
1. Introduction

Road pricing has long been recognized as an efficient way
to improve the economic efficiency of the transportation
system and has been implemented in many metropolises
around the world to reduce traffic congestion and pollution.
In addition, the revenue from road pricing provides a basis
for investment decisions in transportation infrastructure,
such as expanding the road capacity, providing better
maintenance, and improving public transport. The
advanced technology of electronic road pricing
mechanisms offers lower cost and new possibilities for
road pricing systems. So far, many countries or regions
have used pricing systems successfully such as Norway,
Singapore, and Hong Kong.

The theory of marginal cost pricing, known as the first-
best congestion pricing theory, is well researched and
widely advocated by economists. In order to achieve a

system optimum flow pattern in the network, a toll equal
to the difference between marginal social cost and
marginal private cost is charged on each link (Beckmann
(1965); Dafermos and Sparrow (1971); Smith (1979)).
Special consideration for queues by Yang and Huang
(1998) and congestion in a stochastic equilibrium by Yang
(1999) has been also investigated. The real world
implementation of first best toll pricing has been rare due
to public and political resistance and primary due to high
extra cost spent on the equipment for toll collection in the
entire network.

This has motivated the investigations on second-best
pricing, where only a subset of links is subjected to toll
charges. In particular, cities such as; Singapore,
Oslo, Trondheim and Bergen have implemented cordon-
based second-best pricing scheme for managing traffic
demand.

The problem of two parallel routes where an untolled
alternative exists has been investigated for both static and
dynamic situations by, for example, Braid (1996), Verhoef et
al. (1996), Liu and McDonald (1999), and De Palma and
Lindsey (2000), as a special case of second best pricing
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scheme.
Second best congestion pricing in a network is studied by

Yang and Lam (1996) for system optimum with fixed demand,
by Ferrari (1995) and Yang and Bell (1997), for link flow
restriction; to minimize toll revenue subject to a user
equilibrium (Hearn and Ramana 1998; Dial 1999a, 2000), and
for private highway modeling (Yang and Meng 2000; Yang
and Woo 2000).

The second-best pricing has been investigated by Dial
(1999b,c); Leurent (1993, 1998) and Yang et al. (2002) for
users with discrete or continuous time value distributions.

For the city of Cambridge, in May and Milne (2000) four
kinds of road pricing schemes has been compared, with
charges based on cordon crossed, distance travelled, time
spent in traveling and time spent in congestion, by the
SATURN software and its elastic demand assignment
response routine SATEASY. A mathematical method
to analyze the second-best toll strategies has been proposed
by Verhoef (2002) by examining the first-order optimality
conditions of the Lagrangian function for social welfare
maximization. Various equity issues of the toll
design problems were investigated by Yang and Zhang
(2002a).

In contrast with the studies on optimal toll pricing, very
limited attention has been given to the determination of toll
locations on a network. An approach to determine the minimal
number of toll links to achieve system optimum was proposed
Hearn and Ramana (1998).

Verhoef (2002) examined selection of individual toll links
and determination of toll levels using some sensitivity
indicators. The performance of various pre-specified toll
cordons on a simple hypothetic network has been examined by
May et al. (2002a,b), By utilizing the mathematical model
proposed by Verhoef (2002). Santos (2002) compared the
effect of double cordons and single cordon schemes for seven
English towns. Mun et al. (2003) presented a simple spatial
model of traffic congestion for a mono-centric city to
investigate the effects of cordon pricing on trip-making and
congestion level in each location, Without considering the
network effect. 

Cordon-based congestion pricing, which is already
implemented in a number of urban areas, is practically the
best way to conduct pricing schemes. Unfortunately, a
systematic way to determine various forms of toll cordons
and toll levels on a road network is rare in the literature. It
is the objective of the present paper to implement models
and algorithms for the cordon-based second-best pricing
schemes. We consider simultaneous determi-nation of both
toll levels and locations for the simplest form of toll
cordons, including the single-layered cordon based on
Zhang and Yang (2003). 

The paper is organized as follows. In the next section, the
cutest theory in graph theory is described. In Section3; we
briefly introduce the network equilibrium model for
evaluation of network traffic flow and social welfare under
cordon-based toll charges, and genetic algorithm for
determination of optimal toll levels on given toll cordons. In
Section 4, a genetic algorithm is used to seek optimal toll
cordon locations in conjunction with the cutset concept in

graph theory and the second genetic algorithm is used to find
optimal toll levels for a given cordon. The case study of
Mashhad is provided in Section 5, and finally conclusions are
given in Section 6.

2. Preliminary knowledge on graph theory

As mentioned in Zhang and Yang (2003) in order to
appropriately choose a toll cordon on a network in a rigorous
manner, a preliminary knowledge of the cutset concept in
graph theory is required. For details the reader may refer to
Chen (1997). Here we provide a brief introduction to the
concept of cutset and its properties. 

A graph is a geometrical figure that consists of nodes and
links (edges) that connect some of these nodes.
Road networks are directed graphs, where the direction of
each link represents the direction of vehicle moving.
Meanwhile the links possess some physical properties,
such as capacity and impedance. In the context of this
study, we consider a connected road network on which we
can always find at least one path to travel from any node to
other nodes (Sheffi, 1985). We also suppose that there is no
self-loop link or all links connect different nodes in the
network.

The node-link incidence matrix is frequently used in the
analysis of graph theory. The node-edge incidence matrix or
simply the incidence matrix Aa of an  a-node,  l-edge graph G
without self-loop links is a matrix of order aGl  such that
Aa=[aij], and 

Thus, in the matrix each row corresponds to a node and each
column corresponds to an edge. For convenience, the rank of
the incidence matrix of a graph is also termed as the rank of
the graph. 

A component of a graph is a connected subgraph containing
the maximal number of edges. Certainly, a connected graph
itself is the biggest component in this graph. The rank of a
graph is given by the number of nodes minus the number of
components, namely, g =a-b  where g , a and b  represent; the
rank, number of nodes and number of component in the graph
respectively. 

A cutset of a graph is defined as a minimal collection of
links whose removal reduces the rank of the graph by one
(and only one). A single cutset or edge-disjointed union of
cutsets of a graph is called a cut. A cut can also be
interpreted in another usual fashion. Let V1 be a non-
empty proper subset of the node set V of a graph G, and its
complement  V2 = V- V1. Then the set of links of G each of
which is incident with one of its two endpoints in V1 and
the other in V2 is a cut of G. In particular, if the removal of
these links from G increases the number of components of
G by one (and no more than one), then the cut is

⎪
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also a cutest.
When an area-based pricing scheme is considered for a

congested area such as the central business district, the subject
area is cordoned off by a simple imaginary closed-loop; the
area enclosed within this loop is defined as the cordon area
subject to toll charge. 

It is straightforward to see that the set of links crossing the
cordon is a cutset defined in graph theory .Since the cordon
divides the whole network into two parts, if we take the
nodes in one part as set V1 and the other nodes as V2, the
links crossing the cordon are exactly the set of links with
one endpoint in V1 and the other in V2, which is a cutset by
definition. Note that the single-layered cordon divides the
whole network into two components; hence the rank of
the graph will decrease from to , where is the number of
node.

3. Optimum design process 

In this section a bi-level programming model for determining
tolls on a given cordon id presented. The upper-level program
is the maximization of social welfare, and the lower-level
program is the traffic equilibrium model in terms of the
generalized travel cost.

The upper-level social welfare (SW) maximization problem:

(1)

Here va (x), aXA and  dw(x), wXW are the solutions of the
following traffic equilibrium problem.

The lower-level traffic network equilibrium problem (Sheffi,
1985):

(2)

Subject to

(3)

(4)

(5)

The following notation is used:
A the set of links in the network
Ak the subset of links on the toll cordon with toll level X
W the set of O-D pairs
Rw the set of all routs between O-D pair  wXW
frw the traffic flow on route rXRw , wXW
Va the flow on link aXA
V a vector of all link flows (va, aXA)
ta(va) the travel time on link  aXA as a continuously increasing
function of link flow  va
dw the demand between O-D pair wXW
d a vector of all O-D demands (dw, wXW )
Ca(va,x)  the generalized travel cost on link aXA
Dw(w) the demand between O-D pair wXW as a function of

O-D travel cost       
w  between that O-D pair
Dw

- 1 the inverse of the demand function
a  r

w 1 if route  between O-D pair wXW uses link aXA, and 0
otherwise. 

Note that                                      if  aXAk , Where   is the
users' value of time, and Ca(va,x)=ta(va)  if  aXA, a Ak ; link
travel time ta(va) is a strictly increasing and continuous
function of its flow; O-D demand Dw(w) is a strictly
decreasing and continuous function of the O-D travel time w,
wXW .

There are a many methods available to solve the bi-level
program (1)-(5), such as genetic algorithm (Afandizadeh, Sh.,
Taromi, R., (2006) and Afandizadeh, Sh., Kianfar, J., (2009))
or simulated annealing (Afandizadeh, Sh., et al.(2010)). In this
study, the genetic algorithm (GA) method is applied. in order
to obtain link flow and O-D demand and the resulting value of
the upper-level objective function of social welfare, a traffic
assignment has to be executed for each trial x of the GA
algorithm. The procedure of the genetic algorithm used for the
determination of an optimal toll level on a given cordon is
stated as follows:

Step 1: Initial population. Randomly generate initial
population of toll levels. For this end, we propose the upper
and lower toll levels:  
Xi

L O XiO Xi
U (6)

Then, the chromosome length is given by equation (7)
2n-1O Xi

U-Xi
L (7) 

n the length of chromosome
Xi

U the lower level of toll
Xi

L the upper level of toll
Step 2: Function evaluation. Apply the bi-level toll

optimization model to obtain maximum social welfare for each
given toll level.
Step 3: Natural selection. Select those tolls with higher social

welfare as survivors and discard the rest.
Step 4: Crossover. Conduct pairing among survivors and

exchange tolling nodes between pairs.
Step 5: Mutation. Randomly modify the parameters of some

tolls.
Step 6: Next generation. Randomly generate new population

of toll levels.
Step 7: Verification of stopping criterion. If the stopping

criterion has not been reached, go to Step 2; otherwise
stop.

As both cordon locations and toll levels are being
optimized simultaneously in this paper. As it is hard to
formulate and solve the network location problem by
traditional discrete optimization methods in view of cordon
feasibility requirement for the candidate links and the bi-
level cordon toll optimization model. Genetic algorithm
has been used as a good method, which is based on the
process of population evaluation and natural selection
(Haupt and Haupt, 1998). Here the populations are referred
to as the feasible cordons and their performances are
evaluated by the maximal social welfare that could be
achieved with appropriate toll charges on them. Thus,
actually a hybrid method has been used in witch one GA is
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used to evaluate the fitness of the other. 
The single-layered cordon divides the whole network into

two subareas, namely the tolling area and the non-tolling
area; travelers have to pay as they pass through the links in
witch divide these two areas. The nodes in the tolling area are
tolling nodes and those in the non-tolling area non-tolling
nodes.

Instead of determining the optimal toll links directly,
tolling nodes (tolling area), are determined in order to find
the optimal toll cordon. The procedure of searching for a
feasible cordon as mentioned in Zhang and Yang (2003) is as
follows. From among the candidate nodes, randomly pick up
some as tolling nodes. After a set of tolling nodes are
chosen, a cut is determined automatically, which are the
links with one endpoint in the tolling area and the other in
the non-tolling area.

Then the rank of the incidence matrix of the graph after
the removal of the cut is calculated mathematically. If the
rank of the graph is equal to ( is the number of nodes
in the network), this cut is accepted as a cutest or a feasible
cordon; otherwise, reject it and randomly pick another set
of nodes until a new feasible cordon is found. For each
given cordon, the bi-level toll optimization model in
preceding section is applied to obtain the maximal social
welfare and the corresponding optimum uniform cordon
toll. Through the process of natural selection in the genetic
algorithm, the cordon with optimal performance will be
chosen eventually.

Now we consider a simple parameter representation of
the GA method for our application. The parameter (gene)
here denotes the state of each candidate nodes, each
candidate node nXN, where N is the set of pre-selected
candidate nodes, can be either a tolling node or not. We
define that

The candidate n with gn=1 form the set of tolling nodes N*.
Therefore, we can encode the parameters (genes) with the
simplest binary variable, and 1 bit is enough for each gene, i.e.
0-1 integers.

Row (a) represents the number of candidate tolling nodes.
Row (b) represents a chromosome whose length is l=15 .
Hence the set of tolling nodes represented by this
chromosome is N*={1,2,3,4,5,6}. Row (c) represents
another chromosome, the associated set of tolling nodes is
N*={2,3,4,5,6}. The procedure used in this paper is depicted
in figure 1.

The procedure of the genetic algorithm used for
determining an optimal single-layered cordon is stated as
follows:

Step 1: Initial population. Randomly generate initial
population of feasible single-layered toll cordons using the
above-mentioned method.

Step 2: Function evaluation. Apply the bi-level toll
optimization model to obtain maximum social welfare for
each given cordon. For this, first apply the genetic

algorithm of toll levels for determining the optimal toll on
a cordon.

Step 3: Natural selection. Select those cordons with higher
social welfare as survivors and discard the rest.

Step 4: Crossover. Conduct pairing among survivors and
exchange tolling nodes between pairs.

Step 5: Mutation. Randomly modify the parameters of some
nodes.

Step 6: Next generation. For each new set of tolling nodes,
determine the corresponding cut automatically; maintain those
cuts that are cutest (i.e. feasible cordons), and discard the rest;
randomly generate new cordons to complement the
population.

Step 7: Verification of stopping criterion. If the stopping
criterion has not been reached, go to Step 2; otherwise stop.

4. Case study of Mashhad

Figure 2 depicts the road network of Mashhad, a city in Iran.
The network consists of 141 zones, 1298 nodes, 1726 links.

We applied the methodology proposed in this paper for the
network of Mashhad CBD consisting of in total 423 links and
182 nodes. This network is illustrated in figure 3. Homogeneous
users are considered. The following BPR function is used to
indicate the performance of road links in the network:

(6)

Where dw and Q are free-flow travel time and capacity of
road links respectively. Elastic demand function is used
here to describe the reaction of travelers to the generalized
travel cost (inclusion of time and monetary costs), and the
demand function takes the following form for each O-D
pair:

(7)

Here dw is the realized O-D demand, Dw
0 is the potential

O-D demand, w is the present O-D travel cost, and w
0 is

the free-flow O-D travel cost between O-D pair wXW. The
demand elasticity with respect to the O-D travel cost
is  given  by        where p is regarded as a dimensionless
demand elasticity parameter. In this example, the elasticity
parameter is taken to be 0.25. The original social welfare in the
absence of toll charge is 1613635.

The genetic algorithm described in Section 3.2 is use to
determine the optimal single cordon location. In Fig. 3, the
nodes from 1 to 50 are set to be candidate tolling nodes. By
executing the genetic algorithm, the cordon shown in figure 4
has been eventually selected to be the optimal toll cordon. On
this cordon the optimal toll level is 9600 rials, and the
corresponding maximum social welfare is 1742692, which
represents a welfare increase of 7.99% compared with the non-
tolling equilibrium case.

a) Sensitivity analysis of pm and  pc
Now we conduct sensitivity analysis of the pm (mutation rate)

99.7%100
1613635

16136351742692 =×−=θ

)]1(exp[
0

0

w

w
ww Dd
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and pc (crossover rate) by changing their values in the genetic
algorithms. Table 1 displays the change of the social welfare as
parameter  pm varies from 0 to 0.1 and parameter pc varies
from 0.5 to 1.

As shown in table 1 and in figure 5, the maximal social
welfare is achieved when pc=0.5 and pm=0.06.

b) Sensitivity analysis of value of time
Figure 6 shows the change of the social welfare as value of time

varies from 500 to 3000 tomans per hour. Clearly, the maximal
social welfare is achieved when the value of time is equal to 1200
tomans per hour. And shows rapid changes in the range of 500 to
1500 and then has a monotone increase there after.

International Journal of Civil Engineering, Vol. 9, No. 1, March 2011 37

Fig. 1: The procedure used for determination of optimal toll cordons and toll levels
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c) Sensitivity analysis of genetic algorithm iterations
Here, the number of genetic algorithm iterations is used as the

stopping criteria.
As shown in figure 7 when the iterations of genetic algorithm

are equal to 100, the maximal social welfare is gained.

5. Conclusion

In this paper, we have developed a methodology
to determine the toll levels and toll locations
simultaneously for the cordon-based pricing schemes. The
road network is viewed as a directed graph and the
concepts of cutest in graph theory are used to describe the
mathematical properties of a toll cordon by examining the
incidence matrix of the network. The node-link incidence
matrix of a graph is applied to examine its rank, which can
identify whether or not a given subset of candidate tolling
nodes forms a feasible single-layered cordon. We have
used two genetic algorithms to solve the problem of
finding the toll levels and toll locations simultaneously.
The first genetic algorithm is employed to naturally select
the optimal toll cordon by presetting appropriate candidate
tolling nodes and examining the resulting node-link
incidence matrix. 

We have applied the second genetic algorithm to

38 S. Afandizadeh, M. Yadak, N. Kalantari

Fig. 2: The urban network of Mashhad

Fig. 3: The network of Mashhad CBD

Fig. 4: The optimal location of single layered-cordon

c
p

m
p Social welfare

0.5 0.02 1689773

0.5 0.04 1706789

0.5 0.06 1716053

0.5 0.08 1693307

0.5 0.1 1704614

0.6 0.02 1678199

0.6 0.04 1702421

0.6 0.06 1706526

0.6 0.08 1678978

0.6 0.1 1678990

0.7 0.02 1706064

0.7 0.04 1705883

0.7 0.06 1689795

0.7 0.08 1706526

0.7 0.1 1697811

0.8 0.02 1677634

0.8 0.04 1678986

0.8 0.06 1712590

0.8 0.08 1707526

0.8 0.1 1690508

0.9 0.02 1703779

0.9 0.04 1678984

0.9 0.06 1712590

0.9 0.08 1691883

0.9 0.1 1712365

Table 1: Results of sensitivity of social welfare with respect to GA
parameters
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determine the optimal toll levels for each given cordon by
solving the bi-level optimization model. The proposed
methodology is investigated in our case study with
Mashhad CBD urban road network. From our numerical
experiment results, the cordon based pricing scheme brings
7.99% social welfare improvement. The results have
shown that although the optimal cordon has been achieved
but this optimal cordon may not be practical and might
need major modifications. In the future researches the
authors will devise a methodology to overcome this
deficiency.

References

Afandizadeh Zargari, Sh., Taromi, R., (2006). Selecting an
Optimum Configuration of Urban One-Way and Two-Way
Streets Using Genetic Algorithms. International Journal of Civil
Engineering, Volume 4, Number 3
Afandizadeh, Sh. , Zahabi, S.A.H, Kalantari, N., (2010).

Estimating the parameters of Logit Model using simulated
annealing algorithm: case study of mode choice modeling of
Isfahan, International Journal of Civil Engineering, Volume 8,
Number 1 (3-2010) 
Afandizadeh, Sh., Kianfar, J., (2009). A Hybrid Neuro-Genetic
Approach to Short-Term Traffic Volume Prediction,
International Journal of Civil Engineering, Volume 7, Number 1
Akiyama, T., Noiri, T., (2003). The analysis of zonal congestion
pricing on urban networks. Transportation Research 32B, 189-
204.
Beevers, S.D., Carslaw, D.C., (2005). The impact of congestion
charging on vehicle emissions in London. Atmospheric
Environment 39, 1-5.
Chen, M., Bernstein, D., Chien, S., Mouskos, K., (1999).
Simplified formulation of the toll design problem.
Transportation Research Record 1667, 88-95.
Chen, W.K., (1997). Graph Theory and its Engineering
Applications. World Scientific, Singapore.
Chiou, S., (2007). Optimization of congestion pricing road
network with variable demands. Applied Mathematics and
Computation, doi:10.1016/j.amc.2007.04.099.
Eglese, R.W., (1990). Simulated Annealing: a tool for
operational research. European Journal of Operational Research
46, 271-281.
Goldberg, D. E. (1998). Genetic Algorithms in Search,
Optimization & Machine Learning. Addison-Wesley Publishing
Company.
Haupt, R.L., Haupt, S.E., (1998). Practical Genetic Algorithms.
John Wiley & Sons, New York.
Hearn, D.W., Ramana, M.V., (1998). Solving Congestion Toll
Pricing    Models . In: Marcotte, P., Nguyen, S.
(Eds.),Equilibrium and Advanced Transportation Modeling.
Kluwer Academic Publishers, Dordrecht, The Netherlands,pp.
109-124.
Ho, H.W., Wong, S.C., Yang, H., Loo, B.P.Y., (2005). Cordon-
based congestion pricing in a continuum traffic equilibrium
system. Transportation Research 39A (7-9), 813-834.
Lewis, N.C., (1994). Road Pricing: Theory and Practice.
Thomas Telford Services Ltd., London, pp (2-2).
Lindsey, R., (2003). Road pricing issues and experiences in the
Us and Canada, Research Report by Dept. of  Economics,
Alberta Edmonton University , Alberta CANADA.
Liu, L.N., McDonald, J.F., (1999). Economic efficiency of
second-best congestion pricing schemes in urban highway
systems. Transportation Reseach Part B 33, 157-188.
Maruyama, T., Sumalee, A., (2007). Efficiency and equity
comparison of cordon and area-based road pricing schemes
using a trip chain equilibrium model. Transportation Research A
41, 655-671.
May, A.D., Milne, D.S., (2000). Effects of alternative road
pricing systems on network performance. Transportation
Research Part A 34, 407- 436.
Mun, S., konishi, K., Yoshikawa, K., (2003). Optimal cordon
pricing. Journal of Urban Economics 54, 21-38.
Pozdena, R., (2003).Transportation Pricing Options and
Approaches, (http://www.psrc.org/projects/pricing/options/pdf ).
Santos, G., (2002). Double cordon tolls in urban areas to
increase social welfare. Transportation Research Record 1812,
53-59.
Sheffi, Y., (1985). Urban Transportation Networks: equilibrium
Analysis with Mathematical Programming Methods. Prentice-
Hall, Englewood Cliffs, NJ.
Small, K.A., (1997).  Task 1-1; Worldwide Experiences with
Congestion Pricing. Research Report by Dept. of C.E., San
Diego state University, USA.
Verhoef, E.T., (2002). Second-best congestion pricing in general
networks: heuristic algorithms for finding second-best optimal
toll levels and toll points. Transportation Research Part B 36,
707-729.
Verhoef, E.T., (2002). Second-best congestion pricing in general
static networks with elastic demands, Regional Science and

International Journal of Civil Engineering, Vol. 9, No. 1, March 2011 39

[1]

[2]

[16]

[17]

[18]

[19]

[20]

[21]

[22]

[23]

[24]

[25]

1660000

1670000

1680000

1690000

1700000

1710000

1720000

1730000

1740000

1750000

1760000

20 40 60 80 100
Number of GA iterations

Social welfare

Fig. 7: sensitivity of social welfare with respect to GA iteration

1670000

1675000

1680000

1685000

1690000

1695000

1700000

1705000

1710000

1715000

1720000

600 1200 1800 2400 3000

Vot (tomans)

Social welfare

Fig. 6: sensitivity of social welfare with respect to value of time

Fig. 5: Sensitivity of social welfare with respect to GA parameters

[3]

[4]

[5]

[6]

[7]

[8]

[9]

[10]

[11]

[12]

[13]

[14

[15]

 [
 D

ow
nl

oa
de

d 
fr

om
 ij

ce
.iu

st
.a

c.
ir

 o
n 

20
25

-0
7-

16
 ]

 

                               7 / 8

https://ijce.iust.ac.ir/article-1-256-en.html


Urban Economics 32  281-310.   
Yang, H., Huang, H., (2005). Mathematical and Economic
Theory of Road Pricing. Elsevier
Yang, H., Lam, W.H.K., (1996). Optimal road tolls under
conditions of queuing and congestion. Transportation Research
A30, 319-332.
Yang, H., Meng, Q., (2000). Highway pricing and capacity
choice in a road network under a build-operate-transfer scheme.
Transportation Research 34A, 207-222.
Yang, H., Meng, Q., (2002). Departure time rout choice and
congestion toll in a queuing network with elastic demand.
Transportation Reserch Part B 32, 247-260.
Yang, H., Meng, Q., Lee, D.H., (2003). Trial-and-error
implementation of marginal-cost pricing on networks in the

absence of demand functions. Transportation Research Part B,
doi:10.1016/SO191-2615(03)00077-8.
Yang, H., Zhang, X., (2002a). The multi-class network toll
design problem with social and spatial equity constraints.
Journal of Transportation Engineering 128, 420-428.
Zhang, H.M., Ge, Y.E., (2004). Modelling variable demand
equilibrium under second-best road pricing. Transportation
Research Part B 38, 733-749. 
Zhang, X., Yang, H., (2003). The optimal cordon-based network
congestion pricing problem. Transportation Research Part B 38
(2004) 517-537
Zhao, Y., kockelman, K.M., (2006). On-line marginal-cost pricing
across networks: Incorporating heterogeneous users and
stochastic equilibria. Transportation Research Part B 40, 424-435.

40 S. Afandizadeh, M. Yadak, N. Kalantari

[26]

[27]

[28]

[29]

[30]

[31]

[32]

[33]

[34]

 [
 D

ow
nl

oa
de

d 
fr

om
 ij

ce
.iu

st
.a

c.
ir

 o
n 

20
25

-0
7-

16
 ]

 

Powered by TCPDF (www.tcpdf.org)

                               8 / 8

https://ijce.iust.ac.ir/article-1-256-en.html
http://www.tcpdf.org

