Taylor & Francis
Taylor & Francis Group

IEERNISI“EM  Transportmetrica B: Transport Dynamics

B AGACHA SUMALEE

S ISSN: (Print) (Online) Journal homepage: www.tandfonline.com/journals/ttrb20

Stochastic Lighthill-Whitham-Richards traffic flow
model for nonlinear speed-density relationships

Tianxiang Fan, S.C. Wong, Zhiwen Zhang & Jie Du

To cite this article: Tianxiang Fan, S.C. Wong, Zhiwen Zhang & Jie Du (2024) Stochastic
Lighthill-Whitham-Richards traffic flow model for nonlinear speed-density relationships,
Transportmetrica B: Transport Dynamics, 12:1, 2419402, DOI: 10.1080/21680566.2024.2419402

To link to this article: https://doi.org/10.1080/21680566.2024.2419402

8 © 2024 The Author(s). Published by Informa
UK Limited, trading as Taylor & Francis
Group.

A
h View supplementary material &

@ Published online: 29 Oct 2024.

\]
CA/ Submit your article to this journal &

||I| Article views: 111

A
& View related articles &'

(&) view Crossmark data &'

Full Terms & Conditions of access and use can be found at
https://www.tandfonline.com/action/journalinformation?journalCode=ttrb20


https://www.tandfonline.com/journals/ttrb20?src=pdf
https://www.tandfonline.com/action/showCitFormats?doi=10.1080/21680566.2024.2419402
https://doi.org/10.1080/21680566.2024.2419402
https://www.tandfonline.com/doi/suppl/10.1080/21680566.2024.2419402
https://www.tandfonline.com/doi/suppl/10.1080/21680566.2024.2419402
https://www.tandfonline.com/action/authorSubmission?journalCode=ttrb20&show=instructions&src=pdf
https://www.tandfonline.com/action/authorSubmission?journalCode=ttrb20&show=instructions&src=pdf
https://www.tandfonline.com/doi/mlt/10.1080/21680566.2024.2419402?src=pdf
https://www.tandfonline.com/doi/mlt/10.1080/21680566.2024.2419402?src=pdf
http://crossmark.crossref.org/dialog/?doi=10.1080/21680566.2024.2419402&domain=pdf&date_stamp=29%20Oct%202024
http://crossmark.crossref.org/dialog/?doi=10.1080/21680566.2024.2419402&domain=pdf&date_stamp=29%20Oct%202024
https://www.tandfonline.com/action/journalInformation?journalCode=ttrb20

TRANSPORTMETRICA B: TRANSPORT DYNAMICS .
2024,VOL. 12, NO. 1, 2419402 Taylor & Francis

https://doi.org/10.1080/21680566.2024.2419402 Taylor &Francis Group

8 OPEN ACCESS ’ ) Check for updates

Stochastic Lighthill-Whitham-Richards traffic flow model
for nonlinear speed-density relationships

Tianxiang Fan?, S.C. Wong?, Zhiwen Zhang® and Jie Du¢9-¢

3Department of Civil Engineering, The University of Hong Kong, Hong Kong SAR, People’s Republic of China;
bDepartment of Mathematics, The University of Hong Kong, Hong Kong SAR, People’s Republic of China; “School of
Mathematical Sciences, East China Normal University, Shanghai, People’s Republic of China; 9Shanghai Key
Laboratory of PMMP, East China Normal University, Shanghai, People’s Republic of China; *Key Laboratory of MEA
(Ministry of Education), East China Normal University, Shanghai, People’s Republic of China

ABSTRACT ARTICLE HISTORY
Stochasticity is becoming increasingly essential in traffic flow research, Received 19 October 2023
given its notable influence in several applications, such as real-time traffic Accepted 25 September 2024
management. To consider stochasticity in macroscopic traffic flow model- KEYWORDS

ing, this paper introduces a stochastic Lighthill-Whitham-Richards (SLWR) Stochastic traffic modeling;
model, which not only captures equilibrium values in steady-state condi- stochastic LWR model;
tions but also describes stochastic variabilities. The SLWR model follows a stochastic free-flow speed;
conservation law, in which the free-flow speed is randomized to represent nonlinear speed-density
heterogeneities of drivers. To more accurately reflect real-life traffic pat- relationship; dynamically
terns, a nonlinear speed-density relationship is considered. For addressing ~ bi-orthogonal method
this highly nonlinear problem, a dynamically bi-orthogonal (DyBO) method

is coupled with the Taylor series expansion technique. The results of sim-

ulation experiments show that the SLWR model can effectively describe

the evolution of stochastic dynamic traffic with temporal or geometric bot-

tlenecks. Moreover, the DyBO solutions exhibit reasonable accuracy while

significantly reducing computation costs compared with the Monte Carlo

method.

1. Introduction

Stochasticity, commonly observed in daily traffic, has increasingly become a focus in various traffic
engineering applications, such as real-time traffic management. In traffic modeling, stochasticity intro-
duces uncertainties and complexities to a system. For instance, the space-mean speed may vary in
response to the mean density, even at the same location and traffic demand level from day to day.
Compared to deterministic traffic flow models, stochastic traffic flow models can capture and convey
more comprehensive information about traffic dynamics, which is necessary for advanced and precise
traffic control and operation. However, stochastic traffic flow models may also increase computational
burdens.

Macroscopic traffic flow models, which provide essential estimation of traffic states, need to be
simple, robust, and efficiently solved for practical application. The classic Lighthill-Whitham-Richards
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(LWR) model (Lighthill and Whitham 1955; Richards 1956) is widely used due to its simplicity and abil-
ity to explain common traffic phenomena, such as shockwave propagation (Daganzo 1995; Jin 2012;
2013; Wong and Wong 2002; Zhang 2001). In physical terms, the LWR model captures kinematic shock
and rarefaction waves in traffic flow, while in mathematical terms, it follows scalar hyperbolic conser-
vation laws. However, the classic LWR model can only describe temporal means of traffic dynamics.
Specifically, Prigogine and Herman (1971) highlighted the temporal mean dynamic characteristics of
this model, and Jabari and Liu (2012) emphasized that traffic flow variables are defined as averages in
the LWR model.

Incorporating stochasticity into the LWR model significantly increases computational burdens. The
Monte Carlo (MC) method is widely used for solving stochastic problems. Although the MC model
is robust, with its convergence rate independent of stochastic dimensionality, its convergence rate
is limited (Cheng, Hou, and Zhang 2013a). To ensure applicability in engineering practice, efficient
numerical solution methods must be identified. Compared to the Monte Carlo (MC) method, the
dynamically bi-orthogonal (DyBO) method - one of the model reduction methods - exhibits high
efficiency and sufficient accuracy. Fan et al. (2022) applied the DyBO method in cases involving lin-
ear speed-density relationships. However, when considering a nonlinear speed-density relationship,
applying the DyBO method becomes challenging, as the expected value of stochastic exponential
terms cannot be computed exactly in closed form.

To address the aforementioned research gaps in modeling and numerical methods, this paper aims
to propose a Stochastic LWR (SLWR) model that incorporates a general nonlinear speed-density rela-
tionship and embeds a Taylor series expansion technique in the DyBO method for solving the resulting
highly nonlinear problem.

The remainder of the paper is organized as follows: Section 2 reviews previous research on stochas-
tic traffic flow modeling and numerical methods. Section 3 presents the general form of the SLWR
model with a nonlinear speed-density relationship. Section 4 introduces the solution methods, specifi-
cally the formulation of the SLWR model with a general nonlinear speed-density relationship, involving
DyBO equations and the Taylor series expansion technique. Section 5 details the numerical simulation
experiments, in which the speed-density relationship is captured using Drake’s model, and the traffic
flow in temporal bottleneck and geometric bottleneck scenarios is simulated. Finally, Section 6 offers
concluding remarks, emphasizing the contributions and limitations of this work.

2. Literature reivew
2.1. Stochastic traffic flow modeling

Traffic flow models are essential for describing and predicting traffic states and can be developed
at different levels, from microscopic to macroscopic, for various purposes. Microscopic traffic flow
models focus on individual vehicles and their interactions (Newell 1961), while macroscopic models
treat traffic as a continuum. The classic LWR model (Lighthill and Whitham 1955; Richards 1956) is
a first-order scalar hyperbolic equation, but it may not capture some typical traffic features, such as
non-equilibrium traffic states in congested regimes. These limitations can be addressed by higher-
order models, which consist of systems of hyperbolic equations. Lebacque, Mammar, and Haj-Salem
(2007) developed a Generic Second Order Modeling (GSOM) family of traffic flow models, combining
the LWR model with dynamics of driver-specific attributes. Additionally, Fan, Herty, and Seibold (2014)
proposed a Generalized Aw-Rascle-Zhang model, which better reproduces the behavior of real data in
fundamental diagrams in both free-flow and congested regimes. Although these deterministic mod-
els do not satisfy the need for considering stochasticity, they provide a solid foundation for developing
stochastic traffic flow models.

In microscopic approaches, stochastic phenomena are reflected through the effects of anticipa-
tion, correlated vehicle motion across lanes, driving adaptation delays, or variations in safe time-
gaps. Schreckenberg et al. (1995) investigated a probabilistic cellular automaton model, where
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stochasticity was introduced as a probability of whether a vehicle may decrease its speed. In macro-
scopic approaches, one direct method of considering stochasticity is to include noise terms in the
conservation laws (Gazis and Knapp 1971; Gazis and Liu 2003), fundamental diagrams (Ngoduy 2011;
Li etal. 2012), or the cell transmission model (Boel and Mihaylova 2006). However, this can lead to neg-
ative densities and inconsistencies between mean dynamics and deterministic dynamics (Jabari and
Liu 2012). To address these issues, Jabari and Liu (2012) devised a new stochastic traffic flow model,
where the source of randomness is the uncertainty inherent in driver gap choice, represented by ran-
dom vehicle time headways. Later, Jabari, Zheng, and Liu (2014) derived probabilistic macroscopic
traffic flow relations from Newell’s simplified car-following model, treating time headways and spac-
ings as random variables. This model’s probabilistic nature allows the effect of driver heterogeneity
on the macroscopic relationships of traffic flow to be investigated. Martinez and Jin (2020) intro-
duced heterogeneous (i.e. vehicle-dependent) jam densities to formulate a stochastic LWR model. This
model, solved in Lagrangian coordinates, allows the effect of driver heterogeneity on the macroscopic
relationships of traffic flow to be investigated both via simulations and analytically.

To better attribute physical meaning to the stochastic processes in traffic flow models, it is essential
to investigate the sources of uncertainties. In some studies (Boel and Mihaylova 2006; Li et al. 2012),
stochastic terms are treated as unknown factors without clear explanations. Previous research (Chen,
Jia, and Varaiya 2001; Sumalee et al. 2011) has suggested that uncertainties may arise from exogenous
sources, such as traffic states, road geometry, and weather conditions, as well as endogenous sources,
like driving behaviors. Additionally, an empirical study by Cassidy and Windover (1995) demonstrated
that driving behaviors may be influenced by drivers’ memories or tendencies, which are consistent
and difficult to alter. However, most stochastic traffic flow models assume that random effects occur
at every time step, even when the step size is extremely small (Wang and Papageorgiou 2005; Li et al.
2012). Instead, Fan et al. (2022) developed a systematic model framework that allows stochasticity to
reflect the diverse choices of different drivers while maintaining stability for each driver. Nevertheless,
the authors utilized a linear speed-density relationship (Greenshields 1935). Although Greenshields’
traffic stream model simplifies the relationship among traffic flow quantities and enables an easy
exploration of the analytical properties of complex traffic models, field observations have indicated
that the relationship between speed and density is generally nonlinear (Elefteriadou 2014).

2.2. Numerical methods

Stochasticity increases the complexity of traffic flow models, making it generally impossible to derive
exact analytical solutions, particularly for highly nonlinear models. In such cases, numerical solutions
are needed, which can significantly increase computational burdens, especially for stochastic prob-
lems. Although the Monte Carlo (MC) method can provide robust solutions, its low convergence
rate is undesirable. To expedite convergence, several researchers have employed sampling methods.
Caflisch (1998) introduced a quasi-MC method that used deterministic sequences instead of random
or pseudo-random sequences. Giles (2008) proposed a multi-level MC method designed to reduce
the computational complexity of estimating expected values for stochastic differential equations. Fur-
thermore, Jahani et al. (2014) utilized an interval MC simulation in conjunction with an interval finite
element method to evaluate failure probability in a structural reliability problem.

In addition to sampling methods, non-statistical methods have been explored. Xiu et al. (2002)
introduced Wiener-Askey polynomial chaos to represent stochastic processes, thereby reducing
dimensionality and leading to exponential convergence of the error. Wan and Karniadakis (2006)
developed a multi-element generalized polynomial chaos approach to treat arbitrary probability mea-
sures for solving ordinary and partial differential equations with stochastic inputs. However, these
methods are prone to the curse of dimensionality, where the basis terms of generalized polyno-
mial chaos increase exponentially. Reduced-order models, such as proper orthogonal decomposition
(Sirovich 1987) or Karhunen-Loeve (KL) expansion (Newman 1996a; 1996b), can simplify the high-
dimensional problem by using a low-dimensional structure to capture the original information. KL
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Figure 1. Conceptual diagram of the SLWR model.

expansion can provide the best basis for random fields as it optimizes the total mean squared error.
However, it requires the construction of covariance matrices and solution of large-scale eigenvalue
problems, which are computationally expensive tasks.

To address this limitation, researchers (Cheng, Hou, and Zhang 2013a; 2013b; Babaee et al. 2017;
Choi, Sapsis, and Em 2014) have introduced approaches involving redundant representations with
products of scalar, time-dependent, stochastic bases and deterministic, spatiotemporally depen-
dent basis, such as dynamically orthogonal field equations or the dynamically bi-orthogonal (DyBO)
method. The advantage of the DyBO method is that the process of learning the basis is offline,
which reduces the time required to construct and solve the covariance matrix (Cheng, Hou, and
Zhang 2013a; 2013b). However, this method remains to be applied in a macroscopic stochastic traf-
fic flow model with a nonlinear fundamental relationship. Although Fan et al. (2022) demonstrated
the efficacy of the DyBO method in cases involving linear speed-density relationships, its application
to more general and realistic nonlinear relationships remains challenging. Therefore, in this paper,
the SLWR model is extended to incorporate the general nonlinear speed-density relationship. The
DyBO method, coupled with a Taylor series expansion technique, is used to solve the resulting highly
nonlinear problem.

3. Model development

Figure 1 illustrates the concept of the SLWR model. This macroscopic model describes traffic flow as
continuous fluid on a homogeneous road section. All vehicles enter the road section at the beginning
and travel to the end, without any disturbance within the section. Each vehicle is characterized by
distinct driving behaviors, which induce stochasticity.

To quantify the stochasticity, it is assumed to originate from heterogeneous drivers, with a driver’s
personality being consistent within a road section and reflected in their free-flow speeds. Moreover, it
isassumed that these speeds, representing the desired speed choices on an empty or perceived empty
road, can reflect such heterogeneities. These assumptions ensure that heterogeneous drivers exhibit
different driving behaviors, and the behavior of a single driver is consistent along the road section.
For example, aggressive drivers tend to drive faster than conservative drivers under the same traffic
conditions, and these driver types do not abruptly change their behaviors.

Let ur denote the free-flow speed, which is a random variable that follows an arbitrary distribution
and is defined on a probability space (Q, F, IP) to represent heterogeneous driving behaviors:

ur: Q> R, (M
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where Q represents the sample space, F is a o-algebra, IP is a probability measure, and R is a real line.
Then, uf(w) is the random free-flow speed that corresponds to the random event w € Q.

At the beginning of the road section, the traffic flow is a stochastic process defined on the same
probability space:

{Qin(t,w) :t €0, T],w € Q}, (2)

where Qj,(t, w) denotes the traffic flow at the beginning of the road section, and t represents the
evolving time span from 0 to T. Therefore, every t € [0, T] corresponds to some random variable
Qin(t,-) : Q@ — R, which indicates that the traffic flow at the beginning of the road section consists
of heterogeneous drivers.

The traffic density, speed, and flow can be determined using fundamental diagrams. In this study,
the general nonlinear relationship between speed and density is considered, which can be written in
the form of the following definitional expression.

u(x, t,ur(w)) = F(k(x, t,ur(w))), F : [0, +00] — [0, +00], F € C*® (3)
q(x, t,uf(@)) = k(x, t, ur(@))F(k(x, t, ur(w))) 4

where x represents the space domain, i.e. the length of the road section from point a to point b;
k(x, t, us(w)) is the traffic density; u(x, t, ur(w)) is the traffic speed; q(x, t, us(®)) is the traffic flow; and
F(-) represents a differentiable and continuous function that describes the general nonlinear rela-
tionship between speed and density. Notably, the general nonlinear relationship between speed and
density can be reflected by any traffic stream model, such as those of Greenberg, Underwood, Drakes,
Pipes, and Newell, and the proposed SLWR model is equally applicable to all these traffic stream
models.

By incorporating the stochastic free-flow speed into the conservation law, the generalized form of
the SLWR model can be expressed as

ok(x, t, ur(w)) N 0q(x, t,ur(@)) _

o x 0, xelabltel0,T],weQ, (5)
k(x, 0, uf(w)) = ko(x, uf(w)), (6)
q(a,t,uf(®)) = Qin(t, ®), 7)

where equation (5) represents the conservation law; and equations (6) and (7) represent the initial and
boundary conditions, respectively.

Therefore, the proposed model indicates that the stochasticity, represented by the free-flow speed,
is attributable to heterogeneous drivers. Furthermore, for a single sample, the free-flow speed remains
constant throughout the period, ensuring the consistency of driving behavior. However, a challenge
emerges when nonlinear functions are incorporated in the conservation law. Specifically, the use
of such functions can make it difficult to calculate the expectation values if the DyBO method is
attempted. In particular, this method expands the differential equation to polynomials, and with non-
linear functions, E[F(k)] # F(k). To mitigate potential errors, the Taylor series expansion method is
used to approximate the nonlinear function, and the convergence associated with different orders of
expansion is evaluated.

4. Methodology

Because standard polynomial chaos expansion requires the construction of a covariance matrix at
each time step, it is challenging to calculate the eigenvalues and eigenfunctions. In contrast, the DyBO
method can construct spatial and stochastic bases that evolve orthogonally with time. In this section,
the DyBO formulation of the SLWR model is derived. Once the SLWR model is transformed into a series



6 (&) T.FANETAL

of deterministic partial differential equations (PDEs) and ordinary differential equations (ODEs), classic
finite difference methods can be applied. The fifth-order weighted essentially non-oscillatory (WENO5)
scheme is used in this study.

4.1. DyBO method

Denoting £ as a dlfferentlal operator and k as a m-term truncated solution, the SLWR model can be

represented as = Lk = M . The solution k can be described using the following equations:
k(x, t;0) = k(x, t) + k(x, )Y (0, )T, (8)
k(x,t) = (ki(x,t),ka(x, 1), ..., km(x, 1)), meNT, 9)
Y(w,t) = (Yi(w, 1), Ya(o, ), ..., Ym(®t), meNT, (10)

where k is the mean; k is the spatial basis defined as a vector of eigenfunctions of the associ-
ated covariance function Covy(x, y) = E[(k(x, t; ®) — I_<(x, )k, t,w) — I_<(y, t))];and Y is the stochastic
basis calculated as Yj(w, t) = L(r) [(k(x, t;0) — k(x, t)ki(x, t)dx, i =1,2,---,m

The spatial and stochastic bases are orthogonal, satisfying the following conditions.

(K k) () = ({Kirkg)) = G Omxam, (an
ElYTYI(t) = (ElYiYiD) =1, (12)

where (-, -) is the inner product operator, e.g. (k,~, kj) = [ kikjdx; E[-] is the expectation; 1; denotes the
eigenvalues of the covariance function Cov(x,y); dj is the Kronecker product; and I is the identity
matrix.

Then, the DyBO formulation can be expressed as follows.

ok -

= = EIch, (13)
%’: = —kD" + E[LkY], (14)
a¥r _ T [7% -1

==Y +(Chk) A, (15)

where C and D are m-by-m matrices representing the projection coefficients of =% k and <& dY onto k and

Y, respectively; Lk = Lk — ELLK]; and A is the diagonal matrix of the tensor product of the spatial
basis, i.e. Ax = diag(k”, k).
The solutions of C and D are presented in an entry-wise manner:

Cii = G.ii, (16)
k11 o

i = ——5———=(G4jj + Gujj), fori #j, (17)
kI = k2

Dji =0, (18)

1

Dij = ——————(|lki| 2Guii + |1Ki|[2Gait), fori #j, (19)
= i G+ Ml PG, fori

G. = Ay (kT, E[ikY]), (20)

where G and Cj; are elements of matrix C; D;; and Dj; are elements of matrix D; and G,;; and G, are
elements of matrix G...
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As equations (13)-(15) still involve random variables, stochastic representations are needed. Her-
mite polynomials can be used because the random free-flow speed is assumed to follow a normal
distribution. According to the Askey scheme (Xiu and Em 2003), Hermite polynomials can be defined as

x2 dn
Hn(0 = (=1)exp (5 ) —exp(=x/2). @)
Here,H = (Hq,H>, - - - Hn,) Np € N represents the Np-term Hermite polynomials, which exclude the
zero-index Hy = 1. Then,
Y = HA, (22)

where A is an Np-by-m matrix.
As the speed-density relationship is nonlinear, the Taylor series expansion is used in this study.

oo oo

F(/?)—Z F(”)(k)(k k)" Z F(”)(k)kYT (23)

nO nO

Then, the right-hand side of the SLWR model becomes

o(k + HAK™) i T o - _ >0 o HF™ (kYT

Lk = —F™ (kYT + (k + HAKT
ox n! ) +k+ ) ox

which is a linear combination.

This equation can be used to calculate the terms ELCK], ELCKHIA = E[(£I~( — E[L’I}])H]A and E[H" CKk].
Consequently, the DyBO formulation of the SLWR model can be re-written in terms of Hermite
polynomials and Taylor series expansion:

ok S ok 020 L (kkk”
otk =S —F () =k = ’ ”
or = 1A nZ::onl Wk * ox .
ok A 5 Loy ( Ky K
ok _ _KD' + ELCKHIA — kDT + Z an(m(k)(axk ATHTkATHTHA)
n=0 "
8@ LEM (j)
+ W(kk + HAK'kKATH"HA), 126)
X

dA & 7k o
O = —ACT + (B ERLK) A

o
1 okT
= —ACT FM (k AkT HTHA KATHT
c’+ <(Z FO( )( + o

n=0

oS ™ 1pm) (k)
+%(WJ+ HTHAKTKATH™) ) k) A", (27)

which yields the deterministic PDEs presented in equations (25) and (26) and ODE in equation (27).

4.2. WENO scheme

The WENO scheme, which use a nonlinear adaptive procedure to automatically select the locally
smoothest stencil, is a high-order accurate finite difference method for problems with discontinuities
in solutions (Xiong et al. 2011). Detailed derivation and applications can be found in the works of Shu
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(2006; 2020). To account for possible shocks in the SLWR model, the WENOS5 scheme is used in this
study.
Given the space domain [a, b] in the SLWR model, a uniform grid is used,

A
~

%<--~<XN_%<XN+1=b,N€N+ (28)

NI

and the cells, cell centers, and cell size are defined as

1 .
i = [x,._%,xpr%],x,-: E(Xi_% +x,.+%), Ax:x,.+1 —X_1.i=1,2,---,N (29)

2 -2

Using mean values of the stochastic variable k, the DyBO formulation of the SLWR model can be
expressed in the following form.

ok of(k
ok _ o), (30)
ot ox
where f (k) represents the right-hand-side of Equation (25).
This problem can be solved by using the following finite difference WENO method.
oki 1 /s N
50~ By =) By

where k; is the approximation to the point value of k(x;, t), and ?,.Jr% and ?,._% represent numerical fluxes

at nodes X

The numerical flux is a convex combination of reconstructed values g

1 and X1, respectively.

™ on the stencils.
P

i+
2 (
o ()
fioy =204, (32)
r=0
where 6, are nonlinear weights.
The reconstructed values are obtained as
2
NG £ _
6y = %c,,f,_,ﬂ, r=0,1,2. (33)
]:

The constants ¢;; derived from the candidate stencils in Equation (34), are outlined in Table 1.
Se(iy = {Xj=r, .. ., Xi—r42}, r=20,1,2. (34)

The nonlinear weights 6, are defined as follows:

O =———,r=0,1,2 (35)
2 ~ T ’ ’
25:0 93

Table 1. Constants ¢;.

r j=0 j=1 j=2

0 1/3 5/6 —1/6

1 —1/6 5/6 1/3

2 13 —7/6 11/6
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with
~ r
' (¢ +/3r)2
3 3 1 (37)

I M T 2T 9y
13 2 1 2

Bo= E(fi —2fip1 +fiz2)" + Z(3fi — 4fit1 +fiv2)", (38)
13 o 1 2

B = E(1‘,-_1 = 2fi +fiy1)" + Z(fi_1 = fiy1)%, (39)
13 2 1 2

pr = 35 (o = 2y +6)% + L (o — 4fi +3)%, (40)

where ¢ is set as 107° to prevent the denominator of , being zero; , represents the linear weights;
and f, denotes the smoothness indicators.

Note that the abovementioned equations exhibit an upwind bias in the optimal linear stencil. If the
wind direction is reversed, the procedure results in a mirror image with respect to x;y1,2. To address
the potential changes in wind direction, a more robust approach is to use global flux splitting. To this
end, the Lax-Friedrichs splitting method is used herein.

f(k) = k) + k), [Z3))
(k) = %(f(l_() + ak), (42)
a = max,-(|f’(l_<)|, (43)

where f* (k) and f~ (k) are the splitting fluxes for the upwind and downwind directions, respectively.
The WENO approximation of £ (k) is represented as £ (k) = —i (f‘i+% — f‘,._%), and then, equation
(30) can be re-written as
ok -
= = L(k). 44
ot (k) (44)
The above equation can be solved by using the third-order total variation diminishing Runge-Kutta
method. Further, the temporal domain [0, T] is divided into several discrete time points 0 = to < t; <
- < ty, = T, and denote the numerical approximation to k at the nth time step tp as k". First, k® can
be obtained with the initial condition. Then, starting from the known value k"(n € N) at the n" time
step t,, the value k™t at the next time step t,,1 can be computed by using the following equations.

KD k7 4 AtLED), 45)

_ 3- 1 - T

K2 = 200+ SO 4+ AL, (46)
R0 = K4 209 4 AL ), “

where At = t, 11 — t, is the time step size, and k" and k@ are the intermediate stages.

5. Numerical examples

To demonstrate the physical properties of the SLWR model, two simulation experiments are con-
ducted: one involving a temporal bottleneck due to lane blockage and the other including a geometric
bottleneck due to road characteristics, using the DyBO method and MC method. The MC results are
used as a benchmark to validate the accuracy of the DyBO method. Various terms of spatial and
Hermite polynomial bases are evaluated in the sensitivity analysis.
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5.1. Nonlinear speed-density relationship

In this example, Drake’s model is used to describe the nonlinear fundamental relationship between
the traffic density and speed. Using the definitional relationship, the traffic flow can be obtained.

2
0t (@) = w(w)exp(—(W) /2) (48)
q(x, t, us(w)) = k(x, t, usr(0))u(x, t, us (w)), (49)

where k, is the optimal density, set as a constant value of 50 veh/km in this paper.

Using equations (47) and (48), stochastic patterns of the fundamental diagrams can be derived, as
shown in Figure 2, corresponding to the stochastic patterns of the fundamental relationship.

Further, the free-flow speed is interpreted as an inherent inclination of a driver to select a speed
under free-flow conditions, and when this speed is randomized, it can be concluded that that the
corresponding traffic flow and time headway also become random variables, as illustrated below.

E(q) = urkexp(—k®/2k3), (50)
Var(q) = ajszexp(—k2 /kg), (51)
1 1
E(z) = U—fkexp(kz /2k2) + ﬁajfexp(k2 /2k2), (52)
1
Var(t) = @ajfexp(kz /k%) — Wc‘jfexp(kz /k2), (53)

where E(q) is the mean of traffic flow, Var(q) is the variance of traffic flow, E(z) is the mean of time
headway, Var(z) is the variance of time headway, Ur is the mean of free-flow speed, and aff is the
variance of free-flow speed.

Incorporating equations (47) and (48), the governing equation of the SLWR model can be written

as
ok(x, t, us(w)) _ rk
ot
120 : : 4000
100
. 3000
< 80 =y
E =
< g
5 60 22000
@ =
o) o)
& 40 I
1000 |
20
0 0 :
0 100 200 300 0 100 200 300
Density(veh/km) Density(veh/km)
(@) (b)

Figure 2. Stochastic fundamental diagram.
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k(x, t, ur(w))? —k(x, t, ur())? \ ok(x, t, ur(w))
= (kgf - 1)Uf(w)exp( 2k§f ) axf . (54)

Using the m-term truncated solution k, the following expression can be obtained:

-kt kYTY —(k+ kY)Y ok + kyT)
Lk = (k(z, - 1)uf(a))exp( 202 o . (55)

Because this equation involves an exponential term, the standard derivation procedure of the DyBO
method cannot be directly applied. To address this problem, a Taylor series expansion is used:

~ I~(2 = =z ~ = 1 = ~ =
fk) = exp (_2k2) = (k) + f' () k= k) + "Rk = k) + O(Ax), (56)
where
_k k>
f' (k) = 2 &P ( T ), (57)
- 1 k2 k2 k2
(k) = — 2 exp( 2k2)+ @oP (—21(2) (58)

Then, the exponential term can be approximated as follows.

e 2 e k2 k e k2 HAKT
X| —— | = ex —— | — —=éX
P\ 212 P\T22 ) " 2P\ 22
1 1 Y\ K k2
| -=exp| —=—= )+ —exp| —— ) |kKATH"HAK'. 59
+ 2( kgexp( 2k§)+ kéexp( 2 (59

As the free-flow speed is a random parameter, it must be represented using Hermite polynomials.
Here, Z,, = cH" denotes a standard normal (i.e.Zy, ~ N(0, 1)),) where ¢ = (1,0, - -, 0) represents the
expansion constants:

uf(w) = Ur + ay,cH', (60)

where Uy is the mean, and oy, is the standard deviation of the random free-flow speed.
Through simple calculations, the following expression can be obtained:

e (/}2 + 2kHAK” + kATHT HAK
- 2

X | ex| /}72 Kex e HAK™ + 1 L e
P\722 ) " 12®P\ " 22 2\ 7P\ "2
122 k2 ok ok’
kA"H" HAK™ +HA— 61
k4 P ( 2k2 )) ox oX (61)

Subsequently, the following terms E[Lk], ELCkHIA = E[(Ck — ELLK])HIA, E[HT £k] can be easily calcu-
lated as the embedded Taylor series expansion transforms them into linear combinations. Thus, the
DyBO formulation of the SLWR model can be obtained using equations (25)-(27). Explicit terms are
presented in the Appendix B.

- 1) [UF + ouycH']



12 (&) T.FANETAL

5.2. Example 1

5.2.1. Settings

Consider a 2-km-long segment of a geometrically homogeneous highway road. There are no entrances
or exits in the middle of this road. The random free-flow speed follows a normal distribution with a
mean of 70 km/h and standard deviation of 10 km/h, i.e. us ~ N(70, 100). Moreover, the optimal den-
sity is a constant, i.e. ko, = 50 veh/km. Initially, the road is empty, and the left boundary involves a
trapezoidal traffic flow over time, as shown in Figure 3.

To examine the discontinuities of the solutions, a traffic incident is assumed to occur at the end
of the road section, blocking the whole traffic from t = 0.75 h to t = 0.77 h. During this period, no
vehicles can leave the road section, and thus, a queue emerges and propagates upstream. After this
period, the queue starts to dissipate.

5.2.2. Numerical results

A warm-up simulation with the MC method is conducted for a short period of 5 min to obtain initial
values of the spatial and stochastic bases. Subsequently, the DyBO formulation is implemented, which
allows the spatial and stochastic bases to evolve over time while remaining dynamically bi-orthogonal.
This approach eliminates the costs associated with the generation of covariance matrices and solution
of eigen-problems. Figure 4 shows the evolving patterns of the spatial and stochastic bases. Signifi-
cantly variability of the stochastic basis is observed att = 0.77 h, indicating abrupt change in the traffic
density due to the queue propagation arising from the blockage. This observation highlights that the
DyBO formulation of the spatial and stochastic bases can capture the variability of the randomness in
the SLWR model.

Given the highly nonlinear nature of the SLWR model, obtaining analytical solutions is typically
impractical. In contrast, the MC method is robust and can converge to the expected value with large
sample sizes due to the law of large numbers. By conducting simulations with different sample sizes,
12,800 MC samples are selected as a benchmark in this study. The relative root-mean-squared error

2000

1500

Traffic flow (veh/h)
S
o
o

500

Time (h)

Figure 3. Upstream demand.
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Figure 4. Spatial basis at different times: (a) 0.083 h; (b) 0.3 h; (c) 0.77 h; (d) 1.2 h.

(RRMSE) is defined to compare the accuracy of the DyBO solutions with against the benchmark MC
results.

1 k) _ n? 1 G
- . ~ = ps = . (0., —o;
RRMSE, = Vi Zit i~ PR 009, RRMSE, Vi 21 =00 q00%, (62
N it Pit N it Oit

where Pi(rk) and a,(tk) are the mean (MEAN) and standard deviation (SDEV) of the density of the kth case

for grid point (i, t), respectively; p; and o} are the converged MEAN and SDEV of the density from the
MC scheme, respectively; and N is the total number of grid points (space and time).

The accuracy of the DyBO method is affected by the truncated terms. Achieving a balance between
complexity and accuracy is essential. Through a comparison with the benchmark results obtained
using the MC method, different numbers of spatial basis (m = 3, 7, 11, 15, 19) and Hermite poly-
nomials (N, = 4, 8, 12) are used to calculate the MEAN and SDEV values, as shown in Table 2. The
RRMSEs of both MEAN and SDEV decrease with increases in the numbers of terms of the spatial basis
and Hermite polynomials. In addition, the computation time is substantially reduced compared with
the benchmark solution of the MC method, which requires more than 3,500 min. When N, = 12 and
m = 19, the RRMSEs of the MEAN and SDEV are below 2% and 5%, which may be considered accept-
able. For this example, it is observed that the DyBO solutions effectively converge to the benchmark
results with increasing numbers of terms of the spatial basis and Hermite polynomials.

Three representative time slots are selected to demonstrate the evolution patterns of the SLWR
models. Before the incident occurs, vehicles enter from the beginning of the road section and travel
to the end without any disturbance. Figure 5 illustrates the density patterns att = 0.3 h. The density
MEAN evolves smoothly along the road section, with a staircase-like fluctuation downstream. This phe-
nomenon occurs because heterogeneous drivers drive at different speeds, with faster drivers covering
more distance within the same time slot. In addition, with increasing numbers of terms of the spatial
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Table 2. RRMSEs of statistical quantities computed by the DyBO and MC methods.

No. of Hermite polynomials

N, =4 Np =8 Np =12
No. of spatial basis terms,m  MEAN  SDEV ~ Time (min) MEAN SDEV  Time(min) MEAN SDEV  Time (min)
3 21.1% 38.1% 2.26 16.6%  33.6% 2.32 13.9% 29.9% 241
7 6.6% 19.3% 2.40 5.2% 9.9% 2.50 4.3% 8.5% 2.59
" 50% 14.3% 2.58 2.9% 7.3% 2.69 2.6% 5.2% 2.74
15 35% 13.8% 2.70 2.3% 5.9% 2.88 1.7% 5.0% 2.95
19 2.6% 13.0% 2.82 1.7% 5.3% 3.12 1.6% 5.0% 3.17
50 1 30
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Figure 5. Density patternsatt = 0.3 h.

basis and Hermite polynomials, the MEAN and SDEV values approach the benchmark results of the MC
method.

When the incident occurs at the end of the road section, preventing vehicles from exiting while
upstream vehicles continuously arrive, a queue forms. Figure 6 shows the density patterns att = 0.78
h. A backward shock wave can be observed in the MEAN of the density. Furthermore, the SDEV of the
density remains low and stable before the shock wave, surges and becomes unstable in the region
in which the MEAN dramatically increases, and then stabilizes to a low value as the MEAN gradually
peaks. This patternindicates that heterogeneous drivers may arrive at the starting point of the queue at
different times, leading to significant variations in the densities. The speed differences among vehicles
diminish when the traffic approaches a fully congested state. The SDEV is expected to increase with a
larger number of heterogeneous drivers. Although the incident introduces a discontinuity, the DyBO
solutions exhibit strong convergence to the benchmark result, and the accuracy can be increased by
adding more spatial terms and Hermite polynomials.

After the incident is resolved, vehicles can leave the road section, and thus, the queue begins to dis-
perse. Figure 7 shows the density patterns att = 1.2 h. There is no traffic congestion at this point, and
the MEAN and SDEV remain stable along the road section, albeit slightly larger than those at t = 0.3
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Figure 6. Density patternsatt = 0.78 h.
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Figure 7. Density patternsatt = 1.2 h.
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h due to more vehicles entering from the beginning of the road section. These trends show that the
proposed model and solution method can accommodate different boundary conditions.

Because Taylor series expansion is applied to approximate the exponential terms in the DyBO for-
mulation, it is necessary to examine its effects on errors. Figure 8 shows the RRMSEs of MEAN and
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Figure 8. RRMSE with different orders of Taylor series expansion: (a) MEAN; (b) SDEV.

Table 3. Optimal densities of different road sections.

Road section Length (km) Optimal density (veh/km) Description

1 0-3 50 Adequately long to hold queuing vehicles

2 3-4 35 Decrease in capacity

3 4-5 50 Same setting as that of road section 1

4 5-6 30 Second bottleneck with further decrease in capacity to

demonstrate the second queue at the downstream end

SDEV for different orders of Taylor series expansion. Threecases(m =3, Ny =4, m =11, N, =8, m =
19, N, = 12) are considered, and the results show that the accuracy is enhanced with an increase in
the order of Taylor series expansion.

5.3. Example 2

5.3.1. Settings

As shown in Table 3, this example features a 6-km-long highway with varying road characteristics,
divided by two geometric bottlenecks. The optimal density represents these heterogeneous condi-
tions. Road sections with different optimal densities have various capacities, potentially resulting in
queuing at the upstream end when the capacity of the downstream section is exceeded. Other settings
are the same as those in the first example, except for the extended 2-h simulation period, implemented
to observe queue dissipation at the downstream end.

5.3.2. Numerical results

To demonstrate shock propagations between different road sections, DyBO solutions with 11 spatial
basis terms and 8 Hermite polynomial terms and MC solutions with 1,000 MC samples are obtained.
Road sections 2 and 4 have lower optimal densities and thus lower capacities. As the traffic demand
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Figure 9. Density patterns with geometric bottlenecks.

exceeds these capacities, queues form, as expected. In the absence of any blockage at the end of the
road section, the queues are expected to gradually dissipate and eventually clear if the traffic demand
remains below capacity. Typical time slots are selected to demonstrate density evolution along this
heterogeneous highway.

As shown in Figure 9, at t = 0.3 h, the traffic demand is lower than the capacities of all road sec-
tions, and thus, no queue is formed. However, the MEAN values for road sections 2 and 4 are slightly
higher than those for road sections 1 and 3, owing to their lower optimal densities. At t = 0.8 h, two
queues form at the beginning of road sections 2 and 4. These queues propagate upstream because the
traffic demand exceeds the capacities of road sections 2 and 4. The MEAN value for the downstream
queues is slightly higher than that of the upstream queues owing to the lower optimal density of the
former. The two queues dissipate upon reaching their optimal densities (i.e. 35 and 30 veh/km, respec-
tively). When the traffic demand exceeds capacities of the bottlenecks, the queues continue to grow.
Att = 1.2 h, the MEAN value of road section 2 exceeds 35 veh/km (i.e. the optimal density), indicating
congestion. The downstream queue overflows into road section 2. When the traffic demand is lower
than the capacities of the bottlenecks, the queue begins to dissipate. Att = 2 h, the queue is cleared.
These density patterns demonstrate the effectiveness of the DyBO method in solving the SLWR model
with geometric bottlenecks.

6. Conclusions

This study was aimed at extending the applicability of the SLWR model from linear speed-density rela-
tionships to nonlinear speed-density relationships, which can better reflect real-world traffic streams.
Compared with the linear speed-density relationship explored in a recent study(Fan et al. 2022), this
nonlinear extension increases the model complexity, rendering the previous DyBO formulation inap-
plicable. The challenge associated with considering the nonlinear speed-density relationship is that
expectations of the nonlinear terms cannot be directly calculated during the DyBO formulation. Taylor
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series expansion represents a promising strategy to approximate the nonlinear terms, and accept-
able accuracy can be achieved when sufficiently high orders are used. Simulation experiments were
conducted using Drake’s model, in which the free-flow speed was treated as a random variable.
The numerical results demonstrated stochastic variabilities along the road section over time. More-
over, typical phenomena, such as queuing and shock propagations, in the presence of temporal or
geometric bottlenecks could be simulated.

Compared with the MC method, the DyBO method requires considerably less computation time
while maintaining reasonable accuracy, and thus, it is more applicable in engineering practice. For
instance, in highway design, the proposed model can help identify critical locations resulting from
varying user distributions on different days. There might be situations where the average density at
specific locations is moderate, but with a large variance, leading to exceptional congestion on crucial
days that could be overlooked during the standard design process based on average user character-
istics. Furthermore, the likelihood of such critical situations can be quantified, allowing for a trade-off
between operational performance and construction cost. Another application can be related to road
network design. Traditional methods require updating the evaluation models each time network con-
ditions change. Incorporating stochastic factors in these cases would lead to significant computational
costs. In such scenarios, the DyBO method can considerably reduce the computational burden. How-
ever, real-world scenarios may have multiple sources of stochasticity. Future research can be aimed at
extending the proposed framework to consider different traffic stream models and multiple random
parameters.
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