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ABSTRACT The Internet of Vehicles (IoV) is an emerging paradigm, driven by recent advancements in
vehicular communications and networking. Meanwhile, the capability and intelligence of vehicles are being
rapidly enhanced, and this will have the potential of supporting a plethora of new exciting applications, which
will integrate fully autonomous vehicles, the Internet of Things (IoT), and the environment. In view of the
delay-sensitive property of these promising applications, as well as the high expense by using infrastructures
and roadside units (RSU), the task offloading among vehicles has gained enormous popularity considering
its free-of-charge and timely response. In this paper, by utilizing the gathering period of vehicles in urban
environment due to stopped by traffic lights or Area of Interest (AOI), a task offloading scheme merely
relying on vehicle-to-vehicle (V2V) communication is proposed by fully exploring the idle resources
of gathered vehicles for task execution. Through formulating the task execution as a Min-Max problem
among one task and several cooperative vehicles, the task executing time is optimized with the Max-Min
Fairness scheme, which is further solved by the Particle Swarm Optimization (PSO) Algorithm. Extensive
simulation demonstrate that our model could well meet the delay requirement of delay-sensitive application

by cooperative computing among vehicles.

INDEX TERMS Internet of vehicle, computing offloading, low latency, task allocation.

I. INTRODUCTION

With the rapid development of social economy and the pro-
cess of industrialization, the number of vehicles has been
growing rapidly in cities [1]-[5]. However, owing to limited
capacity, roads become crowded, which leads to a series of
issues, e.g., traffic accident, environmental pollution. Face
these relentless challenges, Internet of Vehicle (IoV) emerges
to fully use the information and communication technologies
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for achieving the coordinated development of human, vehi-
cle, and environment, which can alleviate traffic congestion,
enhance transportation efficiency [6]—[8].

However, there are still some technical problems to be
solved in the popularization and development of IoV [9],
[10], such as intelligent information processing [11], [12],
that is, filtering and processing data in IoV to fetch out useful
information [6], [13], [14]. For the challenge of intelligent
information processing, it can be mainly summarized into
three points. First, the IoV is engaged to provide timely
services relevant to driving safety and traffic efficiency, which
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FIGURE 1. The scene of offloading computing.
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requires strong capability of computing and intelligence on
the edge [15]-[17]. Second, the strict latency requirement
of applications often makes the V2V communication a pre-
requisite, where a round-trip communication from infrastruc-
ture or RSU may fail the delay-sensitive services. Third,
in view of the high expense by using infrastructure or RSU
to process and store the collected information, the V2V
communication is free-of-charge thus attracting more atten-
tions. Considering above concerns, the information process-
ing cooperated by surrounding vehicles in a V2V pattern,
is very promising [2], [18], [19].

In addition, in urban environment, vehicles usually gather
together for various reasons, such as waiting for traffic lights,
passing through toll stations, or attracted by an AOI. For
example, as shown in Fig.1, these service vehicles that are
slowly moving together due to traffic lights will form a
resource pool for a short period of time. These vehicles may
have rich and idle resource for task execution, i.e., infor-
mation processing in IoV [20]. Therefore, we can certainly
offload the task to these service vehicles, and make the task
vehicle and several surrounding vehicles cooperatively com-
pleting the vehicle-carried task to reduce the task execution
time [21]-[23].

There has been considerable amount of work focusing
on computation offloading [24]-[26]. The authors consid-
ered/analyzed the problem of binary offloading decision,
where each user independently chooses whether to execute
the task locally or to offload the whole task to the edge
servers, to minimize the task execution time. Studies, such
as Luo et al. [26] used dynamic programming and improved
greedy algorithm to assign different tasks to multiple edge
servers, to minimize the latency. Liu et al. [27] formulated
the multiple vehicles computation offloading problem as a
multi-user computation offloading game problem, prove the
existence of Nash equilibrium (NE) of the game and propose a
distributed computation offloading algorithm to compute the
equilibrium. Compared to binary offloading, it is more rea-
sonable to offload partially to service vehicles, since wireless
channel resource is limited and local computing power should
not be ignored [28]-[30]. Motivated by such considerations,
in this paper, we dynamically offload parts of the computation
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task from the task vehicle to service vehicles [14]. What
is more, in IoV, rapid vehicle movement results in frequent
network topology changes and shorter communication link
lifetime. So in the process of offloading, we need to consider
the node movement problem to prevent communication link
interruption [31].

Combine the above two considerations, in this paper,
we propose a cooperative task scheduling scheme in which
one task vehicle and multiple service vehicles jointly execute
the vehicle-carried task [14], [32]. The task vehicle com-
prehensively considers the computing power and maximum
service time of each service vehicle to decide what percent-
age of the task should be assigned to each service vehicle,
to minimize the task execution time. Here, the maximum
service time of each service vehicle depends not only on its
residence time at the gathering point, but also on the relative
movement of the task vehicle and the service vehicle. Because
we must ensure that the task vehicle and each service vehicle
are always within the communication range of each other. The
key contribution of this paper include:

o We propose the concept of "resource pool" formed by
service vehicles that are slowly moving together. Based
on these idle resources that can be scheduled in resource
pool, we propose a cooperative task scheduling scheme
to minimize the task execution time.

o« We formulate the task execution time optimization
model as Min-Max problem under the permissible
latency constraint. In addition, we also incorporate node
mobility into problem formulation.

« For the Min-Max problem, we modify Max-Min Fair-
ness Algorithm and Particle Swarm Optimization (PSO)
Algorithm respectively according to whether to call all
service vehicles, to find the best task allocation scheme
to minimize the task execution time. Simulation results
demonstrate the effectiveness of proposed schemes.

The rest of this paper is organized as follows. The
system model which includes the mobility model, commu-
nication model, computation model and problem formula-
tion is presented in Section II. The problem solution is
given in Section III. We evaluate the performance of pro-
posed schemes and provide illustrative results in Section IV.
We conclude this paper in Section V. To make the readers eas-
ily follow, the notations used in our paper are listed in Tablel.

Il. SYSTEM MODEL

We mainly focus on V2V-based task offloading model in
order to minimize the needed time for task processing by
leveraging all available idle resources in vehicular networks
as shown in Fig.2. The considered scenario includes one
task vehicle which has one task to execute and N service
vehicles which have idle computation resources, where N
vehicles are within the communication range of task vehi-
cle. Specially, let N = {Vidley, Vidle;, Vidles - - - Vidley}
be the set of N service vehicles. We adopt three parameters
{c, data, ™™} to indicate the generated task of task vehicle.
Here, ¢ (in CPU cycles per bit) is the computation resource
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TABLE 1. List of important notations.

Parameter Value

N =
{Vidley, Vidle - - - Vidlen} ‘

The set of service vehicles

The amount of computing resource
required for task processing

c

data The data size of computation task

tmax The completion deadline for

computation task

b={b1,b2,b3---bn} The task offloading strategy, b;
indicates the task segmentation ratio

that service vehicle i undertake

Xo(¢) ‘ The position of the task vehicle at time
t

X;(t) ‘ The position of the service vehicle ¢ at
time ¢

AX; The relative distance between the task
vehicle and the service vehicle ¢

Ti The uplink data rate between the task
vehicle and the service vehicle ¢

fo The CPU computing capability of the
task vehicle

fi The CPU computing capability of the
service vehicle ¢

tiocal ‘ The task execution time locally

tedge The task execution time of computation
offloading

s The computation time of service
vehicle ¢

tf" The communication time of service
vehicle ¢

to ‘ The computing time of task vehicle

t; \ The total time of service vehicle 7

tres i ‘ The residence time of service vehicle 4

tmax i ‘ The maximum service time of service

vehicle ¢

required for processing the task, data (in bits) specifies the
task size, and 1™?* represents the completion deadline for task
execution. Each service vehicle uploads its own information
to its nearby RSU, including vehicle ID, position, velocity
and available computation resource. The task vehicle can get
the information about these service vehicles from this RSU.
Generally, the task vehicle can process its task locally or
by computation offloading. With the aim to reduce the task
execution time, the task vehicle can offload part of its task to
surrounding vehicles which possess idle resources. Then, two
problems arise for the task vehicle: (1) how to select service
vehicles for computation offloading, and (2) how to offload
the computation task to these service vehicles.

A. MOBILITY MODEL

In our model, we assume that identical vehicles are driving
on a two-way straight road, regardless of vehicle turning.
Vehicles can move toward the oppositive directions. We adapt
Intelligent Driver Model with Intersection Management
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(IDM_IM) mobility model to accurately capture the realistic
mobility characteristics of moving vehicles [33], [34].

As for the behavior of a single car in straight road, it can
be described as follows. Assume the length of vehicle « is
Iy, the position of vehicle « at time ¢ is x,(¢), the velocity of
vehicle « at time ¢ is v, (), the position of the leading vehicle
o — 1l attime 7 is xo—1(#), the velocity of vehicle ¢ — 1 at time ¢
is vo—1(?). Note that the velocity here represents a vector. If it
is less than 0, the vehicle is moving toward the left; otherwise,
the vehicle is driving toward the right. The acceleration in the
IDM model can obtained as follows:

dv(t) M) ¥ (Ve (1), Avg(1))
=aq[l —(

5 _
m w ) T o

where a, is maximum acceleration, § is acceleration expo-
nent, the gap s4(¢) := x4 (t) — x4—1(¢) — ly, the velocity dif-
ference Avy(f) 1= vo(t) — ve—1(t), v} is desired velocity for
vanishing interactions(s,(f) — 00). The desired minimum
gap s*(ve(t), Avy(t)) can be obtained as follows:

¥l (1)

V(1)

*
o

5* (Ve (1), Ave(1)) = s, + si + v (T

Va (1) Ave (1)
2/ ay by
where s/, and s, are jam distances, T is safe time headway

and b,, is desired deceleration [35].
According to [35], we usually set s/, = 0, so we can get

Vo (1) Avy (1)
2/ aqby
According to [36], we can integrate Eq.(1) with a simple

Euler scheme using a coarse time discretization of At = 0.4s,
and get velocity and displacement calculation formula:

@

5 (e (1), Ave(1)) = sp, +va (DT + (3)

Vot + At) = v (t) + At - dV;t(t)
1 dvy(t) s
Xo(t + At) = xo(t) + At - vy (t) + 5(7)(At) . (@)

Here, smaller value of Ar yields nearly indistinguishable
results [36]. By partitioning the interval [z, t 4 t,] based on
step At, we can get the displacement AXy(z,) as follows:

AXq ()
= Xo(t +1y) — xo (1)
= [xa(t + A1) — xo ()] + [xo (1 + 2A1) — xo(t + A1)]
4ot [xg (1o /AL AL) — xo (84 (2o / AL] — 1)AL)]
Hxo (1 + to) — xo (1 + [t/ At]AL)] Q)

B. COMMUNICATION MODEL

When the task vehicle has a task to calculate, it needs to
assign the task to available service vehicles for task execu-
tion time reduction. Receiving the assigned task by this task
vehicle, service vehicles are responsible for implementing
the task. To this end, we adopt the WBSS (WAVE-based
basic service set) communication mode after analyzing the
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Problem: How could the task vehicle decide what percentage of the
task to be offloaded to each service vehicle?

service
vehicles

data

service
vehicles

FIGURE 2. The illustration of system model, where by, b, b3 b, indicates the offloaded task proportion.

IEEE 802.11p/WAVE (Wireless Access for Vehicular Envi-
ronment) standard [37]. The task vehicle broadcasts a WBSS
announcement message, and the WAVE Service Advertise-
ment(WSA) on the control channel (CCH), which contain
all the information identifying the WAVE application and
the network parameters are necessary to join a WBSS [38],
[39]. Especially, WAVE application corresponding to the task
needs to be processed and these network parameters include
the WBSS ID and the service channel (SCH) which this
WBSS will use. By monitoring the CCH, service vehicles
are capable of knowing about the initiated WBSS by the
task vehicle and then join this WBSS by simply switching
to the specified SCH. Switching between CCH and SCH
adopts immediate channel access [37], which allows imme-
diate communications access on a designated channel for an
extended period without consideration for time slot bound-
aries. We use fccy to indicate the time spent on the CCH for
the task vehicle and service vehicles. fscy is the transmission
delay taken on the SCH for transmitting data, which can be
written as

data

Blog(1 + 1;'—2G) ©

ISCH =

where B is the bandwidth of the SCH that the WBSS initiated
by the task vehicle will use. P is the transmission power of the
task vehicle. G is the channel gain between the task vehicle
and service vehicles. o is the noise power.

For simplicity, the time for the task vehicle and service
vehicles to access the CCH and SCH via the carrier sense mul-
tiple access protocol with collision avoidance (CSMA/CA)
mechanism is negligible, and the time spent on channel
switching, such as guard interval, also is negligible. So the
total time for transmitting data can be obtained as follows:

1" = teen + tsen )

Because the calculation result after task processing is quite
small [20], the link transmission delay of service vehicles
feeding back the calculation result to the task vehicle is
neglected.
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C. COMPUTATION MODEL
Before introducing the computation model, some assump-
tions are given:

« Assumption 1: the computation task can be divided into
two or more parts.

o Assumption 2: there are two options for task calcu-
lation. All of the computation task can be calculated
locally, or part offloaded to multiple service vehicles for
processing.

1) THE TASK EXECUTION TIME OF LOCAL COMPUTING

For local task computing, we define f as the CPU computing
capability of the task vehicle. Then, the local execution time
needed for implementing the task is expressed as follows:

tocal = ¢/fo (8)

2) THE TASK EXECUTION TIME OF OFFLOADING
COMPUTING
Denote b; € [0, 1) be the task proportion which service
vehicle i is responsible for processing. In other words, the task
offloading strategy is presented by b = {by, by, b3 ---by}.
Define f; as the CPU computing capability of service vehicle
i. Then, the time needed for service vehicle i to execute its
assigned task workload is obtained as follow:
¢ bi - C
i 7 ©

Based on the communication model described above,
the data is broadcasted by the task vehicle. So, the time
needed for the service vehicle to receives the data from the
task vehicle can be obtained as follows:

t=1" 48 (10)

where § is the propagation delay.
Thus, the total time for service vehicle i to process the
assigned workload by the task vehicle is given as:

ti=1tf +1" (11

VOLUME 8, 2020
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On the other hand, the needed time for task vehicle to
process the rest task workload is written as:

N
to=c(1 =Y b)/fo (12)
i=1
According to Eq.(11) and Eq.(12), the total task execution
time of task vehicle is calculated as:

tedge = max(t;), i=0,1,2---N (13)
D. PROBLEM FORMULATION

With the aim to minimize the task execution time, the follow-
ing optimization problem is formulated:

minimize T = s - tjpcal + (1 — 8) - Ledge
N
mmamcuzyﬁdw5m<n
i=1
C2:ti<tps; (=1,2---N)
C3:|AX;| < 2|x0(®) —xi(1)] (i=1,2---N)

(14)

herein, s = 1 if the total task is implemented locally, s =
0, otherwise. t,, ; indicates the residence time of service
vehicle i in assembly point. xo(¢) and x;(#) represent the
X-dimensional coordinate of task vehicle and service vehicle
i at time t, respectively. AX; indicates the relative displace-
ment between task vehicle and service vehicle i after ¢;.

Constraint C1 corresponds to Assumption 2. Constraint
C2 guarantees that each service vehicle can finish the task
computing before leaving the assembly point. Constraint
C3 ensures that the link between the task vehicle and its ser-
vice vehicle keeps available during task offloading. Specially,
Constraint C3 is explained as follows: Due to the mobility,
the value of AX; is changing with time as shown in Fig.3.
Based on Eq.(5), we can get

AX; = AXi(t;) — AXo(t)
= [x;i(t + 1) — x; ()] — [xo(t + 1;) — x0(1)]. (15)

In order to guarantee the success of task offloading, service
vehicle i should not move out of the communicate range of
task vehicle with dis as the radius. It is known that a straight
line is the shortest distance between two points. Thus, accord-
ing to the properties of isosceles triangle, the maximum value
of AX is equal to 2 |xp(¢) — x;(2)|.

lIl. PROBLEM SOLVING
In this section, we present an algorithm to solve the problem
in Eq.(14).

A. THE OPTIMAL SOLUTION FOR SPECIAL CASE
In this section, a special case of computation offloading
is considered where all service vehicles participate in task

processing.

Whens =1, T = tipear = c/fo. If s = 0, then
T = tegge = min{max(t;)} i=0,1,2---N (16)
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AX = AX(6) = AX (1)
=[x +6) = x, (O] =[x, +1) = x,(1)]
Relative displacement

FIGURE 3. The sketch of Constraint C3.

For the optimal problem in Eq.(16), we adapt Max-Min
Fairness Algorithm to solve it. According to Max-Min Fair-
ness Algorithm, by reasonably adjusting the size of b;, we can
guarantee each vehicle (including N service vehicles and the
task vehicle) has the same service time, i.e.,

h=Hh=Hh=---=1IN (17)

According Eq.(17), we have:
c

bil

<
p)

C
== bequal_N E + tjt\; (18)

1. 1.
bequal_l ' + tlr = bequal_Z : + tzr

Based on Eq.(18), we can get:

. (gt
_ i /AP S
bequal_l = i bequal_l + - fii=1,2, N) (19)

Under the condition that 7y = #1, the following equation
holds:

N
c c
]70(1 - ZZZI bequal_i) = bequal_l . ]Tl
where beguai_i is the task segmentation ratio of each service
vehicle under the condition of average distribution.
By combining Eq.(19) and Eq.(20), we have:

+ 1" (20)

o i
c%—ﬁ—@ﬁ@—ﬁ)

bequal_l = 2n

Sh 1
C c i
R X

As a result, the service time of each service vehicle is
expressed as:

h=h=h=-=IN= Tequal = bequal_lfgl + tir (22)

However, due to the mobility, the link between the
task vehicle and its service vehicle may be not available
for such a long time. For Constraint C3, according to
Eq.(4) and Eq.(5), we can see that the displacement and
time are quadratic inequality relations, which are solvable.
We assume that the solution is [0, fconstraint_¢3]- Then, com-

bining Constraint C2, we can get 0 < < fmax i

18867



IEEE Access

C. Chen et al.: Delay-Optimized V2V-Based Computation Offloading in Urban Vehicular Edge Computing and Networks

(tmax i = min{tres_iv tcanstraint_ﬁ})- By aSCCnding sort,
tmaxJ < tmax72 = tmax73 <---= tmafo- When Compared
with Tequal, tmax_l < Tequal =< tmax_r la re {1, 2a Tt N}

and / < r. So, the task workloads assigned to Vidle, Vidle;,
, Vidle; are too big and need to be further adjusted.

First, it is required to calculate all extra task offload-
ing ratios. Take Vidle; as an example. The maximum task
offloading ratio that Vidle; can undertake is byax 1, which
is obtained as follows:

Cc

1

tmax_l = bmax_l e o tlr
h

1
tmaxfl - tlr

= bmax_l = fl (23)

Cc

As a result, the extra task offloading ratio of Vidle; is calcu-
lated as:

- bmax_l (24)

Correspondingly, all extra task offloading ratios can be given
by:

bexlra_l = bequal_l

1
bextra = Z bextra_i (25)

Then, the extra task offloading ratio by, will be dis-
tributed to Vidle;y1, Vidle; o, Vidle; 13, - - -, Vidleny and the
task vehicle. Similar to the above uniform distribution,
the following equation holds:

i
_bequa12_1+1

fit1

fequa2_i+1 ~ 1i’
ez L T GG =142,.--N)

b equal2_i =

C
bequai2_i+1 - — + 11}
qual2_1+1 1+1
fin
(bextra Z bequalZ i)
i=l+1

N

- 2 fl(tm_ti")
' 1+

i=

bextra C/fO - t[tfH

bequal 2_1+1 =
f1+1 _; 1 fl
(26)

where bgyq12_; 1s the task workload assigned to Vidle;, i = [+
1,142, .-, N from beyq. The task offloading ratio assigned
to Vidl; is: b; = bequaLi + bequalZ?iai =1+1,14+2,---N
Similarly, we should check whether Vidl; can undertake such
big task offloading ratio according to its maximum service
time. If no, we need to follow the above method to assign extra
segmentation ratio. Repeat the assignment scheme again and
again until all service vehicles are not overloaded. After that,
We can get the final b;,i = 1,2,3,---N,and T = teqee =
max(t;))i=0,1,2---N

Finally, we compare the value of #jpcq; and fegge. If tjpcar <
Tedge, it is better to adapt local computing (s = 1), otherwise,
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we should offload the task to service vehicles based on the
final b;.

B. THE FEASIBLE SOLUTION FOR GENERAL CASE
In this section, a more general case is considered where we
do not know whether each service vehicle will participate in
task processing. In order to solve the problem in Eq.(16), 2V
program is needed, which brings difficulty to the analysis and
optimization of the optimal problem. With the aim to deal
with this issue, we employ the PSO Algorithm to solve the
problem in Eq.(16).

According to the PSO Algorithm, define the position of
the j particle in the N-dimensional space at step k as B¥ =

(N éN)T,] 1,2,--- 1, the velocity as V; =
Vi Vi) j=1,2,--- 1. The best position that j
partlcle has experlenced is pbestk (pk P CIRRE p]].‘N)T, j=
1,2, ---, 1. The best position that the pamcle group has expe-
rienced is ghest* = (g’l‘, g’é, S, gj‘v)T. The fitness function
is shown in Eq.(27):

T = tedgeB) (G=1,2,---,1) 27)

What is more, when updating the best position of each parti-
cle, we not only take into account the fitness function, but also
take into account the number of service vehicles involved in
the calculation. That is, when the fitness function is reduced,
the number of service vehicles participating in the calculation
must also be reduced.

The j particle updates its velocity and position according
to the following formula:

ij+1 = WV/‘ +cir (Pbesf;c - B/]'() + cara(gbest” — Bfk)
B = v -

where w is inertia weight, ¢; and ¢ are learning weight,
the elements of vector r| and vector r, are assigned values
from a uniform random distribution between —1 and 1 which
are independent with each other.

However, we need to be aware that in the process of initial-
ization and iteration according to Eq.(28), the position B]’? of
each particle must meet Constraint C1-C3. So, we make the
corresponding adjustment to the PSO Algorithm. When we
find that the current particle’s location information does not
meet the constraints, we will adjust according to the following
steps:

Stepl. For Constraint C1, we count the sum of the
N-dimensional positions of the current particles. If the sum
is greater than 1, for the part beyond 1, the position of each
dimension is reduced according to its proportion. Taking the
1-dimensional position of j” particle b]l.‘frl as an example
during the k-th iteration based on the above adjustment rules,
we can get the following equation:

N
O b-1 (29)
3 bﬁ- i=1
i=1

kA1 _ ko
B = by
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Step2. For Constraint C2 and Constraint C3, based on
the result of the Stepl adjustment, we check each dimen-
sion position of the current particle in turn. If its value is
greater than its maximum value according Eq.(23), directly
let its value be equal the maximum value. The PSO Algo-
rithm implementation steps are shown in Algorithm 1.

Algorithm 1 PSO Algorithm to Solve the Problem in Equa-
tion(16)
Input:
The parameter of the task vehicle, fy, Xo(?);
The parameter of all service vehicles, f;, X;(¢);
The parameter of the task,{c, data, t™**};
Output:
Get bi(gbest);
1: Set k = 1, iterative number K, error criterion &,
tedge(gbeSto) = o0
2: According to Constraint C1-C3, randomly determine the
initial position and velocity of / particles;

3: Check and adjust the initial position of [ particles;

4: while k < K||touge(gbest’) — toage(gbest*=1) > § do

5:. forj=1,2,---,ldo

6: calculate fitness function Tjk = tedge(BJ’-‘), update
pbest]!‘;

7. end for

8. Update ghest*

9 k=k+1

10. forj=1,2,---,ldo

11: Update position and velocity of  particles according
Eq.(28);

12:  end for
13: end while
14: return ghestX;

Through PSO Algorithm, we can get the value of b; and
fedge = max(t;). Similar to the processing method in the
Special Case, we compare #jpcq; and f.qg., and then decide
whether to offload the task to service vehicles.

IV. PERFORMANCE EVALUATION

In this section, we carry out simulations to evaluate the
performance of the proposed scheme. In order to simulate
realistic traffic, we use the TIGER map provided by The
United States Census Bureau, and then adopt the IDM_IM
model provided by VanetMobiSim [34] to generate vehicle
track files. Then, we analyze the track files to obtain the
moving parameters of vehicles in the resource pool, such as
tmax _i> and use ns3 to obtain related parameters of the IEEE
802.11p/WAVE standard, such as reliable communication
distance dis. Based on the parameters above, we compare the
performance of three computing schemes: Local computing
scheme, Offloading scheme with Max-Min Fairness Algo-
rithm and Offloading scheme with PSO Algorithm. The used
main simulation parameters are listed in Table 2.
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FIGURE 4. The scene of offloading computing.

TABLE 2. Summary of the simulation parameters.

Parameter Value
Simulation area 2km x 2km
Mobility model IDM_IM model
Communication range dis 115m

The amount of computing resource required | Uniform in

for the task ¢ [2 x 109,30 x 109]
Uniform in [300, 1200]

Uniform in [0.5, 5]

Data size of computation task data (KB)

The completion deadline for the task t™a*

(s)

The computing capabilities of the task
vehicle and multi service vehicles f; (GHz)

Uniform in [0.2, 1]

Total number of service vehicles N From 3 to 30

First, we compare the performance of three schemes over
different number of service vehicles. The task execution
time is greatly reduced in Fig.5(a) by the Max-Min Fairness
Algorithm and the PSO Algorithm, respectively. Because we
unload the part of the task to the service vehicles, and use the
idle computing resources of the service vehicle to help calcu-
late the task. From Fig.5(a), we can see that with the increase
of the number of service vehicles, the task execution time
in the latter two schemes is slowly decreasing. Because the
more service vehicles, the more idle computing resources that
can be scheduled for the task vehicle. The task vehicle can
unload a larger proportion of the task to the service vehicle.
Not only that, from Fig.5(a), at the beginning, by the Max-
Min Fairness Algorithm and the PSO Algorithm, the task
execution time is reduced to the same extent. But when
the number of service vehicles reaches 7, the performance
using the PSO Algorithm starts to be slightly lower than that
using the Max-Min Fairness Algorithm. However, it can be
seen from Fig.5(b) that the PSO algorithm does not call all
service vehicles at the same time. The cost of calling an
service vehicle is not considered in this paper. If the service
vehicle is called for a fee, the PSO Algorithm will greatly
reduce the cost of the unloading calculation. On the other
hand, this paper does not consider the scenario of multiple
tasks. If there are multiple tasks in the future that need to
be unloaded, we can also get better performance by using
PSO Algorithm. Because each task only needs to be unloaded
to a part of service vehicles. The remaining service vehicles
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service vehicles involved in the calculation over different size of the task. The default setting is N = 30,
data = 750KB, t™3* = 2.5, | = 150, K = 200. The value of f; is set according to Table 2.

can be scheduled for other tasks. Compared with the Max-
Min Fairness Algorithm, the PSO Algorithm does not call all
service vehicles at the cost of not minimizing task execution
time. Considering the performance of the task execution time
and the number of service vehicles involved in the calculation,
we can see that the PSO Algorithm is slightly better than the
Max-Min Fairness Algorithm.

Second, we compare the robustness of three schemes over
different size of the task. In order to better compare the
performance of the three schemes, the task size we set is
relatively large at the beginning. When the task size grows
linearly, the task execution time locally also increases linearly
in Fig.6(a). The reason is that only the computing resources
of the task vehicle can be used in this case. The robust
performance of this scheme is the worst. For remaining two
schemes, although the task execution time increases with
the increase of the task size, the growth rate is much lower
than the task execution time locally. In addition, the per-
formance using the PSO Algorithm is also still slightly
lower than using the Max-Min Fairness Algorithm. Simi-
larly, from Fig.6(b), we also find that all service vehicles are
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always scheduled using the Max-Min Fairness Algorithm.
With the PSO Algorithm, the number of service vehicles
scheduled fluctuates with the increasing the task size. But
the fluctuation range is small. And in the worst case, 18 ser-
vice vehicles are called. In the best case, less than half
of the service vehicles are called. All the results show the
third scheme using the PSO Algorithm has the best robust
performance.

Next, we analyze the impact of relative movement between
vehicles on the performance of these three schemes. Accord-
ing to the IDM_IM mobility model we use, the traffic light
time, the initial position and initial velocity of the vehicles
will affect the relative displacement AX; between the task
vehicle and each idle vehicle. Based on Constraint 3, the com-
munication time fconstrain:_¢3 between them will be affected,
further affects the value of s ;. In the simulation process,
we get different fconsrraine 3 by setting different movement
parameters in the VanetMobiSim software, and then get dif-
ferent fmax ;. But we still set the abscissa of Fig.7 directly
to different fpax ; instead of different movement parameters.
From Fig.7(a), we can see that with the increase of #fmax i,
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the task execution time in the scheme using the Max-Min
Fairness Algorithm and the PSO Algorithm keeps decreasing
until it is stable. Because the value of 7, ; is greater, the task
vehicle could allocate a larger proportion of the task to the
service vehicles for reducing the task execution time. From
Fig.7(b), the number of service vehicles called by the PSO
Algorithm fluctuates around 18, and nearly half of the service
vehicles are not scheduled.

Finally, we analyze the performance of the scheme using
the PSO Algorithm. In Fig.8(a), when the number of iter-
ations reaches 91, the task execution time is reduced to
a minimum value, which is much smaller than the task
execution time locally. This shows that using the PSO
Algorithm does not require iterating many times to achieve
optimal performance. The task vehicle does not need to
spend too much time cost to schedule service vehicles with
the PSO Algorithm. Through Fig.8(b), we can see that as
the number of iterations increases, the PSO Algorithm opti-
mizes the task execution time while the number of ser-
vice vehicles scheduled is also optimal. This shows the
PSO Algorithm can obtain good performance in the iterative
process.
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V. CONCLUSION

In this paper, to reduce the expensive charge from cellular
or infrastructure communication, and guarantee the desired
latency for delay-sensitive applications in IoV, a task offload-
ing scheme merely relying on V2V communication is pro-
posed. By formulating the one task and multiple cooperative
offloading pattern into a Min-Max problem, the total task
execution time can be optimized with affordable commu-
nication and computing overhead. Numerical results have
demonstrated that our scheme could outperform some state-
of-the-art strategies in terms of task execration time and con-
sumed resources. In addition, the introduced PSO algorithm
also contributes a lot to the convergence speed and accuracy
of our envisioned problem. Our future work will investigate
the possibility to enroll multiple tasks into the offloading
procedure using V2V communication, and analyze the impact
of high mobility of vehicles on the offloading performance.
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