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Models and methods of traffic distribution are being developed by researchers all over the
world. The development of this scientific field contributes to both theory and practice. In this
article, the non-linear optimization of traffic flow re-assignment is examined in order to solve
continuously the travel demand estimation problem. An approach has been developed in
the form of computational methodology to cope with the network optimization problem.
A uniqueness theorem is proved for a certain type of road network. Explicit relations
between travel demand and traffic flow are obtained for a single-commodity network of
non-intersecting routes with special polynomial travel time functions. The obtained findings
contribute to the theory and provide a fresh perspective on the problem for transportation
engineers.

Keywords: travel demand estimation, traffic assignment problem, non-linear optimization,
bi-level optimization.

1. Introduction. Estimation of traffic flows on the roads of urban areas requires
determination of the rules by which drivers choose their routes. The methodological basis
for the traffic assignment is presented by behavioral principles. The most popular principle
is formulated by [1]: the journey times in all actually used routes are equal and less than
those that would be experienced by a single vehicle on any unused route.

In other words, no driver can unilaterally reduce his/her travel costs by shifting to
another route. Such a principle of route choice is known as Wardrop’s first principle
or user equilibrium behavioral principle. The assignment of traffic flows according to
the Wardrop’s first principle corresponds to a competitive non-cooperative equilibrium
assuming complete selfishness of users [2]: everyone wants to reach the destination point
as fast as possible and chooses the route that will lead to the lowest potential travel costs
(temporary, financial, moral, etc.) [3, 4]. This principle fully takes the factor of mutual
influence of users into account, and its essence can be expressed as follows: in case of
equilibrium traffic assignment, no user may lower his/her transportation cost through
unilateral action [5]. In the paper, we consider the Wardrop’s first principle as the basic
behavioral patterns of users within a particular network.

The first mathematical formulation of this principle was obtained by M. Beckman
et al. [6]. Subsequently, this mathematical model has become a classic [7], and today it
appears to be one of the key elements in the traffic flow theory [8]. Besides, it should be
mentioned that the traffic assignment problem has a form of an optimization program if
and only if the performance time of a link is depended on the flow of this link solely [9].
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2. Traffic flow re-assignment in network optimization problems. Let us
consider a network, presented by the connected directed graph G = (V, E) consisting of
sequentially numbered vertices V', |[V| = v and sequentially numbered edges E, |E| = m.
We will use the following notation: W is the set of pairs of vertices (an origin and a
destination), W C V x V, |[W| =n, w € W; R" is the set of routes between the origin-
destination pair w, R = {R"}wew, |R| = v; . > 0 is the traffic flow through the edge
e€ B, x=(..,2...)7; te(z.) is a smooth increasing function that models the travel
time (delay) of the flow z., . > 0, through the congested edge e, e € E; f* > 0
is the traffic flow through the route » € R™ between the OD-pair w, f* = {f¥},crw
and f = {f"}wew; F* > 0 is the travel demand between a given OD-pair w € W,
Yorege it =FY F ={F"},ew; 0, is an indicator,

sY — 1, if the edge e, e € E, lies along the route r, r € RY;
&™ 1 0, otherwise.

Formally, within the introduced notation, the user equilibrium in a road network is
such an assignment of travel demand F*, w € W, between available routes f, that

w =tv, if f*>0, w
ZEte(fEe) . 6@77~ { >, if f’,'l‘l) =0, Vr e RY, (].)
ec

subject to

Te= Y > fU0L

weW reRvw

In formula (1) t¥ > 0 is the equilibrium travel time through any actually used route
between the OD-pair w, w € W [1, 6]. Let us introduce a vector t = tyx1 = (..., t%,...)7T
weW.

For the first time, the traflic assignment problem was formulated by M. Beckman et al.

[6, 10]:

7

Z(x") = min > / te(u) du, (2)
0

eckE
subject to
D fY=F" YweW, (3)
reRw
=20 VYre R, weW, (4)

with definitional constraints

Te= Y Y [0, Ve€cE. (5)

weW reRv

It is proved that the solution #* of the optimization problem (2)—(5) is the user equilibrium
of Wardrop [6, 7].

3. Travel demand estimation. Travel demand values are input data in the problem
(2)=(5). In other words, in the traffic assignment problem, it is required to find the
equilibrium values of arc flows from the known set of OD-pairs and known values (positive)
of travel demand between these pairs. It seems natural to understand the inverse problem
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to the traffic assignment as a problem of finding the OD-pairs and the volumes of travel
demand between them in compliance with the given values of arc flows of the road network.
Let us introduce the set §,

={F|F" >0 YweV xV},
the set X(F') for all F' € §,

X(F)={alze= Y > fro¥, VeeE,

weV xV reRv

S =FYf">0 Vre R weV xV},
reRw

and the mapping 3, 3 : § — R, where R is nonnegative orthant of vector space of
dimension m, presented by the function

s o gy, 5 [t

The mapping 3 establishes a relationship between equilibrium traffic flow assignment
patterns x € X and feasible travel demand patterns F' € §.

Due to the mapping 3(F), F € §, the travel demand estimation problem can be
formulated in a form of bi-level optimization program as follows [11]:

i F)—= 6
min [|3(F) — I, (6)
subject to
3(F) = arg min Z /t@(u) du. (7)
Theorem 1. The travel demand estimation problem (6), (7) for the single-commodity

network with disjoint routes can be relazed so:

min ||z; — T, (8)

=

subject to
x = arg minZ/tS(u) du 9)
s=1 0

on a set of restrictions

sz:R s >0 Vs=1,n, (10)

for any i from the set of actually used routes.
Proof. Let us consider the problem of traffic assignment on the network of disjoint

routes:
n Ts
mminZ/ts(u) du (11)
s=1 0
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subject to

Se=F (12
s=1

s =20 Vs=1,n. (13)

The (11)-(13) problem is a convex optimization problem, and therefore it has a unique
solution for any fixed F. Moreover, if F # F', then corresponding equilibrium assignment
of flows  and & are such, that = # 2.
Let us suppose that there are F and F such that F < F , but there is an index k,
< k < n, such that ), < #. Solutions of the problem (11)—(13) for F and F satisfy the
following conditions: t;(Z;) = t, if &; > 0, and t;(2;) = t,if 2 >0 (i. e. for all actually
used routes). In addition, the functions ¢;(z;) Vi = 1,n are increasing. Therefore, if there
exists an index k such that & < Zg, then ty(Zx) < tg(Zx), which means t<tand ; < 3
for all actually used routes, which leads to

n n
= § ‘%i < § T; =
i=1 i=1

We cross a contradiction. Thus, if F>F , then &; > ; for all actually used routes
i = 1,n. In other words, by the known traffic on any arc, one can uniquely determine
travel demand F'.

Theorem 1 is proved.

Thus, in case of a single-commodity network of disjoint routes with non-linear travel
time functions, the traffic value on a single arc is sufficient in order to reconstruct travel
demand value uniquely.

Let us introduce functions a;(z;) = t;(x;) — ti(z;)x; and b;(x;) = ti(z;) for i = 1,n.
An effective way to solve the problem (8)—(10) can be based on the following methodology:
continuous changing of F' leads to continuous changing of z;, i = 1,n, (¢ + 1) iteration as
follows [12]:

1. To reindex k, components z¢ and t(z?) so that

ar(zf) < az(xd) < ... <ap(z)).

2. To find kgy1 < kg (amount of non-zero components z7+1) from the condition

k k

ai akq+1 (quJrl) - az(gjg) q+1 akq+1+1(xz;q+1+1) - az(mzq)
D e SF<), o -
P bi(z7) P bi(z7)

3. To calculate z4t1:

o1 FAY ot )

z; - bi(x;l) Elsqq;rll bs(lzg) - bz(l'g) , 1=1, kq+1a
eIt =0, i=TFgi,n
4. To check the fulfilment of the termination criterion
kgy1—1
S @) —tia@E )| <«

i=1

In other words, the problem (8)—(10) of bi-level optimization does have a specific descent
direction.
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Theorem 2. Consider a single-commodity network of disjoint routes with the link
performance functions t;(x;) = a; + bi(z;)™, m > 1, a; > 0, b; >0, for all i = 1,n. The
travel demand F' is equal to

F= Z bu(a)™ +‘”_al Vi =TF,

'L

where k satisfies
a1 < ...<ap <a+b(x)" <agtr < ... < ay.
Proof. Lagrangian of the problem (9), (10) is
L= Z/ ) du + ¢ (F—Zx) + > &),
i=17 i=1 i=1

where t! and & > 0, i = 1,n, are multipliers of Lagrange. Partial derivatives of the
Lagrangian with respect to x;, ¢ = 1,n, must be equal to zero
oL
6a:i

=ti(z;) —t' =& =0,

that leads to

tl(xz) =t + &. (14)
The complementary slackness condition requires the equalities &x; = 0 be true for all
i = 1,n. In this case, if z; > 0, then & = 0. If z; = 0, then & > 0. According to the
Lagrangian function the Khun—Tucker conditions are both sufficient and necessary. In
this case (14) is defined as

Zfl, if z; > 0, .
tl(‘rZ) { > t17 if ; = 07 Vi = 1,n,

wherefrom L
m =t, ifz; >0, .
a; + bi(x;) { St ifz—0 Vi =1,n. (15)

Without loss of generality we assume that x; > 0 for i = 1,k, k < n. According to (10)

and (15) we have
k

n k t .
in:ZQUZ Zm al:R
i=1 i=1

or

n k
Sai=> - Z bu(a)™ +‘”_‘“_F vi=TF
=1 =1

Moreover, according to (15), for all unused routes b;(x;)™ 4 a; < a;, while for used routes
bi(x))™ + a; > a;, that leads to

a1 < ...<ap <a+b(x)" <agr1 < ... < ay.
Theorem 2 is proved.
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Corollary. Consider a network of parallel routes: t;(z;) = a; + b;z;, a; > 0, b; > 0,
for all i = 1, n. The mapping & function has the following explicit form:

k 1 k
Qﬁ(m) = al—i—blxl Zb— Z

= |
w

where k is defined as
a1 < ...<ap <ar+bx; <agyr < ... < ap.

Therefore, for a single-commodity network of disjoint routes with certain polynomial
travel time functions, the relations between travel demand and traffic flow can be obtained
explicitly.

4. Conclusion. Within the paper, non-linear optimization for efficient re-assignment
traffic flows, under continuous changing of travel demand values, was studied. The ap-
proach was given in the form of computational methodology to cope with the network
optimization problem. The uniqueness theorem was proved for a certain type of road net-
work. Explicit relations between travel demand and traffic flow was obtained for a single-
commodity network of disjoint routes with certain polynomial travel time functions. The
obtained findings contribute to the theory and give fresh managerial insights for traffic
engineers.
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Mopenn n MeToIBI pacpeiesieHnst TPAHCIIOPTHBIX MIOTOKOB Pa3pabaThHIBAIOTCS MCCIeI0BATE-
JIIMH BCcero Mupa. PasBurTne 3TOro Hay4HOIO HAIIPaBJIEHUsI BHOCUT BKJIAJ KaK B TEOPHUIO, TaK
U B IPaKTUKy. B Hacrosmeil pabore mcciesyeTcss BOIPOC HENPEPBIBHOIO PEIIEHUs 3a1a4u
OIIEHKU CIIPOCa Ha IIepeMeIeHre OCPEICTBOM HEJIMHEHHON ONTUMU3AIuK IIepepacipeesie-
HHUSI TPAHCIOPTHBIX ITOTOKOB. PaspaboraH momxon B BUJle BBIYMCIUTEIBHON METOOJIONUU
JIJIsl pellleHnsl ONTUMHU3AIMOHHBIX CETEBBIX 33J1a4 Takoro poja. Jlokaszana Teopema emuH-
CTBEHHOCTH JIJIsl OMPEIEJEHHOrO THUIIA YAUIHO-IOPOXKHBIX Tomosornii. [locTpoeHbl B ssBHOM
BU/Ie OTHOIIEHUsI MEXKJIy CIIDOCOM Ha IlepeMellleHue U TPAHCIOPTHBIM IIOTOKOM JIJIsl CETU U3
HeIIepeCeKAOIMUXCsI MAPIIPYTOB CO CIIENUAJbHBIMU IOJIMHOMHUAJIBHBIMU (DYHKIUSIMU BpEMe-
HU JIBHKeHus. [[osrydeHHbIe Pe3yabTaThl BHOCST BKJIAJI B TEOPHUIO, TO3BOJISIIOT TPAHCIIOPTHBIM
WH2KEeHepaM II0-HOBOMY pelIaTh PacCMaTPHBAaEMYIO IPOOJIEMy.

Kmouesvie cao6a: OIEHKA CIIPOCA HA MTEpEMEIIeHNe, pACIpeIeIeHNe TPAHCIIOPTHBIX TOTOKOB,
HeJIMHeHasd ONTUMU3allid, IBYXypPOBHEBas ONTUMHU3AIINS.
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