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Resumo

Devido ao rapido crescimento populacional, estima-se que o nivel de congestionamento aumente
nas cidades, sendo necessario integrar novos meios de transporte, de forma reduzir os tempos de
viagem.

Recentes avangos na tecnologia aeronautica, permitiram o desenvolvimento de um novo meio de
transporte, Mobilidade Aérea Urbana (MAU). Este, quando implementado, permitira deslocar pessoas,
de um ponto para outro, através de veiculos com capacidades descolagem e aterragem vertical. En-
quanto estes veiculos tém sido amplamente estudados, existe pouca investigagdo no que diz respeito
ao impacto que a introdugao destes veiculos ira ter nas cidades. Torna-se assim fundamental prever o
comportamento destas aquando da introdugao deste novo meio de transporte, de forma a adotarem-se
as melhores medidas.

Posto isto, este trabalho tem dois objetivos: prever o impacto que a introdugao deste novo meio
de transporte tera na cidade de Sao Paulo, Brasil, através de um Simulador de Mobilidade baseada
em agentes (MATSim) e criar um metamodelo de simulacdo baseado em Processos Gausseanos e
aprendizagem ativa, que permita prever o resultado das simulagdes, em vez de estas serem feitas.

Relativamente aos resultados das simulagoes obtidos, verifica-se que no cenario base simulado ha
um grande congestionamento aéreo. No entanto, a introdugao deste novo modo de transporte pode
servir para aliviar o congestionamento nas estradas.

Em relacdo ao metamodelo, este é capaz de prever, com alguma exatidao, resultados de simulacdes
efetuadas. No entanto, & necessario aperfeicoar a estratégia, de forma a aproximar o metamodelo ao

simulador.

Palavras-chave: uam, MATSIm, Aprendizagem Computacional, Processos Gausseanos,

Metamodelo, Sao Paulo.
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Abstract

Due to the rapid population growth, it is estimated that the level of congestion increases in cities,
making it necessary to integrate new transport modes, in order to reduce travel times.

Recent advances in aeronautical technology have allowed the development of a new transport mode,
Urban Air Mobility (UAM). When implemented, it will make possible to move people from one point to
another using vehicles with vertical take off and landing capabilities. While these vehicles have been
extensively studied, there is little research regarding the impact the introduction of these vehicles will
have on cities. It is, therefore, essential to predict the behavior of these when introducing this new
transport mode, in order to adopt the best measures.

That said, this work has two objectives: to predict the impact that the introduction of this new transport
mode will have in the city of Sdo Paulo, Brazil, through an agent-based Mobility Simulator (MATSim) and
to create a simulation metamodel based on Gaussian Processes (GP) and active learning, which allows
to predict the result of simulations, instead of them being carried out.

Regarding the simulation results obtained, it is verified that in the simulated base scenario there
is great air congestion. However, the introduction of this new transport mode can serve to alleviate
congestion on the roads.

Regarding the metamodel, it can predict, with some accuracy, the results of simulations carried out.

However, it is necessary to improve the strategy in order to bring the metamodel closer to the simulator.

Keywords: UAM, MATSim, Machine Learning, Gaussian Processes, Metamodel, Séo Paulo.
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Chapter 1

Introduction

1.1 Motivation

Due to rapid population growth it is estimated that, by 2050, the population will reach 9.7 billion
inhabitants, according to United ONU [1], an increase of about 2 billion, compared to the current number
(equivalent to an increase of 25%). With this predicted increase, the level of congestion on the urban
centers is expected to increase further. That said, the need arose to integrate new transport modes, in
addition to the existing ones, in order to reduce travel times. In 2018, the average car journey time in
Séo Paulo, Brazil, was 30 minutes [2].

A reduction in average travel times will, on one hand, reduce the average time spent on the road
and, on the other, meet the standard proposed by the European Commission, for door-to-door travel in
Europe, at a time maximum of 4 hours, until 2050, according to Raoul Rothfeld and Antoniou [3].

Recent advances in aeronautical technologies, have enabled the development of a new transport
mode, Urban Air Mobility (UAM). This will allow people to move from point to point in cities using electric
or hybrid vehicles with Vertical Take-Off and Landing (VTOL) capabilities. While these vehicles have
been extensively studied, regarding their mains areas, like engines, aeroacoustics and aerodynamics,
according to Christopher Silva and Patterson [4], there is little research on its introduction into cities and
what influence it will have on them.

In view of this, there is a need to simulate the behavior that the city of Sao Paulo will have, in order
to predict the number of people who can benefit from this new transport mode and to adopt the best

policies for its introduction.

1.2 Topic overview

Personal Aerial Transportation Systems (PATS) or Urban Aerial Mobility Systems (UAMS) are an
emerging form of transportation that promises to combine the best of ground-based and air-based trans-
portation and to overcome the problems associated with either of these forms of transportation.

PATS are discussed as a mode to reduce urban congestion by making use of the free space in the



air. There are a lot of barriers for the implementation of Personal Aerial Vehicles (PAVs). Firstly, there are
aspects such as potential business cases (e.g. ownership or rental), usage scenarios (e.g. commuting
or leisure) and technical requirements (electric or fossil fuel-based propulsion) for PAVs.

Moreover, due to the expected high interaction between existing transport systems and PATS it is
fundamental to understand and evaluate the effects of UAM introduction. Therefore, it will be necessary
to adapt all transport modes (stations and schedules, for example) so that maximum benefit can be
obtained and, effectively, reducing travel times.

Analyzing PATS transport performance and potential modal shares is of particular importance. Hence,
development of a PAV model and simulation environment is required. However, these simulations are
not easy to carry out, as there are several obstacles. Firstly, because they require a great deal of prepa-
ration of the entire scenario. For the simulation to be valid and to obtain reliable results, the synthetic
population and the network generated must be representative of the reality. To obtain this represen-
tative population, population specific data are needed, which is often not trivial to obtain. In addition,
these simulations, the more detailed they are, the more expensive they are in terms of time and com-
puter memory, which introduces the need to carry out a metamodel that can predict the results of the

simulations.

1.3 Objectives and deliverables

This work has two main objectives:

+ to instantiate an agent-based transport model of on-demand UAM services in Sdo Paulo Metropoli-
tan Region under the MATSim traffic simulator using the UAM extension. The analysis consists,
studying the impact of this new urban transport paradigm on the overall transportation system
performance, when compared with traditional transportation means. The study will try different
selected UAM system properties, such as the number of stations and their locations, total process
time, fleet size, vertical and cruising speed, vehicle capacity and costs. To reach this goal, it is
necessary to create a synthetic population, a network, a model that allows the agents to do their

choices and it is necessary to define the UAM service.

+ create a metamodel based on Gaussian Processes with active learning, to predict the simulation

outputs instead of doing the simulation itself, which can be a time-consuming process.

1.4 Thesis outline

This thesis is divided in 5 chapters, including this one, and are structured as follows:

» Chapter 2: presents a description of the UAM service and of the studies that have been carried
out. Describes the different methods that allow carrying out transport simulations, and explains
how the MATSim framework works together with its UAM extension. Furthermore, it describes

simulation metamodels using Gaussian Processes and active learning.



» Chapter 3: describes the methodology used to carry out the simulations, how the scenario was

prepared and presents the various results obtained.

» Chapter 4: describes the methodology used in the realization of the metamodel together with the

creation of the Corsica scenario and presents the results obtained.

» Chapter 5: summarizes the work performed in this thesis with a conclusion and presents some

recommendations for future work.






Chapter 2

Background and theoretical overview

It is essential, in any scientific work, to have knowledge of the state of the art. This allows you to see
the work that has been developed in the area, as well as the possible improvements that can be made.
This chapter presents a brief description of the UAM service in general, the evolution of transport sim-
ulation methods, the MATSim framework, some UAM studies and simulation metamodels via machine

learning. In addition, it also presents some basic concepts needed to understand this work.

2.1 UAM service — The future

UAM is one of the great current trends, with regard to urban mobility. With large cities reaching an
extreme level of congestion, this new mode of transport has attracted the attention of the general public,
as a way to substantially reduce the time spent in traffic jams. Thus, there are more than 100 vehicles
in development worldwide, some still in the design phase, others already undergoing tests, according
to Gollnick et al. [5], that will allow this new technology to advance. These vehicles can be divided

according their morphology. Figure 2.1 presents the main differences between them.

UAM VTOL Aircraft

Rotary-Wing Cruise Fixed-Wing Cruise

Tilt-Wing/Prop Lift+Cruise Tailsitter

Figure 2.1: Vehicle morphologies for VTOL aircraft (adapted from Shamiyeh et al. [6]).

Although the new service can be used in many ways, there are 4 main ways that are usually foreseen,

according to Straubinger et al. [7]: passenger transport, medical service, logistics and surveillance. The



passenger transport service will allow people to travel from one point to another in the city quickly.
This service can be scheduled, such as public transport or on demand, that is, the person requests the
service and a vehicle is reserved for him. The medical service will be similar to what is currently provided
by helicopters. The logistics will allow, for example, deliveries to be made in more remote areas of cities
and in a faster way and the surveillance will allow to monitor the territory, whether at sea or on land, such
as in zones where access is difficult.

In order for these vehicles to operate, infrastructures on land are needed, since these vehicles need
specific infrastructures. The infrastructures can be called stations. As with other transports, this trans-
port mode will have a preflight and a postflight time, which represent the time spent by people at the
stations. There will also be a boarding and deboarding process, which is the time needed to get in or out
of the vehicle. Due to advances in technology and since there is a great investment in electrification, a
turn around time may be necessary, that is, a period in which the vehicle is inoperative to charge batter-
ies. In addition to this, new regulations regarding airspace will be needed, which is not so trivial. These
regulations will have as main objectives to define which airspace to use, maximum speeds, minimum
distance between vehicles, maximum number of vehicles that can circulate, per hour, in a given area, as
well as acoustic and environmental issues.

In conclusion, although this service still needs some advances, mainly with regard to the level of

regulations, it is expected that this service will start operating within the next 5 years [8].

2.2 Transport modelling and simulation

Attempts to model transport go back over 140 years. According to Trattner [9], one of the first
attempts to model transport systems, dates back to 1881, with the first isochoric map of travel times, by
Galton [10] - Figure 2.2.

o

ISOCHRONIC PASSAGE CHART
FOR. TRAVELLERS,

ing the shottest mumber of 7
R ey el g

supposed that local preparations have been
& 3 Fedii

By FrancisGalton FRS. | ; .
160 ) 120 100 80 E 120 0 160
T - = < = e = T

Explanation of colours. Green B within 10 days. Yellow (—__110-20days. Pink[EZ_120-30 digs. Blue B 30-40days. Brown more than 40 days journey.

Publishad for the Proceedings of the Royal Geographical Sosie 1881,

Figure 2.2: Isochronic map of travel times from London, United Kingdom, made in 1881 by Galton [10].



In 1955, the emergence of aggregate trip-based models, called four-step models, allowed for a break-
through in transport modeling, by Weiner [11]. Four-step models are "the most common approach for
travel demand modeling” according to Moeckel et al. [12] and, nowadays, are largely based on the
framework proposed by Manheim [13]. They are a trip-based method and only consider network load,
regarding different origin and destination pairs, according to Straubinger and Rothfeld [14]. This method
consists of four sub-models that can be performed in different orders. These models can not capture
the interactions individuals, and they ignore their decisions and behaviour, according to H6érl and Balac
[15]. PTV Visium', for example, uses the four-step modeling methodology of (1) trip generation, (2) trip
distribution, (3) mode choice and (4) assignment.

Subsequently, activity-based models emerged, in response to the failures of four-step models. These
models are still in development today and some examples are presented in Moeckel et al. [12], Axhausen
and Garling [16] and Bowman and Ben-Akiva [17]. The individual’'s activities are limited by social and
personal constraints and these models allow for scheduling activities and making mode and destination
choices at the individuals’ scale, within the household context. These models are based on the work
developed by Chapin [18] and by Hagerstrand [19]. A disadvantage of these models is that they in-
volve a range of econometric sub-models that need to be estimated, and later calibrated to fit the data.

ActivitySim? is an example of a software that uses this methodology.

In addition to these methods, agent-based models were developed thanks to computational growth,
according to Hennessy and Patterson [20], and are based on a synthetic population, described by
Bonabeau [21].

These models have several applications, and they can be used to model complex adaptive systems,
to make predictions in the area of biology, epidemiology, business, technology and network theory, in

economics and social sciences and in water management.

Regarding the agent-based models that try to model complex adaptive systems, such as transit net-
works, the aim is to simulate the behavior of vehicles, the transport network and agents (persons), as
well as their ability to adapt to the environment by maximizing the utility of each agent’s plans, making
sure that they choose the best route. Furthermore, these models allow modeling extremely dynamic
services on a shorter timescale than activity-based models. These models are able to integrate the var-
ious phases of the four-step model into one coherent system and offer many advantages compared with
conventional approaches in traffic simulation, according to Bazzan and Klugl [22], such as facilitating
modelling data and behaviour heterogeneity. MATSim? and AnyLogic* are an example of softwares that
uses this methodology. According to Chen and Cheng [23], agent-based models have been applied to
several cases, which can be divided into five categories: traffic control and management system archi-
tecture and platforms, roadway transportation, air-traffic control and management, railway transportation

and multiagent traffic modeling and simulation.

Thttps://www.ptvgroup.com/en/solutions/products/ptv-visum/
2https://activitysim.github.io

Shttps://www.matsim.org

“4https://www.anylogic.com



2.2.1 Traffic simulations classification

The traffic simulations can be divided in four types: macroscopic, mesoscopic, microscopic and
nanoscopic, according to Kokkinogenis et al. [24]. Macroscopic simulation models consider each vehicle
in the same way and as a group and, therefore, are not good when the objective is to obtain simulations
with great detail. Therefore, this model, which is based on high-level mathematical models, is useful
when one intends to study a large area, such as motorway networks and interregional road networks.

On the contrary, microscopic simulators simulate individual entities, such as vehicles and drivers,
with a high level of detail. These simulators, since they present a higher level of detail, are more realistic
than the macroscopic simulators and, many times, are the emergent properties of the microscopic sim-
ulation. Therefore, microscopic simulators are useful for evaluating new traffic control and management
measures.

The mesoscopic simulators aim to fill the gap between macro and micro simulators. In this case, the
vehicles can be grouped and are treated as one entity. Finally, the nanoscopic model is a relatively new
trend of traffic simulation and is mostly used in autonomous driving.

As the work was developed with the mesoscopic MATSim framework, its operation will be described

in detail in Section 2.3.

2.2.2 Discrete choice model

As mentioned, in order to obtain results closer to reality, more complex models are needed. However,
an increase in complexity also increases the time spent in each simulation, so it is essential to have
computationally fast models to estimate and predict the behavior of people. Thus, there is a big interest
in discrete choice modelling, which intends to predict the choice of an agent in relation to a particular
mode of transport, route or destination. According to Sebastian Hérl and Axhausen [25], those are based
on the expected travel characteristics in combination with socio-demographic factors. Equations 2.1 and
2.2 are used to compute the utility, v, and present an example that contains the mentioned parameters,
where « is mode parameter, 3 is a marginal utility parameter, x represents the travel characteristics and

cis a cost.

Ucar = Qear T BtravelTime,caT * TtravelTime,car (2 1)
+ /Bcost * Cear
Upt = Qpt + ﬂt'r'cwelTi’me,pt * TtravelTime,pt
(2.2)

+ Bcost * Cpt

The discrete choice models are considered statistical models that assign probabilities, P, to specific
alternatives in order to perform a decision task, using the utilities obtained. In the case of a simple

Multinomial Logit Model, according to Sebastian Hérl and Axhausen [25], one would have:

exp(Ucar)
exp(Ucar) + exp(tpt)

P(car) =

8



For the creation of these models, surveys of the population in question are necessary, so that the
parameters presented in the equations can be estimated and the model has a good representation of the
reality. Otherwise, global positioning system (GPS) analyses can be used. Fu et al. [26] is an example of
a work aimed at defining the parameters of the city of Munich regarding the introduction of autonomous
vehicles that used a survey.

When talking about discrete choice mode models, there are two different statistical models: trip-

based or tour-based.

Home Work Shop Home Leisure Home
Car Car Car Car Car
PT PT PT PT PT
Car—Car—Car Car—Car
PT — Walking - PT Walking - PT

Figure 2.3: Difference between trip based and tour-based choice process (adapted from [25]).

The difference between the trip-based and the tour-based lies in the order of decisions, as Figure 2.3
illustrates. While, in trip-based, all the choices are made step by step, in the tour-based the choices are
made keeping in mind the complete tour (a tour represents a set of trips that starts and ends in the same
place, home for example). In other words, in the first case, the first choice influences all the others, in
the sense that if the agent makes the first trip on foot to work and then has a distance of 50km to the
gym, this will have to be done by public transport , while in the second case, the agent would no longer
make the first trip to work on foot, knowing that he would then have a distance of 50km to cover.

One example of such a model is POLARIS [27]. In this case, the agents perform mode choices on a
trip level and also consider vehicle availability constraints — an agent only has the vehicle available if he
has traveled to the current location with it. L Miguel Martinez and Lopes [28] incorporate a mode choice
model within an agent-based model to simulate carsharing operations in the city of Lisbon. Here, mode
choice modelling is performed on a trip level, and vehicle constraints are not considered.

Sebastian Horl and Axhausen [29] and Sebastian HOrl and Axhausen [25] represent the first attempts
to try to combine discrete choice mode models with MATSim, the simulation model that is used in this

work.

2.3 MATSIim framework

The Multi-agent Transport Simulation (MATSim) [30] is an open-source and java-based tool, devel-
oped by ETH Zlrich and TU Berlin and which simulates the daily life of individuals. Is described as

mesoscopic transport simulation framework as it is generally used for large scenarios and the smallest



spatial units are road links [29], although it can also be considered microscopic transport simulation
framework [31].

In order to understand how MATSIim works, it is necessary to understand some concepts. First,
the scenario that is simulated contains a synthetic population, consisting of agents (travel demand), a
network, the location of the facilities and the vehicles. With the creation of the synthetic population,
plans are assigned to agents, and plans are, as Dominik Ziemke and Moeckel [32] describes, a chain
of activities (e.g. home—education—shop—home), which include their locations and end times. In turn,
the network is represented through links, which simulate roads and these are linked by nodes and allow
agents to be moved. In Figure 2.4 it is possible to see an example of a network, which is presented in
the MATSim book, by Andreas Horni and Axhausen [30].

MATSim
sent

Figure 2.4: Zurich Network [30].

According to Felix Zwick and Axhausen [33], MATSim "utilizes an iterative, co-evolutionary learning
approach” in which, the main goal of the agents is to optimise their daily plan of activities. The execution

loop of MATSIm, represented in Figure 2.5, is based on three major events:

Initial demand Mobsim Scoring Analyses

Replanning

Figure 2.5: MATSim loop (adapted from [30]).

* (1) Mobility Simulation or mobsim, which executes the agents’ plans. The available transport

modes during the simulation, will allow the agents to perform their activities;

* (2) Scoring, a score is assigned to the plans executed by agents during the mobsim, through
utility functions - as illustrated in Figure 2.6, present in the MATSim book by Andreas Horni and
Axhausen [30]. Working, for example, is an activity that gives a positive score (since it generates

a monetary income), while commuting to work gives a negative score;
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Figure 2.6: lllustration of the scoring function in MATSim [30].

* (3) Re-planning allows agents to change their plans, via innovative strategies, in order to improve
their score. In this event, not all the agents are able to re-planning their plans and the ones that

are able to change it, can modify the mode, departure time, route or trip of the previous plan.

200 I I N

150

_50 1 'l 1 'l ] L L L 'l
0 50 100 150 200 250 300 350 400 450 500

Iteration

Figure 2.7: Typical score progress in MATSim [30].

The execution of all plans (mobsim), its scoring and re-planning is called an iteration. This process
is repeated until the system reaches a Nash equilibrium, that is, as Dominik Ziemke and Moeckel [32]

describes, the further development of agents’ plan scores is "sufficiently relaxed”, as illustrated in Figure

11



2.7. Through the example presented in figure, it is possible to see that the average score it is constant
after the iteration 200, meaning that the agents are not more able to improve their plans and the system
reached a Nah equilibrium.

Some of the parameters that allow the evolution of the score throughout the simulation are defined in
the configuration file and can look like this in Figure 2.8, present in the MATSim book by Andreas Horni
and Axhausen [30]. In addition to these parameters, it is also necessary to parameterize each trans-
port mode, with, for example, a constant specific to each transport mode and a linear coefficient that

translates all choice dimensions into a generalized utility.

Figure 2.8: Some scoring parameters in MATSim.

Thanks to its versatility, MATSim has been continuously developed and extended, particularly with
regard to the introduction of new transport modes, such as car-sharing, visible in Ayed et al. [34], Ciari
et al. [35], Balac et al. [36], ride-hailing and sharing in Segui-Gasco et al. [37], Bischoff et al. [38], or
Shared Autonomous Vehicle (SAV) services in Vosooghi et al. [39], Fagnant and Kockelman [40], Winter
et al. [41]. Most of these studies, which simulate novel concepts of mobility, build upon the developments
by Maciejewski [42] who introduced the ability to model dynamic vehicle routing with his Dynamic Vehicle
Routing Problem (DVRP) extension for MATSim. The DVRP allows to assign a vehicle to an agent’s travel

request.

2.3.1 UAM extension

According to Balac et al. [43], MATSIim has been "the only attempt to simulate commercial flights
using an agent-based approach, where both aircraft and passengers are modeled on an agent level”.
This inclusion was done by Grether [44] with its focus on conventional commercial air transport with
large passenger aircraft.

As mentioned in Section 2.3, MATSim has been used and extended to simulate the introduction of
innovative modes of transport. Thus, since MATSim has all the conditions to extend its application to
the UAM service, an extension was created in order to be able to simulate this transport mode together
with the existing ones and thus predict the impact that this introduction will have. This one arose from a
collaboration between Bauhaus Luftfahrt e.V., the Eidgendssische Technische Hochschule Zirich, and
the Technical University of Munich and has since been published as an open-source project®.

Under the assumption of on-demand operational models for UAM, the transport modeling of VTOL

vehicles mirrors that of autonomous ground-based taxis, according to Rothfeld [45]. Thus, the UAM ex-

Shttps://github.com/BauhausLuftfahrt/MATSim-UAM
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tension for MATSim is also based on the Dynamic Vehicle Routing Problem (DVRP) MATSim contribution
by Maciejewski [42].
This extension allows to define parameters regarding the following aspects, inherent to this transport

mode:

+ Stations: are the necessary infrastructure for the take-off and landing of vehicles, and may be on

the ground or on top of buildings. These should allow agents to change their mode of transport;
 Flight paths: link stations directly (euclidean distance) or via waypoints;

» Vehicles: circulate through flight paths, from station to station. Each vehicle must be capable of

vertical take-off and landing and a cruise phase, with each phase having different speeds;

+ On-demand operation: combines UAM stations, flight paths and vehicles to enable this mode of

transportation.

2.4 UAM studies

As already mentioned, the UAM service is the future. Therefore, several studies have been carried
out with regard to the vehicles that will be used, but few have focused on the changes that will occur in
cities with the introduction of this new transport mode.

In relation to the different areas that need to be studied, mentioned in Section 2.1, Straubinger et al.
[7] provides an overview of the studies that have been carried out regarding the vehicles. This article
takes into account the different aspects related to vehicles, as well as their limitations and regulations.
It also analyzes possible market structures and the integration of this new service in relation to other
transport modes. In the end, they also analyze the potential users and public acceptance as well as
UAM service modeling approaches.

Balac et al. [43] presents some research gaps that must be addressed before this new service is
introduced into society. This paper also proposes some concepts relating to the various areas that must
be studied, in order to be able to simulate and integrate this service in the future.

In turn, Straubinger and Rothfeld [14] evaluates relevant prerequisites for Personal Air Transport
System introduction into the urban transport modelling environment. This article discusses different
modes of operation as well as presents different demand drivers. In addition, it analyzes potential cities
for the integration of the UAM service and the main requirements required. In the end, it explores
different approaches to transport modeling.

Al Haddad et al. [46] presents an approach for the selection of indicators for a multi-criteria analysis
for the assessment of UAM, in a case study of Upper Bavaria, Germany. The article presents a 5-stage
approach with an expert assessment.

With regard to the vehicles to be used, Christopher Silva and Patterson [4] presents a pool of candi-

dates for this service, as well as an overview of batteries, engines and gear box technologies.
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In order to better understand the level of acceptance of the population to the UAM service, Fu et al.
[26] demonstrates the results of a survey of the people of Munich. This article intends to understand
the impact of autonomous transport modes, deriving the main characteristics of potential users who can
adopt autonomous transport services.

Regarding the simulations that have been carried out to predict the impacts of the introduction of
UAM and identify measures that need to be implemented, there are already several scenarios that have
been simulated. Bulusu et al. [47] explores the addressable market for UAM as a multi-modal alternative
in a community in the San Francisco Bay Area, using MATLAB. The authors develop a traffic demand
analysis method, under two criteria of flexibility to travel time savings and three criteria of vertiport
transfer times, to estimate the maximum number of people that can benefit from UAM.

Balac et al. [48] and Balac et al. [49] present a methodology for simulation and demand estimation for
personal aerial vehicles in Zurich, Switzerland using MATSim with discrete mode choice models. Then,
the impacts of PAVs with different vehicle and system parameters are analysed.

Rothfeld et al. [50] uses the MATSim UAM extension to simulate a test scenario in Sioux Falls, USA,
in order to have an outlook on the transport performance of UAM with varying parameters.

Plotner et al. [51] define the required models and methods to analyze and quantify the potential
demand for urban air mobility and possible impacts were defined and applied to the Munich Metropolitan
region. The authors use an existing agent-based transport model of the study area to analyse three
different UAM networks with different numbers of vertiports. To simulate the demand for this new mode
they derive an incremental logit model for UAM. In the end, they perform sensitivity studies of ticket
fare and structure, flying vehicle cruise speed, passenger process times at vertiports and different UAM
networks sizes.

Rothfeld et al. [52] compares three pre-existent, and calibrated agent-based transport scenarios from
three different cities, Munich, Paris and San Francisco, in terms of potential travel time savings, using
the UAM-extension for MATSim. The authors, calculate congested trip travel times for each trip’s original
mode (car, public transport and UAM). In the end, the resulting travel times are compared and allow the
deduction of potential UAM trip shares under varying UAM properties, such as the number of stations,
total process time, and cruise flight speed.

Globally, several studies have been carried out, with regard to the most diverse areas that need to
be studied, in order to be able to introduce UAM in the near future. However, there is still little progress
regarding the laws that will govern this new transport mode and one of the possible facts for this is the
difficult forecast of what will happen when the UAM service is introduced. That said, it is necessary to
quickly understand what effects UAM will have in the different cities, taking into account that it will not
be the same in all cities. In order to understand what will change and the level of acceptance by the
population, two ways can be used. In the first, surveys can be made, where people are asked about
whether they would be willing to use the UAM and, if so, under what conditions. If there is great reticence
in acceptance, it is also important to understand the reasons, in order to adjust the service. Regarding
the second form, it is possible to predict the changes in the societies based on simulations close to

reality. In the end, the two forms can and should complement each other, since surveys can help to
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increase the level of reality in simulations.

2.5 Simulation metamodels via machine learning

The main objective in carrying out simulations is to study the performance of urban systems and to
obtain a good approximation of the reality. In order to draw conclusions from these simulations, it is
necessary that they present a great level of complexity. However, by increasing the level of complexity,
they become computationally expensive and can exhibit prohibitive simulation runtimes.

In order to overcome this shortcoming, simulation metamodels are very often used to approximate
the underlying simulation function. Therefore, these models can be considered functions that approxi-
mate the complex true function inherent to the real simulation. According to Kleijnen and Sargent [53],
the use of simulation metamodels has four goals: real-world problem understanding, simulation output
prediction, optimization, and verification/validation.

In more complex scenarios and where simulation data can be difficult to obtain, according to Antunes
et al. [54], the use of simulation metamodels in conjunction with active learning proves to be an important
tool. Despite being an old topic in the field of statistics and probabilities, the use of these processes in
conjunction with machine learning only emerged in the last decade.

Among many significant machine learning tools, Gaussian Processes (GP) framework, by Ras-
mussen and Williams [55], for its Bayesian and non-linear modeling properties, allows to develop method-
ologies that combine active learning and metamodeling strategies.

In the end, if the simulation metamodel is very close to the simulation function, a reasonable number

of simulations can be bypassed and, therefore, time and computing power are saved.

2.5.1 Gaussian processes

As described by Rasmussen and Williams [55], a GP is a stochastic process that can be defined by
a mean and a covariance function (also known as kernel function), m(x) and k;(x, X’), respectively,

being x and x’ two input data points and they are represented in the follwing equations.

Gp(mf (X), kf (X, X,)) (2.4)
my(X) = E[f(x)] (2.5)
kg (X, X7) = E[(f (%) — mz (X)) (f (X" — ms(X’)] (2.6)

One of the applications of GP is to perform regression via supervised learning, which is called Gaus-
sian Process Regression (GPR). In this context, the GP framework places a prior over functions with

continuous domain, i.e., y = f(z) + ¢, where e ~ N(0,0?%) and f(z) ~ GP(m¢(X), ks (X, X’))
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Regarding the kernel function, it measures the “similarities” between two different predictions. It
means that a higher kernel function value implies that the two predictions are more similar. The ker-
nel and the mean function have some free parameters — hyper-parameters of the GP — which can
be optimized by marginal likelihood maximization subjected to the training data. After these parame-
ters are obtained, the conditional distribution for any unlabeled test point z. is given by f.|X,y, X, ~
NT (kg Ky 7Y, (Bpue — K[ [Ky) " kpa) Where k. = kp(X, X, ke = kp(Xe, X.), [K,] is the covariance

matrix, X the design matrix and y is the vector of the output values.

2.5.2 Active learning

Active learning allows any algorithm to actively choose the training data points during the learning
process. This is extremely useful in scenarios where labeled data is expensive to obtain. Therefore, this
paradigm choose the most informative points from which it learns.

An arbitrary active learning strategy includes five elements, (L,U, M, O, Q). The first element, L is
the labeled training data set and U is the set of unlabeled data points. Usually, the number of unlabeled
data points is much higher than the labeled set. M is the machine learning model, which can be a clas-
sification or a regression model, what makes the values in L being discrete or continuous, respectively.
O is the oracle, which function is to provide labeled values. The last, @, is the query function which
contains the strategies and criteria for finding and selecting the most informative instances of U to be
added to L. According to Settles [56], there are several query frameworks that can be adopted, such as
error reduction by Roy and Mccallum [57], query-by-committee by Seung et al. [58], uncertainty sam-
pling by Lewis and Gale [59], density-weighted methods by Settles and Craven [60], variance reduction
by Geman et al. [61] and expected model change Settles et al. [62]. Related with the query function, this
learning paradigm can be divided into pool-based or stream-based. In the pool-based, each individual
data point is presented serially or in successive blocks, whereas in the stream-based all the unlabeled
instances are available for querying.

Since this is an iterative process, there must be a stopping rule. In general, this criteria should
take into account the performance of the model, is generalization capacity and the associated costs of
acquiring new labeled data.

Although this strategy is used in a wide range of fields, in this work we focus mainly on applications

of simulation metamodels.

2.5.3 Related works

The application of simulation metamodels based on GP is still rare, however, there are some works
that have been developed. These works can be divided into traffic prediction or optimization of networks,
according to Song et al. [63].

Ciuffo et al. [64] adopt a metamodel-based technique and conduct a sensitivity analysis using the
mesoscopic traffic simulator AIMSUN. The authors also investigate the importance of selecting a proper

sampling strategy based on low-discrepancy random number sequences and the importance of selecting
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a class of metamodels able to reproduce the inputs—outputs relationship in a robust and reliable way.
The authors conclude that the estimated outputs from the metamodel and the real simulation outputs
were very similar.

Chen et al. [65] also apply the metamodel for mesoscopic simulation to solve the bi-level Mixed Net-
work Design Problem (MNDP) to enable dynamic traffic assignment (DTA) and the simulation-based op-
timization solution. The authors propose a surrogate-based optimization framework to solve the MNDP
that is characterized by expensive-to-evaluate objective functions, using as a case study the large-scale
Montgomery County network in Maryland.

Zhang et al. [66] utilizing a simulation-based dynamic traffic assignment model, propose a Bayesian
stochastic Kriging metamodel to optimize integrated planning and operational ATM strategies for corri-
dors using the real scenario of I-270 and MD355 in the state of Maryland, USA.

Antunes et al. [67] propose an active learning algorithm based on the GP framework. The method-
ology used gathers the most informative simulation data points in batches, according to both their pre-
dictive variances. The most informative data points are also selected according to the relative distance
between them, in order to explore the simulators’ input space with fewer data points and in a more
efficient way. In this work, a simple traffic simulation and a Demand-Responsive Transportation (DRT)
system simulator is used and the results show that the methodology used is able to improve the explo-
ration efficiency of the simulation input space

Chen et al. [68] adopts a surrogate-based optimization approaches to approximate the response
surface for the transportation simulation input—output mapping and search for the optimal toll charges in
a transportation network. The authors use a simulation-based dynamic traffic assignment model DynusT

(Dynamic Urban Systems in Transportation) to evaluate the system performance.
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Chapter 3

UAM simulation in MATSim - Sao

Paulo case study

3.1 Methodology

To carry out the simulations, the egasim framework which is based on the MATSim framework with
added components for simulation of discrete choice models was used together with the UAM extension,
available on GitHub'. Therefore, it was necessary to create a synthetic population together with the
network, to define the discrete mode choice model, that is, the equations that govern the model and the

UAM service, which includes the designation of vehicles and stations.

3.1.1 Population and network

The creation of the synthetic population and the network of Sao Paulo Metropolitan Region was
made based on open data and using the egasim’s repository available on GitHub?. The data required

for its creation are listed below:

+ Census data 2010, containing the socio-demographic information of people living in Brazil were

available from Centro de Estudos da Metrépole?®;
+ Sdo Paulo household travel survey 2017 was available from Transportes Metropolitanos?;
+ OpenStreetMap data which was available on Geofabrik’;
+ Educational facilities were available from Dados Abertos da Educagéo®;

+ Census zoning system was available from Centro de Estudos da Metrépole’;

Thttps://github.com/egasim-org/uam
2https://github.com/eqasim-org/sao_paulo
Shttps://centrodametropole.fflch.usp.br/pt-br/controle-acesso
“http://www.metro.sp.gov.br/pesquisa-od/
Shttp://download.geofabrik.de/south-america/brazil/sudeste.html
Shttps://dados.educacao.sp.gov.br/dataset/enderecos-de-escolas
7https://centrodametropole.ffich.usp.br/pt-br/controle-acesso
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* Road network (OpenStreetMap), that was obtained thanks to the file obtained in the third item;
+ Public transit schedule (GTFS) that was obtained from the OpenMobilityData®.

Regarding the synthetic population, only about 1% of the total population residing in Sao Paulo was
generated, in order to reduce the time of the simulations.

The generated network does not yet have the UAM service. In Figure 3.1, it is possible to see an
overview of the created network (a) as well as a more detailed view (b). This network represents well
the real network, since it was obtained using the Open Street Map. The Figures were obtained using
Simunto Via®, a tool that supports the loading of the typical MATSim input and output files and thus
allows extracting a huge amount of data from the visualization simulation results such as tracking a

single vehicle, activity times and link volumes.

3.1.2 Mode choice model

In order to use the discrete mode choice model, it was necessary to define the equations that will
allow, during the simulation, to obtain a probability for each option, in order to allow the agent to make
the best decision. The equations are already defined in the calibrated Sao Paulo scenario, in Egasim’s
GitHub repository'?, so they have not been changed. That said, it was only necessary to define the
equation of the UAM service. These are represented from 3.1 to 3.5

The options available are UAM, car, PT, taxi and walk. Bike is not considered because its modal
share is zero in the real case [69], having in account the data of 2020.

Looking at the equations, it is possible to see that there are several parameters that must be defined,
with « being a constant specific to the transport mode, 5 a marginal utility parameter, C represents the

cost of the trip and z is related with per-trip choice dimensions.

UTAM = QUAM + 6travelTime,UAM * TtravelTime,UAM

+ Bcost * CUAM

Ucar = Qear + ﬂtravelTim,e,car * TtravelTime,car
+ Otm'p
+ ﬁaccessE’g’r'essT’inLe,ca’r * TaccessEgressTime,car

+ /80031‘, * Cear

Upt = Qpt + ﬁtravelTime,pt * TtravelTime,pt
+ 6accessEgressTime,pt * TaccessEgressTime,pt
+ BwaitTi,me,pt * TwaitTime,pt (33)
+ ﬁtrunsfer,pt * Ttransfer,pt

+ ﬂcost * Cpt

8http:/transitfeeds.com/p/sptrans/1049
%https://simunto.com/via/
Ohttps://github.com/eqasim-org/eqasim-java
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(a) General view.

(b) Detailed view.

Figure 3.1: Network of the city of Sado Paulo without UAM.

Utazri = Qtazi T 5tra1)elT’L'me,ta,mi * TtravelTime,taxi

+ ﬂa(}(l(iSSEgT"CSST’i‘H’L(i,t(L.’,Ki * LaccessEgressTime,tari (34)
+ Bcost * Ctaxi
Uyalk = Qwalk T 5tra’1)(ilTime,walk: * TiravelTime,walk (35)

Having already defined the equations, it was necessary to assign values to the various variables.
Table 3.1 presents the values of each variable for each transport mode. The parameters of car, public

transport, taxi and walk were based on the calibrated scenario. Regarding the definition of the UAM
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service, the new service added, the parameter values were based on the values of public transport.
With regard to the walk mode, there is also a penalty of -100 in the utility, if agents travel more than

20km on foot.

Table 3.1: Discrete mode choice parameters definition.

Parameter UAM Car Public transport Taxi Walk

a -0.2 0 -0.2 -3.0 2.2

BtravelTime -0.0142  -0.0246 -0.0142 -0.15 -0.1257

Beost  -0.0606 -0.0606 -0.0606 -0.0606 -

Cirip - -0.1597 - - -
BaccessBgressTime  -0.0142  -0.0246 -0.0142 0 ]
BuwaitTime -0.0142 - -0.0142 - -
Biransfer - - 0 - .

3.1.3 UAM service

Regarding the definition of the UAM Service, this was made based on the repository availabe on
GitHub MATSIim-UAM'", which allows the creation of a file containing information about vehicles and
stations, as well as updating the network, so that it includes the UAM service. It was then necessary to
define the locations for placing the stations (x, y, and z coordinates), as well as the parameters listed

below, which concern the stations and vehicles.
- Stations:

— Station ID and name;

— VTOL distance: the distance, in meters, that vehicles have to travel to go from the take off to

the cruise phase or to land;

— Preflight time: represents the time, in seconds, that an agent has to be at the station before

being able to board;

— Postflight time: represents the time, in seconds, that an agent has to be at the station before

being able to leave;

— Default waiting time: represents the average waiting time, in seconds, for passengers, when

there is no information on the time of previous iterations (used in iteration zero);

— Ground access capacity and free-speed: represent the capacity that a station has to re-

ceive agents in its base, in one hour, and the speed (m/s), respectively;

" https://github.com/BauhausLuftfahrt/MAT Sim-UAM
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— Flight access capacity and free-speed: represent the maximum capacity of the links in one

hour, as well as the maximum allowed speed (m/s), respectively.
* Vehicles:

— Type (name);

— Vehicles per stations: how many vehicles are available per station at the beginning of the

simulation;

— Start and end time: represent the start and end time of vehicle operation, in hours, respec-
tively;

— Range: represents the maximum distance a vehicle can travel on a journey, in meters;
— Capacity: represents the maximum number of people the vehicle can carry;

— Cruise and vertical speed: represent the maximum speed of the vehicle, during the take-

off/landing and cruise phase, in m/s;

— Boarding and deboarding time: represent the time it takes an agent to board/deboard to or

from a vehicle, in seconds;

— Turn around time: represents the time, in seconds, that a vehicle has to wait before it can
be used again.

The introduction of the UAM service in a city in general will involve analyzing the many factors that
will influence the adoption of this service by the population and the UAM performance. That said, a set
of parameters regarding stations and vehicles are constant, independently of the simulation and they
are present in Table 3.2 and Table 3.3, respectively.

Table 3.2: Stations parameters.

Station ID / name Stationn/n

VTOL distance (m) 600

Default wait time (s) 180

Ground access capacity / free speed (m/s) 9999/ 35

Flight access capacity / free speed (m/s) 9999 /200

The others parameters vary according to the simulation, with the objective of being able to perceive
the influence they have on the use of the UAM service. In order to assess the influence of each param-
eter, a base scenario was defined and the parameters were changed one by one, in relation to the base
scenario. The parameters defined for the base scenario and their variations are in Table 3.4.

Regarding the values of the base scenario it is possible to see below a little explanation about how
we got these values.
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Table 3.3: Vehicles parameters.

Name 1

Start / end time (h:min:s) 00:00:00 / 30:00:00

Range (m) 60000
Boarding / deboarding time (s) 30/30
Turn around time (s) 120

Table 3.4: Varied parameters in the simulations.

Parameter Base value Variation

Cruising speed (km/h) 150 50, 250, 350

Vertical speed (m/s) 10 5,20

Ground Process Time (min) 3 0.5,5,15
Vehicle Capacity 1 2,6

Fleet Size (uniform distributed) 1000 100, 2000
Number of stations 25 10

Fare per km (BRL) 2 0,5

Fare per min (BRL) 0.5 0,2

Base fare (BRL) 3 0,10

Cruising and vertical speed values: based on the vehicles being developed;

Ground process time: or the check-in and check-out time, is 3 minutes because we are assuming
that as this is a transport mode whose objective is to complement and alleviate existing ones, this

process needs to be agile, unlike what happens at airports where other controls are needed;

Vehicle capacity: based on the 1% of the population of Sao Paulo that is used in the synthetic

population;

Number of Vehicles: based on the number of agents in the simulation and they were uniformly

distributed across the available stations;

Number of stations: based on the travels that are made and in the number of agents used during

the simulations;
Fares: similar to public transport prince in the city of Sao Paulo.
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It was also necessary to introduce the stations in the network and, for this, an analysis was carried
out, based on the origin-destination pairs of all trips, of all agents. In this way, a file was created with all
the coordinates of the places where a trip starts or ends and all these points have been marked on a
map using QGIS'2. Later, in order to make the busiest places noticeable, a heat map was created where
it was possible to identify the regions of the city where the most departures or arrivals of trips are made.
Since two different scenarios were simulated for the parameter "No. of stations”, it was necessary to
create two different networks, one with 10 stations and the other with 25. In Figure 3.2, it is possible to
observe the locations chosen for the 10 stations (a) and for the 25 (b). For both scenario with 10 and
the scenario with 25 stations, the stations were placed in the areas with more movement (hottest spots),
while in the scenario with 10 stations they were placed only in the city center, in the scenario with 25

these are more dispersed, thus occupying a larger area.

(a) Location of the 10 UAM stations.

21

(b) Location of the 25 UAM stations.

Figure 3.2: Location of UAM stations in the Sdo Paulo scenario.

12A free and open source geographic information system, https:/www.qgis.org/en/site/
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In Figure 3.3, it is possible to see the complete network with 25 stations. These stations were directly

connected to each other without any deviation, in both cases.

Figure 3.3: Network with 25 stations linked directly to each other.

3.2 Synthetic population validation

In order to prove that the population used in the simulations is effectively representative of the city
of Sao Paulo and that it will reflect their choices, a comparative analysis was made to the data obtained
with the real values, taken from the results of the 2010 census'3.

With regard to the number of men and women present in the synthetic population (SynPp) and in
the census, it is possible to see in Figure 3.4 that there is a good fit between the reality and what was
generated.

Going deeper and dividing the population by gender and age, it is possible to see in Figure 3.5 that
there is a good fit not only between gender but also by age group.

Comparing the percentage of the population residing in Sdo Paulo that is employed, unemployed or
is a student with the household travel survey, it is possible to verify in Figure 3.6 that there is a good
matching between these categories.

Analyzing now only the synthetic population, in order to understand its characteristics, and since no
information was found about these topics, in Figure 3.7 it is possible to see the percentage of people
who have a driving license and also the percentage of people who are subscribed to the public transport
service.

The population that was generated includes the agents’ plans, with the activities they have to perform
throughout the simulation (home, work, education, leisure, shop or other), therefore, these were also

analyzed. First, in Figure 3.8 it is possible to observe, in percentage, the number of trips that are carried

3https://www.ibge.gov.br/censo2010/apps/sinopse/
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Figure 3.4: Gender comparison between real and synthetic population.
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Figure 3.5: Comparison of genders and ages between real and synthetic population.

out by each chain of activities. For example, the home-work-home activity chain has 2 trips, one from
home to work and another from work to home.

Now analyzing the chains of agents’ activities, in Figure 3.9, it appears that, effectively, chains with
two trips are the most common.

Regarding the chains of activities that specifically involve work (a), education (b), leisure (c), shop
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Figure 3.6: Comparison of the percentage of employed, unemployed and students between the synthetic
population and the household travel survey.
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Figure 3.7: Percentage of public transport subscription and persons with license in the synthetic popu-
lation.
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Figure 3.8: Number of trips that are performed by each chain of activities.

(d) and other (e) activities, the most accomplished plans are represented in Figure 3.10.
Finally, the average income per person was analyzed, based on the income of each family. This

average income is shown in Figure 3.11.
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Figure 3.9: Effective frequency of each activity chain in a simulation.

3.3 UAM MATSim results

This Section describes the results obtained, taking into account the methodology described before.
The results are divided into two parts. The first analyzes the base scenario and makes a comparison
with the scenario without UAM. The second part analyzes the results obtained, taking into account the

variation of the different input parameters.

3.3.1 Overall evaluation

First, in order to verify the impact that the introduction of UAM has on the city, a simulation without
UAM was carried out, in order to verify if it represents well the reality. Figure 3.12 presents the differences
between the scenario without UAM and the real values.

Analyzing the mode shares of the simulation without UAM, it can be concluded that they represent
the reality relatively well, comparing to the real data'*. However, there is a difference with regard to the
use of the car, since in 2020 the real value was 36% and in the simulation result is, approximately, 21%.
The values regarding the mode share of taxi and car passenger were not found. Then, the results of this
simulation were compared with the results of the simulation of the base scenario.

Regarding the result of the base scenario, 41128 UAM legs were performed and they represent
8.28% of the total number of legs. The mode shares of each transport mode (including walk) were an-
alyzed, and, organized in a decreasing manner, the result is as follows: walk (30.34%), public transport
(28.71%) , UAM (18.94%), car (12.49%), car passenger (8.7%) and taxi (0.82%). Figure 3.13 presents
the differences in the mode share of each mode of transport, compared to the scenario without UAM.

It is possible to see that, the UAM introduction will have a negative impact on all transport modes and
this impact will have a greater effect on the reduction of the car's mode share. One of the reasons that
may justify the drop in the use of public transport is the fact that UAM stations are not placed in strategic
places, where a change from train to UAM can be made, for example. These strategic places would be

next to bus and train terminals. In this way, a better complement between all public transport could be

4https://www2.deloitte.com/content/dam/insights/us/articles/4331_Deloitte-City-Mobility-Index/SaoPaulo_GlobalCityMobility_WEB.pdf
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Figure 3.10: Plans most carried out depending on the activity and regarding the synthetic population.

achieved.

to check whether this was a reasonable value for the trips that were being made, the average time of all
trips was calculated assuming that all UAM vehicles would travel at the maximum speeds allowed, that
is, a cruising speed of 150km/h and a vertical speed of 10m/s. That said, the time each vehicle needs to
take off and landing (2*(600/10)=120s) and the time that the cruise phase would take at maximum speed
(distance/cruising speed) were calculated and these were added together. The final result shows that
the average time of all trips at maximum speed should be about 5 minutes, which shows that 23 minutes

are being spent in traffic jam. Therefore, we can conclude that with the parameters defined for this
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Figure 3.11: Mean income per person in the synthetic population.
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Figure 3.12: Mode shares comparison between scenario without UAM and real values.

scenario, there is strong UAM congestion, which can be due to several factors, including the unrealistic
value of the ground and flight access capacity of 9999 persons per hour, which hardly puts a limit on the
number of people at stations and the number of vehicles per link and the low preflight/postflight time.
Another reason could be the low number of stations available.

The average distance covered was 7.4km and, taking into account the average time of all trips, the
average speed was 20km/h, a value far below which the vehicle can travel. Regarding the distances
covered, a histogram was created that allows to understand which trips were made the most. This
histogram of the base scenario is shown in Figure 3.14.

Analyzing the histogram of this scenario, it appears that the minimum distance traveled in a trip is in
the range of 1.5km-2.5km meters and the maximum distance in the range of 27.5km-28.5km. However,

most trips are in the range of 4.5km-5.5km meters.
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Figure 3.13: Mode shares comparison between scenario base and scenario without UAM.
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Figure 3.14: Histogram of distances from the base scenario.

The stations most and least used by agents were also analyzed, in order to understand whether the
fact that they were placed in a more or less busy area (darker or lighter on the heat map, respectively)

had an influence. In Figure 3.15, the 3 busiest stations are shown in green and the 3 least busy in red.

We can conclude that there is an agreement with the analysis made for the placement of stations
taking into account the departures and arrivals of trips. Regarding the least used stations, it can be seen
that they are found in areas with a light spot and on the outskirts, while the 1st and 2nd most used are
found in the darkest spots, in the center of the city. There is a surprise, if we look at the 3rd most used
station, in the sense that it is located on the outskirts and in a light spot. Therefore, this should be further

studied, to understand the main reasons.
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Figure 3.15: Most used stations (green) and least used stations (red) in the simulation.

3.3.2 Sensitivity to main UAM parameters
Cruising speed variation

Analyzing the cruising speed variation, Figure 3.16 presents the influence that this change had on the
number of UAM legs (a), the average travel time (b), the average distance traveled (c) and the average

time spent in traffic (d).
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Figure 3.16: Cruising speed variation (km/h).

An increase in this speed in relation to the baseline scenario translates into an increase in the number
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of UAM legs which, in turn, implies an increase in the average travel time and in the congestion as there
are more vehicles circulating. By reducing the value of this parameter, there is an increase in travel time,
despite the decrease in the number of UAM legs, due to the speed being lower. In turn, reducing the
number of UAM legs in this case reduces congestion time. Analyzing the average distance covered, it
is possible to observe that a reduction in cruising speed to 50km/h implies a reduction of approximately
8% in this, that is, as the speed is lower, agents prefer to make shorter trips. Increasing the value of
cruising speed to 250km/h, there is a slight increase in the average distance covered, however, when it
increases to 350km/h, there is a decrease of almost 12% in the average distance.

Histograms were also analyzed, which show the number of trips made for each distance interval, and
the only histogram that presents a significant variation in relation to the base scenario histogram is the

one in which the cruising speed was 350km/h. Thus, the two histograms are found in Figure 3.17.
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1000
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(a) Base scenario. (b) 350km/h cruising speed scenario.

Figure 3.17: Histograms of cruising speed variation.

The reduction in the average distance of almost 12% in the scenario with 350km/h is visible in the
comparison of histograms, that is, in the histogram of the cruising speed of 350km/h, there is a substan-

tial increase in trips between 4.5km and 5.5km, compared to the base scenario.

Vertical speed variation

Regarding the variation of vertical speed, Figure 3.18 presents the influence that this change had
on the number of UAM legs (a), the average travel time (b), the average distance traveled (c) and the
average time spent in traffic (d).

With regard to this variation, an increase in relation to the baseline scenario, to 20m/s, translates into
an increase in the number of UAM legs and, therefore, an increase in congestion. With this increase in
vertical speed, agents reduced the average travel distance, which translates into a reduction in average
travel time. Reducing this parameter to 5m/s, there is a slight reduction in the number of UAM legs and,
consequently, in congestion. In relation to the average travel time, this increases by about 4%, although
the average distance remains practically the same.

Regarding the histograms for each simulation performed as a function of the distance covered, the

34



5 4
4 3
3 2
xR 2 xR
1
1
0
0 5 10 20
0 5 10 15 20 25 1
-1
-2
2 VERTICAL SPEED (M/S)
VERTICAL SPEED (M/S)
(a) Variation of UAM legs. (b) Average travel time variation.
0,5 4
0 3
5 10 20 2
-0,5
1
1 0
ES ES 5 10 20
15 -1
-2
-2
3
-2,5 -4
3 -5
VERTICAL SPEED (M/S) VERTICAL SPEED (M/S)
(c) Average distance variation. (d) Variation of average time in traffic jam.

Figure 3.18: Vertical speed variation (m/s).

only histogram that presents a significant variation in relation to the histogram of the base scenario is

the one in which the vertical speed was 20m/s. Thus, the two histograms are found in Figure 3.19.
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Figure 3.19: Histograms of vertical speed variation.

As already mentioned that an increase from 10m/s to 20m/s implied a reduction in the average
distance, it can be seen through the histograms that there was a significant increase in trips between

4.5km and 5.5km, compared to the base scenario.
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Ground process time variation

Regarding the variation of the ground process time, that is, the time an agent spends at the station
before being able to enter the vehicle and the time they have to stay at the station after finishing a trip,
the only parameter that had a significant variation, was the variation of the average time in traffic jam.

This can be found in Figure 3.20.
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Figure 3.20: Variation of the average time in traffic jam varying the ground process time (min).

This may be due to the fact that, instead of spending time in the air traffic jam, agents now spend at
the station. Analyzing this variation, it appears that an increase in GPT implies an increase in traffic and,
on the other hand, a reduction also means an increase in congestion, although not so sharply. This is
due to the fact that, although slight and not represented, a decrease in GPT, translated into an increase
in UAM legs.

In the histograms, a significant change in the distribution of trips as a function of distance is not

visible.

Vehicle capacity variation

The change in vehicle capacity did not show significant differences in any of the analyzed values, so
no graphs are presented for this parameter. This is due to the fact that a vehicle, at this time, having an
agent ready, leaves immediately to carry out the trip, instead of waiting, for example, 1 or 2 minutes to

be able to transport more agents to the same location.

Fleet size variation

Analyzing the fleet size variation, Figure 3.21 presents the influence that this change had on the
number of UAM legs (a), the average travel time (b), the average distance traveled (c) and the average
time spent in traffic (d).

Doubling the fleet size resulted in an increase in the number of UAM legs, average travel time and
average time in congestion. With an increase in congestion, agents chose to take shorter trips, thus
reducing the average distance traveled. On the other hand, a reduction of the fleet to 100 vehicles
caused the number of UAM legs to be reduced by approximately 15%. With fewer vehicles circulating,

congestion has decreased and therefore the average travel time has also decreased.
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Figure 3.21: Fleet size variation.

Regarding the histograms for each simulation performed as a function of the distance covered, both
scenarios in which the fleet size was varied present variations in relation to the base scenario. So it is
presented in Figure 3.22 the 3 histograms. It is visible that with 2000 vehicles, the number of short trips

increased.

Number of stations variation

Regarding the variation in the number of stations, Figure 3.23 presents the influence that this change
had on the number of UAM legs (a), the average travel time (b), the average distance traveled (c) and
the average time spent in traffic (d).

The reduction in the number of stations to 10 resulted in a reduction of almost 60% in the number of
UAM legs. With fewer stations, but with the same number of vehicles circulating (1000), this reduction
implied an increase of approximately 130% in the average travel time and 160% in the average time in
congestion. The average distance reduced by 16%, as the 10 stations are more concentrated in the city
center, compared to the 25 stations.

Figure 3.24 presents the histogram for the simulation carried out with 10 stations, depending on the
distance covered.

It is possible to conclude that with fewer stations, the trips that were made the most are in the range

of values between 5.5km and 6.5km.
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Figure 3.22: Histograms of fleet size variation.

Fare per km, per minute and base fare variation

In the simulations carried out in which the fare per minute, per kilometer and base fare were changed,
the only significant variation in the performance metrics analyzed is related to the scenario in which the
fare per minute was changed. Even so, the only changes are related to the variation in the average
travel time and the variation in the average time spent in traffic jam. These two graphics are shown in
Figure 3.25.

With the variation of the different fares, the only significant change in the performance metrics is
found in the variation in average travel time and congestion with the variation in fare per minute. The
fact that the fare per kilometer and base fare do not have much influence is due to the fact that agents
who are already using the UAM service under the base scenario conditions with high congestion do not
mind paying more to carry out the trip, as this continues to be advantageous for them. Analyzing the
variation of the average travel time and congestion, both have a similar behavior, in the sense that, with

a reduction in fare per minute, the average time increases and, therefore, so does the congestion.
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Figure 3.23: Variation in the number of stations.
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Figure 3.24: Histograms of the variation in the number of stations.

Summary

Base scenario: in general, although the UAM appears to have acceptable levels of utilization,
the parameters defined for the base scenario cause a high level of air congestion. It is important
to adjust these parameters in order to optimize the service, and this optimization can range from
updating the values chosen for the input parameters to the strategic placement of UAM stations,

along with other public transport modes.

Cruising speed variation: an increase in the cruising speed translates into an increase in the
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Figure 3.25: Fare per minute variation.

number of UAM legs and, consequently, an increase in congestion. On the other hand, a reduction
of this parameter results in a reduction in the number of UAM legs and also in the congestion time.

Due to a lower speed, it results in an increase in the average travel time.

Vertical speed variation: an increase in the vertical speed translates into an increase in the
number of UAM legs and, consequently, an increase in congestion. By reducing this parameter,

there is a slight reduction in the number of UAM legs.

Ground process time variation: in this case, the only variation that occurred was the increase in

congestion, either with the decrease or increase in the value of this parameter.

Vehicle capacity variation: there were no significant changes with the change in vehicle capacity,
due to the fact that the vehicles, in the simulation, departure as soon as they have an agent, rather

than waiting for more.

Fleet size variation: an increase in fleet size translates into an increase in the number of UAM
legs, as well as in the average travel time and the level of congestion. On the other hand, a

reduction also causes a reduction in the number of UAM legs and in the level of congestion.

Number of stations variation: the reduction in the number of stations translated into a drastic
reduction in the number of UAM legs. However, with the same number of vehicles circulating, the

average travel time and the level of congestion increased dramatically.

Fare per km, per minute and base fare variation: a change in fares did not cause a major
change in the results, due to the fact that those who use the UAM service in this condition are
willing to pay more to use it, as it is still worth it. However, with a reduction in fare per minute, an

increase in the average travel time can be verified.

Vehicles analysis: analyzing the results obtained, it can be concluded that fully electric vehicles
seem to be a good choice for the city of Sdo Paulo, assuming these conditions. This choice
is related to the fact that the trips are relatively short, on average, with the longest trip being
around 28km. With regard to vehicle capacity, no comment can be made, as the vehicle capacity

parameter did not produce desirable results.
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Chapter 4

Simulation metamodel methodology

applied on UAM simulation

4.1 Methodology

This work presents an active learning metamodeling methodology based on the work developed by
Antunes et al. [70]. Therefore, a pool-based active learning strategy is adopted and it is presented in
Figure 4.1. As mentioned in Section 2.5.2, in a pool-based active learning strategy, each individual data
point is presented serially or in successive blocks. In this case, the algorithm will choose the 3 most
informative points and will ask to the oracle to perform the simulations of these input points. The most
informative points means the point with the highest predictive variance.

The algorithm was developed using the high-level programming language python and the scikit learn

library.
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Figure 4.1: Active learning metamodeling methodology (adapted from [70]).
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The methodology adopted, described below, can be divided into 3 main blocks: the simulation meta-

modeling, the active learning strategy and the policy analysis.

+ Simulation metamodeling: approaches the simulation model using a GP. In this sense, the GP
(M) is provided with a set of results already obtained through simulations (labeled input L), which
allow training the model. After this, the model makes several predictions about a dataset that the

metamodel does not yet know the true value of the simulations output (unlabeled input U).

+ Active learning strategy: increases the quality of the GP, iteratively. In this block, the algorithm
analyzes the predictive variance of each prediction that was made and selects the 3 most informa-
tive points. The 3 points with the highest predictive variance are provided to the simulator (MATSim
0), which will give the real output of the 3 unlabeled input. After the simulator obtains the true re-
sults of these points, they are added to the L set. The stopping criterion, in our case, is the main
difference, comparing to Antunes et al. [70]. Instead of using the total predictive variance, we use
the mean variance across the unlabeled input simulation region. Therefore, the stopping criterion
is the Current Mean Variance (CMV) divided by the Initial Mean Variance (IMV) and this should
be bigger or equal to 1 — «, being « a parameter defined by the user, depending on the level of
accuracy that he want. Based on that, the @ is the query function and is based on the analysis of

the mean variance.

* Policy analysis: Lastly, when the stopping criterion is satisfied, meaning that the metamodel fits
well the reality, according to our expectations, previsions can be done and the best policies can be

adopted.

4.2 Corsica case study

Due to the long time that simulations of the Sdo Paulo scenario took to be completed, and due to
the high amount of results needed to carry out the metamodel, it became impracticable to apply this
strategy to the case studied above. Therefore, the scenario of the island of Corsica, available in the
MATSim-UAM repository, mentioned above, was chosen.

This scenario has a smaller population and a smaller network, therefore 500 different simulations
were performed. However, the available scenario only features 3 UAM stations, so it was necessary
to add more stations. These were added randomly, as the objective here is not to assess the impact
of the introduction of UAM on the island of Corsica, but rather to assess the usefulness of creating a
metamodel for predicting the output of simulations. Figure 4.2 presents the networked created, with the
10 UAM stations.

To carry out these simulations, a javascript was created that changes the input parameters between
each simulation, in order to have 500 different simulations. Therefore, it was necessary to define a range
of values for each input parameter. Table 4.1 presents which parameters were changed and their range

of values.
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Figure 4.2: Corsica network without UAM.

Table 4.1: Corsica scenario parameters variation.

Preflight time (s) 1-900
Postflight time (s) 1-900
Default wait time (s) 1-500
Vehicle capacity 1-6
Cruising speed (m/s) 1-35
Vertical speed (m/s) 1-35
Boarding time (s) 1-120
Deboarding time (s) 1-120

Turn around time (s) 1-120

Despite having used a scenario with 10 stations, these were assumed to be uniform, that is, they
present the same values in each simulation, in order to reduce the number of inputs of the metamodel.
However, this assumption is not realistic, as each station will have its own characteristics.

After the 500 simulations had been carried out, another 35 different simulations were carried out.
Unlike the 500 simulations where all parameters could be chosen within the maximum range of values
defined in Table 4.1, these 35 simulations focused on reducing the range of each parameter in order to
obtain simulations results in a smaller input space. Listed below, is presented the sequence performed

by the javascript.

* 1 — Access the configuration file of the Corsica scenario and change the input parameters ran-

domly, according to their range;

+ 2 — Perform the simulation, based on the generated configuration file;
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» 3 — A file containing the input parameters of all simulations is created and the results are saved.

This process is repeated until the end of the 500 simulations.

After all the simulations performed, it was necessary to implement the metamodel based on the
active learning strategy defined before. In order to the model be trained with the labeled inputs and be
able to make predictions of the unlabeled inputs, the 500 simulations were divided randomly.

In this case, we chose to use 67% of the 500 simulations carried out to train the metamodel and, thus,
form the set of labeled input. This set is divided in the various input parameters obtained with javascript,
called z;-4in, as well as the respective results of the simulations carried out with these parameters,
called y¢rqin. The set yirqin iS constituted by the number of UAM legs of each simulation.

The remaining 33% were used to enable the metamodel to make predictions and therefore form the
set of unlabeled input. This set contains only input parameters without simulation results and is called
Zeest- 1he remaining 35 simulations were added separately to the respective sets in the labeled group,
in order to see if, reducing the input space, it was possible to improve the metamodel. In the end,
basically, 2 metamodels were created, based on the same strategy. The first one starts with 67% of the
500 simulations performed in the labeled input set and contains the input parameters chosen randomly
within the maximum possible range. The second starts with 67% of the 500 simulations performed plus
the 35 in the labeled input set although, in this case, there is an attempt to refine the input space, as the
input parameters of the 35 simulations restrict the random value of the input parameters.

Then, it was necessary to define the kernel function and the alpha parameter. Equation 4.1 presents
the kernel function, chosen randomly. Alpha was set to 0.3, meaning that the iterations stop when the

actual mean predictive variance is less than 70% of the initial mean predictive variance.

kernel = Lin() + WhiteKernel() (4.1)

Listed below, is presented the sequence performed by the algorithm to obtain the first metamodel,
although this sequence is the same for the second metamodel, since the only thing that changes is the
set L.

* 1 — The set L is defined being L = 500 x 0.67 and is divided in the z,rain and in the y,rain,

containing the input parameters and the outputs, respectively.

2 -The GP is trained based on the set L. Then it predicts the 165 unlabeled inputs (U = 500x0.33)

and obtain their corresponding predictive variances;
» 3 — The algorithm finds the top 3 highest predictive variance points in U (most informative points);
» 4 — The true values for the top 3 highest predictive variance points are obtained;
» 5 - L is updated with the new 3 observations;

» 6 — The process finishes when the stopping criterion is satisfied, meaning that in each iteration,

the mean variance is computed.
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It is important to note that, in this case, when the metamodel asks for the results of the top 3 highest
predictive variance points in U, these values, although not being used, are already available and stored,
due to the fact that the 500 simulations have already been carried out and they correspond to the outputs

of the z;.5:. Therefore, the algorithm just finds the true values and add them 10 y;-qin-

4.3 Simulation metamodel Results

The results obtained can be divided into two parts, according the 2 metamodels. The first part is
the one in which the metamodel is only based on the 500 simulations, while the second part takes into
account the 500 simulations plus the 35 simulations carried out in a more restricted input space. Figure
4.3 presents the mean variance variation in function of the number of iterations of the metamodel.
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Figure 4.3: Comparison of the mean variation as a function of iterations between the metamodel with
500 simulations and the metamodel with 535 simulations.

Regarding the results, the most important thing to note is that, until iteration number 47, the average
mean variance decreased compared to the first iteration. The metamodel was stopped at iteration 47,
as if it continued, it would have no more results to predict, since at the end of each iteration, 3 results
are added to the training set. It should be noted that, due to this, the stopping criteria did not have time
to be satisfied.

Analyzing the figure, it can be concluded that, although slightly, the scenario with only 500 simulations
at the beginning, due to having fewer observations, presents a higher average variance, however, at the
end of the 47 iterations, it managed to reduce more in percentage than the scenario with 535 simulations.

In order to evaluate the obtained metamodel with the 500 simulations, it was used to predict the
results of the 35 simulations performed later. Table 4.2 presents the results obtained.

Observing the results, it is possible to see that the metamodel is still not perfect, especially when the

number of UAM legs is reduced. However, for high UAM legs values, the metamodel presents a good
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Table 4.2: Predictions over the 35 simulations with the metamodel of the 500 simulations.

Simulation Predict Simulation Predict Simulation Predict Simulation Predict

42 45.4 2 19.8 28 33.1 42 40.4

42 44.8 28 31.6 34 38.1 42 38.8

42 471 28 30.2 28 41.4 40 38.2

42 46.1 28 29.6 28 40.6 26 24.9

42 46.2 26 28.8 40 42.5 22 23.2
2 20.1 26 28.7 40 43.7 32 26.5

11 22.9 34 37.3 28 415 26 254
2 19.6 32 34.1 42 41.6 22 23.3
2 19.9 34 38.0 42 41.8

estimate.

In conclusion, due to the reduced test group, it was not possible to reduce the desired mean variance
value and, thus, complete the metamodel, in order to have good predictions. Therefore, according to the
results, it is important to have more simulations to add to the training group, mainly simulations with low

number of UAM legs in the result.
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Chapter 5

Conclusions

The objectives of this thesis were to instantiate an agent-based transport model of on-demand UAM
services in Sao Paulo Metropolitan Region under the MATSim traffic simulator using the UAM extension
in order to analyse the impact of this new transport mode and to create a metamodel based on Gaussian
Processes with active learning, to predict the simulation outputs. Therefore, in this Section, the main

results achieved will be explored as well as future work to be developed.

5.1 Achievements

The creation of the synthetic population and the network and the UAM service definition were prop-
erly done. This allowed to run several simulations in the MATSim framework, with the UAM extension
and to evaluate the impact that the introduction of UAM will have in the city of Sdo Paulo, which is the
first objective of the thesis.

First, regarding the simulation model, it is possible to conclude that the introduction of this new
transport mode can be a great driver for the reduction of congestion on the roads. Furthermore, based
on the results obtained and taking into account that the synthetic population and the network generated
are very close to the reality, it can be concluded that the introduction of the UAM service will be well
accepted by society, however, it is important to remember that there are other aspects that can affect
people’s opinion, such as noise.

Regarding the results of the simulations of the base scenario, the parameters defined cause a high
level of air congestion. However, analyzing the variation of the input parameters, it is possible to conclude
that the reduction in the number of stations and the number of UAM vehicles has a very negative effect
on the number of trips made by the UAM service. Therefore, having a high number of stations well
distributed throughout the city is essential. On the other hand, the increase in cruising speed and
vertical speed have a positive influence. However, there is no big advantage in increasing the cruising
speed too much beyond 150km/h, in this case. Regarding the fares and the ground process time, due
to the high congestion, no major conclusions can be drawn. With regard to vehicle capacity, it is not

possible to determine anything, as the vehicle does not wait for more agents and leaves with just one.
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Using the updated scenario of the Corsica island with the 10 stations, it was possible to create the
metamodel based on Gaussian Processes with active learning, however it needs some improvements.
Although the metamodel did not achieve the desired results, the adopted strategy allows to reduce the
average variance over the iterations of the metamodel. Furthermore, it is possible to conclude that the
metamodel created allows to predict with some quality the results of the simulations, when the number
of UAM legs is high. On the contrary, when the simulations results are a reduced value, the metamodel
has some difficulty in being able to predict, due to the reduced number of training cases with a reduced

output value.

5.2 Future work

In the future, regarding the simulation model, it will be important to adapt the base scenario, in order
to adjust it even more to reality. For this, it will be important to obtain information from residents in Sao
Paulo, and adapt the parameters accordingly. It will also be interesting to know which zones will be
prohibited for vehicles to circulate and, thus, adjust the network. It will also be important to understand
where the best places for the placement of stations will be, verifying in this sense if there are already
vertiports in the city and trying to adjust the stations according to other transport modes. It will also be
interesting to allow vehicles to wait at stations, in order to be able to carry more than one passenger
on their trips and thus reduce air congestion. Another important improvement would be the individual
characterization of each station, since they don’t have all the same parameters.

With regard to the metamodel, it will be important to adapt the strategy so that the most informative
points that are selected are distanced from each other, a certain value, in order to better explore the
input space and speed up the process. In relation to the Corsica scenario, it is necessary to increase
the test group so that the metamodel can progress and then be able to improve the predictions in relation
to simulations that have a lower number of UAM legs. It will also be necessary to create new strategies,
if one intends to apply the metamodel to the S&o Paulo scenario, as it is impossible to carry out so many

simulations in this scenario, due to the long time it takes for each simulation to run.
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