs will significantly improve the data 

collection capability of traffic signals, but there still exists a great need for methodologies to 

process and analyze the collected data. 

One of the important benefits of CV based applications is to enhance the system mobility and 

efficiency. In a complicated road network, multiple alternative paths can exist for a particular trip. 

Previous ways of selecting the optimal path usually rely on the historical traffic data and users’ 

familiarity with the road. These navigation methods usually result in a non-optimal traffic 

assignment with some roads over-traveled and others less-traveled. If the real-time traffic 

information can be obtained and utilized, it is possible to develop a more efficient navigation 

algorithm that can reduce both the user cost and system impact. Such an algorithm can be 

implemented with the communication capabilities of the CVS, and it is expected that both CVs 

and non-CVs will benefit from a more efficient traffic assignment in the roadway network. 

1.2 PROBLEM STATEMENT 

Although a number of existing navigation applications have already been using real-time 

traffic data, some limitations still exist in the current navigation systems. First of all, the estimation 

of link travel cost mainly relies on the vehicle speed data. This method usually can generate 

sufficiently accurate estimates for uninterrupted traffic flow (e.g., freeways and highways with 

controlled access). But for urban streets, the travel time is mainly controlled by the wait time at 
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signalized intersections. Thus, the vehicle speed data are not enough to estimate the actual travel 

time on each link. To efficiently navigate in different types of roads, it is necessary to obtain data 

from both vehicles and traffic control signals so that the algorithm can work consistently for both 

uninterrupted and interrupted traffic flow. 

The current navigation system helps users to identify the optimal path based on certain criteria 

(e.g., shortest travel time). In such a framework, each user’s optimization procedure is independent 

from others and everyone aims to maximize their own benefit. This will lead the system to a 

dynamic user equilibrium (DUE) state where no one has the incentive to switch to a different path. 

But the DUE state is not necessarily the optimal state for the entire system. The total system cost 

can be further reduced if some vehicles can navigate based on the system cost rather than the 

individual user cost. The new equilibrium state in which the total system cost is minimized is called 

the dynamic system optimum (DSO) state. To estimate the total cost of a transportation system, it 

is necessary to know the traffic volume in each link. In the existing navigation applications, 

however, such an optimization is not achievable without real-time data communication between 

vehicles and the infrastructure. 

The current navigation applications calculate the optimal route at the start of a trip. Given the 

randomness in traffic, the recommended route might not continue to be optimal when the vehicle 

is traveling in the road network. Although some applications can recommend alternative routes 

based on real-time traffic data, users are usually reluctant to switch routes when the benefit is 

small. In addition, the uncertainty nature of traffic also makes users skeptical about the estimated 

benefit of the alternative route. This will result in under-utilization of the real-time traffic data, 

which leads to inferior navigation results. 
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To address the aforementioned limitations, this study aims to develop a more efficient 

navigation algorithm that can adaptively recommend the optimal path based on the real-time traffic 

information. The whole algorithm is inspired by the rapidly evolving CV technology and the 

increasing need for system optimization. Such an algorithm will be of significant value to public 

agencies and private companies willing to efficiently manage a fleet of CVs, and will provide 

insights to traffic operators and policy makers for traffic planning and system optimization in the 

CV environment. 

1.3 RESEARCH OBJECTIVES 

The goal of this study is to develop an adaptive navigation algorithm based on data collection 

and communication functions in CVS. Specifically, two types of data sources, infrastructure 

(including intersections and road links) and connected vehicles, are utilized in the study. It is 

assumed that connected vehicles can receive real-timed traffic flow and travel time information 

from the infrastructure and the proposed navigation methodology will utilize such information to 

determine the real-time optimal path in the road network. 

The proposed navigation solution will combine a set of innovative algorithms, including a 

link cost estimation function, a dynamic shortest-path algorithm based on the probabilistic 

dynamic programming, and a system optimal navigation algorithm.  

As the fundamental of the navigation algorithm, this study will first develop a link cost 

function with special emphasis on the estimation of intersection delay. A general form of link cost 

– traffic flow relationship will be derived from traffic flow and queueing theory models. The link 

cost function is validated in various traffic scenarios with different levels of traffic flow 

randomness. In addition to quantify the link cost in the navigation procedure, an important use of 

the link cost function is to estimate the system cost associated with each routing decision. With 
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CVs receiving the real-time traffic flow data collected by the infrastructure, the expected system 

cost can be estimated as a combination of the user cost and the additional cost imposed on existing 

vehicles on the link. 

The second layer of the method involves a dynamic searching method for the optimal path 

based on the real-time traffic information. Different from existing navigation methods in which 

the optimal path is calculated based on historical traffic data or traffic information at the start of 

the trip. The dynamic navigation method involves a Bayesian framework to predict future traffic 

conditions when the vehicle is expected to arrive at the downstream links. The future traffic 

condition is predicted based on both the historical and real-time traffic data. In the Bayesian 

framework, the historical traffic pattern is used as the “prior” belief and the real-time traffic data 

will be incorporated to update the “prior” belief and generate more reliable “posterior” predictions 

of future traffic flow. Such a framework is more robust under nonrecurrent events when real-time 

traffic is significantly different from the historical data. The classical shortest-path algorithm is 

adapted into the form of probabilistic dynamic programming in the sense that the cost of 

downstream links depends on the previous visited links and the cumulative travel cost. 

In terms of the navigation objective, the proposed navigation algorithm supports both user 

equilibrium and system optimum navigations. While the DUE navigation will lead the system into 

the DUE state, the DSO navigation is able to achieve a better traffic assignment in terms of 

reducing the total system cost. The navigation algorithm also allows CVs to adaptively change the 

routing decisions based on real-time traffic information obtained during the trip, so that the 

efficient network traffic assignment can be consistently achieved. 

Both numerical experiments and microscopic simulations will be conducted to implement and 

validate the proposed methodology. The experiments will quantify the benefits of the proposed 
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navigation algorithm, as well as the impacts at different CV market penetration rates. The proposed 

study is of great potential for public sectors and private companies that would operate and optimize 

a fleet of connected vehicles. The analysis results will also provide insights on communication 

requirements and policies related to future deployment of connected vehicles and devices. 

The following bullet points summarize the key contributions of the project 

1. Incorporated the intersection delay into the link cost estimation so that the navigation 

results are more accurate on local roads;  

2. Enabled system optimum navigation function for connected vehicles to reduce the system 

impact; and  

3. Quantified the benefit of the proposed navigation method in experiments based on a real-

world traffic environment. 

1.4 STUDY SCOPE 

This section clearly describes the scope of the study to help readers further understand the 

research objectives and avoid any confusions. 

The study focuses on developing a navigation algorithm assuming a CVS has been deployed 

with data communication and processing functions enabled. The proposed navigation algorithm is 

implemented in a programming environment and tested in a virtual traffic scenario. The proposed 

navigation algorithm is designed to be consistent with the prototyped CV messages and 

applications. However, the study will not produce a software application that is ready to be applied 

to real-world CVs. 

The proposed navigation algorithm targets to find the optimal path under existing signal 

control plans. The algorithm is validated under both fixed and actuated signal control scenarios. 

However, the navigation algorithm does not involve coordinatively adjusting traffic signals in react 
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to upcoming CVs. While CV based traffic signal coordination has great potential in reducing the 

travel cost, the optimization task is significantly different from that of the vehicle navigation and 

cannot be directly integrated in the same framework. 

The proposed navigation algorithm is able to suggest the optimal path under different criteria. 

In order to quantify the algorithm impact, this study assumes vehicles will follow the navigation 

guidance when traveling in the road network. Such an assumption can be achieved by autonomous 

driving functions or policies/incentives related to CV navigation. The expected algorithm impact 

will provide significant insight for future policy and incentive development. 

Additionally, the deployment of the CVS is expected to improve the traffic system in multiple 

ways. For example, traffic congestion can be mitigated by eco-driving and speed harmonization 

applications and safety functions can reduce the number of incidents on road. However, this study 

focuses on analyzing the benefit of a more efficient network traffic assignment resulting from the 

proposed navigation algorithm. Other CV introduced benefits related to the basic traffic flow 

characteristics and traffic conditions, also promising, will not be discussed in this study. 
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Chapter 2. STATE OF THE ART 

2.1 CONNECTED VEHICLE SYSTEMS 

In a CVS, OBUs and RSUs periodically collet vehicle and infrastructure data, including the 

position, speed, and status (e.g., brake, acceleration, and deceleration) from vehicles and the 

intersection geometry, signal control plan (e.g., phase and timing), and signal priority status from 

the infrastructure. Such information is initially stored as snapshots in its memory buffer. The stored 

snapshots will be broadcasted and shared with other CV devices within the communication range. 

Based on snapshots generated from the same vehicle, the trajectory can be reconstructed with the 

vehicle’s position and speed at different time points. Knowledge of traffic control plan can also be 

obtained from the roadmap constructed from snapshots of the same infrastructure. In this way, CV 

applications can be developed for both vehicles and the infrastructure to optimize the system from 

different perspectives. 

2.1.1 Communication Requirements 

In 1999, the Federal Communications Commission (FCC) allocated 75 MHz of bandwidth at 

5.9 GHz as for Dedicated Short Range Communications (DSRC) specifically used for traffic safety 

and mobility applications (FCC, 1999). Compared with other means of communication, DSRC 

communication has lower latency and is more reliable (e.g., under weather events), which is 

essential to support safety and mobility functions for fast-travelling vehicles. 

The Society of Automotive Engineers (SAE) developed the J2735 dictionary as the 

recommended standard for DSRC messages (SAE, 2006). Below summarize common message 

types recommended in the J2735 standard 
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• BSM (Basic Safety Message) includes the vehicle situational data (e.g., position, heading, 

speed, etc.). This is the core information used in CV safety applications such as collision 

warning and driving assist.  

• SPaT (Signal Phase and Timing) provides the current signal control status and timing 

information. Such information is collected from the signal controller and broadcasted by 

RSUs. 

• MAP (Intersection Geometry) provides the layout of the intersection, including geometric 

information for each lane and lane group. 

• SRM (Signal Request Message) is sent by OBUs to RSUs to view the current signal status 

or request signal pre-emption or priority. 

• SSM (Signal Status Message) contains the current signal status and pending pre-emption 

and priority requests. It is sent by RSUs in response to SRM.  

• TIM (Traveler Information Message) is sent by RSUs providing roadway conditions and 

traffic advice (e.g., congestions, incidents, and events). 

Figure 2.1 illustrates a typical CVS, where CVs and RSUs are communicating with different 

types of message. Note that the traffic in the figure is a mixed flow with CVs and non-CVs, and 

only CVs are able to send and receive messages. 
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Figure 2.1. Illustration of communications and standard message types in a CVS. 

 

While DSRC was encouraged by U.S. regulators and has been adopted by a number of 

automakers, in recent years there is an increasing interest of using 5G as the CV communication 

channel instead of DSRC.  For example, Ford recently announced that it will stop supporting 

DSRC and choose 5G as the communication channel (Turpen, 2019). It is believed that 5G 

broadband can transmit messages to a longer range and at a faster speed. Additionally, 5G is more 

open for a variety types of devices as cellular network providers have been heavily investigating 

in the communication infrastructure upgrades. 

2.1.2 CV Applications 

Various types of applications can be developed based on V2V, V2I and V2X communication 

of different DSRC messages. The USDOT has assess and prototyped a number of CV applications 

(USDOT, 2015). These applications can be grouped into seven major categories. 
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• V2I Safety applications aim to improve traffic safety based by providing connected 

vehicles with infrastructure data. Such applications include infrastructure-based warning 

messages (e.g., red light, and work zone warning) and driving assist functions (e.g., curve 

speed and stop sign gap assist). 

• V2V Safety applications provide vehicles with collision alerts or driving assists based on 

data received from other OBUs. Typical applications include the Forward Collision 

Warning (FCW) and Left Turn Assist (LTA). 

• Agency Data applications aim to use CV technology to enhance the traffic monitoring and 

data collection for transportation agencies. For example, connected vehicles can report 

various types of traffic data when traveling, such as origin-destination information, 

intersection delay, and pavement status. 

• Environment applications utilize CV data to reduce the traffic related environmental 

impact. For example, CV based speed harmonization will improve eco-driving and reduce 

emission. Smart parking management can also reduce time spent on parking search. 

• Road Weather applications aim to provide vehicles with weather related alerts and 

recommend treatment plans to infrastructure owners and operators. 

• Mobility applications aim to improve system efficiency through dynamic management of 

vehicles, traffic signals and other infrastructure. One typical application is the Advanced 

Traveler Information System (ATIS), based on which other applications can be developed 

such as the smart signal management system, adaptive driving assist, and dynamic transit 

and freight operations. 

• Smart Roadside applications aim to improve the freight system efficiency. Example 

applications include wireless truck inspection and smart truck parking management. 
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A review of the prototype CV applications shows that majority of CV applications focus on 

improving traffic safety, primarily because safety is the top concern of local governments and 

transportation agencies. CV potentials in system mobility and network efficiency, however, are 

not equivalently emphasized. Additionally, existing CV applications focusing on mobility and 

efficiency usually provide reactive services (e.g., sending alerts, broadcasting traffic information) 

rather than proactive solutions. The latter ones are more complicated to build as they often require 

communication and collaboration among various components in the CVS. 

2.2 VEHICLE ROUTE CHOICE PROBLEMS 

The vehicle route choice problem can be generally classified into routing and navigation 

problems. But in some previous studies, these two terms were used interchangeably and lacked 

clear distinction. This section clearly defined the two types of problems and summarizes the related 

research. 

2.2.1 Vehicle Routing and Navigation 

The Vehicle Routing Problem (VRP) targets to find the optimal route for a vehicle that faces 

multiple customers or requests at different locations. Based on the specific formulation, the VRP 

methodology can be applied to various business situations such as truck dispatching, demand-

responsive transit, and rideshare services (Dantzig and Ramser, 1959; Ghiani et al., 2003). The 

goal is to minimize the total routing cost for an individual vehicle or a fleet of vehicles. Depending 

on the specific problem, the routing cost can be formulated travel distances, travel times, fuel 

consumption, or a combination of different types of cost.  

Based on the classical VRP formulation, further studies have incorporated practical 

constraints in solving the optimization problem. Such constraints include vehicle capacity limits, 
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service time windows, and service order constraints (e.g., goods must be picked-up first before 

delivering to the destination) (Pillac et al., 2013). With the improvement of the real-time 

information availability, dynamic vehicle routing algorithms have also been developed to 

adaptively change vehicle routes based on the stochastic demand information. Dynamic vehicle 

routing requires real-time vehicle positioning and management so that an adjusted route can be 

calculated and executed in react to new service requests revealed en route. A number of variants 

of dynamic VRP have been developed to suit different business models. For example, a new 

service request may be accepted or rejected depending on the feasibility and cost of answering the 

request (Gendreau et al., 1999; Powell, 1996). For VRP with less constraints in vehicle capacity 

and service delay, researchers have developed methods that adaptively changes vehicle routes to 

address all new requests (Ichoua et al., 2006; Secomandi, 2000). 

VRP targets to find the optimal sequence of locations to visit, and the path or cost between 

different locations are usually pre-determined. Thus, the vertices between service request locations 

are usually omitted and the routing cost between any two locations is deterministic. In a 

complicated road network, however, navigation method needs to be applied to find the optimal 

path between two vertices. 

The Vehicle Navigation Problem (VNP) targets to find the optimal path from the origin to the 

destination in a complicated network. Similar to VRP, the optimal solution for VNP can be defined 

with different types of travel cost (e.g., distance, travel time, and fuel consumption). The travel 

cost associated with each link can be generally regarded as the “distance” of the link. Thus, the 

optimal path for VNP can be solved by the classical shortest-path algorithm. Multiple algorithms 

have been developed to find the shortest-path from the origin to the destination. Typical algorithms 

include the Bellman-Ford algorithm (Bellman, 1958; Ford, 1956), Dijkstra’s algorithm (Dijkstra, 
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1959), and Floyd’s algorithm (Floyd, 1962). The following section will introduce the classical and 

improved shortest-path algorithms, which are commonly used in navigation problems. 

2.2.2 Shortest-Path Algorithms 

The roadway network is represented as a directed graph 𝐺(𝑉, 𝐸), where {𝑉} is the set of 

vertices representing intersections and {𝐸} is the set of edges representing road links. The number 

of vertices and edges can be expressed by |𝑉| and |𝐸|, respectively. Let 𝑉𝑖 denote a specific vertex 

and 𝐸𝑖𝑗 denote the directed edge from 𝑉𝑖 to 𝑉𝑗. The origin and destination vertices are represented 

by 𝑉𝑂 and 𝑉𝐷, respectively. 

In this example, we use the travel time as the measure of “distance”, and the shortest path 

corresponds to the path with the minimum total travel time. Let 𝑡𝐸𝑖𝑗
 represent the travel time 

associated with the edge 𝐸𝑖𝑗 and 𝑇𝑖 is the time of arrival at 𝑉𝑖 (i.e., the sum of travel times from all 

preceding edges). The conventional Bellman-Ford algorithm is an iterative approach. Let 𝐹𝑉𝑖
 

denote the minimum travel time from 𝑉𝑖 to 𝑉𝐷, then the system must satisfy the following set of 

equations 

 𝐹𝑉𝑖
= min

𝑗≠𝑖
(𝐹𝑉𝑗

+ 𝑡𝐸𝑖𝑗
) ,   𝑖 ≠ 𝐷 (2.1) 

 𝐹𝑉𝐷
= 0                                              

The basic method to solve for the problem is a successive approximation approach, which can 

be illustrated as 

1. Start with an initial sequence of travel times {𝐹𝑉𝑖

(0)
}. 

2. In iteration 𝑘, set 𝐹𝑉𝑖

(𝑘)
= min

𝑗≠𝑖
(𝐹𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑖𝑗

) and 𝐹𝑉𝐷

(𝑘)
= 0. 

3. Repeat step 2 until the result converges to the solution. 
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The original form of the Bellman algorithm assumes that every two vertices are linked by a 

direct edge (Bellman, 1958). Thus, the initial travel time sequence can be simply set as the direct 

travel cost between each vertex and the destination (i.e., 𝐹𝑉𝑖

(0)
= 𝑡𝐸𝑖𝐷

). The edge cost can be set as 

infinity (i.e., 𝑡𝐸𝑖𝑗
= ∞) in the case that there is no direct edge from 𝑉𝑖 to 𝑉𝑗. The above iterative 

algorithm will converge after at most (|𝑉| − 1) iterations. In each iteration, the algorithm needs to 

check all |𝐸| edges. This yields a time complexity of 𝑂(|𝑉| ∙ |𝐸|). 

Dijkstra’s algorithm also solves the single-source shortest-path problem and is typically faster 

than the Bellman-Fold algorithm. Dijkstra’s algorithm finds the shortest path using a double 

labeling approach illustrated as following steps 

1. Initialize the network, set the arrival time to all vertices as infinity (𝑇𝑉𝑖
= +∞, ∀𝑖) and the 

arrival time to the origin vertex as zero (𝑇𝑉𝑂
= 0).  

2. Initialize an empty parent hash map 𝑃  to store the parent vertex of each vertex. For 

example, 𝑃𝑉𝑗
= 𝑉𝑖 means 𝑉𝑖 is the parent vertex of 𝑉𝑗 (i.e., 𝑉𝑖 is the immediate upstream 

vertex of 𝑉𝑗 based on the current path searching process). 

3. Initialize the “temporarily visited” group of vertices as {𝑉𝑂}, and the “unvisited” group of 

vertices including all other vertices. Create an empty group of “permanently visited” 

vertices. 

4. Find the vertex 𝑉𝑖 with the minimum arrival time in the “temporarily visited” group. For 

all its unvisited neighbor vertices 𝑉𝑗, if we have 𝑇𝑉𝑖
+ 𝑡𝐸𝑖𝑗

< 𝑇𝑉𝑗
, then update vertex 𝑉𝑗 

with the new arrival time 𝑇𝑉𝑗
= 𝑇𝑉𝑖

+ 𝑡𝐸𝑖𝑗
 and update the parent hash map with 𝑃𝑉𝑗

= 𝑉𝑖. 

Move 𝑉𝑗 into the “temporarily labeled” group. 

5. Move 𝑉𝑖 into “permanently labeled” group. 
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6. Repeat steps 4-5 until the destination vertex 𝑉𝐷 is in the “permanently visited” group. The 

shortest path can then be found through steps 7-10. 

7. Initialize the path vertex set as {𝑉𝐷}. 

8. Let 𝑉𝑖 denote the leftmost vertex in the set, if 𝑉𝑖 ≠ 𝑉𝑂, append its parent vertex of 𝑃𝑉𝑖
 to 

the left of the path vertex set. 

9. Repeat step 8 until 𝑉𝑂  is the leftmost vertex in the set. The shortest path consists of 

directed edges connecting every two adjacent vertices in the set from left to right. 

The major computation load of Dijkstra’s algorithm attributes to searching for the minimum 

distance node in the “temporarily visited” group. Research efforts have been devoted to speed up 

classical Dijkstra’s algorithm. From the data structure perspective, researchers have been using 

sorted data structures (e.g., bucket, heap/priority queue) to store the “temporarily visited” group 

of vertices. The vertex with the smallest distance is always placed first in the group every time 

after adding or removing a vertex. In this fashion, the shortest-path searching is faster and the 

computation efficiency is greatly improved. Other studies focused on improving the algorithm 

from the methodology perspective (Wagner and Willhalm, 2007). Such techniques include goal-

directed search (A* algorithm) (Hart et al., 1968), bidirectional search (Luby and Ragde, 1989), 

and graph partition (Möhring et al., 2007). 

The aforementioned shortest-path algorithms are designed for road network with static travel 

cost. But actual traffic is stochastic due to variations in multiple factors such as the traffic demand, 

driving behaviors, and traffic control methods. Optimization of the stochastic problem depends on 

how the stochastic traffic is modeled and the objective function. If the link travel cost is modeled 

as a random variable with known distribution, the optimal path that minimizes the total expected 

travel time can be found using the classical shortest-path algorithm (Frank, 1969). With the 
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development of real-time data collection and analysis methods, a number of studies have been 

focusing on dynamic navigation algorithms based on real-time information revealed during the 

trip. Eklund et al. developed a dynamic shortest-path algorithm for a changing traffic network and 

tested the effectiveness of the method in a simulation where the road network is partially destroyed 

by an earthquake (Eklund et al., 1996). Chen et al. incorporated the real-time data collected from 

traffic sensors into the navigation algorithm (Chen et al., 2012). The optimal path can be calculated 

based on different criteria defined by both precise information (e.g., distance, lane type) and fuzzy 

data (e.g., travel time, traffic volume). Further studies developed adaptive navigation algorithm 

that can adaptively change the routing decision in response to the new traffic information. Based 

on the conditional probability distribution of link travel time, Xiao and Lo developed a navigation 

algorithm that adaptively calculate the optimal path using the en route traffic information (Xiao 

and Lo, 2014). The algorithm is recalled to update the optimal path when the vehicle collects or 

receives new traffic data during the trip. Instead of calculating the complete path, Fu developed a 

closed-loop adaptive navigation method which suggests only the immediate next link (Fu, 2001). 

The future link time is modeled as a random variable with known mean and variation to quantify 

the expected travel time to the destination. 

2.2.3 Traffic Assignment 

The previous sections summarized different methodologies that help an individual vehicle to 

find the optimal path independent from other vehicles’ route choices. Thus, these methods are also 

referred to as independent navigation mechanisms (INMs). In the real-world road network, the link 

travel cost is a function of the traffic flow. Thus, a particular vehicles route choice will also affect 

other vehicles using the same route. If all vehicles have perfect knowledge about the network travel 

cost and chooses the optimal route calculated from the shortest-path algorithm, this leads to a 
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navigation game in which each vehicle targets to minimize its own cost (e.g., travel time). A Nash 

equilibrium of such a navigation game is also called the user equilibrium (UE) traffic assignment. 

Under UE, each vehicle chooses its optimal path depending on other vehicles’ route choices, and 

no vehicle can further reduce its travel cost by switching to another path. Rosenthal proved that 

the Nash equilibria (i.e., the UE traffic assignment) can be reached by solving an equivalent integer 

programming model (Rosenthal, 1973). Let 𝑞𝐸 denote the number of vehicles choosing edge 𝐸, 

and 𝑡𝐸(𝑞𝐸) is the edge travel time expressed as a function of the edge traffic flow. The vehicle 

route choices are represented by a set of decision variables defined as 

 𝑥𝑣
𝑃 = {

1    if vehicle 𝑣 chooses path 𝑃
0    otherwise                                

  

where a path 𝑃 is a collection of connected edges. Let ℙ𝑣 denote the set of all possible paths for 

vehicle 𝑣 to travel from its origin to its destination. The equivalent integer programming model is 

expressed as 

 min      ∑ ∑ 𝑡𝐸(𝑦)𝑞𝐸
𝑦=0𝐸∈{𝐸}                (2.2) 

 s. t.     ∑ 𝑥𝑣
𝑃

𝑃∈ℙ𝑣
= 1,               ∀ 𝑣   

                         𝑞𝐸 = ∑ ∑ 𝑥𝑣
𝑃

𝑃∋𝐸𝑣 ,        ∀ 𝐸 ∈ {𝐸}   

                            𝑥𝑣
𝑃 ∈ {0, 1},                    ∀ 𝑣, 𝑃 ∈ ℙ𝑣  

Given a network graph with finite number of edges, solution to (2.2) must exist. It is also 

proved that any solution gives rise to a Nash equilibrium (and also the UE traffic assignment) 

(Rosenthal, 1973). However, it is practically difficult to solve the above integer programming 

problem due to the non-linear objective function and huge number of variables. To overcome such 

limitations, Du et al. proposed a distributed algorithm in which vehicles sequentially update their 

route choices to approximate the UE traffic assignment (Du et al., 2015a). The algorithm is inspired 

by the real-time information exchange capabilities through V2V communication. In the navigation 
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process, each vehicle knows the current route choices of all other vehicles, and the final route 

decisions is a joint equilibrium considering all vehicles’ user optimality. This type of navigation 

system is generally referred to as the coordinated navigation mechanism (CNM). 

Under UE traffic assignment, each vehicle’s travel cost is minimized given the route choice 

decisions of all other vehicles. However, UE is not necessarily the optimal state in terms of 

minimizing the system cost. If we focus on minimizing the total travel cost from all vehicles, the 

optimal solution is a system optimum (SO) traffic assignment. Following the notations defined in 

Equation 2.2, the SO traffic assignment problem can be expressed as 

 min      ∑ 𝑞𝐸𝑡𝐸(𝑞𝐸)𝐸∈{𝐸}                     (2.3) 

 s. t.     ∑ 𝑥𝑣
𝑃

𝑃∈ℙ𝑣
= 1,               ∀ 𝑣   

                         𝑞𝐸 = ∑ ∑ 𝑥𝑣
𝑃

𝑃∋𝐸𝑣 ,        ∀ 𝐸 ∈ {𝐸}   

                            𝑥𝑣
𝑃 ∈ {0, 1},                    ∀ 𝑣, 𝑃 ∈ ℙ𝑣  

The SO traffic assignment requires vehicles to collaboratively choose their routes. Under SO 

traffic assignment, some vehicle might be able to further reduce its individual travel cost by 

switching to a different path, but this behavior will increase the total travel time and thus the system 

is not optimized. 

The SO assignment requires collaboration among all vehicles and perfect knowledge of the 

entire network. However, such assumptions are impossible to achieve in the real-word conditions. 

Therefore, a number of route guidance methods have been developed to approximate the SO 

assignment. For example, some studies developed a multi-agent platform to model the complicated 

transportation management system (Groot et al., 2015; Kammoun et al., 2014). In such a 

framework, vehicles receive navigation guidance from a centralized traffic authority, which 

collects real-time traffic data and calculate the system optimal traffic assignment. Another way 

towards the system optimum navigation is to directly quantify the system cost at the individual 
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level (Chen and Kempe, 2008; Çolak et al., 2016). The travel cost is formulated as a linear 

combination of the “private” component (i.e., the individual travel cost) and the “external” 

component (i.e., extra costs the individual imposed on others). This method does not require a 

centralized authority to provide navigation guidance, but it assumes that the travel cost can be 

explicitly expressed as a function against traffic volume and all vehicles have access to real-time 

network traffic information. 

The computational complexity of solving for an equilibrium traffic assignment highly 

depends on how we model the network traffic flow. Static traffic assignment (STA) problems 

assume that the traffic flow is time-invariant, and the link flow can be directly represented as the 

aggregation of all vehicles choosing the link. This yields static UE and SO traffic assignments as 

illustrated by Equations 2.2 and 2.3, respectively. Dynamic traffic assignment (DTA) problems 

consider longer analysis time horizons and includes more realistic traffic flow constraints (e.g., 

flow propagation, queue spillback, etc.). In DTA models, traffic demand and travel times both vary 

over time, which requires more computational resources and higher data availability. With the 

development of intelligent transportation systems (ITS), DTA models have been extensively 

studied in the past several decades. Based on actual flow constraints, DTA models are widely 

applied to predict future traffic flows and congestions for various traffic planning and facility 

evaluation purposes. 

Note that in DTA models, the traffic assignment equilibriums must also be redefined in the 

dynamic traffic flow environment. This leads to the dynamic user equilibrium (DUE) and dynamic 

system optimum (DSO) assignment. One of the earliest DUE studies was done by Friesz et al. 

(Friesz et al., 1993), who defined the DUE traffic assignment conditions by extending Wardrop’s 
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first principle of static UE traffic assignment (Wardrop, 1952). The DUE definition is slightly 

rephrased and presented as follows 

If, at each instant in time, for each origin-destination pair, the travel costs for all users are 

identical and equal to the minimum travel cost on all feasible routes, then the dynamic traffic 

flow pattern is in a dynamic user equilibrium (DUE) state. 

Following this definition, research efforts have been devoted to provide analytical DUE 

solutions (Bliemer and Bovy, 2003; Friesz et al., 1993; Ran et al., 1996). Ban et al. (2008) rewrote 

the DUE conditions based on the discrete-time link-node traffic flow model and developed an 

iterative algorithm to solve the non-linear complementarity problem (NCP). It is commonly agreed 

that DUE is  

The DSO traffic assignment targets to achieve the optimal traffic conditions from the system 

perspective, which is to minimize the total system travel time of all users. One of the earliest pieces 

of DSO research was completed by Merchant and Nemhauser (Merchant and Nemhauser, 1978), 

who proposed an original form of the discrete-time DSO model. Following studies have discussed 

various extensions of the DUE model, such as reformulating the problem as path-based and 

continuous time models (Ma et al., 2014; Qian et al., 2012). As real-world traffic flows will not 

follow DSO, researchers have been focusing on analyzing the optimal traffic operation in special 

scenarios such as emergency evacuations. Thus, many DSO studies have simplified the model to 

a single-destination problem (Muñoz and Laval, 2006; Shen and Zhang, 2014; Ziliaskopoulos, 

2000), so that the total system travel cost can be minimized in such special situations. 

In addition to analytical modeling, microscopic simulation provides another important 

approach to analyze DTA problems. Compared with the analytical approach, which mainly focuses 

on the macroscopic level, simulation-based DTA models rely on traffic simulators to realize traffic 
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flow constraints at the microscopic or mesoscopic level (Peeta and Ziliaskopoulos, 2001). Thus, 

simulation-based DTA models have the advantage of circumventing some limitations of the 

analytical functions and keeping track of individual vehicles or vehicle groups. Additionally, 

simulation-based DTA models can often be easily deployed in the actual ITS context as the model 

functions are based on real-time interaction and information exchange with the traffic simulator 

(Mahmassani, 2001). 

An important limitation of simulation-based DTA models is that the model results highly rely 

on the underlying traffic simulators, which were usually developed and used by a certain group of 

researchers. Although this does not necessarily influence the research insights, simulation-based 

DTA models still lack transferability between different traffic simulators as well as between 

simulators and the real-world traffic network. Additionally, mesoscopic traffic simulators rely on 

simplified traffic flow models (e.g., cell transmission model), which do not completely overcome 

limitations of the analytical functions. Microscopic traffic simulators, although based on more 

realistic car-following models, are often computationally inefficient (Yang and Koutsopoulos, 

1996). Thus, many simulation-based DTA models require a trade-off between accuracy and 

computation speed. 

2.3 TRAVEL TIME MODELING 

Travel time is a commonly used measure of travel cost. Knowledge of road travel time and 

its relationship with other traffic flow metrics is important to support the aforementioned 

navigation algorithms. This section introduces common methods to model travel time for different 

types of facilities. 
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2.3.1 Link Travel Time 

The travel time on a link can be computed as the reciprocal of the space mean speed. The 

fundamental traffic flow diagram gives the relationship between traffic flow rate, speed and 

density (Mannering and Washburn, 2013). The speed-flow relationship can be separated into two 

branches, with one representing the free-flow condition and the other representing the congestion 

condition. In the free-flow condition, the speed first keeps almost constant at the free-flow speed 

when the flow rate is low. With the flow rate increasing, the speed slightly decreases until the flow 

rate reaches the capacity. The congestion branch of the speed-flow curve starts from the origin, as 

fully congested traffic has zero flow rate and zero speed. As the congested traffic gradually 

recover, the speed increases with the flow rate and the trend is commonly expressed in a parabolic 

shape. 

Based on the fundamental traffic flow diagrams, travel time increases with the flow rate when 

the traffic is not congested. Simplified functions have been developed to approximate the 

relationship between travel time and flow. One commonly used travel time function is developed 

by the Bureau of Public Roads (BPR). The BPR link travel time function is expressed as 

 𝑡(𝑞) = 𝑡0 (1 + 𝑎 (
𝑞

𝑐
)

𝑏

) (2.4) 

where 𝑡0 is the free-flow travel time, 𝑞 is the traffic flow rate (volume), and 𝑐 is the capacity of 

the link. 𝑎 and 𝑏 are function parameters and can vary depending on the specific case studied. 

The BPR function describes a general positive relationship between link travel time and the 

flow rate. However, it is important to note that the BPR function is specifically designed for 

macroscopic analysis of uninterrupted traffic flow. Thus, BPR function is generally applied in 

traffic assignment tasks in highway networks for planning purposes. But it is usually not 

appropriate for modeling interrupted traffic flow on local roads. 
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2.3.2 Intersection Delay 

Delay at intersections is a major component of the total travel time for interrupted traffic flow. 

Unlike link travel time function where extra travel time is caused by congestions, the intersection 

delay is caused by vehicles stopping and waiting at red signals. Thus, the intersection delay can be 

calculated by the wait time function in the queueing theory. Variants of queueing models have 

been developed to address different types of arrival and departure flows. For a typical signalized 

intersection, the departure flow rate can be modeled as a periodic uniform distribution. During red 

signal, the departure rate is zero as no vehicle is allowed to travel. When the green signal starts 

and there exists a vehicle queue, the departure flow rate becomes equal to the saturation flow rate,  

𝑞𝑠. When the vehicle queue is cleared, the departure rate reduces and keeps the same as the arrival 

rate for the remaining green signal. Hence, the departure flow at a signalized intersection is usually 

modeled as a piecewise deterministic flow in the queueing analysis. Note that here we only 

consider the case when the traffic is not saturated (i.e., arrival traffic is lower than the saturation 

flow rate). 

To understand the maximum arrival rate that can be served by the given signal control plan, 

the intersection capacity 𝑞𝑐 can be expressed as 

 𝑞𝑐 =
𝑔

𝐶
𝑞𝑠 (2.5) 

where 𝑔 and 𝐶 are the effective green time and the cycle length, respectively, of the signal control 

plan. When the vehicle arrival rate is smaller than the intersection capacity, the average vehicle 

wait time can be estimated using queueing theory functions. However, the specific function to 

estimate the intersection delay also relies on the type of the arriving traffic. The following sections 

introduce models to estimate average vehicle delay for deterministic and stochastic vehicle 

arrivals, respectively. 
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2.3.3 Deterministic Vehicle Arrivals 

Deterministic traffic arrival means that the appearance of vehicles is exactly pre-defined. Note 

that the word “deterministic” does not necessarily infer uniform traffic arrival. The vehicle arrival 

is deterministic as long as the traffic flow rate and vehicle headway can be exactly described by 

any time-dependent function. Following this definition, deterministic traffic flow includes uniform 

arrival rate, piecewise arrival rate, and changing arrival rate with some pre-defined function. 

Figure 2.2 shows the traffic flow diagram assuming uniform vehicle arrival at signalized 

intersections. As the arrival traffic flow is smaller than the intersection capacity, vehicle queues 

can be fully discharged within each cycle. 

 

Figure 2.2. Traffic flow diagram for signalized intersection (uniform arrival). 

 

The enclosed area between cumulative arrival departure vehicle curves (i.e., the shaded area 

in Figure 2.2) represents the cumulative vehicle delay. Let 𝑞 denote the deterministic arrival flow 

rate, the average vehicle delay can be explicitly calculated as 

 𝑑1 =
0.5𝐶(1−𝑔/𝐶)2

1−min(1,𝑋)𝑔/𝐶
 (2.6) 

where 𝑋 = 𝑞/𝑞𝑐 is the degree of saturation. Note that Equation 2.6 only works for the situation 

when the arrival flow rate is equal or smaller than the intersection capacity (i.e., 𝑞 ≤ 𝑞𝑐). When 
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𝑞 > 𝑞𝑐, the green signal length is not enough to serve the traffic and the average vehicle delay will 

increase as the vehicle queue extends over time. HCM introduced an incremental delay term that 

increases linearly with the analysis period when the intersection is over-saturated (TRB, 2010). 

The incremental delay is expressed as 

 𝑑2 = 900𝑇 ((𝑋 − 1) + √(𝑋 − 1)2) (2.7) 

where 𝑇  is the length of the analysis period. Note that 𝑑2 = 0  when 𝑞 < 𝑞𝑐  as there is no 

undischarged vehicles when the uniform vehicle arrival rate is smaller than the intersection 

capacity. Combining the two equations, the general average vehicle delay function for 

deterministic arrival flow is expressed as 

 𝑑 = 𝑑1 + 𝑑2 =
0.5𝐶(1−𝑔/𝐶)2

1−min(1,𝑋)𝑔/𝐶
+ 900𝑇 ((𝑋 − 1) + √(𝑋 − 1)2) (2.8) 

2.3.4 Stochastic Vehicle Arrivals 

Real-world traffic flow is not perfectly deterministic. Thus, probabilistic models have been 

developed to analyze stochastic traffic flow. Previous studies have modeled stochastic vehicle 

arrivals using different probability distributions, including Poisson and Binomial vehicle arrivals 

(Dion et al., 2004; Miller, 1963; Newell, 1960; Zhu et al., 2017). 

For Poisson vehicle arrivals, the number of vehicles observed (𝑘) in a certain time period (𝑇) 

is assumed to follow a Poisson distribution, which can be expressed in the form of a probability 

mass function as 

 𝑃(𝑘) = 𝑒−𝜆 𝜆𝑘

𝑘!
 (2.9) 

where 𝜆 = 𝑞𝑇 is the expected number of observed vehicles during the time period. Given the 

Poisson distributed vehicle appearance, the time interval between each two consecutive vehicles 
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(i.e., headway, ℎ) will follow an exponential distribution, which is expressed in the form of a 

probability distribution function as 

 𝑃(ℎ) = 𝜃𝑒−𝜃ℎ (2.10) 

where 𝜃 = 𝑞 is the average flow rate. The expected headway is E(ℎ) = 𝜃−1, which equals to the 

inversed flow rate. 

Binomial vehicle arrival model divides the continuous time period into discrete and equally 

spaced time points, and it assumes that the arrival of a vehicle can only occur at those time points. 

At each time point, there is a fixed probability, 𝛼, to observe a new vehicle. To model vehicle 

delay at a traffic signal, the interval between time points is usually set equivalent to the saturation 

vehicle headway so that during green signals exact one vehicle can depart at one time point. Thus, 

the relationship between the arriving flow rate and the probability of observing a new vehicle is 

 𝛼 =
𝑞

𝑞𝑠
 (2.11) 

Compared with the deterministic flow, stochastic traffic arrival at an intersection will cause 

additional delay due to random cycle failures. The arrival flow may occasionally exceed the 

intersection capacity during a short period, which leads to undischarged vehicle queues. 

In one of the fundamental intersection delay study, Webster derived the equation to calculate 

the average delay per vehicle under Poisson vehicle arrivals, which can be expressed as (Webster, 

1958) 

 𝑑 =
𝐶(1−𝑔/𝐶)2

2(1−𝑋𝑔/𝐶)
+

𝑋2

2𝑞(1−𝑋)
 (2.12) 

Note that the first term is essentially equal to the uniform delay term (𝑑1) in the HCM 

intersection delay function when the traffic is under-saturated (i.e., 𝑞 ≤ 𝑞𝑐). The second term 

calculates the incremental delay caused by occasional unserved vehicles due to random vehicle 
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arrivals. Based on field results, Webster further added an empirical correction term to reduce the 

estimation by around 10% (Webster, 1958). The revised function is expressed as 

 𝑑 =
𝐶(1−𝑔/𝐶)2

2(1−𝑋𝑔/𝐶)
+

𝑋2

2𝑞(1−𝑋)
− 0.65 (

𝑞𝑐

𝑞2)

1

3
𝑋2+

𝑔

𝐶 (2.13) 

Under Binomial vehicle arrivals, the average delay per vehicle can be evaluated using the 

following equation (Beckmann et al., 1956; Newell, 1960) 

 𝑑 =
𝑟2

2(1−𝛼)(𝑔+𝑟)
+

𝑔+𝑟

2[𝑔−𝛼(𝑔+𝑟)]
+ 𝑂 (𝑟

1

2) (2.14) 

where 𝑔, 𝑟 are effective green and red times, respectively, measured in units of time intervals. 

In addition to model stochastic vehicle arrivals using probability distributions, some studies 

also developed empirical intersection delay function based on field measurements or simulation 

results. It is important to note that the randomness in traffic can also depend on the flow rate. Under 

high traffic volumes, for example, vehicles move closer with less variations in the headway. As a 

result, the traffic flow is approximately uniform distributed. Additionally, under low traffic 

volumes, the randomness in traffic flow has little impact on the vehicle delay. Thus, the average 

vehicle delay for stochastic traffic arrival should be close to the results from Equation 2.8 when 

the flow rate is very high or close to zero.  A widely accepted way to model delay is to approximate 

the deterministic function results when the degree of saturation (𝑋) is very small or very large, and 

then use a smooth curve to connect these two sections. HCM recommended adding a random delay 

term to the deterministic incremental delay function to approximate the stochastic incremental 

delay (TRB, 2010), which is expressed as 

 𝑑2
′ = 900𝑇 ((𝑋 − 1) + √(𝑋 − 1)2 +

𝑚𝑘𝐼

𝑞𝑐𝑇
𝑋) (2.15) 
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where parameters 𝑚, 𝑘, 𝐼 are adjustments for flow randomness, signal control plan, and signal 

propagation, respectively. Note that in a roadway network, the degree of randomness in traffic 

depends on the upstream traffic control plan. When there exists an upstream signalized 

intersection, the downstream traffic flow will likely to follow a piecewise distribution similar to 

the departure flow rate from the upstream intersection. However, given the multi-way intersection 

and different types of traffic control policies (e.g., turns on red), the actual traffic flow is usually a 

mix of the deterministic and stochastic vehicle arrivals. An accurate estimation of intersection 

delay needs to take both traffic flow types into consideration. 
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Chapter 3. STUDY DATA 

3.1 ROADWAY GEOMETRICS 

The study focuses on developing a CV based navigation algorithm that works for local road 

network with signalized intersections. The urban street network from downtown Bellevue is used 

as the test site of this study. The downtown Bellevue has a grid road system from Main Street 

(south) to NE 12th Street (north) and from Bellevue Way NE (west) to 112th Ave NE (east). The 

road network includes 35 intersections and 57 major bi-directional road links. The grid road system 

is effective for testing navigation algorithms in the sense that it provides sufficient alternative paths 

for any pair of origin and destination. This road network is also an ideal location to test CV 

applications as the city is planning to launch a network of connected and autonomous vehicles to 

serve people’s commuting needs in the downtown area (Ryan, 2018). This plan involves 

deployment of CV devices in the studied network in the very near future. 

Geometrical information (e.g., length, curve, and the number of lanes) of the road links was 

obtained from the City of Bellevue. Figure 3.1 presents the studied road network and the 

distribution of the road link length. The average link length is 664.4 ft and differences in link 

lengths are mostly within 10%. Road links in two directions have similar lengths, creating square-

sized blocks in the area. 
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Figure 3.1. Studied roadway network and link length distribution. 

 

3.2 TRAFFIC DATA 

To test the navigation algorithm in real-word traffic conditions, this study also include the 

background traffic data in the analysis. The City of Bellevue has collected traffic count by 

movements for each intersection during the midday off-peak period (i.e., 1 – 2 PM) in 2017. Figure 

3.2a shows the traffic counts for the NE 12th Street (north) and Bellevue Way NE intersection. For 

each direction, traffic counts were summarized for each of the three movements (i.e., left-turn, 

through, and right-turn). 

Link traffic volumes were calculated by aggregating movement traffic counts in the same 

direction. Note that there are two ways of calculating the link traffic volume. For a particular link, 

the traffic volume can be calculated as 1) the flow entering the link from the upstream intersection; 
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2) the flow exiting the link to the downstream intersection. Results from the two methods do not 

necessarily agree as some trips may begin or end in the middle of the link (e.g., at roadside 

buildings and parking lots). This study applied the latter way to calculate the link traffic volume 

as we are primarily interested in the link travel time, which is mainly controlled by its downstream 

intersection. 

The link traffic volume (veh/h/ln) is shown in Figure 3.2b. According to the figure, traffic 

conditions are different in different parts of the area. More traffic is observed in the boundary roads 

and near the Bellevue Transit Center (in the center of the network). 

 

Figure 3.2. Intersection traffic count and link traffic volume of the studied network. 
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3.3 SIMULATION MODEL 

A microscopic traffic simulation model was developed by the City of Bellevue based on the 

actual road geometry and signal control in the studied network. According to the microscopic 

model, all intersections are controlled by actuated traffic signal with the “gap-out” method. For 

each intersection, the signal timing parameters can be found in the corresponding VISSIM Ring 

Barrier Controller (RBC) file. More details about the actuated signal control can be found in 

Section 4.2.2.  

 

Figure 3.3. Microscopic simulation model of the studied network. 

 

The microscopic simulation model was calibrated by the City of Bellevue with the actual 

traffic data and has been used for planning and management purposes in the downtown Bellevue 
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area. Specifically, this involves the configuration of vehicle composition, speed distributions, 

conflict areas, priority rules, and reduced speed areas. Figure 3.4 shows the layout of a particular 

intersection with related VISSIM objects placed at proper locations based on calibration results. 

 

Figure 3.4. Layout of an intersection in the VISSIM model. 

 

The simulation model will be used as the fundamental traffic environment to test CV 

navigations developed in this study. More details of the data collection and navigation algorithm 

implementation will be introduced in Chapter 7. 
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Chapter 4. LINK COST ESTIMATION 

Link cost estimation is the fundamental of the navigation algorithm to find the path with the 

minimum total cost. In this study, travel time is used as the measure of travel cost. As 

aforementioned, most previous studies used macroscopic travel time functions (e.g., BPR function) 

to calculate link travel time and validate the navigation algorithm. This method is effective in 

analyzing the travel cost at the macroscopic scale, such as traffic planning and system design tasks. 

However, in terms of microscopic traffic analysis (e.g., travel time on local roads and intersection 

wait time estimation), the BPR function fails to capture the detailed relationship between travel 

cost and traffic flow rate. To address such limitations, a link cost function is developed to estimate 

the time spent on a particular link and its downstream intersection. The link cost function describes 

the general relationship between travel time and traffic flow rate, and the function parameters can 

be learned from traffic data collected by CV devices. Numerical and simulation experiments have 

also been conducted to validate the link cost function in various scenarios. 

According to the fundamental traffic flow theory, the travel time-flow curve consists of two 

branches: the uncongested and congested scenarios (Mannering and Washburn, 2013). Figure 4.1a 

shows the theoretical travel time-flow curve. In the uncongested branch, travel time starts at the 

free-flow travel time and increases with the flow until the traffic flow reaches capacity. In the 

congested branch, the increase of traffic density causes flow to drop and travel time to increase. 

Figure 4.1b shows the observed travel time and traffic volume data from a particular link, and we 

can also clearly observe the uncongested and congested branches of the travel time-flow curve. 

Note that the complete curve cannot be expressed as a function, as it allows the same traffic flow 

at two different travel time values. In this study, we only consider the uncongested branch where 
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travel time is an increasing function of traffic flow. The following sections will also focus on 

deriving the travel time-flow relationship when the traffic flow has not reached the capacity. 

 

Figure 4.1. Theoretical and observed travel time-flow curves. 

 

4.1 BASE FORM 

This section illustrated the development of the link cost function, with special emphasis on 

the downstream intersection delay estimation. Thus, the time spent on a particular link consists of 

two components 1) the travel time on the link; 2) the wait time (delay) at the downstream 

intersection. The base form of the link cost function is expressed as 

 𝑡(𝑞) = 𝑡0 + 𝑑(𝑞) =
𝑙

𝑣0
+ 𝑑(𝑞) (4.1) 

where 𝑡(𝑞) is the time spent on the link. 𝑡0 = 𝑙 𝑣0⁄  is the free-flow link travel time under the 

design speed (𝑙 and 𝑣0 are the length of the link and the design speed, respectively). 𝑑(𝑞) is the 

delay at the downstream intersection written as a function of the traffic flow rate, 𝑞. While the link 

travel time can be directly calculated, estimation of the intersection delay is more complicated and 

the detailed function development will be illustrated in the following sections. Instead of 
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summarizing a practical function with pre-determined parameters, this study focuses on analyzing 

the general relationship between the intersection delay and the traffic flow rate. A general form of 

the intersection delay function is derived from the traffic flow and queueing theory, and the 

function parameters can be learned from the actual traffic data. In this way, the link cost function 

can utilize the traffic data collected from the CVS and can be uniquely learned for each individual 

link. 

Note that in the base form we assume that link travel time, 𝑡0, is independent of the traffic 

flow rate. In the real-world situation, however, with the increase of link traffic volume, additional 

delay may be caused due to congestion-related reasons such as lane switching and shock waves. 

But in local roads, congestion is not the main reason of delay as the traffic flow is primarily 

controlled by the signalized intersections. Additionally, it is hard to separate link congestion delay 

and intersection delay when collecting travel time data. Thus, in the link cost function, the 

congestion delay is also included in the intersection delay function 𝑑(𝑞). In the experiments, the 

function parameters are learned using the total time spent on the link and the intersection, the 

congestion delay will also be captured in 𝑑(𝑞), which is an increasing function with the traffic 

flow rate. 

4.2 INTERSECTION DELAY FUNCTION 

The intersection delay estimation problem has been extensively studied, and multiple different 

intersection delay functions can be found in the literature. An important limitation of previously 

functions is that they often rely on pre-defined function parameters learned from previous field 

studies and lack the flexibility for different types of signal control plan under various traffic 

conditions. To overcome the limitation, this study focuses on developing an empirical function 

based on the general relationship between intersection delay and the traffic flow rate. The function 
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parameters will be learned from actual data collected at each individual link and its downstream 

intersection. Thus, the link cost function will be eventually unique for each link with its particular 

signal control and traffic condition. 

4.2.1 Pre-Timed Signal Control 

The estimation of average delay per vehicle at pre-timed traffic signals has been extensively 

studied in previous research. Section 2.3 has summarized major theoretical and empirical 

intersection delay functions. In this section, we will develop a general form of intersection delay 

function with empirical parameters that can be learned from actual traffic data. 

For uniform vehicle arrivals, the average vehicle delay can be explicitly calculated from 

Equation 2.6 when the traffic signal is under-saturated. Here we rewrite the function as  

 𝑑1 =
(𝐶−𝑔)2

2𝐶
(1 −

𝑞

𝑞𝑠
)

−1

   0 ≤ 𝑞 ≤ 𝑞𝑐 (4.2) 

For stochastic vehicle arrivals, the situation is more complicated as occasional cycle failures 

can happen even when traffic signal is under-saturated. The average delay per vehicle can be 

theoretically estimated if the stochastic vehicle arrivals follow known distributions. For Poisson 

vehicle arrivals, the average intersection delay can be estimated using Equation 2.13. Here we 

rewrite the equation for notation consistency 

 𝑑 =
(𝐶−𝑔)2

2𝐶
(1 −

𝑞

𝑞𝑠
)

−1

+
𝑞

2𝑞𝑐
2 (1 −

𝑞

𝑞𝑐
)

−1

− 𝑂 (𝑞
4

3) (4.3) 

For Binomial vehicle arrivals, the average intersection delay can be estimated using Equation 

2.14. Here we also rewrite the equation with consistent notations 

 𝑑 =
(𝐶−𝑔)2

2𝐶
(1 −

𝑞

𝑞𝑠
)

−1

+
𝐶

2𝑔
(1 −

𝑞

𝑞𝑐
)

−1

+ 𝑂 ((𝐶 − 𝑔)
1

2) (4.4) 
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Note that HCM also has developed the incremental delay function for stochastic vehicle 

arrival (Equation 2.15). But the HCM function is a practical delay relationship which uses an 

arbitrary function to fit the field observed delay data. This study, on the other hand, will focusing 

on summarizing theoretical delay models based on which an empirical delay function can be 

developed. 

Comparing the two stochastic intersection delay models, some common features can be 

summarized as below 

• The first term of stochastic delay is the same as the uniform delay, 𝑑1; 

• The trend of the incremental delay is mainly controlled by (1 −
𝑞

𝑞𝑐
)

−1

; 

• Empirical terms with lower orders than the incremental delay are included in both models. 

While the first feature is intuitive, the second feature can be explained considering the extreme 

condition. When the stochastic arrival flow rate approaches the intersection capacity (i.e., 𝑞 → 𝑞𝑐), 

the average vehicle delay will grow to infinity. This is because undischarged vehicle queues caused 

by occasional cycle failures are expected to carry over from cycle to cycle forever as the signal 

timing plan is just sufficient to serve future traffic. Thus, the average vehicle delay will keep 

increasing as the undischarged vehicle queue grows. 

Based on the common features summarized from previously stochastic intersection delay 

functions, we developed a general function that describes the overall trend of average delay per 

vehicle under stochastic vehicle arrivals, which is expressed as  

 𝑑 = 𝑑1 + 𝑎 (1 −
𝑞

𝑞𝑐
)

−1

,    0 ≤ 𝑞 < 𝑞𝑐 (4.5) 

where 𝑑1 is the uniform delay as expressed by Equation 4.2. Note that instead of relying on a pre-

determined rate, we introduce a function parameter, 𝑎, to describe the trend of incremental delay 
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caused by random vehicle arrivals. The function parameter can be empirically learned from actual 

travel time data to ensure that the function results match the field measurements. As a result, it is 

unnecessary to include an empirical term to further adjust the delay results. 

It is important to note that both Poisson and Binomial delay functions (Equations 4.3 and 4.4) 

assume completely stochastic vehicle arrivals and infinite study period (hence the delay 

approximate infinity when the traffic flow rate reaches the capacity). However, the real-world 

traffic flow is usually a mix of deterministic and stochastic flows. As a result, the actual 

intersection delay is smaller than the results calculated from theoretical stochastic delay functions. 

To further consider that only part of the traffic flow is stochastic, an additional parameter, 𝑏, is 

added into the delay function. The revised function is expressed as  

 𝑑 = 𝑑1 + 𝑎 (1 − 𝑏
𝑞

𝑞𝑐
)

−1

 (4.6) 

The new parameter 𝑏  represents the level of stochasticity in the traffic flow, and ranges 

between 0 and 1 when the traffic flow is between uniform and stochastic flows. The value of 𝑏 can 

also be estimated based on actual travel time measurements. Compared with traditional 

intersection delay functions, the above function has the adaptivity to various scenarios with 

different parameter settings: 

• If 𝑎 = 0, the function equals to the theoretical uniform delay function; 

• If 𝑎 ≠ 0, 𝑏 = 0, the function equals to uniform delay function with a fixed empirical 

correction factor; 

• If 𝑎 > 0, 𝑏 = 1, the function approximates the theoretical stochastic delay function with 

the value of 𝑎 properly estimated. 

Consider that the real-world traffic flow is between the uniform and stochastic scenarios, the 

developed delay function can adapt to different cases with parameters learned from actual traffic 
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data. As parameter 𝑏 is usually smaller than 1, the delay model allows occasional oversaturation 

(i.e., 𝑞 is slightly higher than 𝑞𝑐) for short time periods, which can potentially be observed in the 

actual data. Thus, the constraint of traffic flow 𝑞 < 𝑞𝑐 is relaxed. But it is unlikely to observe 

traffic flows significantly higher than the capacity. 

One advantage of the developed delay function is that empirically learning the value of 𝑏 can 

handle errors in the intersection capacity estimation. Given the complexity in intersection 

geometry and signal control, it is difficult to reach an accurate estimation of the capacity for a 

particular direction or movement. When the estimation of 𝑞𝑐 is inaccurate, the value of 𝑏 can be 

adjusted accordingly to ensure that the delay function fits actual data. Ideally, with the accurate 

capacity, 𝑏 is in the range of 0 and 1 with 1 corresponding to completely stochastic vehicle arrivals. 

But if the capacity estimation is inaccurate, for example, if we overestimate the intersection 

capacity, we might have the empirical estimate of 𝑏  greater than 1 to balance the inaccurate 

capacity value. 

All previous delay functions are based on a one-lane traffic signal. Given the number of lanes 

𝑛 for a particular movement at the intersection, the final form of the multi-lane intersection delay 

function is 

  𝑑 = 𝑑1 + 𝑎 (1 − 𝑏
𝑞

𝑛×𝑞𝑐
)

−1

 (4.7) 

where 𝑞𝑐 now specifically represents the per-lane traffic capacity. 

4.2.2 Actuated Signal Control 

The last section introduces the development of the general average delay function for multi-

lane intersection with pre-timed traffic signal control. The intersections in the studied network, 

however, are controlled by actuated signal control plan. The layout of traffic detectors for a typical 
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actuated signal is illustrated in Figure 4.2. Two vehicle detectors are placed in each lane: the 

presence detector is placed at the stop line to detect if there is any vehicle waiting during the red 

time, and the passage detector is placed a short distance (e.g., around 40 ft in this study) from the 

signal head to actuate green signal extension upon arriving vehicle in the current phase. 

 

Figure 4.2. Detector layout for a typical actuated signal control. 

 

The green time for an actuated signal control is determined by three control parameters: 

minimum green interval, maximum green interval, and vehicle extension (or passage time). The 

minimum green interval is the shortest period that the signal must remain green to satisfy drivers’ 

expectation of green signal length and pedestrian crossing needs. The maximum green interval 

marks the maximum amount of time the green signal can be displayed from the moment that a 

waiting vehicle in the conflicting phases is firstly detected. The vehicle extension controls the 

amount that the green time is extended after reaching the minimum green time. If a new vehicle 

arrives at the passage detector within the current green signal indication, the green time is extended 

by an additional vehicle extension (to the maximum of the maximum total green time period). 

Figure 4.3 illustrates the procedure of how green time is determined by the signal control 

parameters. In the signal timing design, the vehicle extension is mainly determined by the 

maximum allowable headway. By adjusting the vehicle extension time, we can control the 
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maximum allowable headway that could actuate consecutive green signal extensions. Any vehicle 

gaps higher than the maximum allowable headway will terminate the phase. Thus, this is also 

referred as “gap-out” actuated operation in the signal control terminology. 

 

Figure 4.3. Illustration of actuated signal control parameters. 

 

Actuated signal control allows the green signal length to change adaptively in response to 

traffic demand. Compared with pre-timed control, actuated signal control usually has lower delay 

at the cost of installing and maintaining traffic detectors (Koonce and Rodegerdts, 2008). Due to 

the non-fixed signal timing, previous studies did not specifically develop the theoretical delay 

model for actuated signals. This study will further revise the empirical delay function through 

developing the theoretical delay model for actuated signals. 

As aforementioned in Chapter 3, all intersections in the studied network are controlled by 

actuated signal plans, and actuated signal control parameters can be obtained in the VISSIM RBC 

interface. Figure 4.4 shows the RBC interface of a particular actuated signal control plan. Note 

that the intersection delay function developed in the previous section is based on pre-timed signal 
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control. As the studied network is controlled by actuated signals, the intersection delay function 

needs to be further adjusted to consider the changing green period. 

 

 

Figure 4.4. RBC interface of an actuated signal control plan in the studied network. 

 

Equation 4.7 expresses the pre-timed intersection delay as two components: the uniform delay 

term ( 𝑑1 ) and the stochastic incremental delay term. Here we assume that the stochastic 

incremental delay for the actuated signal control still follows the trend of (1 − 𝑏 × 𝑞 (𝑛 × 𝑞𝑐)⁄ )−1 

because: 

• The stochastic incremental delay mainly occurs when the traffic demand is high; and 

• Under high traffic demand, the actuated signal operation is mainly controlled by the 

maximum green time and performs very similar to the pre-timed signal control. 

Through learning empirical parameters based on the field data, the stochastic incremental 

delay term can automatically adjust to actuated signal control operation given the stochastic delay 
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follows the same trend. The uniform delay function, however, is derived from fixed green signal 

length and needs to be adjusted for actuated signal operation. In the following paragraphs of this 

section, we will derive the function to estimate the uniform delay term for actuated signal control 

plan. 

The uniform intersection delay is defined as the average wait time per vehicle under uniform 

vehicle arrivals. As the vehicles arrive at a fixed rate, the actuated signal operation will also follow 

some specific pattern. For example, when the vehicle arrival rate is given (i.e., the uniform traffic 

flow rate is known), the total green period can also be determined as each signal cycle will face 

exactly the same vehicle arrival pattern. Calculating the total green period requires analyzing the 

exact number of vehicle extensions being actuated, and this is directly related to the vehicle arrival 

rate in the traffic flow and the vehicle extension time in the actuated signal settings. 

 According to Figure 4.4, the actuated signal control uses two seconds as the vehicle extension 

time. Further investigation of the VISSIM model reveals that this vehicle extension value has been 

used in all intersections in the studied network. Note that two seconds is approximately the 

saturation vehicle headway, and this indicates that the actuated signal operation will only extend 

the green indication period if the next vehicle closely follows the proceeding vehicle at the 

saturation headway. Under uniform vehicle arrival assumption, this can only occur when queueing 

vehicles are being discharged. Thus, in an actuated traffic signal with the vehicle extension time 

equal to the saturation vehicle headway, the green signal period will be adjusted to only serve the 

waiting vehicles for each phase. Therefore, the balance of traffic flow can be expressed as 

 𝑞𝑠𝑔 = 𝑞(𝑔 + 𝑟) (4.8) 

where the left part represents the departure traffic, which equals to the saturation flow rate (𝑞𝑠) 

multiply the effective green time (𝑔); and the right part of the equation represents the arrival traffic, 
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which equals to the traffic flow rate (𝑞) multiply the cycle length (𝐶 = 𝑔 + 𝑟). This gives the 

effective green time as a function of the traffic flow rate 

 𝑔 =
𝑞

𝑞𝑠−𝑞
𝑟 (4.9) 

 

Equation 4.9 gives the actuated signal green period as an increasing function of the traffic 

flow rate. Note that in the actuated signal control plan, the green indication time is also controlled 

by the minimum and maximum green signal period. Let 𝑔𝑚𝑖𝑛 and 𝑔𝑚𝑎𝑥 denote the minimum and 

maximum effective green period, respectively, the effective green time is constrained by 

  𝑔𝑚𝑖𝑛 ≤ 𝑔 ≤ 𝑔𝑚𝑎𝑥 (4.10) 

This gives the constraint of traffic flow rate 

 
𝑔𝑚𝑖𝑛

𝑔𝑚𝑖𝑛+𝑟
𝑞𝑠 ≤ 𝑞 ≤

𝑔𝑚𝑎𝑥

𝑔𝑚𝑎𝑥+𝑟
𝑞𝑠 (4.11) 

Take Equation 4.9 into the uniform delay function (Equation 4.2), the average delay per 

vehicle can be estimated as 

 𝑑1(𝑞) =
𝑟2

2(𝑔+𝑟)
(1 −

𝑞

𝑞𝑠
)

−1

=
𝑟

2
(

𝑞𝑠−𝑞

𝑞𝑠
) (1 −

𝑞

𝑞𝑠
)

−1

=
𝑟

2
     

𝑔𝑚𝑖𝑛

𝑔𝑚𝑖𝑛+𝑟
𝑞𝑠 ≤ 𝑞 ≤

𝑔𝑚𝑎𝑥

𝑔𝑚𝑎𝑥+𝑟
𝑞𝑠  (4.12) 

This gives the uniform delay of the actuated signal control as a constant (i.e., half of the 

effective red time) when the green time is between the minimum and maximum green period. 

Recall that 
𝑔𝑚𝑎𝑥

𝑔𝑚𝑎𝑥+𝑟
𝑞𝑠 = 

𝑔𝑚𝑎𝑥

𝐶
𝑞𝑠 is essentially the capacity (𝑞𝑐) for the actuated signal. When 𝑞 >

𝑞𝑐 , the signal is over-saturated, and the uniform delay will grow with the analysis period and 

eventually approach infinity. The over-saturation case is not considered in this study. 

When 0 ≤ 𝑞 <
𝑔𝑚𝑖𝑛

𝑔𝑚𝑖𝑛+𝑟
𝑞𝑠, the green indication period will be fixed at the minimum green 

time. The uniform delay is 
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 𝑑1(𝑞) =
𝑟2

2(𝑔𝑚𝑖𝑛+𝑟)
(1 −

𝑞

𝑞𝑠
)

−1

=
𝑟

2
(

𝑟

𝑔𝑚𝑖𝑛+𝑟 
) (1 −

𝑞

𝑞𝑠
)

−1

     0 ≤ 𝑞 <
𝑔𝑚𝑖𝑛

𝑔𝑚𝑖𝑛+𝑟
𝑞𝑠    (4.13) 

The overall trend of the uniform delay for actuated signal control can be expressed as 

 𝑑1(𝑞) = {

𝑟

2
(

𝑟

𝑔𝑚𝑖𝑛+𝑟 
) (1 −

𝑞

𝑞𝑠
)

−1

𝑟

2

         
0 ≤ 𝑞 <

𝑔𝑚𝑖𝑛

𝑔𝑚𝑖𝑛+𝑟
𝑞𝑠

𝑔𝑚𝑖𝑛

𝑔𝑚𝑖𝑛+𝑟
𝑞𝑠 ≤ 𝑞 ≤ 𝑞𝑐

    (4.14) 

Based on the above equation, the relationship between traffic flow rate and average delay per 

vehicle at an actuated signal is illustrated in Figure 4.5. The bold curve shows the change of the 

average vehicle delay, which first follows the pre-timed uniform delay function of 𝑔 = 𝑔𝑚𝑖𝑛, and 

then remains when the green time is being actuated (i.e., 𝑔𝑚𝑖𝑛 ≤ 𝑔 ≤ 𝑔𝑚𝑎𝑥). When  0 ≤ 𝑞 <

𝑔𝑚𝑖𝑛

𝑔𝑚𝑖𝑛+𝑟
𝑞𝑠, we have 

𝑟

2
−

𝑔𝑚𝑖𝑛

2
(

𝑟

𝑔𝑚𝑖𝑛+𝑟
)  ≤ 𝑑1(𝑞) <

𝑟

2
. Note that as the difference is 

𝑔𝑚𝑖𝑛

2
(

𝑟

𝑔𝑚𝑖𝑛+𝑟
) <

𝑔𝑚𝑖𝑛

2
. Given that the minimum green time is usually small (e.g., around 4 seconds), the slight delay 

difference at low traffic demand is often negligible when comparing with the intersection delay 

and link travel time. Thus, to simplify the delay function, we generally assume that the uniform 

delay is a constant when the signal control is under-saturated. 

 

Figure 4.5. Average vehicle delay curve for actuated signal control. 
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Let 𝑑𝑢 denote the constant uniform delay, the final average vehicle delay function for actuated 

signalized intersection is 

 𝑑(𝑞) = 𝑑𝑢 + 𝑎 (1 − 𝑏
𝑞

𝑛×𝑞𝑐
)

−1

 (4.15) 

It is important to note that the conclusion that the uniform delay remains constant when the 

green signal is being actuated relies on the signal setting that the vehicle extension approximately 

equals the saturation headway. As a result, vehicle leave the traffic signal at the saturation flow 

rate during the entire green signal period. If the vehicle extension time is set longer, then the 

average vehicle delay will have a more complicated relationship with the traffic flow rate. 

According to the derivation, the constant uniform delay equals to half of the effective red 

time. For actuated signal control, the effective red time includes green times of conflicting phases 

and is determined by conflicting traffic flow rates. Here we assume that the traffic flows from 

different directions are independent and uses a constant term to generally represent the average 

effective red time of the studied phase. Such an assumption is reasonable when focusing on 

analyzing individual vehicle’s travel time and system impact, as the route choice of an individual 

vehicle will unlikely cause a big change in the traffic demands from other directions. When 

estimating the delay function parameters, however, different delay functions need to be trained 

when the traffic condition changes. For example, an intersection may have different delay curves 

(i.e., delay functions with different parameters) during peak and off-peak hours. In the real-world 

applications, it is recommended that the delay function parameters being trained periodically to 

reflect the actual traffic scenario. 
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4.2.3 Parameter Estimation 

Previous sections summarized the development of the average vehicle delay function for 

actuated signalized intersections in this study. The general delay function form has two empirical 

parameters (𝑎 and 𝑏) to be learned from the actual traffic data. 

This study estimates the delay function parameters that minimizes the mean squared error 

(MSE) of the delay estimates. Let {𝑑𝑖}𝑖=1
𝑁  and {𝑞𝑖}𝑖=1

𝑁  denote the set of average vehicle delay and 

traffic flow rate collected at an intersection, the parameter estimation can be expressed in the form 

of a constrained optimization problem as 

 min
𝑎,𝑏

   MSE(𝑎, 𝑏) =
1

𝑁
∑ (𝑑𝑖 − 𝑑𝑢 − 𝑎 (1 − 𝑏

𝑞𝑖

𝑛×𝑞𝑐
)

−1

)
2

𝑁
𝑖=1  (4.16) 

                               s.t. 𝑎 ≥ 0 

 𝑏 ≥ 0  

Recall that if the intersection capacity can be accurately estimated, we should have 0 ≤ b ≤

1. However, it is difficult to estimate the exact intersection capacity due to complex traffic control 

rules such as shared lane and phase by different movements. Thus, we remove the constraint 𝑏 ≤

1 so that the model can handle the case when we overestimate the intersection capacity. 

As the objective function is continuous and smooth (i.e., the second derivatives exist and are 

continuous), this study applied a Newton-based algorithm to find the optimal parameter estimates 

(Schnabel, 1985). The general procedure of the algorithm is 

1. At iteration 0, choose a pair of initial parameters (𝑎0, 𝑏0) to start; 

2. At iteration 𝑘 , compute a descent direction (𝑠𝑘, 𝑡𝑘)  for MSE(𝑎, 𝑏)  at (𝑎𝑘, 𝑏𝑘)  using 

Newton’s method; 

3. Update (𝑎𝑘+1, 𝑏𝑘+1) = (𝑎𝑘 + 𝛾𝑠𝑘, 𝑏𝑘 + 𝛾𝑡𝑘), where 𝛾 is the line-search parameter; 

4. Iterate steps 2-3 until the decrease of MSE(𝑎, 𝑏) is smaller than the tolerance. 
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Newton’s method is guaranteed to converge if the starting point is sufficiently close to the 

global minimum. Thus, it is important to choose a reasonable starting point for the function 

parameters. According to the numerical and simulation experiments, this study found that 

(𝑆𝐷(𝑑), 0.5) is a robust starting point that converges to the global minimum in all test cases, where 

𝑆𝐷(𝑑) = √∑(𝑑𝑖 − �̅�)/(𝑁 − 1)  is the standard deviation of the average vehicle delay 

observations. Recall that the physical meaning of parameters 𝑎 and 𝑏 are the scale of the stochastic 

delay and the level of randomness in the traffic flow. The recommended starting point 

(𝑆𝐷(𝑑), 0.5) is essentially a reasonable guess of the parameter values. 

After including the intersection delay function into the base form of the link cost function, the 

complete function for link cost estimation is 

 𝑡(𝑞) = 𝑡0 + 𝑑𝑢 + 𝑎 (1 − 𝑏
𝑞

𝑛×𝑞𝑐
)

−1

 (4.17) 

Based on historical travel time and traffic flow rate, the delay function parameters can be 

learned using data collected at each road link. Thus, the delay function parameters will be different 

at each link with a specific traffic scenario. Such information will be stored in the RSUs and shared 

with other connected devices in the CVS. 

4.3  NUMERICAL TESTS 

Numerical experiments have been conducted to evaluate the accuracy of the proposed link 

cost function. The numerical experiments aim to validate the function in various traffic scenarios. 

As aforementioned, the actual traffic flow is a mix of two types: deterministic and stochastic 

vehicle arrivals. The traffic flow randomness also depends on both the flow rate and the upstream 

traffic control plan. Thus, in the numerical experiment, we considered different combinations of 

the two types of flows in the arrival traffic to mimic real-word traffic in various conditions. 
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4.3.1 Study Scenario 

A typical traffic scenario is considered to test the developed stochastic delay function. The 

traffic scenario is based on a one-lane single direction road with a traffic signal operated by an 

actuated signal control plan illustrated in Figure 4.6. 

 

 

Figure 4.6. Studied traffic scenario. 

 

The basic input of the experiment is summarized as below.  

• All vehicles are passenger cars 

• There is only one lane to serve the arriving/depart vehicles 

• The minimum vehicle headway is 2 seconds, which yields a saturation flow rate of 1800 

veh/h. 

• The traffic signal configurations are: minimum effective green time 𝑔𝑚𝑖𝑛 = 4 s ; 

maximum effective green time 𝑔𝑚𝑎𝑥 = 40 s; and effective red time 𝑟 = 40 s. This gives 

the intersection capacity of 𝑞𝑐 = 900 veh/h. 

• The analysis period is 3 hours. 

In the numerical experiments, the average vehicle delay is computed at different levels of 

traffic demand comprised of both uniform and stochastic flows.  
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4.3.2 Traffic Flow Generation 

A traffic generator is developed to create arrival traffic at a specific flow rate and the traffic 

flow randomness level. To calculate the average vehicle delay, the traffic generator needs to create 

the arrival time for each individual vehicle. Instead of sampling traffic counts from certain 

distributions (e.g., uniform, Poisson, and Binomial distributions) at a macroscopic level, the traffic 

generator will create random samples of vehicle headway, and then calculate each vehicle’s time 

of arrival at the signal head. 

For uniform vehicle arrivals, the traffic generator will create a new vehicle at fixed rate 

because the headway is constant. For stochastic vehicle arrivals, Poisson distribution is widely 

used to describe the vehicle count distribution. Under Poisson vehicle arrival assumption, the 

vehicle headway follows an exponential distribution (as illustrated in Equation 2.10). However, 

previous studies have pointed out that Poisson vehicle arrivals may cause unrealistic traffic 

fluctuations as the exponential distribution allows arbitrary small intervals between vehicles 

(Newell, 1960). 

Instead of directly using the exponential distribution to generate headway samples, we further 

consider the physical traffic flow constraint in the numerical experiment. In the real-world traffic 

flow, drivers tend to keep a safe distance (i.e., the saturation headway) between vehicles, and it is 

very rare to observe vehicle headway smaller than the saturation headway. In an exponential 

distribution, the probability density is highest near 0, thus may generate a noticeable amount of 

headway samples smaller than the saturation flow rate. To overcome this limitation, this study uses 

the Gamma distribution to generate vehicle headway samples. 

The probability density function (PDF) of a Gamma distribution can be expressed as 

 𝑃(ℎ′) =
𝛽𝛼

Γ(𝛼)
ℎ′𝛼−1

𝑒−𝛽ℎ′
 (4.18) 
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where 𝛼 and 𝛽 are shape and rate parameters, respectively. The expected headway is E(ℎ′) =

𝛼 𝛽⁄ . Comparing with the exponential distribution PDF (Equation 2.10), the Gamma distribution 

has an additional term ℎ′𝛼−1
. If the shape parameter 𝛼 is greater than one, the gamma distribution 

will have a skewed bell shape which ensures extremely small headways being rarely sampled. In 

the numerical experiment, we use 𝛼 = 𝑞−1 and 𝛽 = 1 as the Gamma distribution parameters, so 

that we have the expected headway equal to the inversed flow rate (i.e., E(ℎ′) = 𝛼 𝛽⁄ = 𝑞−1). 

Additionally, as the expected headway is higher than the saturation flow rate (e.g., typically 2 s), 

we can also ensure 𝛼 > 1 which gives a bell-shaped Gamma PDF. 

Another good feature of using Gamma distributed headway is that the vehicle arrival still 

flows a Poisson-like distribution. When vehicle headway follows an exponential distribution ℎ ∼

exp(𝜃), the vehicle arrival times can be calculated as the cumulative sums of headways. According 

to probability theory, the sum of independent and identically distributed (i.i.d.) exponential random 

variables is a Gamma random variable, which is expressed as 

 𝑋𝑘 = ∑ ℎ𝑖
𝑘
𝑖=1 ∼ Gamma(𝑘, 𝜃) (4.19) 

Note that 𝑋𝑖s are not independent. The Poisson distributed vehicle count can be written as 

 𝑃𝑃𝑜𝑖𝑠𝑠𝑜𝑛(𝑌 = 𝑘|𝜆 = 𝑞𝑇) = 𝑃(𝑋𝑘 ≤ 𝑇,  𝑋𝑘+1 > 𝑇) = 𝑒−𝜆 𝜆𝑘

𝑘!
 (4.20) 

If using Gamma distributed headway (i.e., ℎ′ ∼ Gamma(𝛼, 𝛽)), the vehicle arrival times can 

be similarly calculated as the cumulative sums of headways. According to Gamma distribution 

features, the sum of i.i.d. Gamma random variables is also a Gamma random variable, which is 

𝑋𝑘
′ = ∑ ℎ𝑖

′
𝑘

𝑖=1
∼ Gamma(𝑘𝛼, 𝛽) 

In this case, the probability mass function of vehicle count can be expressed as 

𝑃(𝑌′ = 𝑘|𝑇) = 𝑃(𝑋𝑘
′ ≤ 𝑇,  𝑋𝑘+1

′ > 𝑇) 
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Given that {𝑋𝑘}  and {𝑋𝑘
′ }  are both Gamma distributed sequences with increasing shape 

parameter and fixed rate parameter, the vehicle count based on Gamma distributed headway will 

follow a Poisson-like distribution. 

The numerical experiment will test different degrees of randomness in the traffic flow to 

mimic real-world traffic situations. This is represented by the percentage of stochastic vehicle 

headways in the arrival traffic. For a 50% stochastic traffic flow, for example, half of the vehicle 

headways are constant (for uniform traffic flow) and the other half are sampled from the 

exponential distribution. Figure 4.7 shows the distribution of five-minute vehicle count at different 

degrees of randomness created by the traffic generator. The average flow rate is 600 veh/h and the 

average five-minute vehicle count is 50. Three degrees of randomness (i.e., 20%, 50%, and 100%) 

were tested. With low randomness in traffic (e.g., 20%), the vehicle counts densely distribute 

around the average value. When the degree of randomness increases, however, the distribution 

spreads, and the vehicle count has a greater variance. 



56 

 

 

Figure 4.7. Five-minute vehicle count distribution for different degrees of randomness. 

 

4.3.3 Test Result 

To test the effectiveness of the intersection delay function in different scenarios, the numerical 

experiments calculate the average delay of various traffic demand and randomness levels. For each 

traffic flow rate and each degree of randomness, the numerical experiment is repeated ten times 

with different random seeds. The numerical experiment results are used to estimate the proposed 

delay function parameters, and a unique delay function is learned for each particular degree of 

randomness. Recall that theoretically, the uniform delay changes from 
𝑟

2
−

𝑔𝑚𝑖𝑛

2
(

𝑟

𝑔𝑚𝑖𝑛+𝑟
)  to 

𝑟

2
 

when 𝑔 < 𝑔𝑚𝑖𝑛 , and remains constant (i.e., equal to 
𝑟

2
) when 𝑔 ≥ 𝑔𝑚𝑖𝑛 . To balance the delay 

function accuracy in both cases, here we use 𝑑𝑢 =
𝑟

2
− 1 as the uniform delay term in the delay 
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function. As the effective green time is four seconds in the numerical experiment, the estimation 

error cause by the constant uniform delay assumption is less than one second in all cases. 

Figure 4.8 presents the scatterplot of average vehicle delay against the traffic flow rate for 

different traffic scenarios when the degree of randomness varies from 10% to 90%. The fitted 

delay function with parameters learned from the data are also presented in dashed curves. In 

general, the empirical delay functions approximately describe the delay trend in all scenarios. The 

fitted delay function can accurately reflect the delay increase when the traffic demand 

approximates the capacity with sufficient number of observations (e.g., the degree of randomness 

greater than 50%). In terms of result accuracy, the proposed delay function will slightly 

overestimate under low traffic demand and underestimate under moderate traffic flow rate. This is 

due to the approximation of the constant uniform delay assumption. In the numerical experiments, 

the root mean squared error (RMSE) is around 0.5-1 s/veh, which is smaller than half of the 

minimum effective green time as expected. The estimation error is negligible compared to the 

overall intersection delay. 
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Figure 4.8. Average vehicle delay and fitted curves from numerical experiments. 

 

Figure 4.9 shows the estimated delay function parameters at different levels of traffic flow 

randomness. Note that for each traffic flow scenario, the experiment is repeated ten times with 

different random seeds. In the figure, the mean values of the estimated parameter from the ten 

experiments are represented in points and the standard deviations are represented as error bars. 

With the increase of traffic flow randomness, both parameters tend to converge to some value. The 

stochasticity parameter 𝑏 increases with the traffic flow randomness, and eventually approaches 1 

when the vehicle arrivals are completely stochastic. Note that here we know the exact capacity 

(i.e., 𝑞𝑐 = 900 veh/h), thus 𝑏 approaches 1 when the degree of traffic flow randomness increases. 

If the capacity estimation is inaccurate, the stochasticity parameter 𝑏 will converge to a different 



59 

 

value. The scale parameter 𝑎 first decreases to balance the increase of 𝑏, and then stabilized at 

some positive value. Changes in the function parameter estimates indicate that the empirical delay 

function is adaptive in various traffic conditions. 

 

Figure 4.9. Relationship between delay function parameters and traffic flow randomness. 

 

In the numerical experiment results, the average vehicle delay is almost flat for moderate 

traffic demand. This is because we assume traffic flows in different directions are independent and 

thus the effective red time does not change with the current phase traffic flow rate. In the real-

world situation, however, traffic flows in different directions can be correlated to some extent (i.e., 

different directions may have similar traffic patterns). This will cause the effective red time to be 

positively correlated with the traffic demand. Thus, the “flat” part of delay results will be less 

observable, and the average vehicle delay will increase more smoothly with the traffic demand. It 
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is expected that the empirical delay function can fit the results more accurately when the delay 

trend is smoother. 

Although the numerical experiment is based on a typical one-lane actuated signalized 

intersection, the experiment conclusions can be applied to more general cases. In the following 

section, the empirical delay function will be used to fit delay results from the microscopic 

simulation model in order to set up the link travel time function used in the navigation algorithm. 

4.4 SIMULATION TESTS 

The empirical delay function is utilized to learn the relationship between link travel time and 

traffic volume in the VISSIM simulation model introduced in Section 3.3. The objectives of 

simulation experiments include: 1) validating the empirical delay function in the microscopic 

simulation environment with more complicated traffic characteristics (e.g., lane switching, 

acceleration/deceleration, and multi-lane intersections); and 2) developing link cost functions to 

be used in the CV navigation methodology. 

To learn the link cost function, it is necessary to collect link travel time data under different 

traffic demand levels. Thus, we change the simulation vehicle input from 20% to 200% of the 

default traffic volume (i.e., vehicle counts collected during off-peak hours) to collect link travel 

time data at various traffic conditions. According to the simulation results, majority of the roads 

are congested when the vehicle input is twice of the default value. Therefore, we did not further 

increase the traffic input beyond 200% in the simulation experiments. 

The average travel time vehicles spent on each link and its downstream intersection has been 

collected during the simulation runs. For each vehicle input level, the simulation is repeated ten 

times with different random seeds. Each simulation run lasts for two hours. The first hour is the 

warm-up period and vehicle travel time results are only collected in the second hour. In the 
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following paragraphs, we introduce the detailed step of fitting the empirical delay function based 

on a particular link (and its downstream intersection). Other links in the network can be analyzed 

in the similar procedure.  

The studied link is the southbound of Bellevue Way NE at the intersection of NE 8th St and 

Bellevue Way NE. Figure 4.10 shows the screenshot of the intersection in the microscopic 

simulation model and the traffic count for each movement. The intersection is located in the busy 

commercial area in downtown Bellevue and four directions have nearly balanced traffic demand. 

 

Figure 4.10. Example intersection in the microscopic simulation model. 

 

Figure 4.11 shows the collected average link travel time at different traffic input rates. The 

scatter points are slightly jittered in the horizontal direction to avoid overlapping pointes. When 

the traffic is uncongested (lower part of the graph), the link travel time smoothly increases with 

the traffic volume. For the studied link, the traffic becomes congested when the vehicle input is 
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higher than 160% of the default. As we only focus on analyzing the uncongested link cost function, 

traffic scenarios with traffic input rate higher than 160% are removed. The remaining simulation 

results are used to learn empirical parameters of the link cost function as expressed in Equation 

4.17. 

 

Figure 4.11. Signal control diagram of the studied intersection. 

 

The first step is to estimate the pre-determined (or non-empirical) parameters in the link cost 

function. The base travel time, 𝑡0, can be directly calculated from the link length and design speed. 

Given the link length of 661.4 ft and design speed of 50 mph, we have 𝑡0 = 9.02 s. Estimation of 

the constant uniform delay term, 𝑑𝑢, is less straightforward as the signal control is actuated. Note 

that from the empirical delay function, the minimum possible delay we can obtain is 𝑑𝑢 (i.e., the 

uniform delay assuming no randomness in traffic). Thus, we set 𝑑𝑢 equal to a value slightly smaller 

than the minimum delay observed in the simulation results (e.g., min(𝑑𝑖) − 10 is used for the 

studied link). The intersection capacity 𝑞𝑐 , again, cannot be accurately estimated due to the 
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actuated signal timing and complicated traffic control methods (e.g., shared lane and phase by 

different movements). Here we simply assume the saturation headway is 2 seconds and the 

effective green indication ratio is 50%, which gives the intersection capacity of 𝑞𝑐 = 900 veh/h. 

According to Figure 4.11, we slightly underestimate the intersection capacity (as the actual 

capacity is around 1000 veh/h). Recall that the stochasticity parameter 𝑏 can adjust to handle 

inaccurate capacity estimate, and the assumption of 𝑞𝑐 = 900 veh/h is sufficiently accuracy to 

learn the empirical delay function. 

The delay function parameters are estimated by minimizing the MSE of the function result. 

Figure 4.12 shows the simulation travel time results (in scatter pointes) and the fitted link cost 

function in dashed curve. In general, the fitted link cost function accurately describes the trend of 

link travel time results. The RMSE is 7.82 s/veh, and majority of the estimation error comes from 

the high traffic demand scenario. The simulation test proves that the proposed delay function is 

effective to capture the relationship between link travel time and traffic volume. Note that here we 

use the hourly average link travel time to fit the link cost function. If the link travel time is 

aggregated at shorter time intervals (e.g., 15 minutes), the travel time data will have greater 

variance, but the trend of the data will not be affected. When fitting the link cost function, it is 

recommended that the link travel time is aggregated by longer time intervals (e.g. an hour) to 

reduce the variance, so that the trend of the link travel time can be accurately captured.  
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Figure 4.12. Simulated delay results and fitted delay function. 

 

The fitted link cost function will be used in the navigation methodology to assess travel time 

and system impact of different route choice decisions. Note that the similar procedure is repeated 

for each link and a unique link cost function is developed based on travel time results collected at 

the link (and the downstream intersection) during the simulation runs. A complete list of curve-

fitting results for all links is presented in Appendix A. 
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Chapter 5. DYNAMIC TRAFFIC ASSIGNMENT 

This chapter describes the objectives of the CV navigation methodology in the DTA context. 

Specifically, this study considers time-variant traffic flows and travel times, and the CV navigation 

algorithms target to achieve some special cases of DTA (e.g., DUE or DSO). As the primary goal 

of this research is to provide navigation guidance to individual connected vehicles, the DTA 

models will focus on the microscopic vehicular behaviors instead of the macroscopic traffic flow 

analysis. 

5.1 NETWORK REPRESENTATION 

This section clearly defines notations used to represent traffic network throughout this paper. 

Note that some of the notations have also been used consistently in Chapter 2. The roadway 

network can be represented as a directed graph 𝐺(𝑉, 𝐸)  consisting of edges and vertices, 

representing road links and intersections, respectively. Let {𝑉} denote the group of vertices and 

{𝐸} denote the group of edges. The number of vertices and edges can be expressed by |𝑉| and |𝐸|, 

respectively. A path 𝑃 is a collection of |𝑃| connected edges expressed as 

 𝑃 = {𝐸𝑃
1, … , 𝐸𝑃

|𝑃|
} (5.1) 

For an individual vehicle 𝑣, let ℙ𝑣 denote the set of all possible paths from its origin to the 

destination, written as 

 ℙ𝑣 = {𝑃𝑣
1, … , 𝑃𝑣

|ℙ𝑣|
} (5.2) 

Each path 𝑃𝑣
𝑖 is a unique path from the origin vertex to the destination vertex. For the specific 

vehicle, the total number of feasible paths is |ℙ𝑣|. The travel time (including both the link travel 

time and delay at the downstream intersection) associated with edge 𝐸 is expressed as 𝑡𝐸(𝑞𝐸|𝑇), 
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which takes the form of the link travel time function (Equation 4.17). Note that the edge traffic 

volume, 𝑞𝐸, is a time-variant variable. We use 𝑞𝐸|𝑇 to represent the edge traffic flow rate at time 

𝑇. 

To avoid confusion in notation, in this paper we use lower-case 𝑡 to represent a time period 

(e.g., the edge travel time), and upper-case 𝑇 to represent a time point (e.g., the trip start time). 

The time-variant traffic flow rate can be summarized from historical traffic data (e.g., average 

traffic volume aggregated by different time intervals). 

5.2 VEHICLE CLASSES 

Real-world traffic is not homogeneous, and this study also considers a mixed traffic flow with 

different vehicle classes. Depending on the accessibility to real-time traffic information, vehicles 

can be classified into connected and non-connected vehicles (non-CVs). Different navigation 

algorithms can also be applied to each type of vehicles. Specifically, this study defines the 

following three vehicle classes with different navigation objectives 

1. Non-connected vehicles that navigate using the historical traffic data; 

2. Connected vehicles that collaboratively navigate towards the DUE state; and 

3. Connected vehicles that collaboratively navigate towards the DSO state. 

The following section will discuss the specific navigation method applied to each class. In the 

algorithm tests, we will also consider mixed traffic flows with different CV penetration rates to 

analyze the effectiveness of navigation methods. 
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5.3 VEHICLE NAVIGATION STRATEGIES 

Three types of navigation goals are defined for the vehicle classes defined above, respectively. 

The following sections will clearly define the navigation objectives mathematically to guide the 

development of practical navigation algorithms. 

5.3.1 Static Navigation 

The static navigation algorithm is used by non-CVs, which targets to find the optimal path 

based on the historical traffic data. In the static navigation procedure, the edge travel times are 

time-invariant and can be pre-determined before the start of the trip. The optimal route is the path 

with the minimum expected cumulative travel time. Let 𝑥𝑣
𝑃 denote the route choice decision for 

vehicle 𝑣 expressed as 

 𝑥𝑣
𝑃 = {

1    if vehicle 𝑣 chooses path 𝑃
0    otherwise                                

  

The vehicle navigation can be represented as an optimization problem expressed as 

 (𝑥𝑣
𝑃 = 1 ⟹ 𝜏𝑃 = 𝜋𝑣),   ∀𝑣, 𝑃 ∈ ℙ𝑣 (5.3) 

where 𝜏𝑃 is the path travel time calculated as the sum of the static edge travel time 

 𝜏𝑃 = ∑ 𝑡𝐸𝑃
𝑖𝐸𝑃

𝑖 ∈𝑃  (5.4) 

𝜋𝑣 is the minimum travel time from all feasible paths, written as 

 𝜋𝑣 ≡ min
𝑃∈ℙ𝑣

𝜏𝑃 (5.5) 

Given the time-invariant edge travel time 𝑡𝐸, the optimal route can be found using the classical 

shortest-path algorithm as described in Section 2.2.2. Note that the static navigation infers that the 

edge travel cost does not change in the optimal path searching process. But this does not limit to 

vehicles only using historical traffic data. If the vehicle collects and calculates the optimal path 
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based on the edge travel time collected at the start of the trip, this is still considered as static 

navigation problem as the edge travel cost does not change in the optimal path searching process. 

5.3.2 Dynamic User Equilibrium Navigation 

The static navigation aims to find the optimal path based on the knowledge before or at the 

time of the start of the trip. However, the selected path may not continue to be “optimal” due to 

traffic incidents or non-recurrent congestions that cause changes in traffic during the trip. 

Additionally, independent route choice decisions may result in the optimal path being over-

traveled. Hence, the static navigation algorithm does not guarantee to find the optimal path 

considering route choice decisions from all other vehicles. As connected vehicles can collect traffic 

data and communicate with each other in real-time, there is a potential to find a more robust 

optimal path with better travel cost outcomes. 

In this section, we introduce the CV navigation methodology that approximate the DUE traffic 

assignment in DTA models. The path-based DUE definition is presented in Section 2.2.3. Here we 

rewrite the DUE conditions from the individual vehicle perspective as follows 

For each vehicle, starting from any instant of time, traveling between a specific origin-

destination pair, the actual experienced route travel cost equals to the minimum possible 

travel cost on all feasible routes. 

Casting into mathematical notations, if a vehicle 𝑣 departs at time instant 𝑇𝑣, and all feasible 

routes for its O-D pair is ℙ𝑣, then it will select the path with the minimal travel cost. Let 𝜏𝑃(𝑇𝑣) 

denote the path travel time when departing at 𝑇𝑣, the minimum travel cost of vehicle 𝑣 departing 

at 𝑇𝑣 from its origin to the destination can be expressed as 

 𝜋𝑣(𝑇𝑣) ≡ min
𝑃∈ℙ𝑣

𝜏𝑃(𝑇𝑣) (5.6) 
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Then the vehicle level route choice decisions in the DUE state can be written as 

 (𝑥𝑣
𝑃 = 1 ⟹ 𝜏𝑃(𝑇𝑣) = 𝜋𝑣(𝑇𝑣)),   ∀𝑣, 𝑃 ∈ ℙ𝑣 (5.7) 

where 𝑥𝑣
𝑃 is the route choice decision variable of vehicle 𝑣 defined the same as that in the last 

section. 

The key task in DUE navigation methodology is to quantify the dynamic travel time of 

different paths. The path travel time can be expressed as the sum of its edge travel times at different 

time instants 

 𝜏𝑃(𝑇𝑣) = ∑ 𝑡𝐸𝑃
𝑖 (𝑞𝐸𝑃

𝑖 |𝑇𝑣
𝐸𝑃

𝑖

)𝐸𝑃
𝑖 ∈𝑃  (5.8) 

where 𝑇𝑣
𝐸𝑃

𝑖

 denotes the time instant vehicle 𝑣 arrives at the start node of edge 𝐸𝑃
𝑖  if choosing path 

𝑃. In the dynamic traffic flow context, the times of arrival at each edge can be calculated as 

cumulative sums of edge travel times, which is 

 𝑇𝑣
𝐸𝑃

𝑖

= {
𝑇𝑣                                                     if 𝑖 = 1

𝑇𝑣
𝐸𝑃

𝑖−1

+ 𝑡𝐸𝑃
𝑖−1 (𝑞𝐸𝑃

𝑖−1|𝑇𝑣
𝐸𝑃

𝑖−1

)       if 𝑖 > 1
 (5.9) 

where 𝐸𝑃
𝑖−1 is the proceeding edge of 𝐸𝑃

𝑖  in path 𝑃, if 𝐸𝑃
𝑖  is not the first edge of path 𝑃 (in this case 

we have 𝑖 = 1 and the vehicle arrives at the edge at 𝑇𝑣). Equation 5.9 explicitly represent the edge 

arrival time as the sum of the arrival time and travel time of the proceeding edge. Note that here 

we assume that the travel time vehicle 𝑣 spent on an edge is determined at the time vehicle 𝑣 

arrives at the edge. This is an intuitive assumption as vehicles arriving later than 𝑣 should not 

influence the travel time of 𝑣 in the first-in-first-out (FIFO) car-following environment. 

Based on the edge arrival times, the traffic flow propagation is satisfied in the sense that the 

time-variant edge traffic flow rate is calculated as the sum of individual vehicles traveling on the 

edge during a particular time period. Casting into mathematical notations yields 
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 𝑞𝐸|𝑇 =
1

Δ𝑇
∑ ∑ 𝑥𝑣

𝑃 ∙ 𝕀(𝑇 − Δ𝑇 < 𝑇𝑣
𝐸 ≤ 𝑇)𝑃∋𝐸𝑣  (5.10) 

where 

 𝕀(𝑇 − Δ𝑇 < 𝑇𝑣
𝐸 ≤ 𝑇) = {1    if 𝑇 − Δ𝑇 < 𝑇𝑣

𝐸 ≤ 𝑇
0    otherwise                  

  

Basically, the edge traffic flow at time instant 𝑇 is defined as the average traffic flow rate 

during a short time period of (𝑇 − Δ𝑇, 𝑇]. The length of the analysis time period, Δ𝑇, should be 

reasonably determined so that vehicles arriving during the period actually affect the edge travel 

time at 𝑇. In the local road network with intersections, Δ𝑇 should be in a similar scale as the signal 

cycle length to reflect the intersection traffic control operations. 

Equations 5.6 - 5.10 express the vehicle-based DUE conditions as a mathematical problem. 

However, the mathematical problem is only of theoretical importance, and it is hard to solve the 

problem analytically due to discrete traffic volume and huge number of variables. This study 

focuses on simulation-based traffic analysis and proposes a coordinated vehicle navigation 

approach to solve the problem from the individual vehicle route choice perspective. Specifically, 

this study makes the following assumption: 

The DUE conditions can be reached through all vehicles using time-dependent navigation 

that finds the user optimal path based on other vehicles’ routing decisions. 

It is important to note that the DUE state is an idealistic DTA condition since it requires the 

actual experienced travel cost of each vehicle to be minimal. From the individual vehicle 

perspective, however, it is impossible to obtain accurate evaluation of the path travel time at the 

start of the trip. Thus, this study proposes a DUE navigation methodology for connected vehicles 

from the following major aspects 

• Future traffic flows and travel times are predicted based on real-time traffic data and route 

choice decisions of connected vehicles; 
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• Connected vehicles navigate following the optimal path based on the predicted future 

traffic flow and travel time; and 

• Frequently update the travel time predictions using the most recent traffic data to ensure 

accuracy. 

Note that as the optimal path is identified from the predicted travel time, the resultant traffic 

assignment is not strictly in a DUE state. Rather, the network traffic flow will approximate the 

DUE state in the sense that the actual travel time of each vehicle is approximately the minimum 

travel time on any feasible routes given the travel time predictions are sufficiently accurate. 

The DUE vehicle navigation strategy can be represented by Equation 5.7, which aims to find 

the path with the minimum travel time. The only difference is that vehicles will use predicted travel 

times to identify the optimal path. Based on the edge arrival time equation (Equation 5.9), the 

downstream edge travel time depends on the predicted vehicle arrival time, which is expressed as 

the sum of the predicted arrival time and travel time of the upstream edge. This forms a dynamic 

programming framework in the sense that evaluating the edge travel time requires memorizing 

results of all preceding edges. This chapter focuses on discussing the vehicle navigation objectives 

to approximate the desired DTA conditions. More details about vehicle navigation algorithms will 

be presented in Chapter 6. 

It is also necessary to mention that in the DUE state the optimal path is conditioned on route 

choice decisions of all other vehicles. Thus, collaboration is required among vehicles to avoid the 

optimal path being over-traveled. This study also proposes a coordinated vehicle navigation 

algorithm that utilizes the communication capability in the CVS. In the coordinated navigation 

system, each connected vehicle knows the route choice decision of all other CVs. The DUE 
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navigation algorithm will find the optimal path conditioned on all other vehicles, and in the 

equilibrium state, no vehicle has the incentive to switch to a different path. 

5.3.3 Dynamic System Optimum Navigation 

The previous section introduces individual vehicles’ navigation objectives to approximate the 

DUE state. From the system perspective, however, the DUE state is usually not optimal in terms 

of minimizing the total travel time for all vehicles. DSO represents the optimal traffic state from 

the system perspective, where the total travel time experienced by all vehicles is minimized. 

Although it is commonly accepted that DSO does not reflect real-world traffic conditions, it can 

still provide insights on the potential optimal network traffic condition. Additionally, DSO can be 

practically applied in some special cases. For example, a centralized authority controls a fleet of 

CVs and targets to minimize the total travel cost rather than the individual travel cost of each 

vehicle. In this section, we will discuss the vehicle navigation objectives towards the DSO state. 

In macroscopic DTA research, the DSO state is usually formulated as an optimization problem 

that minimizes the sum of vehicle travel times in an integral over time (for continuous-time DTA 

models) or in a summation of all time intervals (for discrete-time DTA models). Such an 

optimization problem is not directly defined as individual vehicle navigation objectives. Studies 

found that the DSO conditions can be converted in to a path-based optimization in a similar form 

as the DUE problem (Qian et al., 2012; Shen et al., 2007). Define the path marginal cost as the 

change of total system travel time corresponding to a unit change of traffic flow on a particular 

path. From the individual vehicle perspective, the DSO conditions can be expressed as 

For each vehicle, starting from any instant of time, traveling between a specific origin-

destination pair, the actual induced system cost (path marginal cost) equals to the minimum 

possible system cost on all feasible routes. 
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On the individual vehicle level, the path marginal cost can be evaluated as the sum of system 

costs on the consisting edges. Additionally, the system cost associated with each edge can be 

evaluated given the link travel cost expressed as a function of traffic flow rate (Du et al., 2015b; 

Xiao and Lo, 2014). When a vehicle chooses edge 𝐸, the resultant system cost consists of two 

parts 

• The private part: the edge travel time for the vehicle itself 

• The external part: extra travel time imposed to other vehicles using the edge 

The individual vehicle travel time can be estimated using the edge travel time function 𝑡𝐸(𝑞𝐸). 

For the existing edge traffic, the extra travel time caused by the route choice of an individual 

vehicle can be evaluated as the product of the existing traffic flow and the marginal increase of the 

edge travel time, which is 𝑞𝐸 ×
𝑑 𝑡𝐸(𝑞𝐸)

𝑑 𝑞𝐸
. Let 𝑡𝑠,𝐸 denote the system cost associated with edge 𝐸, 

The edge system cost can be expressed as a function of the edge traffic flow rate 

 𝑡𝑠,𝐸(𝑞𝐸) = 𝑡𝐸(𝑞𝐸) + 𝑞𝐸
𝑑 𝑡𝐸(𝑞𝐸)

𝑑 𝑞𝐸
 (5.11) 

Expand the edge travel time function 𝑡𝐸(𝑞𝐸) (Equation 4.17) and we get 

 𝑡𝑠,𝐸(𝑞𝐸) = 𝑡0 + 𝑑𝑢 + 𝑎 (1 − 𝑏
𝑞𝐸

𝑛×𝑞𝑐
)

−1

+
𝑎𝑏

𝑛×𝑞𝑐
𝑞𝐸 (1 − 𝑏

𝑞𝐸

𝑛×𝑞𝑐
)

−2

 (5.12) 

Equation 5.12 gives the relationship between the system cost and the traffic flow rate for a 

particular edge. Given that the edge system cost can be evaluated, a potential way to achieve the 

DSO state is to allow individual CV to compute its own system optimum route using a DSO 

navigation algorithm. Compared with macroscopic DSO solutions, which usually requires a 

centralized authority to calculate the DSO traffic assignment and instruct drivers with proper 

navigation guidance, the individual vehicle navigation solution can distribute the computation load 

(for optimal path search) among individual vehicles without relying on a centralized authority. 
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However, this requires all vehicles having access to the real-time traffic information and 

collaborating on the optimal route choice decisions. 

From the individual vehicle perspective, the DSO conditions can be mathematical expressed 

as 

 (𝑥𝑣
𝑃 = 1 ⟹ 𝜏𝑠,𝑃(𝑇𝑣) = 𝜋𝑠,𝑣(𝑇𝑣)),   ∀𝑣, 𝑃 ∈ ℙ𝑣 (5.13) 

 𝜋𝑠,𝑣(𝑇𝑣) ≡ min
𝑃∈ℙ𝑣

𝜏𝑠,𝑃(𝑇𝑣)  

 𝜏𝑠,𝑃(𝑇𝑣) = ∑ 𝑡𝑠,𝐸𝑃
𝑖 (𝑞𝐸𝑃

𝑖 |𝑇𝑣
𝐸𝑃

𝑖

)𝐸𝑃
𝑖 ∈𝑃   

 𝑇𝑣
𝐸𝑃

𝑖

= {
𝑇𝑣                                                     if 𝑖 = 1

𝑇𝑣
𝐸𝑃

𝑖−1

+ 𝑡𝐸𝑃
𝑖−1 (𝑞𝐸𝑃

𝑖−1|𝑇𝑣
𝐸𝑃

𝑖−1

)       if 𝑖 > 1
  

 𝑞𝐸|𝑇 =
1

Δ𝑇
∑ ∑ 𝑥𝑣

𝑃 ∙ 𝕀(𝑇 − Δ𝑇 < 𝑇𝑣
𝐸 ≤ 𝑇)𝑃∋𝐸𝑣   

 𝑥𝑣
𝑃 = {0, 1} 

where the individual vehicle route choice variable (𝑥𝑣
𝑃), edge arrival time (𝑇𝑣

𝐸𝑃
𝑖

), and time-variant 

edge flow rate (𝑞𝐸|𝑇) are defined the same as that in the last section. 𝜏𝑠,𝑃(𝑇𝑣) and 𝜋𝑠,𝑣(𝑇𝑣) are path 

system cost and minimum system cost from all feasible paths, respectively, if vehicle 𝑣 starts at 

𝑇𝑣. 

Similar to the DUE state, this study will solve the problem from the individual vehicle route 

choice perspective based on the following assumption: 

The DSO conditions can be reached through all vehicles using time-dependent navigation 

that finds the system optimal path based on other vehicles’ routing decisions. 

Compared with the DUE problem, the optimal path in DSO context is the path with the 

minimum system cost. Thus, the edge travel time (𝑡𝐸) in the DUE problem equations is here 

replaced by the edge system cost (𝑡𝑠,𝐸). Recall that 𝑡𝐸(𝑞𝐸) is the edge travel time function, which 
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is a convex function when the traffic is uncongested. It is important to analyze the edge system 

cost function to see if the DSO problem can be solved in a similar way as that for the DUE problem. 

Figure 5.1 shows the change of edge system cost of a typical edge against the average traffic 

flow rate and the degree of randomness in traffic. Note that here we consider stochastic vehicle 

arrivals, and the actual traffic flow is a mix of uniform and stochastic flows. According to the 

figure, the edge system cost is mainly determined by the traffic flow rate. With the increase of 

traffic flow randomness, the expected system cost also increases. Note that the effect of traffic 

flow randomness is relatively small compared to the effect of flow rate. When the traffic flow rate 

is small (e.g., less than 600 veh/h), the change of system cost caused by the degree of randomness 

is negligible. At all levels of traffic flow randomness, the edge system cost is a convex function of 

the traffic flow rate. This suggests that the vehicle navigation method used to approximate DUE 

conditions can be similarly applied to the DSO problem. 
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Figure 5.1. Change of system cost against traffic flow rate and degree of randomness. 

 

From the individual vehicle perspective, the DSO navigation algorithm aims to find the path 

with the minimum system cost conditioned on the route choice decisions of all other vehicles. But 

the traffic flow propagation also requires evaluating the edge travel times to predict future traffic 

flows and travel times. Thus, the DSO navigation methodology will evaluate both the edge travel 

time and the edge system cost, in order to accurately predict the future traffic states and find the 

system optimal path. 

It is important to note that the DSO navigation does not necessarily indicate that the network 

traffic flow is dynamically optimized at any instant of time. The term DSO is used here because 

the DSO navigation targets to achieve the DSO state as defined in DTA models. Given that CVs 

rely on predicted user and system costs to navigate and real-time traffic data are collected and 
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updated at discrete time intervals, the DSO navigation will allocate CVs so that the system 

approximates the DSO state in the dynamic traffic environment. 

Both DUE and DSO navigation algorithms rely on the link travel time function to evaluate 

the travel cost and system cost. However, this does not necessarily require accurate prediction of 

the edge travel time and system cost. It is also shown in Chapter 4 that real-world link travel time 

cannot be exactly expressed as a function due to the traffic flow randomness. In both DUE and 

DSO navigation algorithms, connected vehicles will communicate and find the optimal routes 

conditioned on the route choice decisions of all other vehicles. Thus, the link travel time function 

can actually be considered as a way to penalize vehicles choosing the same path. The general 

relationship between the link travel time and traffic flow rate is sufficient to help achieve a desired 

dynamic traffic assignment through the coordinate vehicle navigation methodology. 
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Chapter 6. VEHICLE NAVIGATION ALGORITHMS 

The last chapter analyzed the navigation objectives from the individual vehicle perspective 

towards a desired DTA state (i.e., DUE or DSO). Following that, this chapter will introduce the 

specific vehicle navigation algorithms to achieve the objectives. 

6.1 STATIC NAVIGATION ALGORITHM 

Non-CVs aim to find the shortest path based on static edge travel times. The navigation 

problem can be solved by classical shortest-path algorithms. This study specifically considers two 

types of shortest-path algorithms: Bellman-Ford algorithm and Dijkstra algorithm. Details of these 

two methods can be found in Section 2.2.2. 

Based on the static navigation algorithms, non-CVs with the same O-D pair will find the same 

optimal route. If we have a significant amount of non-CVs starting at a short period, this may lead 

to non-recurrent congestions in the identified optimal route. In such scenarios, vehicle 

communication is critical to distribute the traffic more efficiently throughout the network. 

6.2 DYNAMIC NAVIGATION ALGORITHMS 

Two types of dynamic navigation methods (i.e., DUE and DSO navigation) have been 

proposed for CVs. Chapter 5 presented the vehicle-based mathematical representations of the DUE 

and DSO conditions. Under DUE conditions, the navigation problem for vehicle 𝑣 (assuming it is 

a CV) starting at 𝑇𝑣 can be expressed as 

 min
𝑃∈ℙ𝑣

 𝜏𝑃(𝑇𝑣) = ∑ 𝑡𝐸𝑃
𝑖 (𝑞𝐸𝑃

𝑖 |𝑇𝑣
𝐸𝑃

𝑖

)𝐸𝑃
𝑖 ∈𝑃  (6.1) 

where 
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 𝑇𝑣
𝐸𝑃

𝑖

= {
𝑇𝑣                                                     if 𝑖 = 1

𝑇𝑣
𝐸𝑃

𝑖−1

+ 𝑡𝐸𝑃
𝑖−1 (𝑞𝐸𝑃

𝑖−1|𝑇𝑣
𝐸𝑃

𝑖−1

)       if 𝑖 > 1
 

Under DSO conditions, the navigation problem for vehicle 𝑣 can be expressed as 

 min
𝑃∈ℙ𝑣

 𝜏𝑠,𝑃(𝑇𝑣) = ∑ 𝑡𝑠,𝐸𝑃
𝑖 (𝑞𝐸𝑃

𝑖 |𝑇𝑣
𝐸𝑃

𝑖

)𝐸𝑃
𝑖 ∈𝑃  (6.2) 

where 

 𝑇𝑣
𝐸𝑃

𝑖

= {
𝑇𝑣                                                     if 𝑖 = 1

𝑇𝑣
𝐸𝑃

𝑖−1

+ 𝑡𝐸𝑃
𝑖−1 (𝑞𝐸𝑃

𝑖−1|𝑇𝑣
𝐸𝑃

𝑖−1

)       if 𝑖 > 1
 

One of the key features in DUE and DSO navigation problem is that the edge travel time (or 

edge system cost) varies over time because of the time-variant traffic flow rate (𝑞𝐸|𝑇). The 

evaluation of the time-dependent edge flow rate will be introduced in the following section. To 

solve the dynamic navigation problems, this study also developed a number of time-dependent 

shortest-path algorithms which will be illustrated in Section 6.2.2. 

6.2.1 Travel Time Prediction 

The dynamic navigation algorithms rely on predicting the future edge travel time (or edge 

system cost), which requires the estimation of time-dependent traffic flow rate (𝑞𝐸|𝑇). In the CV-

based navigation system design, the traffic flow prediction is conducted by RSUs, which can 

collect traffic data and predict future traffic states. Specifically, two pieces of traffic information, 

namely the historical and real-time traffic data, are used in the traffic flow prediction task. A 

Bayesian method is developed to utilize both historical traffic pattern and real-time traffic 

measurements. Here we define a “time period” as a length of time that periodically occurs with 

the similar traffic pattern (e.g., morning peak hours on weekdays). For a particular edge at a 
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specific time period, the historical and real-time traffic data used in the travel time prediction task 

are defined as 

• Historical edge traffic flow rates in the same time period; 

• Real-time edge traffic flow measurements in the current or most recent time period. 

Based on the two pieces of traffic information, the future traffic volume can be estimated 

considering both historical traffic patterns and real-time traffic information. The basic idea behind 

Bayesian theorem is that a rational estimate procedure is to update the prior belief with new 

information (Hoff, 2009). In the traffic volume prediction task, the historical traffic volume serves 

as the “prior” belief, the most recent real-time traffic volume is considered as the “new 

information”. The underlying assumption of using the Bayesian method is that many traffic events 

are periodically recurrent and traffic flows are also temporally correlated. The traffic flow pattern 

in a certain time period is likely to be similar as that happened before in the same time period. 

Additionally, real-time traffic flow in the current of most recent time period might also suggest 

nonrecurrent traffic incidents that should be considered in the traffic flow prediction. 

It is important to note that the equation for Bayesian method depends on the specific 

distribution of the data. Here we again consider a mixed traffic flow with uniform and stochastic 

vehicle arrivals, which is expressed as 

 𝑞|𝑇 = 𝑞𝑢|𝑇 + 𝑞𝑟|𝑇 (6.3) 

where 𝑞𝑢|𝑇 is the uniform traffic flow. The uniform flow rate is a constant equal to the expected 

flow rate 

 𝑞𝑢|𝑇 ≡ 𝐸(𝑞𝑢|𝑇) (6.4) 

𝑞𝑟|𝑇 represent the random/stochastic traffic flow. Here we assume the stochastic vehicle 

arrivals can be described using a Poisson distribution expressed as 
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 𝑞𝑟|𝑇 ~ Poisson(𝜆) (6.5) 

where 𝜆 = 𝐸(𝑞𝑟|𝑇) is the expected stochastic traffic flow rate. 

Assume we have observed 𝑛1 historical traffic flow rates (𝑞11, … , 𝑞1𝑛1
) in the time period 𝑇 

and 𝑛2 real-time traffic flow rates (𝑞21, … , 𝑞2𝑛2
) from the current or most recent time period. Each 

traffic flow observation can be broken down into uniform and stochastic flow components, which 

is 

 𝑞1𝑖 = 𝑞𝑢,1𝑖 + 𝑞𝑟,1𝑖        1 ≤ 𝑖 ≤ 𝑛1 (6.6) 

 𝑞2𝑗 = 𝑞𝑢,2𝑗 + 𝑞𝑟,2𝑗         1 ≤ 𝑗 ≤ 𝑛2  

On the uniform flow part, the observed 𝑛1 historical traffic volumes and 𝑛2 real-time traffic 

volumes all equal to the time conditioned constant traffic volume, which is expressed as 

 𝑞1𝑖 = 𝑞2𝑗 ≡ 𝐸(𝑞𝑢|𝑇)             1 ≤ 𝑖 ≤ 𝑛1, 1 ≤ 𝑗 ≤ 𝑛2 (6.7) 

For the stochastic flow component, the joint probability of observing the historical traffic flow 

data is 

 𝑝(𝑞𝑟,11, … , 𝑞𝑟,1𝑛1
| 𝜆) = ∏ 𝑒−𝜆 𝜆𝑞𝑟,1𝑖

𝑞𝑟,1𝑖!

𝑛1
𝑖=1  ∝  𝜆Σ𝑞𝑟,1𝑖𝑒−𝑛1𝜆 (6.8) 

Based on Bayesian theorem, the conditional probability of the Poisson distribution parameter 

is 

 𝑝(𝜆| 𝑞𝑟,11, … , 𝑞𝑟,1𝑛1
) =

𝑝(𝑞𝑟,11,…,𝑞𝑟,1𝑛1  | 𝜆)×𝑝(𝜆)

𝑝(𝑞𝑟,11,…,𝑞𝑟,1𝑛1)
∝  𝑝(𝜆) × 𝜆Σ𝑞𝑟,1𝑖𝑒−𝑛1𝜆 (6.9) 

Thus, the expected traffic flow rate, 𝜆 = 𝐸(𝑞𝑟|𝑇), follows a distribution with the probability 

distribution function including terms like 𝜆c1𝑒−𝑐2𝜆 . The simplest probability distribution that 

includes such terms is the family of Gamma distributions, and the corresponding probability 

distribution function is 
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 𝑝(𝜆) =
𝛽𝛼

Γ(𝛼)
𝜆𝛼−1𝑒−𝛽𝜆 (6.10) 

where 𝛼, 𝛽 are distribution parameters and Γ(∙) is the Gamma function. The mean and variance of 

Gamma distribution is 𝐸(𝜆) = 𝛼 𝛽⁄  and 𝑉𝑎𝑟(𝜆) = 𝛼 𝛽2⁄ , respectively. If only based on the 

historical traffic data, when we have observed 𝑛1 traffic flow rates, 𝑞𝑟,11, … , 𝑞𝑟,1𝑛1
, 𝜆 follows a 

Gamma distribution with 𝛼1 = Σ𝑞𝑟,1𝑖 and 𝛽1 = 𝑛1. The estimated average occupancy is 

 𝜆 = 𝐸(𝑞𝑟|𝑇) =
Σ𝑞𝑟,1𝑖

𝑛1
 (6.11) 

Use this as our prior belief of 𝜆. In addition to the historical traffic data, if we further observe 

𝑛2 real-time traffic flow rates 𝑞𝑟,21
, … , 𝑞𝑟,2𝑛2

, then the posterior distribution of 𝜆 is 

 𝑝(𝜆| 𝑞𝑟,21
, … , 𝑞𝑟,2𝑛2

) ∝  𝑝(𝜆) × 𝜆Σ𝑞𝑟,2𝑗𝑒−𝑛2𝜆 ∝ 𝜆𝛼1−1𝑒−𝛽1𝜆 × 𝜆Σ𝑞𝑟,2𝑗𝑒−𝑛2𝜆 

 ∝ 𝜆(𝛼1+Σ𝑞𝑟,2𝑗)−1𝑒−(𝛽1+𝑛2)𝜆 (6.12) 

This follows a Gamma(𝛼1 + Σ𝑞𝑟,2𝑗, 𝛽1 + 𝑛2)  distribution, and the posterior parameter 

estimate is 

 �̂� = 𝐸(𝑞𝑟|𝑇) =
𝛼1+Σ𝑞𝑟,2𝑗

𝛽1+𝑛2
=

Σ𝑞𝑟,1𝑖+Σ𝑞𝑟,2𝑗

𝑛1+𝑛2
 (6.13) 

Based on the Bayesian theorem, the posterior estimation of the stochastic flow rate takes a 

form of weighted average of historical and real-time data. Combine Equations 6.3, 6.6, 6.7, and 

6.13, the time-variant traffic flow rate can be estimated as 

 𝐸(𝑞|𝑇) = 𝐸(𝑞𝑢|𝑇) + 𝐸(𝑞𝑟|𝑇) =
Σ𝑞𝑢,1𝑖+Σ𝑞𝑢,2𝑗

𝑛1+𝑛2
+

Σ𝑞𝑟,1𝑖+Σ𝑞𝑟,2𝑗

𝑛1+𝑛2
 (6.14) 

                          =
Σ𝑞1𝑖+Σ𝑞2𝑗

𝑛1+𝑛2
 

Equation 6.14 expresses the Bayesian based traffic flow prediction as a weighted average of 

historical and real-time flow measurements. Here 𝑛1  and 𝑛2  are the number of traffic flow rate 

observations from historical data and real-time data, but it can be generally interpreted as our “beliefs” in 
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historical and real-time traffic. Thus, the number of historical and real-time measurements included in the 

prediction can be adjusted according to our belief of the data. For example, for a road with strong traffic 

patterns in the past, we might include more historical data and less real-time data to generate robust traffic 

flow estimations. For a road with more nonrecurrent traffic incidents, however, we might include more real-

time traffic flow rates to ensure that real-time traffic changes can be sufficiently reflected in the future 

traffic flow prediction. Let 𝛾 = 𝑛2 𝑛1⁄  denote the Bayesian parameter, the traffic flow prediction can 

be further expressed as 

 𝐸(𝑞|𝑇) =
�̅�1𝑖+𝛾�̅�2𝑗

1+𝛾
 (6.15) 

Through adjusting the Bayesian parameter, we can change the belief of the real-time data in the traffic 

flow prediction task.  

6.2.2 Time-Dependent Shortest-Path Algorithms 

As the edge travel time (or edge system cost) is expressed as a time-dependent function, the 

individual vehicle navigation problems are essentially a time-dependent shortest-path problem. As 

the edge cost varies over time, the cost of each edge is evaluated at the time when the vehicle is 

expected to arrive at the edge. In this section, we extend the two classical shortest-path algorithms, 

namely the Bellman-Ford algorithm and the Dijkstra algorithm to solve the vehicle navigation 

problems under DUE and DSO conditions. The two algorithms were selected because of two major 

reasons: 1) both algorithms have been widely studied and practically applied; 2) the two algorithms 

represent two typical communication plans in the CVS. Comparison of the two algorithms and 

discussion about the communication system design will be presented in Section 6.2.3 

For a roadway network represented as a directed graph 𝐺(𝑉, 𝐸), let 𝑉𝑖 denote a specific vertex 

and 𝐸𝑖𝑗 denote the directed edge from 𝑉𝑖 to 𝑉𝑗. 𝑇𝑖 is the time of arrival at 𝑉𝑖 and 𝑡𝐸𝑖𝑗
|𝑇 is the time-

dependent travel time associated with the edge 𝐸𝑖𝑗. The Dijkstra based time-dependent shortest-
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path algorithm to find the fastest route (i.e., the route with the minimum total travel time) from the 

origin vertex 𝑉𝑂 to the destination vertex 𝑉𝐷 is illustrated as the following steps 

1. Initialize the network, set the arrival time to the origin vertex as zero (𝑇𝑉𝑂
= 0) and the 

arrival times to all other vertices as infinity (𝑇𝑉𝑖
= +∞, ∀𝑖 ≠ 𝑂).  

2. Initialize an empty parent hash map 𝑃  to store the parent vertex of each vertex. For 

example, 𝑃𝑉𝑗
= 𝑖 means the 𝑉𝑖 is the parent vertex of 𝑉𝑗 (i.e., 𝑉𝑖 is the immediate upstream 

vertex of 𝑉𝑗 in the selected path). 

3. Initialize the “temporarily visited” group of vertices including the origin vertex, and the 

“unvisited” group of vertices including all other vertices. Create an empty group of 

“permanently visited” vertices. 

4. Find the vertex 𝑉𝑖 with the minimum arrival time in the “temporarily visited” group. For 

all its unvisited neighbor vertices 𝑉𝑗, calculate the conditional edge travel time 𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

. 

5. Loop through all 𝑉𝑗, if we have 𝑇𝑉𝑖
+ 𝑡𝐸𝑖𝑗

|𝑇𝑉𝑖
< 𝑇𝑉𝑗

, then update vertex 𝑉𝑗 with the new 

arrival time 𝑇𝑉𝑗
= 𝑇𝑉𝑖

+ 𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

 and update the parent hash map with 𝑃𝑉𝑗
= 𝑉𝑖. Move 𝑉𝑗 

into the “temporarily labeled” group. 

6. Move 𝑉𝑖 into “permanently labeled” group. 

7. Repeat steps 4-6 until the destination vertex 𝑉𝐷 is in the “permanently visited” group. The 

shortest path can then be found through tracing the parent vertex from the destination all 

the way back to the origin. 

Compared with the traditional shortest-path algorithm, the revised dynamic shortest-path 

algorithm has an additional step of updating the edge travel time conditioned on the cumulative 

travel time calculated from previous steps. The conditional edge travel time can be estimated using 
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the Bayesian function derived in the previous section given that CVs can access both historical 

and real-time traffic data. 

An alternative navigation solution is the Bellman-Ford based time-dependent shortest-path 

algorithm. When the optimal path is found, the system must satisfy the following set of equations 

 𝑇𝑉𝑖
= min

𝑗≠𝑖
(𝑇𝑉𝑗

+ 𝑡𝐸𝑗𝑖
|𝑇𝑉𝑗

) ,   𝑖 ≠ 𝑂 (6.16) 

 𝑇𝑉𝑂
= 0                                                    

Basically the time of arrival to any vertex equals to the earliest time when the vertex can be 

reached from its neighboring vertices. Such a condition can be reached using a successive 

approximation approach illustrated as 

1. Start with an initial sequence of arrival times {𝑇𝑉𝑖

(0)
}. Set the initial arrival time to the 

origin vertex as zero (𝑇𝑉𝑂

(0)
= 0) and initial arrival time to all other vertices as infinity 

(𝑇𝑉𝑖

(0)
= +∞, ∀𝑖 ≠ 𝑂). 

2. In iteration 𝑘, evaluate the time-dependent travel time 𝑡𝐸𝑗𝑖
|𝑇𝑉𝑗

(𝑘−1)
 for all edges. 

3. Update the arrival times 𝑇𝑉𝑖

(𝑘)
= min

𝑗≠𝑖
(𝑇𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑗𝑖

|𝑇𝑉𝑗

(𝑘−1)
) and 𝑇𝑉𝑂

(𝑘)
= 0. 

4. Repeat steps 2-3 until the result converges. 

Note that the edge travel time is infinity if a direct edge does not exist from a pair of vertices. 

Compared with the static Bellman-Ford algorithm, the time-dependent algorithm has an extra step 

of edge travel time prediction (step 2). Additionally, the revised algorithm searches for the optimal 

path in the reverse order (i.e., starting from the origin) so that travel time can be updated following 

the travel direction. 
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The convergence of the algorithm is ensured by the FIFO assumption. Basically the earlier 

arrival at any vertex will guarantee earlier arrival to any of its neighbor vertices if traveling from 

the vertex. Mathematically, the FIFO assumption can be expressed as 

(𝑇𝑉𝑗

(𝑘)
< 𝑇𝑉𝑗

(𝑘−1)
⟹ 𝑇𝑉𝑗

(𝑘)
+ 𝑡𝐸𝑗𝑖

|𝑇𝑉𝑗

(𝑘)
< 𝑇𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑗𝑖

|𝑇𝑉𝑗

(𝑘−1)
),    ∀𝑖, 𝑗, 𝑘 

The system optimum dynamic navigation algorithm aims to find the route with the minimum 

system cost. Edge travel times, however, is still required to determine when the time-dependent 

edge system costs need to be evaluated. Thus, the time-dependent shortest-path algorithms need 

to calculate both travel time and system cost in the path searching process. 

For the same network representation, let 𝑇𝑠,𝑖  denote the cumulative system cost at 𝑉𝑖  and 

𝑡𝑠,𝐸𝑖𝑗
|𝑇 is the time-dependent system cost associated with 𝐸𝑖𝑗. The Dijkstra based algorithm to find 

the shortest path from 𝑉𝑂 to 𝑉𝐷 for DSO navigation is illustrates as 

1. Initialize the network, set the cumulative system cost to the origin vertex as zero (𝑇𝑠,𝑉𝑂
=

0) and the cumulative system costs to all other vertices as infinity (𝑇𝑠,𝑉𝑖
= +∞, ∀𝑖 ≠ 𝑂). 

Set the arrival time to the origin vertex as zero (𝑇𝑉𝑂
= 0) 

2. Initialize an empty parent hash map 𝑃 to store the parent vertex of each vertex. 

3. Initialize the “temporarily visited” group of vertices including the origin vertex, and the 

“unvisited” group of vertices including all other vertices. Create an empty group of 

“permanently visited” vertices. 

4. Find the vertex 𝑉𝑖 with the minimum cumulative system cost in the “temporarily visited” 

group. For all its unvisited neighbor vertices 𝑉𝑗, calculate the conditional edge travel time 

𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

 and the conditional edge system cost 𝑡𝑠,𝐸𝑖𝑗
|𝑇𝑉𝑖

. 
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5. Loop through all 𝑉𝑗. If we have 𝑇𝑠,𝑉𝑖
+ 𝑡𝑠,𝐸𝑖𝑗

|𝑇𝑉𝑖
< 𝑇𝑠,𝑉𝑗

, then update vertex 𝑉𝑗 with the 

new cumulative system cost 𝑇𝑠,𝑉𝑗
= 𝑇𝑠,𝑉𝑖

+ 𝑡𝑠,𝐸𝑖𝑗
|𝑇𝑉𝑖

 and new arrival time 𝑇𝑉𝑗
= 𝑇𝑉𝑖

+

𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

. Update the parent hash map with 𝑃𝑉𝑗
= 𝑉𝑖 . Move 𝑉𝑗  into the “temporarily 

labeled” group. 

6. Move 𝑉𝑖 into “permanently labeled” group. 

7. Repeat steps 4-6 until the destination vertex 𝑉𝐷 is in the “permanently visited” group. The 

shortest path can then be found through tracing the parent vertex from the destination all 

the way back to the origin. 

Following the same notations, the Bellman-Ford based time-dependent shortest-path 

algorithm to find the system optimal route in DSO conditions includes the following steps 

1. Start with an initial sequence of cumulative system costs {𝑇𝑠,𝑉𝑖

(0)
} . Set the cumulative 

system cost to the origin vertex as zero (𝑇𝑠,𝑉𝑂

(0)
= 0) and the cumulative system costs to all 

other vertices as infinity (𝑇𝑠,𝑉𝑖

(0)
= +∞, ∀𝑖 ≠ 𝑂). Set the arrival time to the origin vertex as 

zero (𝑇𝑉𝑂

(0)
= 0) and arrival times to all other vertices as infinity (𝑇𝑉𝑖

(0)
= +∞, ∀𝑖 ≠ 𝑂). 

2. In iteration 𝑘, evaluate the time-dependent edge travel time 𝑡𝐸𝑗𝑖
|𝑇𝑉𝑗

(𝑘−1)
 and system cost 

𝑡𝑠,𝐸𝑗𝑖
|𝑇𝑉𝑗

(𝑘−1)
 for all edges. 

3. Update the cumulative system costs 𝑇𝑠,𝑉𝑖

(𝑘)
= min

𝑗≠𝑖
(𝑇𝑠,𝑉𝑗

(𝑘−1)
+ 𝑡𝑠,𝐸𝑗𝑖

|𝑇𝑉𝑗

(𝑘−1)
). Let 𝑗∗ denote 

the vertex index that gives the minimum cumulative system cost, also update the arrival 

time as 𝑇𝑉𝑖

(𝑘)
= 𝑇𝑉𝑗∗

(𝑘−1)
+ 𝑡𝐸𝑗∗𝑖

|𝑇𝑉𝑗∗

(𝑘−1)
. Set the arrival time and cumulative system cost to 

the origin vertex both as zero (𝑇𝑉𝑂

(0)
= 𝑇𝑠,𝑉𝑂

(0)
= 0). 

4. Repeat steps 2-3 until the result converges. 
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In both the Dijkstra and Bellman-Ford based DSO navigation algorithms, the cumulative 

system cost (𝑇𝑠,𝑉𝑖
) is used as the key variable used in the shortest-path searching. While the system 

cost is being updated, the arrival times to the corresponding vertex is updated accordingly to keep 

track of the vehicle trajectory.  

6.2.3 Communication System Design 

The last section introduces the extensions of two classical shortest-path algorithms (Dijkstra 

and Bellman-Ford algorithms) to solve the time-dependent vehicle navigation problem. Both 

algorithms are developed based on the information exchange capability of the CVS. Specifically, 

the dynamic navigation algorithms require network traffic states being collected and predicted by 

RSUs, and vehicles getting such information through V2I communication. Although this study 

focuses on testing the algorithms in a microsimulation environment rather than implementing the 

algorithms in practice. It is still important to understand practical requirements and limitations 

from the algorithm implementation perspective. This section will briefly discuss important 

concerns related to developing a supporting communication system for the two typical navigation 

algorithms. 

From the computation perspective, Dijkstra’s algorithm stores the vertices in a sorted/priority 

order so that the shortest-path searching is more efficient. In the contrast, the Bellman-Ford 

algorithm consider all possible paths between vertices in each iteration, and the number of 

iterations required before the result converges increases with the network complexity. Thus, 

Dijkstra’s algorithm is commonly known to be faster than the Bellman-Ford algorithm. 

From the application perspective, however, other concerns like communication load and 

system design need to be carefully evaluated. As Dijkstra’s algorithm keeps a sorted/priority list 

of vertices for fast shortest-path searching, the computational efficiency is actually achieved at the 
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cost of storing the entire network information at one place. This may lead to high data load in 

certain part the communication network. Figure 6.1 illustrates a typical communication system for 

the Dijkstra based navigation algorithm. To gather enough information for time-dependent 

shortest-path calculation, the CV needs to talk to all RSUs in the road network. This will result in 

high communication load on the CV side. Additionally, the navigation distance is limited by the 

range of V2I communication. Due to these practical reasons, such a communication system is not 

preferred for implementation. But it could be potentially improved by aggregating RSU data at 

certain level or utilizing V2V data sharing to reduce the amount of V2I communication needed. 

 

Figure 6.1. Communication system design for Dijkstra based navigation algorithm (without a 

cloud central database). 

 

An alternative communication system to support the Dijkstra based navigation algorithm is 

illustrated in Figure 6.2, where a cloud central database is established and will communicate with 

both CVs and RSUs to build the data flow. In such a communication system, CVs do not directly 

talk with RSUs. Rather, the V2I communication is developed through the central database. The 

network traffic data collected from RSUs are aggregated by the central database and then sent to 
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CVs per each navigation request. Compared with the previous system design, this will certainly 

reduce the communication load on the CV side. The navigation distance is also not restricted by 

the communication range. Such a communication system is similar to that of the existing mobile-

based map service applications, except that the traffic data are collected by RSUs rather than probe 

vehicles. Given the dynamic traffic states and frequent interaction between CVs and RSUs, 

however, the central database will become the focal point of data computation and communication. 

It is expected that extra cost will be generated in building and maintaining the central database, 

which could be a potential practical limitation of implementing such a system. 

 

Figure 6.2. Communication system design for Dijkstra based navigation algorithm (with a cloud 

central database). 

 

Figure 6.3 shows the typical communication system to support the Bellman-Ford algorithm. 

In this system design, each CV only needs to send the navigation request to its nearby RSU, and 
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each RSU will communicate with the neighboring RSUs to disseminate the navigation request and 

update travel costs. Compared with the Dijkstra based algorithm, the Bellman-Ford based 

algorithm has the communication load more evenly distributed throughout the entire network. 

Recall that the Bellman-Ford algorithm requires several iterations to find the shortest-path. The 

total amount of communication requirement for the Bellman-Ford algorithm is not necessarily 

lower than that required by the Dijkstra based algorithm. To further improve such a system, 

communication between RSUs can potentially be integrated so that the same information can be 

shared with different CVs with similar navigation requests. Additionally, one may consider 

limiting the number of iterations to improve the computation speed at the cost of slightly reducing 

the result accuracy. Some other shortest-path searching techniques (e.g., map partitioning) may 

also be applied to improve the computational efficiency of the Bellman-Ford based algorithm. 

 

Figure 6.3. Communication system design for Bellman-Ford based navigation algorithm. 

 

Note that in this study, two algorithms do not have significant performance difference because 

the studied network is relatively small with a finite number of road links. Thus, we only briefly 

mention the practical concerns in this section without further efforts to quantify the difference 
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between algorithms. In the algorithm tests, both methods can give accurate shortest-path results 

and we will focus on analyzing the travel time impact of the dynamic navigation algorithms.  

6.3 COORDINATED NAVIGATION MECHANISM 

According to the definition of DUE and DSO conditions, the optimal path is conditioned on 

route choice decisions of all other vehicles. In the time-dependent shortest-path searching, 

however, this can only be achieved if CVs can receive real-time route choice decisions from other 

vehicles. In this section, we will introduce a coordinated navigation mechanism to allow CVs share 

their real-time route choice decisions in the navigation process. 

Instead of relying on V2V communication to share route choice decisions among CVs, this 

study will store CV route choices in RSUs so that it can be accessed by all CVs in real-time. Recall 

that in the dynamic navigation framework, an individual CV will first send the navigation request 

to and obtain network traffic states from RSUs. Thus, it is intuitively straightforward to update the 

network traffic states to include the CV once the optimal path is identified. Specifically, one unit 

of traffic flow will be added to the edges in the selected path following the expected CV trajectory. 

Following this method, the CV’s route choice decision will be incorporated in the time-dependent 

network traffic states, which will be utilized by all subsequent vehicles to find the conditional 

optimal path. 

The coordinated navigation mechanism is implemented by a sequential updating approach in 

the sense that CVs will sequentially make their route choices. Specifically, the navigation 

mechanism can be illustrated in the following steps 

1. Estimate the node and link travel time based on the real-time traffic conditions. 

2. For one single CV, locate its current position and find its immediate downstream vertex 

𝑉𝑖. Update its route as the time-dependent shortest-path from 𝑉𝑖 to its destination 𝑉𝐷. 
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3. Update network traffic states based on the new CV’s route choice. 

4. Repeat steps 1-3 and loop through all CVs until all vehicles do not change their optimal 

routes. 

The key procedure in the coordinated navigation mechanism is that in each iteration only one 

CV will update its route choice. Compared to the case when all CVs change routes simultaneously, 

the proposed mechanism requires less computational resources. Additionally, each CV will 

identify its optimal route based on previous processed CVs as reflected by the updated network 

traffic conditions. The sequential updating approach will avoid all CVs making the same route 

choice, and hence avoid traffic fluctuations in the equilibrium state. 

Following the coordinated navigation mechanism, in the equilibrium state every CV chooses 

the optimal route based on all other CVs’ route choice decisions. This is essentially the desired 

DTA conditions (i.e., DUE or DSO) from the network perspective. The convergence of the 

sequential updating navigation mechanism is proved in the static traffic assignment case (Du et 

al., 2015a). In this study, we assume the convergence still holds for the dynamic traffic assignment 

case. The complete assumption is stated as 

If all vehicles sequentially navigate towards the time-dependent individual/system optimal 

route, the dynamic traffic assignment will converge to the DUE/DSO state. 

Note that here the DTA equilibrium conditions are based on the real-time and predicted traffic 

states. To further utilize the future traffic data, CVs will also adaptively update their route choice 

decisions when new traffic data are collected. The coordinated navigation mechanism might need 

to loop through all CVs several rounds to finally reach an equilibrium dynamic traffic assignment. 

However, given the changing traffic states and traffic forecasting errors, the DTA equilibrium 

conditions will likely also vary with time. Thus, it is computationally inefficient to achieve the 
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exact equilibrium state at every instant of time. A practical and potentially more efficient way is 

the adaptive coordinated navigation mechanism illustrated as follows 

1. Sequentially update all CVs’ route choice decisions using the coordinated navigation 

mechanism; 

2. Once new traffic data are collected and processed, repeat step 1 and loop through all CVs 

just once. 

The adaptive coordinated navigation mechanism assumes that traffic data are collected and 

processed at short time intervals, so that CVs can adaptively update their route choice decisions 

frequently. At each time interval when network traffic states are updated, we only loop through all 

CVs once. Although the resultant traffic assignment is not necessarily in the equilibrium state, 

through frequently updating CVs’ route choice decisions based on real-time traffic data, the 

coordinate navigation results will approximate the equilibrium in a dynamic way. 

Note that the coordinated navigation mechanism does not necessarily need extra 

implementation effort. In the real-world traffic environment, vehicles will start trips and request 

traffic information at different times. Thus, the route choices will naturally be sequentially 

determined and shared by different vehicles. 
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Chapter 7. VISSIM NAVIGATION MODULE 

One of the major objectives of the study is to test the CV based navigation algorithm in a 

microscopic simulation environment. Although previous studies have developed simulation-based 

approaches to evaluate different DTA strategies, majority of the studies have been relying on 

numerical simulation models or analyzing at the mesoscopic scale. This study will build the vehicle 

navigation algorithms in a microscopic vehicular simulation platform. Specifically, this study 

developed a vehicle navigation module utilizing the application programming interface (API) in 

VISSIM, which is a widely used commercial simulation tool for microscopic traffic modeling and 

analysis. 

7.1 INTRODUCTION TO VISSIM 

VISSIM is a leading microscopic simulation software utilized by different users worldwide 

including research institutes, consulting companies, and public sectors (PTV, 2016a). It allows 

multimodal transportation modeling and operation analysis at detailed vehicular level, and thus 

have been deployed in numerous locations to answer various issues such as transportation 

planning, traffic control and management, and environmental impact. 

7.1.1 Simulation Model 

This study will utilize the VISSIM model of downtown Bellevue provided by the City of 

Bellevue. Detailed introduction of the VISSIM model can be found in Chapter 3. The network 

geometrics and traffic characteristics have been established and calibrated by the City of Bellevue 

and are thus used consistently without change in this study. Specifically, such information includes 

• Road geometrics: link length, curvature, number of lanes, etc. 
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• Driving behaviors: designed speed, car-following model, accelerations/decelerations, etc. 

• Intersection geometry: stop signs, conflict areas, priority rules, detector locations, etc. 

• Traffic signals: signal control type, signal phasing/timing, etc. 

In addition to the basic simulation model, hourly traffic count from midday off-peak period 

has also been collected and provided by the City of Bellevue. These data have been used as the 

background traffic in the simulation analysis. 

7.1.2 VISSIM COM API 

The development of the CV based navigation module is supported by the VISSIM Component 

Object Model (COM) API. COM provides data access to VISSIM objects, methods, and results, 

which can be adjusted or evaluated during or before/after simulation (PTV, 2016b). Additionally, 

COM supports a wide variety of languages (e.g., VBA, C, C++, MATLAB, and Python). Users 

are allowed to develop their own functions and applications which interact with COM objects to 

achieve different traffic control and operation purposes. 

 According to the COM API manual, VISSIM model objects that can be accessed in COM 

API are organized in a hierarchical structure, as shown in Figure 7.1. The highest-ranking object 

is IVissim, which must be called to access any sub-objects in the structure. INet is an important 

object including all sub-objects related to the model network (e.g., links, intersections, and vehicle 

input). VISSIM model parameters can also be accessed through the corresponding category (e.g., 

ISimulation contains simulation parameters that can be adjusted through COM API). 
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Figure 7.1. VISSIM COM object hierarchy. 

 

This study developed a Python program to achieve the CV based navigation algorithms in the 

COM API. The program is integrated into the VISSIM model as a navigation module to 

dynamically navigate connected vehicles. During a simulation run, the navigation module will 

interact with a number of COM objects to achieve real-time data collection and coordinated 

navigation decisions. 

7.2 VISSIM OBJECTS AND PARAMETERS 

This section introduces major VISSIM objects and parameters that are used in the navigation 

module. Majority of the VISSIM network objects and model parameters have corresponding COM 

objects and attributes that can be accessed in the COM API.  
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7.2.1 Vehicle Inputs 

Vehicle inputs are placed at the start points of road links and specify traffic flows that enter 

the studied network from different locations. Three groups of vehicle inputs are added to the 

simulation model, namely the background traffic, non-connected vehicles, and connected vehicles. 

To consider traffic flow randomness in the simulation experiment, all vehicle inputs assume the 

traffic volume type to be stochastic. 

The background vehicle inputs are set up based on the hourly vehicle counts provided by the 

City of Bellevue. The background traffic also includes two percent of heavy goods vehicles 

(HGVs). Non-CV and CV vehicle inputs are added to the model at the corresponding route origins. 

Here we assume that all non-CVs and CVs are passenger cars. In the simulation experiments, 

different levels of traffic flow rate and CV penetration will be tested, and the non-CV and CV 

vehicle input values will be adjusted accordingly before simulation runs. 

7.2.2 Travel Time Measurement 

Real-time traffic volume and travel time collection is an important task in the CV navigation 

framework. In VISSIM, such data can be obtained using vehicle travel time measurements. Figure 

7.2 shows an example vehicle travel time measurement in VISSIM. A vehicle time measurement 

consists of one start bar and one end bar. This study collects link-based travel time, and thus the 

start and end bars are placed at start points of different road link (note that the end bar of a travel 

time measurement is placed at the start of one downstream link). Every time a vehicle passes the 

start and end bar, the travel time in between is collected. In this fashion, the travel time vehicles 

spent at an intersection area will be included in the upstream link travel time. The average travel 

time and number of vehicles will then be aggregated by vehicle class and data collection interval 

defined in the evaluation parameters. 
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As illustrated in Figure 7.2, one road link typically needs three travel time measurements 

(assuming a four-way downstream intersection) to collect left-turn, through, and right-turn traffic, 

respectively. The collected vehicle counts and travel time data can be analyzed separately or 

aggregated to evaluate the overall link performance. In the studied network, majority of the traffic 

signals have a shared signal phase for both left-turn and through movements. Thus, the travel time 

and vehicle counts in different movements are aggregated at the link level for link performance 

modeling and real-time traffic data collection. By default, vehicle travel time measurements will 

collect the total vehicle count and average travel time for all vehicle classes. But the results can 

also be aggregated by vehicle class if the corresponding VISSIM evaluation parameter is properly 

specified. 

 

Figure 7.2. An example VISSIM vehicle travel time measurement. 

 

Before testing the navigation algorithms, the vehicle travel time measurements have been used 

to collect traffic volume and average travel time at different links (and downstream intersections) 

under various levels of traffic input. The simulation results were then used to learn the relationship 
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between link travel time and traffic flow rate (i.e., the link cost function). Details about the link 

cost function estimation can be found in Section 4.4. 

7.2.3 Vehicle Routing Decisions 

In VISSIM, vehicle movements are controlled by vehicle routing decisions. VISSIM provides 

two major types of vehicle routing decisions: static and dynamic vehicle routing decisions. Static 

vehicle routing decisions are placed at fixed locations and give the traffic flow distribution as 

relative flows for different movements. Dynamic vehicle routing decisions, in the contrast, has a 

built-in DTA model to distribute the network traffic flow to a number of alternative routes. The 

dynamic traffic assignment is determined using an iterative approach. The network is simulated 

multiple times and drivers are allowed to choose their paths based on the driving experiences in 

the preceding simulation. Such an approach is effective in calculating the theoretical optimal traffic 

assignment and provide insights for traffic planning and management. But the built-in DTA model 

is not a practical method as real-world drivers will not actually experience several different routes 

before selecting their path. Recall that this study developed a customized dynamic vehicle 

navigation methodology to approximate DTA equilibrium conditions through real-time 

communication in the CVS. Thus, instead of relying on the built-in DTA model, this study uses 

static vehicle routing decisions and dynamically change the relative flow distribution using COM 

API functions to achieve dynamic traffic assignment results. 

Figure 7.3 shows an example static vehicle routing decision in the VISSIM model. One static 

vehicle routing decision typically consist of one start bar (i.e., the red bar) and several end bars 

(i.e., the green bars) corresponding to different routes, respectively. Once a vehicle passes the start 

bar, it will select one of the routes with probabilities derived from the relative flow rate. Note that 

as the route choice is decided for each discrete vehicle, the final traffic flow distribution will not 
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be exactly equal to the relative flow rates. Instead, the relative flow values give an overall share of 

different route choices during the simulation run. As illustrated in the figure, the static vehicle 

routing decisions are placed at intersections, and each route corresponds to a particular movement 

(e.g., left-turn, through, or right-turn movement). Note that to ensure sufficient distance for 

vehicles to switch lanes, the start bar of the static vehicle routing decision needs to be placed near 

the start of the link. 

 

Figure 7.3. An example VISSIM static vehicle routing decision. 

 

The static vehicle routing decisions can also be set to only apply to a certain type of vehicles. 

Thus, three static vehicle routing decisions are placed at each approach for each intersection: one 

for background traffic, one for non-CVs, and one for CVs. For background traffic, the relative 

flows will be set equal to the vehicle counts of different movements at each intersection. For non-

CVs, the relative flows will be set based on route choice decisions calculated from the static 

navigation algorithm. For CVs, the relative flows will be periodically updated based on dynamic 
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navigation methods developed in COM API. Let 𝑟𝑓𝑟𝑑_𝑐𝑣(𝑇) denote the relative flow for CV static 

vehicle routing decision 𝑟𝑑_𝑐𝑣 at time 𝑇, the dynamic relative flow can be calculated using the 

following equation 

 𝑟𝑓𝑟𝑑_𝑐𝑣(𝑇) = ∑ ∑ 𝑥𝑣
𝑃 ∙ 𝕀(𝑇 ≤ 𝑇𝑣

𝑟𝑑_𝑐𝑣 < 𝑇 + Δ𝑇)𝑃∋𝑟𝑑𝑣∈{𝐶𝑉}  (7.1) 

𝕀(𝑇 ≤ 𝑇𝑣
𝑟𝑑_𝑐𝑣 < 𝑇 + Δ𝑇) = {1    if 𝑇 ≤ 𝑇𝑣

𝑟𝑑_𝑐𝑣 < 𝑇 + Δ𝑇
0    otherwise                        

 

where {𝐶𝑉} is the collection of all CVs. 𝑥𝑣
𝑃  is the vehicle route choice decision as previously 

defined. 𝑇𝑣
𝑟𝑑_𝑐𝑣  is the expected arrival time at 𝑟𝑑_𝑐𝑣 (which equals to the corresponding edge 

arrival time). Δ𝑇 is the data collection and navigation updating interval. 

7.2.4 Basic Parameters 

In addition to network objects, COM API also allows access to basic VISSIM environmental 

parameters. Basic parameters that will be adjusted in the navigation module fall into two major 

categories: simulation and evaluation parameters. These parameters will be set as needed before 

simulation runs to apply different data collection plans and test the navigation algorithms in a 

variety of traffic conditions. 

Table 7.1 lists basic VISSIM parameters that are adjusted in the navigation module using 

COM API functions. For simulation parameters, SimPeriod controls that each simulation run lasts 

for 2 hours (7200 seconds). Specifically, the first hour is generally considered as the “warm-up” 

period while the actual simulation results are collected during the second hour. The one-hour 

warm-up period is widely used by consulting companies and transportation agencies as an 

industrial practice. For the studied network, however, the network should be sufficiently warmed-

up if the warm-up period is longer than fifteen minutes as the average travel time through the entire 

network is smaller than 10 minutes. 
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Random seed will be set before each simulation using the RandSeed COM attribute. For each 

model input, ten different random seeds will be used to obtain repeated results with variation. The 

NumRuns attribute can be used to repeatedly run the same simulation with different random seeds. 

In this study, as we need to dynamically adjust vehicle navigation decisions in each simulation, 

this function is not used and NumRuns is set as one. During a simulation, breakpoint can be set 

using the SimBreakAt attribute so that simulation will pause for collecting data and updating 

vehicle routing decisions. Note that when simulation stops at a breakpoint, network conditions 

(e.g., traffic signal states, vehicle locations and speed, etc.) will hold until the simulation resumes. 

In the simulation experiments, break points were set at 300 second intervals so that the vehicle 

navigation decisions are updated every five-minute. 

 

Table 7.1. Basic VISSIM Parameters Adjusted in the Navigation Module 

COM Attribute 
Parameter 

Type 
Parameter Description 

Parameter 

Value 

SimPeriod Simulation Total simulation seconds 7200 

RandSeed Simulation Random seed Vary 

NumRuns Simulation Number of simulation runs 1 

SimBreakAt Simulation Breakpoint simulation will stop at 300 intervals 

VehClasses Evaluation Vehicle classes that travel time results 

will be aggregated by  

Non-CV, CV, All 

VehTravTmsCollectData Evaluation Whether to collect the vehicle travel 

time data 

1 (true) 

VehTravTmsFromTime Evaluation Start of the vehicle travel time data 

collection period 

0 (from the start 

of the simulation) 

VehTravTmsToTime Evaluation End of the vehicle travel time data 

collection period 

99999 (to the end 

of the simulation) 

VehTravTmsInterval Evaluation Time intervals that vehicle travel time 

results will be aggregated by 

300 

 

Evaluation parameters control how the simulation results are collected and organized. 

Specifically, the navigation module requires vehicle count and travel time collected by vehicle 

travel time measurements. The VehClass attribute can be specified as a list of vehicle classes the 
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simulation results are aggregated by. As we will analyze detailed navigation effects on each vehicle 

class, the VehClasses attribute is set to aggregate results by non-CVs, CVs and all vehicles. The 

data collection period can be specified by the VehTravTmsFromTime and VehTravTmsToTime 

attributes. In this study, the traffic data are collected during the entire simulation, but only the second 

hour data will be used for result analysis. The vehicle count and travel time result can also be 

aggregate by time interval as specified by the VehTravTmsInterval attribute. As the navigation module 

will update vehicle routing decisions on five-minute basis, the traffic data will also be aggregated by 300-

second intervals so that the most real-time data can be utilized. 

In addition to the above-mentioned parameters, some other parameters (e.g., simulation speed, 

result format) are also specified to set up the basic simulation environment. In this section, we do 

not further introduce those parameters as they are not necessarily related to the navigation module 

framework. 

7.3 NAVIGATION FUNCTIONS 

This section will introduce navigation functions that compute time-dependent shortest-paths 

for individual vehicles.  

7.3.1 Data Structure 

As illustrated in Chapter 6, the shortest-path searching is performed on a directed graph 

representing the roadway network. In the navigation module, the directed graph is defined using 

the Python class structure. Upon initialization, a graph class has three basic instance objects 

• Vertices – a list of vertices in the graph 

• Edges – a list of edges in the graph 

• Neighbors – a hash map providing the list of neighbor vertices for each vertex 
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While Vertices can be simply stored using the node number, Edges in a directed graph have 

a number of attributes to support the navigation calculation, such as the start/end node, link length, 

traffic flow, and link user/system cost. Note that Neighbors can be derived from Vertices and 

Edges. Here we pre-process and store Neighbors upon initialization of the graph to facilitate the 

computation speed of navigation methods. 

Before navigation, vehicles will obtain network traffic information (e.g., from travel time 

measurements) and build a directed graph of the downtown Bellevue street network. In addition 

to the instance objects, the directed graph also has multiple navigation methods to be used by 

different classes of vehicles. 

7.3.2 Navigation Methods 

This study specifically considers three types of navigation algorithms: static navigation, DUE 

navigation and DSO navigation. Each algorithm corresponds to a navigation method in the graph 

class. This section will introduce the navigation methods using pseudo code which basically 

implements the algorithms introduced in Chapter 6. 

Non-CVs do not have access to the real-time traffic data. The optimal path with the minimum 

total travel time is computed at the start of the trip based on the historical traffic data (i.e., 

background traffic in this study). Thus, all non-connected vehicles will choose the same path as 

they use the same set of historical data. The static navigation method used by non-CVs can be 

implemented following classical shortest-path algorithms. Specifically, this study applies 

Dijkstra’s algorithm and the Bellman-Ford algorithm for non-CV navigation. Dijkstra’s algorithm 

can be implemented using the following pseudo code 

Initialization: 
Set the arrival time to the origin vertex as zero, i.e., 𝑇𝑉𝑂

= 0 

Set arrival times to other vertices as infinity, i.e., 𝑇𝑉𝑖
= +∞, 𝑖 ≠ 𝑂 
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Create an empty parent hash map, i.e., 𝑃𝑉𝑖
= none 

Create a “temporarily visited” list of vertices, i.e., 𝐿𝑡𝑒𝑚𝑝 = {𝑉𝑂} 

Create a “permanently visited” list of vertices, i.e., 𝐿𝑝𝑒𝑟𝑚 = {} 

Create an “unvisited” list of vertices, i.e., 𝐿𝑢𝑛 = {𝑉𝑖, 𝑖 ≠ 𝑂} 
 
Shortest path searching: 

While 𝑉𝐷 not in 𝐿𝑝𝑒𝑟𝑚 

Find 𝑉𝑖 in 𝐿𝑡𝑒𝑚𝑝 where 𝑇𝑉𝑖
 is the smallest 

For 𝑉𝑗 in neighbors of 𝑉𝑖 and 𝑉𝑗 not in 𝐿𝑝𝑒𝑟𝑚 

If 𝑇𝑉𝑖
+ 𝑡𝐸𝑖𝑗 < 𝑇𝑉𝑗

 

Update 𝑇𝑉𝑗
= 𝑇𝑉𝑖

+ 𝑡𝐸𝑖𝑗 

Set the parent vertex of 𝑉𝑗, i.e., 𝑃𝑉𝑗
= 𝑉𝑖 

Remove 𝑉𝑗 from 𝐿𝑢𝑛 

Add 𝑉𝑗 to 𝐿𝑡𝑒𝑚𝑝 

End if 
  End for 

Remove 𝑉𝑖 from 𝐿𝑡𝑒𝑚𝑝 

Add 𝑉𝑖 to 𝐿𝑝𝑒𝑟𝑚 

 
Output the shortest path: 

Initialize the list of path vertices 𝐿𝑝𝑎𝑡ℎ = {𝑉𝐷} 

While the leftmost vertex of 𝐿𝑝𝑎𝑡ℎ, 𝑉𝑖, is not 𝑉𝑂 

 Append 𝑃𝑉𝑖
 to the left of 𝐿𝑝𝑎𝑡ℎ 

𝐿𝑝𝑎𝑡ℎ contains all vertices in the shortest path in order 

 

As an alternative method, the Bellman-Ford algorithm can be implemented using the 

following pseudo code  

Initialization: 

Start with initial arrival times {𝑇𝑉𝑖

(0)
}. Set 𝑇𝑉𝑂

(0)
= 0 and 𝑇𝑉𝑖

(0)
= +∞, 𝑖 ≠ 𝑂 

Create an empty parent hash map, i.e., 𝑃𝑉𝑖
= none 

Initialize iteration counter 𝑘 = 0 
 
Shortest path searching: 

Start loop  
𝑘 = 𝑘 + 1  
For 𝑉𝑖 in all vertices {𝑉𝑖}  

 Set 𝑇𝑉𝑖

(𝑘)
= 𝑇𝑉𝑖

(𝑘−1)
 

For 𝑉𝑗 in neighbors of 𝑉𝑖 

 If 𝑇𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑗𝑖 < 𝑇𝑉𝑖

(𝑘)
 

 Update 𝑇𝑉𝑖

(𝑘)
= 𝑇𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑗𝑖 

 Set the parent vertex of 𝑉𝑖, i.e., 𝑃𝑉𝑖
= 𝑉𝑗 

 End if 
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End for 

  Set 𝑇𝑉𝑂

(𝑘)
= 0 

If ∑ (𝑇𝑉𝑖

(𝑘)
− 𝑇𝑉𝑖

(𝑘−1)
)𝑖 ≤ tolerance  

 Break loop 
 End loop 
 
Output the shortest path: 

Initialize the list of path vertices 𝐿𝑝𝑎𝑡ℎ = {𝑉𝐷} 

While the leftmost vertex of 𝐿𝑝𝑎𝑡ℎ, 𝑉𝑖, is not 𝑉𝑂 

 Append 𝑃𝑉𝑖
 to the left of 𝐿𝑝𝑎𝑡ℎ 

𝐿𝑝𝑎𝑡ℎ contains all vertices in the shortest path in order 

 

CVs have access to both historical and real-time traffic data and uses dynamic navigation 

methods based on time-dependent shortest-path searching. The DUE navigation method targets to 

find the route with the minimum user travel time. This study also provides two alternative DUE 

navigation methods by extending the classical Dijkstra’s algorithm and the Bellman-Ford 

algorithm. The Dijkstra based DUE navigation algorithm can be implemented using the following 

pseudo code 

Initialization: 
Set the arrival time to the origin vertex as zero, i.e., 𝑇𝑉𝑂

= 0 

Set arrival times to other vertices as infinity, i.e., 𝑇𝑉𝑖
= +∞, 𝑖 ≠ 𝑂 

Create an empty parent hash map, i.e., 𝑃𝑉𝑖
= none 

Create a “temporarily visited” list of vertices, i.e., 𝐿𝑡𝑒𝑚𝑝 = {𝑉𝑂} 

Create a “permanently visited” list of vertices, i.e., 𝐿𝑝𝑒𝑟𝑚 = {} 

Create an “unvisited” list of vertices, i.e., 𝐿𝑢𝑛 = {𝑉𝑖, 𝑖 ≠ 𝑂} 
 
Shortest path searching: 

While 𝑉𝐷 not in 𝐿𝑝𝑒𝑟𝑚 

Find 𝑉𝑖 in 𝐿𝑡𝑒𝑚𝑝 where 𝑇𝑉𝑖
 is the smallest 

For 𝑉𝑗 in neighbors of 𝑉𝑖 and 𝑉𝑗 not in 𝐿𝑝𝑒𝑟𝑚 

Estimate the time-dependent edge cost 𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

 

If 𝑇𝑉𝑖
+ 𝑡𝐸𝑖𝑗

|𝑇𝑉𝑖
< 𝑇𝑉𝑗

 

Update 𝑇𝑉𝑗
= 𝑇𝑉𝑖

+ 𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

 

Set the parent vertex of 𝑉𝑗, i.e., 𝑃𝑉𝑗
= 𝑉𝑖 

Remove 𝑉𝑗 from 𝐿𝑢𝑛 

Add 𝑉𝑗 to 𝐿𝑡𝑒𝑚𝑝 

End if 
  End for 
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Remove 𝑉𝑖 from 𝐿𝑡𝑒𝑚𝑝 

Add 𝑉𝑖 to 𝐿𝑝𝑒𝑟𝑚 

 
Output the shortest path: 

Initialize the list of path vertices 𝐿𝑝𝑎𝑡ℎ = {𝑉𝐷} 

While the leftmost vertex of 𝐿𝑝𝑎𝑡ℎ, 𝑉𝑖, is not 𝑉𝑂 

 Append 𝑃𝑉𝑖
 to the left of 𝐿𝑝𝑎𝑡ℎ 

𝐿𝑝𝑎𝑡ℎ contains all vertices in the shortest path in order 

 

As an alternative method, the Bellman-Ford based DUE navigation algorithm can be 

implemented using the following pseudo code 

Initialization: 

Start with initial arrival times {𝑇𝑉𝑖

(0)
}. Set 𝑇𝑉𝑂

(0)
= 0 and 𝑇𝑉𝑖

(0)
= +∞, 𝑖 ≠ 𝑂 

Create an empty parent hash map, i.e., 𝑃𝑉𝑖
= none 

Initialize iteration counter 𝑘 = 0 
 
Shortest path searching: 

Start loop  
𝑘 = 𝑘 + 1  
For 𝑉𝑖 in all vertices {𝑉𝑖} 

 Set 𝑇𝑉𝑖

(𝑘)
= 𝑇𝑉𝑖

(𝑘−1)
 

For 𝑉𝑗 in neighbors of 𝑉𝑖 

 Estimate the time-dependent edge cost 𝑡𝐸𝑗𝑖|𝑇𝑉𝑗

(𝑘−1)
 

 If 𝑇𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑗𝑖|𝑇𝑉𝑗

(𝑘−1)
< 𝑇𝑉𝑖

(𝑘)
 

 Update 𝑇𝑉𝑖

(𝑘)
= 𝑇𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑗𝑖|𝑇𝑉𝑗

(𝑘−1)
 

 Set the parent vertex of 𝑉𝑖, i.e., 𝑃𝑉𝑖
= 𝑉𝑗 

 End if 
End for 

  Set 𝑇𝑉𝑂

(𝑘)
= 0 

If ∑ (𝑇𝑉𝑖

(𝑘)
− 𝑇𝑉𝑖

(𝑘−1)
)𝑖 ≤ tolerance  

 Break loop 
 End loop 
 
Output the shortest path: 

Initialize the list of path vertices 𝐿𝑝𝑎𝑡ℎ = {𝑉𝐷} 

While the leftmost vertex of 𝐿𝑝𝑎𝑡ℎ, 𝑉𝑖, is not 𝑉𝑂 

 Append 𝑃𝑉𝑖
 to the left of 𝐿𝑝𝑎𝑡ℎ 

𝐿𝑝𝑎𝑡ℎ contains all vertices in the shortest path in order 
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CVs that target to minimize the total system cost will utilize the DSO navigation algorithm to 

find the optimal path. Here the optimal path is defined as the path with the minimum system cost 

(or marginal cost). Similar to the DUE navigation, two DSO navigation methods are provided by 

extending classical shortest-path algorithms. The Dijkstra based DUE navigation algorithm can be 

implemented using the following pseudo code 

Initialization: 
Set the cumulative system cost to the origin vertex, i.e., 𝑇𝑠,𝑉𝑂

= 0 

Set cumulative system costs to other vertices, i.e., 𝑇𝑠,𝑉𝑖
= +∞, 𝑖 ≠ 𝑂 

Set the arrival time to the origin vertex, i.e., 𝑇𝑉𝑂
= 0 

Create an empty parent hash map, i.e., 𝑃𝑉𝑖
= none 

Create a “temporarily visited” list of vertices, i.e., 𝐿𝑡𝑒𝑚𝑝 = {𝑉𝑂} 

Create a “permanently visited” list of vertices, i.e., 𝐿𝑝𝑒𝑟𝑚 = {} 

Create an “unvisited” list of vertices, i.e., 𝐿𝑢𝑛 = {𝑉𝑖, 𝑖 ≠ 𝑂} 
 
Shortest path searching: 

While 𝑉𝐷 not in 𝐿𝑝𝑒𝑟𝑚 

Find 𝑉𝑖 in 𝐿𝑡𝑒𝑚𝑝 where 𝑇𝑉𝑖
 is the smallest 

For 𝑉𝑗 in neighbors of 𝑉𝑖 and 𝑉𝑗 not in 𝐿𝑝𝑒𝑟𝑚 

Estimate the time-dependent edge cost 𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

 

Estimate the time-dependent edge system cost 𝑡𝑠,𝐸𝑖𝑗
|𝑇𝑉𝑖

 

If 𝑇𝑠,𝑉𝑖
+ 𝑡𝑠,𝐸𝑖𝑗

|𝑇𝑉𝑖
< 𝑇𝑠,𝑉𝑗

 

Update 𝑇𝑠,𝑉𝑗
= 𝑇𝑠,𝑉𝑖

+ 𝑡𝑠,𝐸𝑖𝑗
|𝑇𝑉𝑖

 

Update 𝑇𝑉𝑗
= 𝑇𝑉𝑖

+ 𝑡𝐸𝑖𝑗
|𝑇𝑉𝑖

 

Set the parent vertex of 𝑉𝑗, i.e., 𝑃𝑉𝑗
= 𝑉𝑖 

Remove 𝑉𝑗 from 𝐿𝑢𝑛 

Add 𝑉𝑗 to 𝐿𝑡𝑒𝑚𝑝 

End if 
 End for 

Remove 𝑉𝑖 from 𝐿𝑡𝑒𝑚𝑝 

Add 𝑉𝑖 to 𝐿𝑝𝑒𝑟𝑚 

 
Output the shortest path: 

Initialize the list of path vertices 𝐿𝑝𝑎𝑡ℎ = {𝑉𝐷} 

While the leftmost vertex of 𝐿𝑝𝑎𝑡ℎ, 𝑉𝑖, is not 𝑉𝑂 

 Append 𝑃𝑉𝑖
 to the left of 𝐿𝑝𝑎𝑡ℎ 

𝐿𝑝𝑎𝑡ℎ contains all vertices in the shortest path in order 
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As an alternative method, the Bellman-Ford based DSO navigation algorithm can be 

implemented using the following pseudo code 

Initialization: 

Start with initial cumulative system costs {𝑇𝑠,𝑉𝑖

(0)
} 

Set 𝑇𝑠,𝑉𝑂

(0)
= 0 and 𝑇𝑠,𝑉𝑖

(0)
= +∞, 𝑖 ≠ 𝑂 

Start with initial arrival times {𝑇𝑉𝑖

(0)
}. Set 𝑇𝑉𝑂

(0)
= 0 and 𝑇𝑉𝑖

(0)
= +∞, 𝑖 ≠ 𝑂 

Create an empty parent hash map, i.e., 𝑃𝑉𝑖
= none 

Initialize iteration counter 𝑘 = 0 
 
Shortest path searching: 

Start loop  
𝑘 = 𝑘 + 1  
For 𝑉𝑖 in all vertices {𝑉𝑖} 

 Set 𝑇𝑠,𝑉𝑖

(𝑘)
= 𝑇𝑠,𝑉𝑖

(𝑘−1)
 

For 𝑉𝑗 in neighbors of 𝑉𝑖 

 Estimate the time-dependent edge system cost 𝑡𝑠,𝐸𝑗𝑖
|𝑇𝑉𝑗

(𝑘−1)
 

 If 𝑇𝑠,𝑉𝑗

(𝑘−1)
+ 𝑡𝑠,𝐸𝑗𝑖

|𝑇𝑉𝑗

(𝑘−1)
< 𝑇𝑠,𝑉𝑖

(𝑘)
 

 Update 𝑇𝑠,𝑉𝑖

(𝑘)
= 𝑇𝑠,𝑉𝑗

(𝑘−1)
+ 𝑡𝑠,𝐸𝑗𝑖

|𝑇𝑉𝑗

(𝑘−1)
 

 Set the parent vertex of 𝑉𝑖, i.e., 𝑃𝑉𝑖
= 𝑉𝑗 

 Estimate the time-dependent edge cost 𝑡𝐸𝑗𝑖|𝑇𝑉𝑗

(𝑘−1)
 

 Update 𝑇𝑉𝑖

(𝑘)
= 𝑇𝑉𝑗

(𝑘−1)
+ 𝑡𝐸𝑗𝑖|𝑇𝑉𝑗

(𝑘−1)
 

 End if 
End for 

  Set 𝑇𝑉𝑂

(𝑘)
= 0 

  Set 𝑇𝑠,𝑉𝑂

(𝑘)
= 0 

If ∑ (𝑇𝑉𝑖

(𝑘)
− 𝑇𝑉𝑖

(𝑘−1)
)𝑖 ≤ tolerance  

 Break loop 
 End loop 
 
Output the shortest path: 

Initialize the list of path vertices 𝐿𝑝𝑎𝑡ℎ = {𝑉𝐷} 

While the leftmost vertex of 𝐿𝑝𝑎𝑡ℎ, 𝑉𝑖, is not 𝑉𝑂 

 Append 𝑃𝑉𝑖
 to the left of 𝐿𝑝𝑎𝑡ℎ 

𝐿𝑝𝑎𝑡ℎ contains all vertices in the shortest path in order 

 

The output of the navigation method is a list of vertices in the identified optimal path. Such 

information will be used to update vehicle routing decisions in the VISSIM model. Additionally, 
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CVs will send their route choices to RSUs which can update the predicted edge travel time and 

system cost. Thus, following CVs will anticipate the flow change and choose their optimal path 

conditional on previously processed CVs.  

 For non-CVs, the static navigation method will be called only once at the start of the trip, and 

the navigation decision will not change during the trip. For CVs, the dynamic navigation methods 

will also be called periodically (e.g., every five-minute) so that the optimal path can change 

adaptively with the real-time traffic conditions. Recall that in VISSIM, the vehicle movement is 

collaboratively determined by static vehicle routing decisions. Although the navigation method 

computes the optimal path for each CV, the route choice results are aggregated as relative 

movement flows to update the vehicle routing decisions at each intersection. From the macroscopic 

perspective, the network traffic flow distribution is ensured to be consistent with CV navigation 

results. But on the individual vehicle level, each CV does not necessarily follow the optimal path 

it identified. By using VISSIM vehicle routing decisions to update CV navigation results, we 

assume that CVs are interchangeable if they arrive at the same intersection during the same short 

period of time. Such an assumption will certainly constrain the model’s usefulness in vehicle-level 

analysis but will not influence the network-level analysis results (e.g., network traffic assignment, 

average/total travel time and system cost). 

7.4 NAVIGATION MODULE STRUCTURE 

The navigation module is built in a Python program which connect to the VISSIM COM API 

through the PyWin32 extension. Figure 7.4 shows the overall structure of the VISSIM navigation 

model. In each step of the framework, the navigation model will utilize corresponding COM 

objects to complete the task (e.g., set parameters, collect data, update routing decisions, etc.). As 

non-CVs use historical data to navigate, their routing decisions will be set before the start of the 
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simulation. During the simulation, traffic data collection and CV navigation will be conducted in 

parallel at five-minute intervals. Note that CVs will sequentially navigate and communicate route 

choice decisions following the coordinated navigation mechanism introduced in Section 6.3. The 

CV routing decision objects in the VISSIM model will then be updated based on the combined CV 

navigation results.  
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Figure 7.4. Structure of the VISSIM navigation module. 

 



114 

 

Although the vehicle navigation functions can be executed in real-time, the execution speed 

of the navigation module is mainly constrained by COM objects. Due to the hierarchical structure 

of VISSIM COM objects, all objects are sub-objects of the top-level object (i.e., IVissim). Thus, 

COM objects must be accessed or updated one at a time. For example, it is impossible to directly 

read the network traffic data as a table. Instead, the vehicle count and average travel time for each 

travel time measurement object must be read separately. The same procedure also applies when 

updating the vehicle routing decisions. Thus, simulation breakpoints at five-minute intervals are 

also established to ensure sufficient time for collecting data and updating vehicle routing decisions. 

In the simulation experiments, five-minute (300 simulation seconds) is selected as the data 

collection and navigation updating interval. One of the key reasons is to balance the navigation 

frequency and execution speed. Due to the COM API structure, collecting real-time traffic data 

and updating vehicle routing decisions will typically take a couple minutes for the studied network 

size. Additionally, aggregate traffic data (i.e., vehicle count and travel time) by five-minute 

interval will also help reduce the impact of stochastic traffic fluctuations. If the data collection 

interval is too short, for example, the traffic data will have greater variance. If the data collection 

interval is too long (e.g., 30-minute), in contrast, real-time traffic changes may be over-smoothed, 

and CVs cannot change routes adaptively. Thus, five-minute is a preferred interval length which 

is long enough to smooth traffic fluctuations but can still reflect real-time traffic changes. 
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Chapter 8. ALGORITHM TESTS 

The developed CV navigation algorithms are tested in both numerical and simulation 

experiments. Specifically, the goals of the algorithm tests include: 1) implement the developed CV 

navigation algorithms in numerical calculation and microscopic simulation platform; 2) quantify 

the navigation impacts in various traffic conditions and different CV penetration rates; 3) compare 

the results of DUE and DSO navigation algorithms; and 4) provide insights and recommendations 

for practical implementation. 

8.1 EXPERIMENT DESIGN 

The urban road network of downtown Bellevue will be used to test the CV navigation 

algorithms. To evaluate the navigation results in different scenarios, we designed a number of 

different experiment configurations that considers various real-world traffic cases (e.g., events, 

non-recurrent congestions, and different CV penetrations). Additionally, we also evaluate the 

navigation results in detail under different navigation objectives and algorithm parameters. 

8.1.1 Traffic Input 

Three types of vehicle input are added to the road network: background traffic, non-CVs and 

CVs. The background traffic is set using the actual hourly traffic count during the midday non-

peak period provided by the City of Bellevue. In the experiments, it is assumed that vehicles in the 

background traffic do not change their routes. This part of traffic can be generally considered as 

familiar drivers with preferred routes (and thus do not use navigation applications in the area) or 

commercial vehicles that have planned routes. The VISSIM model was first simulated ten times 

with only the background traffic to develop link cost functions and summarize the average link 

traffic volumes that serve as historical traffic data in the CV navigation algorithms. 
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Non-CVs and CVs are added to the road network on top of the background traffic. Here we 

assume this extra traffic flow starts from the top-left corner and route towards the bottom-right 

corner of the network, so that all road links can potentially be traveled in a candidate path. This 

experiment design can be considered as a nonrecurrent event which generates an extra traffic flow 

in the studied network.  Non-CV and CV navigation algorithms will be applied to corresponding 

vehicle classes to compute the optimal path for each vehicle, and we will evaluate the user cost as 

well as the system impact associated with the extra traffic flow. Additionally, we will also test 

different flow levels and CV penetration rates to evaluate the navigation results in various 

scenarios.  

8.1.2 Model Parameters 

An important part of the navigation algorithm is predicting the future travel time, which 

utilizes a Bayesian model that considers both historical and real-time traffic data. Theoretically, 

historical traffic data summarize typical traffic patterns and the travel time predictions will have 

smaller variance if only relying on historical data. But the travel time predictions could potentially 

be biased as historical traffic data do not reflect real-time traffic changes. If only relying on real-

time traffic data, in contrast, the travel time predictions are expected to be unbiased but with greater 

variance. In the practical application, it is important to wisely determine the Bayesian parameter 

to balance the effect of historical and real-time traffic data. 

In the simulation experiments, real-time traffic data are collected and aggregated by five-

minute intervals. Here we use the traffic data from three most recent time intervals (i.e., the last 

15-minute) as real-time traffic information in the travel time prediction task. As the historical data 

are aggregated on an hourly basis, we use 0.25 as the Bayesian parameter to reflect the approximate 
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traffic amount ratio. In further experiments, we will also test different Bayesian parameters and 

discuss the impacts in some special cases (e.g., non-recurrent events). 

8.2 EXPERIMENT RESULTS 

This section presents the navigation results from both numerical and simulation experiments. 

Specifically, the actual path traveled by each vehicle is recorded to understand the network traffic 

distribution. The network travel time is also collected and summarized by vehicle type by link, in 

order to evaluate the navigation results in terms of user and system costs.  

It is important to first verify that the simulation results agree with numerical calculations when 

applying the CV navigation algorithms. Figure 8.2 shows the comparison of the general results 

from numerical and simulation experiments. Here we change the extra flow rate from 100 to 800 

veh/h and assume all vehicles in the extra traffic flow are CVs. The trends of total user cost (i.e., 

total CV travel time) from numerical calculation are presented by curves, while results from 

simulation experiments are presented by scatter points. Note that we also considered two cases 

when CVs are using DUE and DSO navigation algorithms, respectively, and show the results in 

different colors and line types (or point shapes). In general, the simulation results agree with 

numerical calculation in the sense that points are closely distributed near the curves. The 

relationship between the CV flow rate and the total CV travel time is convex because the average 

travel time per vehicle will increase with the CV flow rate. Variance of simulation results increase 

with the CV flow rate, indicating higher traffic randomness when the network is more congested. 

Note that the differences between DUE and DSO navigation algorithms are minimal from 

numerical results and are unobservable from simulation results. Detailed comparisons between 

DUE and DSO navigation algorithms in various scenarios will be presented in following sections 

and thus are not further discussed here. 
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Figure 8.1. Summary of navigation results from numerical and simulation experiments. 

 

It is important to note that the amount of traffic that can be added into the network is 

constrained by the intersection capacity at the entry node. In the studied network, the maximum 

extra traffic flow is around 800 veh/h, which is approximately equivalent to 30% of the background 

traffic. No more extra traffic can be added to the network without reducing the background traffic. 

Additionally, when the extra traffic flow is 800 veh/h, a number of traffic signals are already 

operated close to the capacity. Thus, there is no need to further increase the extra traffic flow as 

this study focuses on navigate CVs when the traffic is uncongested. 

8.2.1 Network Traffic Distribution 

We first look at the network traffic distributions under different navigation algorithms. Figure 

8.2 shows the distribution of the extra traffic on all road links when the extra traffic flow rate is 



119 

 

100 veh/h. The first subplot presents the distribution of the extra traffic when all vehicles use the 

static navigation algorithm (i.e., all vehicles are non-CVs). In this case all vehicles choose the same 

path based on the background traffic (i.e., historical traffic data). In this scenario, the extra traffic 

flow is equivalent to around 3% of the total background traffic. Thus, the network traffic conditions 

will not be greatly influenced even if all extra vehicles choose the same path. However, this clearly 

is not the optimal traffic distribution as there exists multiple alternative paths from the origin to 

the destination. The second and third subplots present the network traffic distributions based on 

two CV navigation algorithms (i.e., the DUE and DSO navigation algorithms), respectively, 

assuming all extra vehicles are CVs. According to the graph, the DUE navigation algorithm mainly 

utilized two fastest paths, while the DSO navigation algorithm utilized more road links and 

achieves a more balanced network traffic distribution especially near the start and the end of the 

trip.  

 

Figure 8.2. Traffic flow distribution for different navigation algorithms (100 veh/h). 

 

Figure 8.3 - Figure 8.5 show the network traffic distributions if further increasing the extra 

traffic flow to 300, 500, and 800 veh/h, respectively. The static navigation results are the same as 

all non-CVs will still choose the same path identified by historical traffic data. Dynamic navigation 

algorithms will utilize more roads with the increase of CV flow rate. When the CV flow rate is 
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800 veh/h, for example, approximately 80% of the roads will be traveled by some CVs, and 

majority of the utilized roads will receive around 20% - 60% of the total extra traffic. Comparing 

DUE and DSO navigation results, the overall traffic distributions under DUE and DSO navigation 

algorithms become more similar with the increase of CV flow rate. The difference between DUE 

and DSO navigation results is not very obvious from the network traffic distribution graph. One 

observable difference between the two subplots is near the destination. DSO navigation can 

slightly alleviate traffic demand on major roads (i.e., the bottom horizontal street) near the 

destination, which gives a more balanced traffic distribution in the network. 

 

Figure 8.3. Traffic flow distribution for different navigation algorithms (300 veh/h). 

 

 

Figure 8.4. Traffic flow distribution for different navigation algorithms (500 veh/h). 
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Figure 8.5. Traffic flow distribution for different navigation algorithms (800 veh/h). 

 

According to the experiment design, the extra traffic flow specifically considers the case of a 

non-recurrent traffic flow increase. In this scenario, non-CVs will choose the same path as the 

traffic increase is not observed in historical traffic data. If the extra traffic is added as a long-term 

flow increase, then some of the travel time impact can be reflected from historical traffic data. As 

a result, non-CVs can potentially utilize more than one path and the network traffic distribution 

for static navigation could actually be somewhere between the static and dynamic navigation 

results in the above figures. 

To quantify the differences between network traffic distributions, we define the path 

difference rate between two navigation algorithms as 

 𝑃𝑎𝑡ℎ𝐷𝑖𝑓𝑓(1,2) =
∑ |𝑞1,𝐸−𝑞2,𝐸|𝐸

2 ∑ 𝑞1,𝐸𝐸
 (8.1) 

where 𝑞1,𝐸 and 𝑞2,𝐸 are the link traffic volume under algorithms 1 and 2, respectively. The range 

of the difference rate is between 0 (same) and 100% (completely different). Note that the path 

difference rate will not change if we switch the places of the two algorithms (i.e., 

𝑃𝑎𝑡ℎ𝐷𝑖𝑓𝑓(1,2) = 𝑃𝑎𝑡ℎ𝐷𝑖𝑓𝑓(2,1)). This is because the total traffic volume is the same when 
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comparing the two algorithms in the same traffic scenario (i.e., ∑ 𝑞1,𝐸𝐸 = ∑ 𝑞2,𝐸𝐸 , which both 

equal to the extra traffic volume). 

Table 8.1 summarizes path difference rates under different levels of extra traffic flow. 

According to the table, differences between the static navigation and dynamic navigations will 

increase with the traffic flow rate. This is intuitive as more roads will be traveled when more CVs 

are added to the network. Recall that static navigation algorithm will assign all traffic to the fastest 

path identified by historical data. The historical fastest path still play an important role in dynamic 

navigation algorithms in the sense that it is traveled by around 35% CVs when the CV flow rate is 

800 veh/h. The path difference rate between two dynamic navigation algorithms (i.e., DUE and 

DSO navigation algorithms) has a decreasing trend with the CV flow rate. When the CV flow rate 

is 800 veh/h, for example, the path difference rate between DUE and DSO navigation results is 

5.2%, which is hard to observe in the network traffic distribution graph (Figure 8.5) 

 

Table 8.1. Path Difference Rate between Navigation Algorithms 

Extra traffic flow (veh/h) 
Path difference rate (%) 

Static vs. DUE Static vs. DSO DUE vs. DSO 

100 24.2 34.0 11.7 

200 38.7 47.7 11.2 

300 46.2 52.7 8.7 

400 50.9 57.4 9.2 

500 55.5 61.1 8.0 

600 58.6 63.1 6.7 

700 60.8 64.6 5.9 

800 62.5 65.7 5.2 

 

It is important to note that the network traffic distributions and path difference rates are 

calculated from numerical experiments, which do not sufficiently consider traffic randomness in a 

dynamic environment. In simulation experiments, the dynamic traffic assignment will change 
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periodically with the real-time traffic data collection (e.g., every five-minute). Thus, the actual 

network traffic distribution may be slightly different from the numerical results at a specific time 

instant. In this section, we analyze numerical experiment results to help understand the average 

traffic distribution and expected traffic distributions. Further analysis of simulation results and 

discussion about result variations will be presented in the following sections. 

8.2.2 Impact of CV Penetration 

In the previous section, we show that dynamic navigation algorithms can distribute CVs on 

many alternative paths. However, 100% CV penetration is not realistic in the recent future. Thus, 

it is important to test the navigation algorithms under different levels of CV penetration. In this 

section, we further consider the extra traffic as a mixed flow of non-CVs and CVs. While non-

CVs continue to choose the optimal path based on the historical knowledge of traffic, CVs will 

dynamically calculate the optimal path using DUE or DSO navigation algorithms. Vehicle input 

with different CV penetrations have been added to the VISSIM model, and the travel time results 

were collected and analyzed to quantify the impact. 

Figure 8.6 shows the relationship between average path travel time travel time and CV 

penetration at different levels of extra traffic flow. Note that the VISSIM model was simulated ten 

times with different random seeds for each specific scenario (i.e., as defined by traffic flow level, 

CV penetration, and dynamic navigation algorithm). Due to the stochastic vehicle input, the actual 

percentage of CVs that actually entered the network in each simulation will be slightly different 

unless the CV penetration is 0% or 100%. In the graph, the simulation results are plotted based on 

the detected CV penetration. In general, the average path travel time decreases with the increase 

of CV penetration in all scenarios, and the benefit of CVs will increase with more traffic being 

added to the network. Under low or moderate traffic flow levels (i.e., 100 or 300 veh/h), the travel 
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time impact of CV penetration is relatively small (but still observable) compared to the result 

variations. If the vehicles are fully connected (i.e., 100% CV penetration), the average path travel 

time under 500 veh/h traffic flow can be reduced to the similar level as that under the minimum 

traffic flow (i.e., 100 veh/h). This indicates that dynamic navigation algorithms can efficiently 

assign traffic into different paths and reduce user cost to the minimum level. 

When the CV penetration rate is higher than 60%, the system will not benefit from further 

increasing the CV penetration in the sense that the marginal reduction of user cost is minimal. This 

is consistent with the numerical experiment results that around 35% of CVs will still choose the 

historical fastest path even if the extra traffic flow is high. If changing these 35% CVs to non-CVs, 

their route choice decisions will still be the same, and the network traffic distribution will not be 

greatly influenced. That said, the mechanisms behind the similar network traffic distributions are 

different. When the traffic is not fully connected, for example, CVs must rely on traffic detectors 

to collect non-CV traffic data and then calculate the conditional optimal path. If all vehicles are 

CVs, they can share route choice decision in real time without relying on traffic detectors, and the 

dynamic traffic assignment can be achieved faster. 
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Figure 8.6. Change of system and extra travel cost with CV penetration rate. 

 

According to Figure 8.6, two dynamic navigation algorithms have similar travel time impacts, 

which is consistent with the previous finding that DUE and DSO navigation algorithms will lead 

to similar network traffic distributions. In the following section, we will further compare these two 

algorithms to analyze the benefit of DSO navigation in terms of the system impact. 

8.2.3 Benefit of DSO Navigation 

Figure 8.7 shows the change of total user cost (left subplot) and total system cost (right sub 

plot) with CV penetration based on DSO and DUE navigation algorithms from simulation 

experiments. To reduce the impact of travel time variations, results under 500 veh/h extra traffic 
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flow rate are presented as the data trends are more obvious. According to the figure, the total user 

and system costs will decrease with higher CV penetration under both DUE and DSO navigation 

algorithms. The maximum benefit is achieved when the CV penetration reaches around 60%.  

Figure 1.1Figure 8.8 shows the average trends of navigation results. When the CV penetration 

is lower than 50%, DSO navigation results are better than DUE in the sense that both user and 

system costs drop faster. This indicates that implementing the DSO navigation algorithm will help 

reduce user and system costs when CVs only make up a small portion of the traffic. When the CV 

penetration is close to 100%, the difference between DUE and DSO navigation results are 

relatively small. When considering individual simulation runs, however, the benefit of the DSO 

navigation algorithm is not reliable due to variations in travel time results. In a dynamic traffic 

environment, multiple sources of randomness (e.g., stochastic vehicle arrivals, actuated signal 

controls, dynamic route choice decisions, etc.) will cause variations in vehicle travel time results. 

Based on the simulation results, the variation of hourly vehicle travel time is around 5% of the 

result. 
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Figure 8.7. Comparison of DUE and DSO navigation results. 

 

Figure 8.8. Comparison of DUE and DSO navigation results (trends). 



128 

 

 

To further understand the potential benefit of the DSO navigation algorithm, Table 8.2 

summarizes the comparison of user and marginal system costs between DUE and DSO navigations 

based on numerical experiments. In all traffic scenarios, the marginal system cost is equivalent to 

approximate 120-140% of the total user cost, and the ratio slightly increases with the traffic flow 

rate. Comparing DUE and DSO results, the DSO navigation algorithm will benefit the system 

more than users in the sense that the system benefit is around twice of the user benefit. This is 

intuitive as the DSO navigation algorithm targets to minimize the total system cost. The relative 

benefit of the DSO navigation algorithm is small (e.g., less than or around 1% in all scenarios). 

Such a small benefit may not be practically achievable considering real-world traffic flow 

randomness. 

 

Table 8.2. Comparison of DUE and DSO Navigation Results from Numerical Experiments 

Traffic 

Flow 

(veh/h) 

User Cost System Cost (Marginal) 

Total Cost 

under DUE 

(veh-h) 

Total Cost 

under DSO 

(veh-h) 

Benefit 

of DSO 

(veh-h) 

Benefit 

of DSO 

(%) 

Total Cost 

under DUE 

(veh-h) 

Total Cost 

under DSO 

(veh-h) 

Benefit 

of DSO 

(veh-h) 

Benefit 

of DSO 

(%) 

100 8.08 8.05 0.03 0.37 10.90 10.86 0.04 0.37 

200 16.96 16.88 0.08 0.47 23.05 22.89 0.16 0.69 

300 26.59 26.48 0.11 0.41 36.33 36.04 0.29 0.80 

400 37.05 36.69 0.36 0.97 50.88 50.32 0.56 1.10 

500 47.88 47.41 0.47 0.98 66.36 65.65 0.71 1.07 

600 59.16 58.70 0.46 0.78 82.78 82.01 0.77 0.93 

700 71.18 70.68 0.50 0.70 100.36 99.45 0.91 0.91 

800 83.95 83.44 0.51 0.61 119.11 118.11 1.00 0.84 

 

The small benefit of the DSO navigation algorithm is because of the fact that DUE and DSO 

navigation algorithms give very similar network traffic distributions in the studied network. Recall 

that the path difference rate between DUE and DSO traffic assignments is around 5%-10% in all 
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scenarios. With the increase of CV flow rate, the DUE and DSO traffic assignment becomes even 

more similar. As a result, the advantage of DSO over DUE navigation is negligible in the studied 

network after considering real-world traffic flow randomness. 

8.2.4 Balancing Historical and Real-Time Data 

The last part of result analysis involves the discussion about navigation algorithm parameters, 

as well as the robustness to traffic fluctuations. In order to navigate CVs adaptively under real-

time traffic conditions, dynamic navigation algorithms need to utilize real-time traffic data 

collected from traffic detectors. Future traffic flow is predicted as a weighted average that 

combines historical and real-time traffic data. Specifically, the Bayesian parameter, 𝛾 , (see 

Equation 6.15) controls the “weight” of real-time traffic data as compared to the historical traffic 

data. 

In the simulation model, historical traffic is defined as the average hourly traffic flow and 

travel time results under only the background traffic input. The real-time traffic is defined as the 

average traffic flow and travel time results from most recent three data collection intervals (i.e., 

the latest 15-minute) under both background traffic and extra traffic flow input. In previous 

simulation experiments, 𝛾 = 0.25 was used so that the weight of real-time traffic data is consistent 

with the length of the data collection period. Additionally, as the background traffic is the same as 

the that used to simulate historical data, real-time traffic will also follow historical traffic patterns. 

Thus, adjusting the Bayesian parameter will not significantly affect the navigation results. 

When the real-time traffic does not follow historical traffic patterns, for example, when 

accidents and non-recurrent events cause traffic changes, the effectiveness of dynamic navigation 

algorithms will be influenced by the specific Bayesian parameter used in the travel time prediction 

model. To test the impact of the Bayesian parameter, we increase the background traffic to 120% 
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(note that the historical data are still based on 100% background traffic). This scenario can be 

generally regarded as incidents or events that create non-recurrent traffic demands higher than 

historical traffic patterns. The extra traffic flow is set as 500 veh/h with 100% CVs. Multiple 

simulation experiments have been conducted with different Bayesian parameter values to test the 

robustness of dynamic navigation algorithms under non-recurrent traffic changes. 

Figure 8.9 presents the relationship between the average path travel time and the log-

transformed Bayesian parameter. Two subplots show the travel time results under DUE and DSO 

navigation algorithms, respectively. The scatter points are slightly jittered in the horizontal 

direction to avoid overlapping. For the DUE navigation results, the average path travel time first 

decreases and then increases with the increase of the Bayesian parameter. There exist an optimal 

range of the Bayesian parameter (e.g., −1 < log(𝛾) < 1) that approximately gives the minimum 

average path travel time. In terms of the result variation, the variance of the average path travel 

time has an increasing trend with the Bayesian parameter, indicating that over-weighting real-time 

traffic data may result in higher variations in navigation results. As for the DSO navigation results, 

we cannot clearly observe an optimal range of the Bayesian parameter, possibly because the DSO 

traffic assignment are more consistent in regular and non-recurrent traffic conditions. But the 

variance of the average path travel time will also increase with the Bayesian parameter (i.e., when 

the traffic prediction relies more on real-time data) 
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Figure 8.9. Impact of Bayesian parameter on navigation results. 

 

Note that the simulation results are consistent with the bias-variance tradeoff in travel time 

prediction. Based on previous discussions, traffic predictions based on historical data should have 

less variance but could be potentially biased. While predictions based on real-time data will be 

unbiased but have greater variance. In the practical application, the Bayesian parameter should be 

appropriately determined based on the local traffic patterns in order to balance historical and real-

time traffic data in travel time prediction tasks. 
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Chapter 9. CONCLUSIONS AND RECOMMENDATIONS 

9.1 SUMMARY OF RESULTS 

This study developed a coordinated navigation system that can adaptively navigate CVs 

towards DUE and DSO traffic assignment conditions. Different from macroscopic DTA models, 

the developed navigation algorithms are specifically suitable for urban street networks with 

intersections. An empirical intersection delay function has been developed based on classical 

probabilistic intersection delay models. The delay function parameters can be empirically learned 

from actual traffic data collected by detectors at each intersection. Based on the intersection delay 

function, the future traffic states can be predicted combining historical and real-time traffic data. 

Then CVs will coordinately select different alternative paths through real-time sharing of their 

routing decisions. 

The developed navigation algorithms have been implemented in numerical and simulation 

experiments to quantify the impacts. Results show that compared to static navigation algorithm 

used by non-CVs, CV navigation algorithms can effectively utilize more roads and achieve a more 

balanced network traffic distribution. As a result, both user and system costs will be greatly 

reduced. The developed CV navigation algorithms are helpful in mitigate traffic impact caused by 

non-recurrent events. The benefit of CV navigation algorithms will also increase (i.e., the user and 

system costs will decrease) with the increase of CV penetration. In all experiments, the user and 

system costs cannot be further reduced when the CV penetration reaches around 60%. This 

indicates that the traffic does not need to be fully connected to achieve the maximum benefits from 

CV navigation algorithms. Note that the maximum beneficial CV penetration threshold is similar 

to the path difference rate between static and dynamic navigation results. This indicates that if we 

know the difference between the current and designed network traffic assignments, we can 
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introduce the exact amount of CVs to fill this gap and lead the system to the desired state. The 

efficiency of the CV impact is guaranteed by the real-time traffic data collection and V2I 

communication. 

An important finding from the algorithm tests is that the benefit of using the DSO navigation 

algorithm is relatively small (e.g., around 1%) compared to the DUE navigation results. Given the 

real-world traffic randomness in the urban street network, such a small improvement may not be 

practically achievable. Additionally, DSO is not an equilibrium state consider the user optimality. 

Extra efforts such as incentives and policies are required to encourage the use of DSO navigation. 

The benefit of DSO navigation is more significant when CV penetration is low or when the 

network is more congested. This indicates that encouraging DSO navigation may help faster 

achieve the CV benefit in the early phase of CV deployment. 

It is important to note that DUE and DSO states have very similar network traffic distributions 

in the studied network. This is possibly because the studied area has a grid network consisting of 

road sections with relatively homogeneous roadway characteristics (e.g., link length, design speed, 

traffic control, etc.). As a result, there exists many alternative paths with similar features for each 

vehicle. With the increase of the CV flow rate, both DUE and DSO navigation algorithms will lead 

to balanced traffic distributions in the network. Thus, the marginal benefit of DSO navigation over 

DUE navigation is negligible after considering the traffic flow randomness. It is expected that the 

benefit of DSO navigation will be greater in a network with more diverse road sections. Similar 

analysis could be applied to quantify the navigation impacts and provide insights in the practical 

implementation of the developed CV navigation system. 
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9.2 DISCUSSIONS AND FUTURE DIRECTIONS 

This study developed a navigation module that can dynamically control CV movements in the 

VISSIM simulation model. Specifically, the developed DUE and DSO navigation algorithms are 

implemented to test the travel time impact. Note that the use of the navigation module is not 

restricted to testing the proposed CV navigation algorithms. Other dynamic navigation algorithms 

can also be implemented as a graph method in the navigation module program. Additionally, extra 

real-time data, if needed by a different navigation algorithm, can be collected from the simulation 

model by deploying additional sensors. But the vehicle routing decisions can be dynamically 

updated in the same fashion. 

To ensure the robustness of dynamic navigation algorithms in non-recurrent congestions, this 

study applied a Bayesian model for the traffic forecasting task. Specifically, future traffic is 

predicted using a combination of historical and real-time traffic information. This study uses the 

Bayesian model mainly because the link cost is written as a function of traffic flow, and stochastic 

vehicle arrivals can be assumed to follow typical probabilistic distributions (e.g., Poisson 

distribution). The Bayesian model can also be replaced by other traffic forecasting algorithms such 

as time-series and machine learning models to improve the traffic prediction accuracy. As this 

study mainly relies on the simulated traffic network to test proposed navigation algorithms, traffic 

forecasting is not a major focus on this study. The Bayesian model is sufficient to provide accurate 

traffic predictions and ensure the effectiveness of CV navigation algorithms in various conditions. 

According to the fundamental diagram of traffic flow theory, the relationship between travel 

time and traffic flow has two branches, the uncongested and congested branches. This study 

focuses on the uncongested branch so that the link travel time is a convex function of the traffic 

flow rate. As a result, the coordinate CV navigation algorithms only work when the traffic is 
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uncongested. This is intuitive as when the traffic is already congested, there is no much benefit of 

dynamically navigating CVs. Note that the “uncongested prerequisite” only applies to non-CV 

traffic, as the route choice of CVs will be coordinately determined to avoid road sections with 

near-capacity traffic flows. Thus, as long as there exist some paths where non-CV traffic flows do 

not exceed the capacity, and the capacity of alternative paths can serve the CV traffic demand, the 

coordinate CV navigation algorithms can efficiently distribute CVs into different paths to 

approximate network traffic distribution towards different DTA states. 

Although the CV navigation algorithms are designed to provide routing guidance to each 

vehicle at any instant of time, implementation of the algorithms are constrained by the limitation 

of the simulation platform. For example, the vehicle navigation updating frequency is constrained 

by the data reading and writing speed of VISSIM COM API. Additionally, in VISSIM vehicle 

movements are collaboratively controlled by vehicle routing decisions. Thus, the CV routing 

decisions must be aggregated to update the relative flows at different vehicle routing decisions in 

the network. Such an approximation will not greatly influence the network-level travel time results 

but will lose specific control of each individual vehicle. Future research may focus on developing 

vehicular simulation module that can specifically control the movement of each vehicle. In 

VISSIM, however, this could be achieved at the cost of reducing the navigation updating speed or 

simplifying the roadway network to ensure data can be collected and processed in real-time. 

In term of the navigation objectives, this study uses travel time as the measurement of travel 

cost, and the link travel time is thus expressed as a function of link traffic flow rate. In practice, 

the actual travel cost may include other components such as social costs. For example, commercial 

vehicles may want to avoid local roads in residential areas to reduce the safety and environmental 

impact. Depending on the nature, social cost can be considered as independent of or a function of 
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the traffic flow. The general travel cost can then be represented as a combination of travel time 

and social cost. The CV navigation algorithms can be adjusted accordingly towards user of system 

optimality as defined by the general travel cost. 

The dynamic navigation algorithms rely on CV communications (i.e., V2I and V2V 

communications) to adaptively identify the optimal path based on real-time traffic information and 

other vehicles’ route choice decisions. This study did not specifically consider the quality of CV 

communications. In practical implementations, however, communication quality such as network 

latency and transmission quality are critical to ensure the reliability and effectiveness of CV 

navigation algorithms. An interesting research direction is to quantify the communication load at 

different parts of the network and optimize the communication system design, in order to ensure 

the quality of CV communications.  
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APPENDIX A 

 

In this appendix we list the link cost function fitting results for all road sections in the 

simulation network. Figure A.1 shows the numbering of road links (in orange color) in the studied 

network. The detailed link cost function fitting results are presented in Figure A.2 - Figure A.11. 

In general, the empirical link cost function can accurately describe the trend of link travel time 

with traffic volume. 

 

Figure A.1. Numbering of nodes and links in the studied network. 
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Figure A.2. Link cost function fitting results (link 1-7). 
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Figure A.3. Link cost function fitting results (link 8-13). 
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Figure A.4. Link cost function fitting results (link 14-20). 
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Figure A.5. Link cost function fitting results (link 21-27). 
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Figure A.6. Link cost function fitting results (link 28-34). 
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Figure A.7. Link cost function fitting results (link 36-41). 
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Figure A.8. Link cost function fitting results (link 42-48). 



149 

 

 

Figure A.9. Link cost function fitting results (link 49-54). 
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Figure A.10. Link cost function fitting results (link 56-61). 
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Figure A.11. Link cost function fitting results (link 62-64). 
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