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Abstract

An autonomous vehicle can sense its environment and operate without human
involvement. Its adequate management in an intelligent transportation system could
significantly reduce traffic congestion and overall travel time in a network. Adaptive
traffic signal controller (ATSC) based on multi-agent systems using state-action-
reward-state-action (SARSA (1)) are well-known state-of-the-art models to manage
autonomous vehicles within urban areas. However, this study found inefficient
weights updating mechanisms of the conventional SARSA (1) models. Therefore, it
proposes a Gaussian function to regulate the eligibility trace vector's decay mecha-
nism effectively. On the other hand, an efficient understanding of the state of the
traffic environment is crucial for an agent to take optimal actions. The conventional
models feed the state values to the agents through the MinMax normalization tech-
nique, which sometimes shows less efficiency and robustness. So, this study suggests
the MaxAbs scaled state values instead of MinMax to address the problem. Further-
more, the combination of the A-star routing algorithm and proposed model demon-
strated a good increase in performance relatively to the conventional SARSA
(A)-based routing algorithms. The proposed model and the baselines were
implemented in a microscopic traffic simulation environment using the SUMO pack-
age over a complex real-world-like 21-intersections network to evaluate their perfor-
mance. The results showed a reduction of the vehicle's average total waiting time
and total stops by a mean value of 59.9% and 17.55% compared to the considered
baselines. Also, the A-star combined with the proposed controller outperformed the

conventional approaches by increasing the vehicle's average trip speed by 3.4%.

KEYWORDS
adaptive traffic signal controller, agent-based learning, average waiting time, eligibility traces,
gaussian distance function, SARSA (1)
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1 | INTRODUCTION

Intelligent transportation systems (ITS) have evolved as a critical component of traffic management solutions, with researchers working to
improve their accuracy and efficiency. One of the essential aspects of ITS is intersection traffic signal control. Effective intersection traffic signal
controlling schemes, especially in over-saturated conditions, require actions based on the dynamic traffic factors of the corresponding and neigh-
bouring junctions and proper policy implementation. Several researchers proposed different techniques to address these problems. For example,
the fixed time (FT) controllers, which use previous data to determine the optimal timing of traffic lights, are the most extensively used technique.
However, this strategy cannot meet current traffic-stochastic needs or deal with unanticipated traffic circumstances (Osorio & Wang, 2017).
Because of the limitations of FT controllers, Webster's technique was developed, which uses inductive detectors to observe actual traffic condi-
tions and efficiently extend or terminate the green signal time by detecting the spacing between vehicles. However, it needs to pay attention to
the accumulated information of the traffic states, resulting in a lack of performance in terms of accuracy and efficiency (Eriskin et al., 2017).

The adaptive traffic signal control (ATSC) technique appeared in this context. The Sydney coordinated adaptive traffic system (SCAT; Sims &
Dobinson, 1980) and split, cycle, and offset optimisation technique (SCOOT; Hunt, 1981) both use adaptive systems to overcome the drawbacks
of previous methods by collecting real-time traffic flow data at each intersection to control traffic signal timing effectively. The SCAT systems
count vehicles at each stop line, whereas SCOOT uses an upstream network of advanced detectors to obtain traffic data. Using these detectors,
SCOOT gives a higher resolution of current traffic conditions, such as traffic flow and the number of automobiles in the queue before they reach
the stop line. The SCAT and SCOOT use centralized control techniques, with systems running locally, and intersection coordination is achieved
through communication among neighbours. When a junction releases multiple vehicles, it notifies the next intersection of the time and quantity
of vehicles to expect. However, the effectiveness of such approaches is highly dependent on the position and reliability of the detector.

Deep-learning (DL) models recently exhibited their worthiness in self-ATSC schemes, demonstrating significantly improved accuracy and resil-
ience (Bouktif et al., 2021). It is commonly known that DL models can extract essential information from raw data. On the other hand, reinforce-
ment Learning (RL) data differs significantly from traditional DL datasets, which contain massive amounts of hand-labelled data from a defined,
independent distribution. Additionally, RL data only has noisy, sparse and delayed rewards. The data is also interconnected, and as the agent
learns, the data distribution changes. Then, there is the question of whether or not deep reinforcement learning (DRL) can serve the same pur-
pose. Is it possible for an agent to learn from raw data with many dimensions? Q-Learning models are most suited to mitigate these concerns
where the agent learns from several recent encounters.

ATSC using state-action-reward-state-action (SARSA (1)) algorithm has been applied by numerous researchers (Alegre et al., 2022; Aziz
et al., 2018; Ziemke et al., 2021), and (Kekuda et al., 2021). Aziz et al. (2018) introduced an online SARSA (/) model and demonstrated its goodness
concerning the off-line SARSA (1) based models. However, the state space is generally huge in the case of traffic, and the proposed model failed
to deal with the enormous dimensionality problem of the traffic states. The authors of Ziemke et al. (2021) applied the SARSA (1) with Fourier
basis function approximation technique to address the problem and demonstrated a tremendous improvement in performance for a single inter-
section compared to the FT controller and traditional SARSA (1) based models. Kekuda et al. (2021) proposed an n-step SARSA model for a
4-junction network considering four types of vehicles. The proposed algorithm helped the agent predict circumstances in the far future. Neverthe-
less, it suffered from a convergence problem resulting in learning a substandard policy. Furthermore, a more robust controlling scheme must con-
sider multiple intersections; hence, in Alegre et al. (2022), the authors employed a similar approach in a city-wise traffic network to address this
problem by considering a city network with a 22 signalized intersection to demonstrate its effectiveness. A parameter A valued in the (0-1) range
provides the decaying of the eligibility trace vector. This parameter influenced weight updates, resulting in an inefficient updating process.

The new model proposed in this article introduces a Gaussian decaying mechanism to address the aforementioned problem. In addition, the
previous models employed MinMax (Patro & Sahu, 2015) normalization on the traffic state values, resulting in a lack of resilience. Because it may
normalize within the (—1,1) range with the arrival of any negative state-space component, this study justifies the usefulness of the MaxAbs
(Ogasawara et al., 2010) technique instead of the conventional approaches to address the problem and enhance further the performance.

Routing algorithms aim to maximize the likelihood of arriving on time when travelling between two locations within a specific time budget.
Compared to traditional algorithms, the A-star and Dijkstra routing algorithms, although old, can significantly boost the chance of on-time arrival
(Niknami & Samaranayake, 2016). This article proposes a SARSA (1)-based multi-agent TD-Learning ATSC on handling autonomous vehicles oper-
ating on A-star and Dijkstra routing algorithms in an urban environment. Compared to conventional SARSA (1) and FT controller-based tech-
niques, combining the A-star routing algorithm and the proposed multi-agent TD-Learning algorithm revealed a significant performance

improvement. The main contributions of this study are as follows:

o |t proposes a Gaussian approach to regulate the decaying mechanism of the eligibility trace vector for enhancing weights updating efficiency.
o |t also implements a real-world-like simulation environment by considering seven classes of vehicles: car, bus, truck, delivery vehicle, motorcy-
cle, bicycle, and an emergency vehicle, with varying characteristics to justify the model's performances.

o |t exhibits the worthiness of MaxAbs normalization techniques instead of conventional MinMax to obtain the traffic state values.
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e |t also demonstrates a further enhancement of autonomous vehicle trip performance by combining the A-star routing algorithm with the cur-

rently proposed traffic signal controlling approach.

The rest of this article is organized as follows: Section 2 presents a summary of selected state-of-the-art works along with their performances
and limitations; the proposed model formulation is given in Section 3; the experimental setup and results are presented in Section 4; Section 5 is
devoted to discuss the overall performance and feasibility of the proposed model in real-world like environments, and finally, conclusions are

drawn in Section 6.

2 | RELATED WORKS

The ATSC problems can be solved using different techniques. For example, vision-based algorithms can potentially address tasks in a manageable
way. However, such models require complete traffic scene understanding, which needs more improvements to provide optimal outcomes
(Muhammad et al., 2020, 2022). Hence, the multi-agent RL techniques are the current state-of-the-art in managing vehicles within road networks.
Many existing traffic-control systems require a preset model of the traffic environment to ensure optimal performance. The relationship between
actions, states, and the environment is learned by interaction with the environment in Q-Learning, which does not require a predefined environ-
ment model. One of the benefits of RL algorithms is that they are adaptable and may respond to dynamic sensory inputs and a dynamically chang-
ing environment through continuous learning and adaptation. The one-step Q-learning algorithm is adaptable to inline real-time learning since it
updates the Q-estimates at short intervals in conjunction with each action.

Q-Learning is also an off-policy algorithm because it learns significant knowledge while experimenting with behaviours that may be sub-
optimal later. With promising results, Abdulhai et al. (Abdulhai et al., 2003) were among the first to use Q-Learning for traffic signal control in con-
gested intersections. Using the green light district (GLD) simulator, Wiering et al. (Wiering et al., 2004) proposed an adaptive optimisation
approach based on RL. The authors compared it to nonadaptive controllers, exhibiting incredible performance enhancement, particularly for light
and medium traffic states. However, for over-saturated conditions, the results also showed a performance degradation. In the work of Wunderlich
et al. (2008), a longest-queue-first maximal-weight-matching (LQF-MWM) method demonstrated its goodness in ensuring optimal performance. It
outperformed existing baselines in high-load scenarios to maximize throughput. It can be noted that these works are limited to one or two isolated
intersections and hence, lack robustness.

Arel et al. (2010) presented a multi-agent RL technique to study a five-junction traffic network, where an autonomous intelligent agent managed
each intersection. The experimental results indicated the advantages of multi-agent-RL-based control over LQF-based methods. Prashanth and
Bhatnagar (2011) provided another approach in order to improve the performance by incorporating multiple timescales stochastic approximation in
a policy gradient actor-critic algorithm, which outperformed typical Q-learning algorithms. A reasonably extensive network was modelled using
multi-agent systems by Abdoos et al. (2013), which explored Q-learning and holonic Q-learning approaches to control traffic signals. The experimen-
tal results exhibited an improved performance of holonic Q-learning in limiting over-saturation, reducing average latency, and increasing throughput.

Coordination among agents is essential to enhance robustness, particularly for over-saturated intersections. Aziz et al. (2018) investigated
information sharing among all signal controllers by presenting an R-Markov Average-Reward-Technique-based RL (RMART) algorithm that out-
performed in over-crowded scenarios and dramatically reduced traffic emissions. Also, Li and Xu (2021) introduced the information-sharing deep
deterministic policy gradient (KS-DDPG) algorithm, demonstrating substantial efficiency in controlling large-scale networks and coping with traffic
flow variations when considering knowledge sharing among agents. The need for further enhancement in robustness and accuracy prompted
(Wang et al., 2021) to develop a cooperative group-based multi-agent reinforcement learning-ATSC (CGB-MATSC) framework, which reduced
the average waiting time by 42.08% compared to the FT controller. Therewithal, an n-step SARSA algorithm using linear function approximation
method exhibited a 5.5% reduction in average queue length compared to LQF-based approaches (Kekuda et al., 2021). However, the proposed
model suffered from a serious convergence problem resulting in learning a substandard policy. The literature provides some solutions to the prob-
lem through traffic phase duration-aware approaches. For example, Zhao et al. (2022) presented a traffic intensity and phase duration-aware RL
approach, which showed the potentiality to address these drawbacks.

Yen et al. (2020) proposed a deep duelling SARSA model based on a reward function defined by the ratio of the throughput and average
delay, which outperformed the DQN and Deep SARSA-based algorithms. In Antes et al. (2022), the main focus was improving the agent's
decision-making accuracy by proposing a hierarchical information-sharing scheme based on SARSA. The experimental results shown improved
performance compared to the FT and convention SARSA models. Besides, automatic goal generation models provide promising outcomes in deal-
ing with the ever-changing traffic environments and unseen traffic events to enhance ATSC robustness (Ghanadbashi & Golpayegani, 2022).

The methods aforementioned still require improvements in terms of robustness and accuracy, particularly for over-saturated conditions and with
the arrival of non-recurrent events like accidents and other emergencies. The main focus of the proposed model was to achieve further performance
improvements of the SARSA (1) by implementing a Gaussian decaying mechanism of the eligibility trace vector for addressing efficient weights

updating problems. Also, to increase the agent's decision-making abilities, the MaxAbs scaling of state values was incorporated in the algorithm.
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3 | METHODOLOGY

An agent performs specific actions in the environment, so the state it is in will change accordingly. Also, every action taken will get a reward with
the evolution of states. The agent will learn about the environment through the process and understand what action will lead to good or bad
rewards. A pre-programmed traffic signal control, such as an FT controller, changes the signalling state according to a predefined time budget. On
the other hand, an RL-based traffic signal controller learns the signalling scheme through its experiences by taking actions and getting rewards.

If S, a, R, and y represent state, action, rewards, and discount factor, which determines the number of rewards an RL agent would get in the
far future compared to the near future, respectively, then, according to the Bellman equation (Modares et al., 2014), the value of a state, V(S), can

be calculated as:

V(S)= max (R(S,a)+rV(S)), 1)

where V(S') represents the value of following S’ state. An agent can take many actions, but only the optimal action is to be considered; hence,
max is used. When an agent takes action for a given state, it will get a reward, which can be positive, negative or zero, and get into a new S’ state.
So, three separate Bellman equations will be built for three possible actions, that is, turning the signal red, green, or yellow.

There are two kinds of search: deterministic and non-deterministic. In a deterministic search, if an agent is decided to go to a particular state,
it will do it with 100% of probability. While the non-deterministic search is a stochastic process, there are generally multiple options (Sutton &
Barto, 2018); for example, if it wants to change the traffic state into green, there would be 10% of probability for red or yellow, and depending on
the problems, the randomness could be different, which resembles reality in a much comprehensive manner. This study constructed the Q-
learning agents to perform the non-deterministic search mechanism. The plan is simply like an artificial intelligence treasure map problem. How-
ever, the non-deterministic search mechanism has no predefined plan because the agent cannot know what will happen next. Hence, instead of a
plan, generally, the policy is best suited for the current purposes. The Q-learning agents will learn the best policy to deal with an environment
throughout the training process.

3.1 | Markov decision process

A Markov Process can be described as a property where the conditional probability distribution of a future state, that is, the action to be taken by
the agent, only depends on its present state, not the sequence of events that preceded it. On the other hand, a Markov decision process (MDP) is
a mathematical framework that the agents can use to understand what to do in a stochastic environment. Mathematically, the MDP is just an
add-on in the Bellman equation (Otterlo & Wiering, 2012). Equation (1) is for a deterministic search where the value of the future S’ state is cer-

tain. However, in a stochastic process, S’ cannot be fully determined, and hence, Equation 1 needs some modification:

V(S)=max(R(S,a) +7(P1"V(Sy) +P2"V(Sy) +....)), (2)

a

where Py,P,, ... represent the probability of getting into V(5;/),V(Sy), ... states, respectively. To be more formal, Equation (2) can be written as:

V(S) = max | R(S,a)+7) _P(5,a,S)V(S) |- (3)
a 5

Equation (3) is the framework that the agents will use to solve the non-deterministic search problems where random events, which cannot be

controlled, are happening.

3.2 | Q-Learning

Instead of looking at the values of each state, the agent can consider the values of each action. Hence, Q(s,a) values come into play, where Q rep-
resents the quality of action rather than the value of the state. Because actions lead to states, there is some relationship between the values of

the states and Q-value functions. When an agent takes action, it will get a R(S,a) reward and will end up in a new state, which is stochastic and

85UB017 SUOULIOD BAITER.D 3|1 (ddde 8up Aq pauseA0b a1 SR NIE YO (38N JO S3IN1 104 ARIQIT BUIUO AB]IM UO (SUORIPUO-PUR-SULBY WD A8 1M AR pU1UO//SANY) SUORIPUOD PUe SWB L U} 88S *[202/2T/2T] Uo ARiqI auliuo AB|IM * 010d Op SpepsieAIUN - SDIeAe L BA|IS BQ 01RAIY 0eor Aq TOEET ASXe/TTTT OT/I0p/w00™A8 | Im AReid 1)Ul uo//Sdny wo.y papeojumoq ‘T ‘SZ0Z ‘76E089rT



REZA ET AL.

xpert Systems sfigz) -

can be quantified by the expected y3° o P(S,a,5')V(S') value function. From Equation (3), which represents the V(S) value function of a S state,
Q(S,a) can be formulated both as (van Hasselt et al., 2016):

Q(S,a)=R(S,a) +;/ZP(S,a,S/)V(S/), 4)

g

Q(5,a)=R(S,a)+7> _P(S,a,S)maxQ(S,a"). (5)
5 a

3.21 | Temporal difference

Temporal distance (TD), which may be defined as the difference in Q values at different times, allows an agent to calculate Q values in a non-
deterministic environment. From the Bellman equation of Q values (Equation 5), the value of performing a particular action in a specific state by
an agent depends on the rewards after completing the action and the summation of the expected values of the states it may end-up. Before tak-
ing action, assume that Q value is Q(S,a). After an action is taken, the Q value can be calculated using Equation (5). TD is defined by the difference
between these two values and can be formulated as (Taylor et al., 2006):

TD(a,S) =R(S,a) + yZP(S,a,S’) maxQ(S',d') —Q(S,a). (6)
g a

Is there any difference between Equation (5) and (6)? Ideally, both equations should be the same. Nevertheless, the fact is that Q(S,a) is previ-
ously known, and the remaining one is calculated after taking action. So, there is no guarantee that both equations are the same because of the
randomness of the environment. The agent learns through these differences as can be formulated by:

Qi(S,0) = Qi-1(S,a) +aTDx(a,5), @)

where «a is the learning rate between O (zero) and 1 (one). Equation (7) is the heart of the Q-learning algorithm, which indicates how the Q values

are updated. The algorithm is said to be converged when the TD starts becoming closer and closer to O (zero).

3.3 | Proposed algorithm

The proposed algorithm is an improvement of the SARSA-TD Q-learning algorithm, mainly in terms of policy, where the target policy is the same
as the behaviour policy. Two successive state-action pairs and the agent's immediate reward while transitioning states determine the new Q value.
In traditional Q-learning, the target policy is always greedy; in the proposed method, the target policy is selected based on the behaviour policy of

a certain state. Hence, Q values are calculated according to:

Q(S.a)=R(5,a)+7>_P(5,a,5)Q(S.a). (8)

g

The policy assessment mechanism is TD(1), which is easily transformable into a control method. Regarding learning, predicting the expected
return is based on the state and the action rather than just the status. More precisely, rather than learning an estimation of the state-value func-
tion, v, the model learns an estimate of the action-value function, q. Also, the policy is based on action-value estimations rather than a fixed policy
that generates the behaviour. Because these estimations tend to improve with time, the policy also does. An exploration technique usually obtains
precise estimates for all state-action values. This research employed an ¢ —greedy behaviour policy. Algorithm 1 explains the proposed model,
where y is an action-feature vector, and 6%y is a linear estimate of g, at t time step. A common way to derive a y action-feature vector from a
state-feature vector involves an action-feature vector of n| A| size, where n is the number of state features and | A | is the number of actions. Each
action corresponds to a block of n features in this action-feature vector. The features in y correspond to an action taken according to the values
of the state features; the features corresponding to other actions have a value of O (zero).

After completion of an action, the weight is updated following Equation (9). It uses the gradient descent with linear function approximation

rule, which in this case is a 7" order Fourier approximation, to update 8 weight according to:
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ALGORITHM 1 Proposed algorithm (1)

Require: Input (a, 4,7, Oinit)
0 — Oinit;
Loop (over episodes);
Obtain initial state S
Select action A based on state S
y «— features corresponding to S,A
e < Gaussian Random; Q4 < O
while terminal state has not been reached do
take action A,observe next state S’ and reward R
select action A’ based on state S’
y' — features corresponding toS', A’
(when S’ is terminal state,y’ — 0)
Q0'y
Q 64y
TD—R+yQ -Q
for A in range action-dimension do
if A == action then
e—yle+y—ayi- (eTu/)y/
0« 0+a(TD+Q— Quig)e — a(Q— Qo )y
else
e—yle
e—exp (—A2 /1ooo)e
60— 0+a(TD+Q—Qoia)e
end if
end for
Qoa — Q'
w—y A=A
end while.

6=60+a(TD+Q— Qq)e — a(Q— Qo) ®)

where e is the eligibility trace vector, generally used to serve the credit assignment problem, and is updated using:
e=yle+y—ayl- (eTy/)y/. (10)

Each weight update includes data from previously visited states attributed to the values acquired by e vector, and 4 controls its decaying
mechanism. This study proposes a Gaussian distance decaying mechanism for decaying the eligibility traces vector according to:

e:exp(—Az/looo)e. (11)

Figure 1 illustrates the difference between the conventional and proposed eligibility traces decaying mechanism. The convention approaches
use a A parameter within the (0,1) range to control the decaying operation, which follows sharp decay and rapid saturation with time. This effect
causes a less effective weight-updating process. On the contrary, the proposed Gaussian decaying technique is much more productive in control-
ling the weight-updating process because it can efficiently regulate the decaying mechanism.

The flowchart of the proposed model is illustrated in Figure 2 to understand its working mechanism better. The state space comprises the

information on the current signalling phase and its elapsed time divided by the maximum green time, vehicle lane density, and vehicle queue
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FIGURE 1 Simplified illustration of the proposed Gaussian eligibility trace decaying mechanism

length. The agents observe this information as a vector in every time step. The state-space vector is normalized before feeding to the agents. Con-

ventional SARSA (1) uses MinMax normalization technique to standardize those values using (Al Shalabi et al., 2006):

X _Xmin.

MinMaxx = ———.
X Xmax. *Xmin.

(12)

However, one of the major disadvantages of MinMax is that it normalizes features within (—1,1) if the state space vector component con-
tains any negative feature value. Hence, this study introduces the MaxAbs normalization approach to address the problem. Each feature in

MaxAbs is scaled using its maximum value as (Al Shalabi et al., 2006):

MaxAbsy = (13)

X
Klmax.

The action space comprises three discrete actions: green, red and yellow. However, an agent can change the current active signalling phase if
and only the elapsed time is equal to or greater than the minimum green time. After several trial-error tests, the optimal minimum green time was
found to be 5 units in the SUMO package. Figure 3 illustrates the phase-changing scheme of an arbitrary intersection between 1000 and 1230s
of simulation. The x-axis and y-axis depict the time (s) and signalling phases of different intersection lanes, respectively. The red colour indicates
that the vehicles need to stop. Yellow means they are ready to move ahead, while green allows them to advance.

The reward function is defined as the change of cumulative delay, which is calculated by summing the individual delay of the total incoming

vehicles at a certain time and has the form:

Reward = Delay, — Delay ¢ 1) (14)

3.4 | Dijkstra algorithm

Dijkstra's algorithm (Dijkstra et al., 1959) is famous for finding the shortest paths between nodes in a network. It fixes a single node as the
‘source’ node and finds the shortest paths to all other nodes in the network, producing the shortest path tree. For example, suppose the network
nodes and edges represent cities and driving distances between pairs of cities connected by a direct road. In that case, Dijkstra's algorithm helps
find the shortest route between one city and all other cities. The working mechanism of Dijkstra is quite simple: it picks the unvisited vertex with

the lowest distance and calculates the distance through it to each unvisited neighbour. It then updates the neighbour's distance if smaller and
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marks it as visited when done with neighbours (Wang et al., 2011). This study uses a built-in Dijkstra algorithm within the SUMO package (Lopez
et al., 2018) to find the shortest path from a single source vertex to all other vertices in the network.

The algorithm's major disadvantage is that it does a blind search, thereby consuming time and wasting necessary resources. Another disad-
vantage is that it cannot handle negative edges. It leads to acyclic graphs and most often cannot obtain the right shortest path (Darwish
et al., 2019).

3.5 | A-star algorithm

The A-star algorithm, initially designed to find the least-cost paths for a predefined source-destination pair, effectively finds the optimal paths for
any problem satisfying the conditions of the cost algebra. It works based on heuristic methods to achieve the optimal path, calculates the cost to
travel to the neighbouring nodes and chooses the node with the lowest cost. If f(n) denotes the cost, A-star chooses the node with the lowest
f(n) value, where n denotes the neighbouring nodes. The calculation of the value can be done as (Edelkamp et al., 2005):

f(n) =g(n)+h(n), (15)

where g(n) is the shortest path's value from the source to nth node and h(n) represents the heuristic approximation of the node's value. It is opti-
mally efficient within a fixed cost budget (Paul et al., 2011). This study uses a built-in algorithm within the SUMO package to find the ultimate
path from a single source vertex to all other vertices in the network.

4 | EXPERIMENTS

The proposed algorithm was trained for 100 epochs, and each took around 5 min on a system with an Intel® Core™ i7-10750H processor at 2.6
GHz, 16 GB of RAM, without any graphical processing units (GPU), and Ubuntu as the operating system. The Python open-source PyTorch
machine learning library was used as the coding platform. The code implementation comprised three main steps. The first step covers the building
of the SUMO environment. The ‘sumo-rI’ package (Alegre, 2019) using SUMO ‘Traffic Control Interface (TraCl) and ‘OpenAl Gym’ (Brockman
et al., 2016) were used to import it. The network (with extension ‘.net.xml’) and route files (with extension’.rou.xml’) were carefully built to load
the environment on the simulator. Seven classes of vehicles with different characteristics were incorporated within the environment. Table 1 sum-
marizes their main characteristics. SpeedFactor depicts each vehicle's speed distribution, that is, the normal distribution of mean and standard
deviation, in the context of their legal speed limits.

The second step was devoted to modelling the agents. This study implemented a multi-agent learning approach where one independent
agent handles each intersection. Every agent is identified with agent ids, that is, traffic-signal-ids. The action and observation space is a mapping
from agent traffic-signal-ids to their individual spaces. The agents typically choose the course of action with the highest Q-value, but also explore
with a fixed low likelihood. In fact, they must select an alternative course of action if the elapsed time is greater than max_green =50 in the last
signal phase. If not, the e-greedy scheme is followed. The reward function is the difference between consecutive waiting times. After several trail-
error tests, the following hyper-parameters provided the best overall performance: num_seconds= 3600, yellow_time=3, min_green=>5,
max_green =50, a =0.000000001, y =0.95, e=0.05, and 1=0.1. Here, a, y, and ¢ represent the learning rate, discount factor, and exploration
rate, respectively. These values were chosen because they are more common in the literature and provided the best outcomes after performing
extensive experiments. However, the utilized hyper-parameter tuning scheme is time-consuming and difficult. Also, it requires considerable com-
putational resources. So far, the research community in RL fields put less emphasis on developing adaptive tuning schemes, that is, only a few

related research articles were found in the literature, for example, in Kiran and Ozyildirim (2022), which should be addressed robustly. The second
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step concluded with implementing the baseline model suggested by van Seijin et al. (2016) and Kekuda et al. (2021) with identical parameters and
network configurations.

Finally, the third step was dedicated to visualization purposes. Python ‘Matplotlib’,’Seaborn’,”Numpy’,’Pandas', and ‘Glob’ packages were
used to serve the purpose. A predefined moving average function of variable window size using standard deviation and mean values of metric
components was implemented to build the graphs. This approach increased the smoothness of the graphs to make them easily understandable to
evaluate the algorithms' performances.

4.1 | Road network

This study addressed two road network scenarios: a simple one with two intersections (Figure 4), designated as scenario-1, and a complex
real-world like 21-intersections network from Ingolstadt, a city of Bavaria in Germany (Figure 5), designated as scenario-2. To make the simu-
lation similar to real-world traffic environments, buses, trucks, emergency, delivery vehicles, motorcycles, and bicycles were included along
with passenger cars in both scenarios. The vehicle flow assimilates the morning peak hours of regular working days of a week, where a con-
siderable influx is observed. The simulation took 3700 s on the SUMO package for each scenario. Scenario-2 contains the road network with
a total lane length of 152.45km, including 381 intersections. It generated 4212 vehicles within the network, a bulk of which was produced during
the start of the simulation to resemble a morning peak hour case. This study compared the proposed algorithm with conventional SARSA (1) based
on MinMax, MaxAbs, and Standard normalization techniques. These baselines were also simulated using the same scenarios with identical hyper-
parameters.

TABLE 1 Vehicle classes and characteristics of the simulation environment (Vmax(m/s), Gmax (m/sz) and norm(Mean, SD) represent the
maximum speed, acceleration and normal distribution of the mean and standard deviation of the vehicles speed, respectively)

VClass Numbers Vinax(m/s) Amax (M/?) Speed factor (norm(Mean,SD))
Delivery 684 55.56 2.6 norm(1.0,0.05)

Passenger 3219 55.56 2.6 norm(1.0,0.1)

Bus 54 27.78 1.2 norm(1.0,0.0)

Truck 93 36.11 13 norm(1.0,0.05)

Motorcycle 100 55.56 6.0 norm(1.0,0.1)

Bicycle 51 5.56 1.2 norm(1.0,0.1)

Emergency 11 55.56 2.6 norm(1.0,0.0)

FIGURE 4 lllustration of scenario-1
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FIGURE 5 |lllustration of scenario-2: It is a 21-intersections road network from Ingolstadt, a city of Bavaria, in Germany

4.2 | Results

The performance of the proposed algorithm was evaluated based on state-of-the-art metrics, mainly total waiting time (TOT), average delay time,
and the average number of stops (TOS).

421 | Total waiting time

TOT during one signal cycle can be expressed as the sum of two components:

W=Wq,+W,, (16)

where W1 and W, represent the total waiting time experienced in the red phase and green phase, respectively, and are defined as:

(c-8)
wi=[ @) +A), (17)

and

W, = Jc Q(t)dt, (18)
(c—g)

where ¢ = signal cycle, g = effective green signal time, Q(t) = vehicle queue at t time, and A(t) = cumulative arrivals at t.

422 | Average delay per vehicle

If d, ¢, 8, x, and q represent the average delay per vehicle (s), cycle length (s), effective green time (s), degree of saturation, that is, flow to capacity

ratio, and arrival rate (veh/s), respectively, then the average delay per vehicle can be formulated as (Bilgram et al., 2021):
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Cc(1-gje? R N
d‘zuf(g/c)x]*zquxro‘@(;z) xS, (19)

This study obtained the experimental results after training the proposed algorithm and the baselines under consideration up to 100 epochs
based on the above-mentioned experimental setup and hyper-parameter tuning schemes. In scenario-1 of a two intersection road network, the
proposed algorithm achieved an average TOT and TOS of only 117.55s and 5.12, which represent 9.97% and 8.41% of improvement relative to
the conventional SARSA (1), respectively. Table 2 and Figure 6 let one realize the performance of the proposed model on a simple road network
like the one of scenario-1. The shaded region over the plots shown in this figure represents the standard deviation of TOS values. The moving
average window of 1 (one) size helped to smooth the lines of the plots.

Since the proposed model showed its goodness on a small demo network compared to the baseline, examining its performance on a real-
world-like network is necessary to strengthen its worthiness. Most of the models presented in the literature are evaluated on smaller networks
with few vehicle classes leading to a lack of interpretation ability. One of the goals of this study was to address this shortcoming by evaluating the
model in a city-wide network which closely resembles a real-world network.

So, for the complex road network of scenario-2, the proposed model also exhibited its worthiness in achieving an average TOT and TOS of
396.04 s and 7.40, respectively. In terms of statistics, the results showed 39.27%-80.52% and 2.12%-32.97% improvements by the proposed
algorithm relative to the conventional SARSA (1), SARSA (1)-MinMax and SARSA (4)-SD-based traffic signal controllers. The dominant outputs of
the agent built in the previous steps arose from the efficient weight update method and MaxAbs normalization on observation space components
to feed the agents. Table 3 details the proposed model's performance and the of baselines under consideration.

Figures 7 and 8 illustrate the proposed model's performance compared with the other baselines regarding average TOS and TOT, respec-

tively. Although the SARSA (1)-SD-based traffic signal controller showed the worst result among all the under-comparison models in average TOT,

TABLE 2 Performance comparison of the proposed algorithm relative to the baselines on scenario-1 (* represents the best result; the SARSA
(4) was implemented according to Alegre et al., 2022)

Models Average TOT (s) Average TOS
SARSA(2) 130.57 5.59
Proposed 117.55* 5.12*

GO0
------ Conventicnal SARSA (lambda)
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100

300

200
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FIGURE 6 Average total waiting time for the experiment on scenario-1

TABLE 3 Performance comparison of the proposed algorithm relative to the baselines on scenario-2 (* represents the best result)

Models Average TOT (s) Average TOS
SARSA(2) 652.8 8.1

SARSA(Z) — MaxAbs 999.85 11.04
SARSA(1) —SD 2033.68 7.56
Proposed 396.04" 7.40*
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it exhibited a close-ever performance on average TOS with the proposed algorithm. Similarly, the shaded region over the plots shown in those fig-
ure represents the standard deviation of the TOS and TOT values. The moving average window of 1 (one) size helped to smooth the lines of the
plots. During the morning rush hours, the road networks generally undergo the highest pressure of vehicles, and the network route file was care-
fully constructed to mimic this usual trend. When the ATSC works well, the generated vehicles can easily pass through the intersections and exit
the network according to their route definition. Otherwise, they would get stuck on the road resulting in congestion. The initial peaks of the fig-
ures suggest that the ATSC is dealing with morning rush hours, and the proposed model exhibits superior performance in handling the peak hours
than the considered baselines. It can be observed from Figure 8 that the TOT curve continues to rise instead of falling to the horizontal line for
the SARSA (1)-SD-based controller. It suggests the inefficiency of the ATSC based on that particular model to help the vehicles pass through the
intersections resulting in congestion, that is, higher waiting time.

The reward function was the difference between the cumulative vehicle delays of the intersections, and its distribution was also analysed.
The maximum, minimum and standard deviation of the cumulative rewards of the proposed model was 24.02, —24.02 and 0.31, respectively. On
the other hand, for the conventional SARSA (1), their values were 13.53, —20.12 and 0.24, respectively. These values accounted for the model's
superior performance relative to its baseline.

This study also examined the performance of two routing algorithms: Dijkstra and A-star. The average speed (m/s) of the vehicles following
the A-star routing algorithm with the proposed traffic signal controller (Astar_Proposed) was 5.96m/s, which over-performed A-star routing algo-
rithm with SARSA (1)-based traffic signal control (A-star_SARSA (1)) and Dijkstra routing algorithm with SARSA (1)-based traffic signal control
(Djk_SARSA (1)) by 17.1% and 30.7%, respectively. Moreover, the average time loss (s) per vehicle obtained by Astar_Proposed was equal to
57.36s, which, relatively to A-star_SARSA (1) and Djk_SARSA (1), was 88.26% and 75.15% less, respectively. Table 4 allows one to clearly perceive
the superior performance of the routing algorithms in the proposed signal controlling scheme.
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FIGURE 7 Average TOS for the experiment on scenario-2
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FIGURE 8 Average total waiting time for the experiment on scenario-2
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TABLE 4 Performance comparison of the three studied routing algorithms (* represents the best result)

Models Average speed (m/s) Average time loss (s)
Dijkstra_SARSA (1) 4.13 132.51
Astar_SARSA (1) 4.94 145.63
Astar_Proposed 5.96" 57.36"

Comparison of different eligibility traces methods
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FIGURE 9 Different eligibility trace vector initialisation (ET-1, ET-2 and ET-3 represent the initialisation of the eligibility trace by a null,
Gaussian random and unit vector, respectively)

5 | DISCUSSION

The currently employed traffic signal controllers in Europe, like the FT controller, cycle in sequential order all of the time and do not rely on any
detection, irrespective of the kind of intersection. Hence, the signals follow the cycle even if no vehicles are present. For light traffic states, it
might work well. However, such controllers are less effective when traffic varies significantly during the day. In this context, the DRL-based con-
troller, particularly SARSA (1), can potentially address these problems. Researchers are finding ways to improve its effectiveness and efficiency.
This study aims to further enhance its worthiness by introducing a Gaussian function for effectively decaying the eligibility trace vector. Because
updating the weights also depends on the eligibility trace vector, the study demonstrated the proposed decaying mechanism to be more efficient
than the conventional approach.

Also, conventional SARSA (1) uses the MinMax normalization technique to scale the observation space vector between [0,1]. However, Min-
Max possesses one demerit: it might scale the observation space vector by (—1,1) if any of the components have a negative value. This research
introduces the MaxAbs scaling technique to solve such a problem, demonstrating its goodness in improving the model's performance.

The proposed model employs state-of-the-art average TOT and TOS for its evaluation purpose. Its performances demonstrated promising
outcomes in a small road network and a complex real-world-like network with many signalling intersections. The results proved its worthiness by
achieving 39.27%-80.52% and 2.12%-32.97% of improvements compared to conventional SARSA (1), SARSA (1)-MinMax and SARSA (1)-SD-
based traffic signal controllers. The proposed algorithm can deal with the traffic dynamics more effectively, resulting in a reasonable performance
improvement compared to the studied baselines. Besides, it can efficiently adapt to new and unseen traffic scenarios in a more manageable way.
However, during the study, it was also observed that the proposed algorithm works less effectively when the number of vehicles increases
abruptly.

Furthermore, this study also found that initialising the eligibility trace vector often plays a vital role in achieving optimal performance. Three
different initialisation approaches were investigated in this regard: initialisation by a null vector, unit vector and Gaussian random (Lifshits, 1995)
initialisation. The latter follows a distribution of O (zero) mean and a standard deviation of 1 (one), and it provided the best results, as shown in
Figure 9.

The ATSC performance of the proposed model was compared with recently published algorithms to justify its potentiality. A SARSA (1) model
based on linear function approximation proposed in (Alegre et al., 2022) was implemented on the same environment and network configurations.
The currently proposed model outperformed the SARSA (1) model by achieving an average TOT of 396.04 s, which is 39.33% higher than it. The
road network used in this research contained seven types of vehicles: Here, not only cars, but also buses, trucks, emergency vehicles, motorcycles,

and bicycles with different speed and acceleration parameters were considered to resemble a real-world road network.
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TABLE 5 Performance comparison of the two routing algorithms working on the proposed traffic signal controller (* represents the best
result)

Metrics Dijkstra_Proposed Astar_Proposed
Avg. trip duration (s) 261.03 243.98*

Avg. trip waiting time (s) 75.16 68.81*

Avg. trip time loss (s) 136.46 124.38*

Avg. trip depart delay (s) 103.41 21.02*

Avg. trip speed (m/s) 5.76 5.96"

For the autonomous vehicle routing, A-star provided better performance than Dijkstra's algorithm by reducing the average trip duration,
waiting time, time loss, departure delay, and trip speed to a good margin, as indicated in Table 5. The A-star routing algorithm can find the most
suitable routes in any circumstance. Additionally, when A-star operated on the proposed traffic signal controlling algorithm, the average trip speed
was equal to 5.96 m/s, which is 3.36% more than the same routing algorithm running on SARSA (4) controller.

This research used TraCl using a built-in TCP-based client/server architecture which provides access to the SUMO simulator. Here, SUMO
works as a server and the controller as a client. The TraCl allowed the controller to retrieve the simulated traffic environment's values and manip-
ulate their behaviour online. The proposed algorithm is cost-effective, that is, it does not require a cloud server for its training, yet provides inter-
esting results. Also, the agents were modelled as individual agents, and their collaboration will be considered in future work.

The proposed model is a promising solution for improving the ATSC mechanisms of a city-wide road traffic network. However, its training
process in a real-world environment would be expensive and unsafe. Hence, a microscopic simulation environment, that is, SUMO, was used to
develop the algorithm. This study incorporated seven different types of vehicles within the simulation environment to mimic a real-world network.
However, it faces a common simulation challenge to real-world deployment, referring to Sim2Real transfer gap (Miao et al., 2023). This discrep-
ancy commonly results from the simulation-optimisation bias, where the controller takes advantage of simulator flaws and overrates simulator
performance compared to the target domain. Different approaches can be followed to overcome these issues. For example, the zero-shot transfer
learning approach proposed in (Voogd et al., 2022) and the executable digital twin method suggested by Allamaa et al. (2022) can be explored.

6 | CONCLUSION

This article presented a city-wide DRL-based ATSC for autonomous vehicles. The proposed model was evaluated on a city-wide road network
composed of seven classes of vehicles with varying speed and acceleration characteristics to resemble a real-world network. The introduction of
the proposed Gaussian decaying approach of the eligibility trace vector for efficient weight updating exhibited dominant performance compared
to the conventional methods. In addition, using MaxAbs normalization of the elements of the observation space vector addressed the drawbacks
of the traditional MinMax technique. State-of-the-art metrics, mainly TOT and TOS, were used to comprehensively compare its performance
against conventional SARSA (1), SARSA (1)-MinMax and SARSA (4)-SD-based traffic signal controllers. The results demonstrated a reduction of
average TOT and TOS by a mean value of 59.9% and 17.55% relative to mentioned baselines. This study also evaluated the performance of two
routing algorithms: Dijkstra and A-star algorithms, on the proposed traffic signal controller. A-star algorithm performed better than Dijkstra's algo-
rithm by minimizing the average trip time loss and increasing the average trip speed to 124.38s and 5.96m/s, which led to 8.9% and 3.4% of
improvement, respectively, when compared to its counterparts. Hence, this study verified that the autonomous vehicles' trip performance could
be increased by combining the A-star routing algorithm and the proposed traffic signal controller. In the future, more traffic signalling phases must
be considered, and pedestrian crossings along the intersection will be included. Also, it requires the investigation of a Deep Q-network instead of

TD learning for further performance enhancement.
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