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Project Summary

Testing and evaluation is a critical step in the development and deployment of connected and
automated vehicle (CAV) technology. Testing standards for human-driven vehicles, such as
Federal Motor Vehicle Safety Standards (FMVSS), were established a long time ago. However,
current standards cannot be applied to CAVs, because they often assume the presence of a
human driver, who conducts the driving tasks. It is very important to develop test procedures
and identify applicable test scenarios (user cases) for CAVS to evaluate the “intelligence” of the
vehicle. The intelligence level indicates whether a CAV can drive safely and efficiently without
human intervention. The newly released Automated Driving Systems Guideline 2 has made it very
clear that the new automated driving systems need validation methods and to be tested by
incorporating behavior competencies. In this research, a unified framework is designed to solve
the entire test scenario library generation (TSLG) problem, where a novel method is proposed for
the library generation question. Theoretical analysis provides justifications of the proposed
method regarding both evaluation accuracy and efficiency. Specifically, the proposed method
obtains unbiased index estimation of performance metrics (i.e., accuracy) with a fewer number
of required tests (i.e., efficiency). The three case studies verify the proposed methodology and
the results show that the evaluation process can be accelerated by 103 times compared with the

NDD evaluation method, with the same accuracy.
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1. Introduction

Testing and evaluation is a critical step in the development and deployment of connected and
automated vehicles (CAVs). Testing procedures for human-driven vehicles, such as Federal Motor
Vehicle Safety Standards (FMVSS), have been established for a long time. However, current
standards only regulate automobile safety-related components, systems, and design features,
because all driving tasks are performed by human drivers. For CAVs, it is essential to evaluate the
“intelligence” of the vehicle [1], similar to a driver’s license test, which indicates whether a CAV
can operate safely and efficiently without human intervention.

Currently, CAV testing and evaluation is mainly conducted via the following steps: simulation test,
closed facility test, and public road test. Simulation test is a cost-effective method, but it is
difficult to model exact vehicle dynamics and road environment. Public road test is the most
realistic method, but has the following problems: First, at the current stage of CAV technology,
safety is still a significant issue. At least four fatal crashes have been reported in the past two
years involving automatic driving functions [2]. Second, testing on public roads is extremely
inefficient. A CAV would have to drive hundreds of millions of miles, sometimes hundreds of
billions of miles to validate both safety and reliability at the level of human driven vehicles [3].
The underlying reason is that most scenarios on public roads are not challenging enough to
evaluate the performances of a CAV. Only a small portion of the scenarios are critical, which are
rare events on public roads. For instance, if we want to evaluate the safety performance (e.g.,
accident rate) of a CAV by analyzing its reaction to red light running vehicles at signalized
intersections, it may require the CAV to pass thousands or even millions of intersections to
accumulate enough accident events, which becomes intractable.

Closed facility test, which can test real CAVs in a controlled environment, has its unique
advantages over the other two methods. First, testing real CAVs resolves the problem of
modeling exact vehicle dynamics in simulation. Second, the closed facility test provides a more
controlled and therefore safer environment for CAV testing than the public road test. Third, the
closed facility test has potential to greatly improve the testing efficiency, i.e., obtain the
evaluation results with the same accuracy by fewer number of tests.

The key to exploiting the advantages of closed facility test is to generate testing scenario libraries.
A testing scenario library is defined as a set of critical scenarios that can comprehensively
evaluate certain pre-defined performance metrics. Each scenario in the library has its testing
value, which guantitatively measures the criticality of the scenario. After the library is generated,
CAVs can be tested in closed facilities by sampling scenarios from the library. Scenarios with
smaller testing values are sampled with smaller probabilities. Since the library includes more
critical scenarios, the CAV evaluation can be performed much more efficiently than that of public
road test. To efficiently and effectively evaluate different CAVs in closed facilities, the testing
scenario library generation (TSLG) problem needs to be solved. In this project, we propose four
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research questions to describe the TSLG and CAV evaluation process. A novel framework is
proposed to solve the problem by utilizing naturalistic driving data (NDD) and augmented reality
testing environment.

2. Testing Scenario Library Generation

The TSLG problem can be described as: how to generate a testing scenario library for one scenario
type (e.g., car-following), which can be used to accurately and efficiently evaluate different CAVs
with a pre-defined performance metric (e.g., safety).

The TSLG problem can be disassembled into four research questions:

(1) How to describe a testing scenario and formulate the decision variables? (Scenario
Description)

(2) What are the performance metrics for CAV evaluation? (Metric Design)

(3) How to generate a testing scenario library for a specific performance metric? (Library
Generation)

(4) How to use the generated library to evaluate CAVs? (CAV Evaluation)

The first question focuses on the description of testing scenarios and decision variable
formulation. A scenario describes the temporal development between a sequence of scenes,
which include snapshots of the environment (e.g., background vehicles, road information, and
environment conditions) [4]. Decision variables denote what requires to be changed in testing
scenarios. Most existing studies construct the decision variables by listing all possible influencing
factors, which is infeasible when the testing scenarios are complex. To reduce the complexity, Li
et al. [5] described testing scenarios as a temporal-spatial combination of assigned tasks, so the
decision variables are formulated as the temporal-spatial locations of assigned tasks. Zhou et al.
[6] described testing scenarios by several basic scenarios and a set of transition rules. The
PEGASUS project [7] proposed a three-level framework to describe testing scenarios, i.e.,
functional level, logical level, and concrete level. If parameters of the top two levels are pre-
determined, then the decision variables include only the parameters of the concrete level.
However, all these methods do not consider the operational design domain (ODD) [8] of testing
CAVs. Yet testing scenarios outside the ODD are meaningless for CAV evaluation.

The second question aims to design performance metrics for CAV evaluation. Most current
studies only focus on safety, which is usually assessed by indices, e.g., the disengagement rate or
the accident rate on public roads [9][10]. Although safety is the foundation of all CAV
applications, a safe but over-conservative CAV may fail in simple driving tasks. Therefore,
functionality, which represents the vehicle’s ability to complete driving tasks, should also be
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included in the evaluation process. Furthermore, mobility and rider’s comfort can be considered
as higher level requirements. Although critical scenarios for different performance metrics may
differ, the framework of solving the TSLG problem should remain the same.

The third and the key question is how to generate a testing scenario library for a specific
performance metric. The most straightforward method is to design a “test matrix” based on
expert knowledge, which is similar to the validation of human-driven vehicles [11][12][13].
However, this method relies heavily on the external input, and the accident typology of CAVs may
not be reflected in the predefined test matrix. Improvements were made to generate testing
scenarios based on particular CAV models. The worst-case scenario evaluation method (WCSE)
was proposed to generate testing scenarios with model-based optimization methods [14]. The
critical step of WCSE is to model the exact CAV dynamics and driving behaviors, which is not
realistic for implementation. To resolve this problem, some black-box model-based methods
were proposed. An adaptive searching method was proposed to generate testing scenarios based
on a specific black-box CAV model [15]. However, the “black-box” model method requires to
conduct real vehicle testing for each step of scenario searching, which is time-consuming and
expensive. Moreover, the generated scenarios can only be applied to a specific CAV, which are
not suitable for other CAVs. All these methods can only provide some representative scenarios,
which cannot comprehensively evaluate CAVs without a testing scenario library. The PEGASUS
project [7] proposed an exhaustive method to construct a testing scenario library, which suffers
from computational complexity for high-dimensional scenarios.

The fourth question focuses on CAV evaluation with the generated library. For safety evaluation,
most existing methods estimate the accident rate of a CAV using a scenario library from
Naturalistic Driving Data (NDD), such as naturalistic field operational tests [16] and crude Monte
Carlo method [17][18]. However, this method is proved inefficient and intractable for even low-
dimensional scenarios [3]. The evaluation efficiency of low-dimensional scenarios was
significantly improved by the accelerated evaluation (AE) method proposed by Zhao et al. [10].
The importance sampling technologies were first applied into the CAV evaluation problem. The
major idea is to construct an importance function, which attaches more importance to critical
scenarios. However, each step of searching the importance function is based on one test run of
a real CAV. Thus it is time-consuming and expensive to construct the importance function for
high-dimensional scenarios. As a result, under high-dimensional car-following scenarios, the AE
method degrades to a white-box method with the assumption of knowing exact CAV models [19],
which is usually impossible for real applications. Moreover, the generated scenarios can only be
applied to a specific CAV, which is not generic.

Notwithstanding the related studies, all existing methods have limitations in either scenario
types that can be handled (e.g., low-dimensional scenarios only), CAV models (e.g., a specific CAV
only), or performance metrics (e.g., safety evaluation only). To the best of our knowledge, there
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is no existing study that integrates all parts of the TSLG problem together and generates libraries
for different scenario types, CAV types, and performance metrics. In this project, a unified
framework is designed to solve the entire TSLG problem, where a novel method is proposed for
the library generation question.

2.1 Scenario Description

The terms scene and scenario defined in [4] are adopted. A scene describes a snapshot of the
environment including the scenery and dynamic elements. A scenario describes the temporal
development between several scenes in a sequence of scenes. The scenery includes all geo-
spatially stationary elements, which entails metric, semantic, and topological information about
roads and all their components like lanes, lane markings, road surfaces, or the roads’ domain
types. The dynamic elements are moving or have the ability to move, e.g., pedestrians and
vehicles. Slightly different with the definitions in [4], a scene denotes ground truth of the
environment (objective) in this paper, instead of observations (subjective). Therefore, the scene
representation is considered to be static.

Testing scenarios should be consistent with the operational design domain (ODD) of testing CAVs.
The ODD describes the specific conditions under which a given CAV is intended to function [8].
To define the capability boundaries, the following information is required at a minimum in the
ODD: roadway types, geographic area, speed range, and environmental conditions. Therefore,
most of the scenery and part of dynamic elements have been specified in the ODD. The
determination of remaining parts of scenarios is the critical step to generate testing scenarios. If
the remaining parts are denoted as a vector of decision variables x, e.g., acceleration profiles of
background vehicles, a testing scenario is generated with each realization of x. If the ODD is
defined following some specific structures, e.g., the three-level structure in the PEGASUS project
[7], then the vector can be formulated in the simplified way. For less specified ODD, the vector
should include temporal variables of dynamic elements and spatial variables of scenery, e.g.,
trajectories of all traffic participants and spatial development of road parameters

2.2 Metric Design

Performance metrics define what aspects a CAV needs to be evaluated. Most existing studies
focus only on safety evaluation, which is essential but insufficient for a commercialized CAV. In
this project, we define the performance metrics to reflect people’s incremental expectations
towards CAVs, including safety, functionality, mobility, and rider’s comfort, as shown in Figure 1.
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/ Functionality \
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Figure 1 Illustration of the incremental performance metrics

[Description: This figure shows a pyramid with four layers of performance metrics. From the top
to bottom are rider’s comfort, mobility, functionality, and safety]

Safety is the foundation of all CAV applications, which is usually assessed by the accident rate
during the test without human intervention or the disengagement rate [9][10]. Taking the
commonly used scenario, i.e., cut-in scenario, for an example, a background vehicle (BV) changes
its lane in front of a CAV in the adjacent lane with pre-determined parameters, i.e., cut-in distance
and speed difference. Whether an accident (e.g., conflict or crash) may happen or not depends
on the CAV’s response to the BV’'s maneuvers. After a certain number of tests with varying
parameters, the accident rate of the CAV could be estimated, which is used to indicate the safety
performance in the lane-change scenario.

The second level of the performance metric is functionality, which is defined by whether a CAV
can complete a given task in a specific scenario. Considering a scenario that a CAV needs to make
a lane change to the right and exit the highway within a certain distance, several BVs are driving
on the right lane following pre-determined parameters (e.g., initial distance to the CAV,
acceleration profiles). If the CAV is very conservative and keeps a long safety distance with
surrounding vehicles, it may fail to complete the lane-change task before the freeway exit. In the
case, the vehicle may pass the safety evaluation but fail in the functionality evaluation. Similar to
safety evaluation, the functionality of a CAV can be evaluated by the failure rates of the CAV in
completing certain driving tasks with different environment settings and BVs' trajectories.

Both safety and functionality are critical for CAV evaluation at the current technology maturity
level. Unless a CAV can safely complete all driving tasks without human interventions, it may not
be accepted by the general public. For higher level requirements, mobility and rider’s comfort
should also be considered into the evaluation scope. Mobility is utilized to measure the travel
efficiency in completing a series of driving tasks, while rider’s comfort measures the physical and
psychological feeling of passengers.

2.3 Library Generation
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To generate the testing scenario library, the criticality of scenarios is defined, and the searching
method is designed for efficiently searching critical scenarios. An illustration of the entire
framework is shown in Figure 2. The proposed definition provides theoretical foundation to
construct the optimal importance function and indicates that both maneuver challenge and
exposure frequency are critical for CAV evaluations, which is fundamentally different from most
existing studies.

I
! Auxiliary
: Objective
| Function /J
1 Searching
I Direction
! D
! Naturalistic Surrogate Multi-start
: Driving Data Model OptimizationJ
: l l Local Critical
| Scenarios
. - —
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CAV Testing
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Figure 2 Proposed framework to the TSLG problem.

[Description: This figure shows a flow chart of the TSLG problem. The follow chart starts with
evaluation requirements (operational design domain, and performance metric) as input to
generate scenario description. Decision variables from the scenario description are input to the
criticality definition. Other inputs for criticality definition are exposure frequency from
naturalistic driving data and maneuver challenge from surrogate model. The output of criticality
definition is the criticality function, which is the input for critical scenario searching. Other input
to critical scenario searching include seed-fill method and RL-enhanced searching. The output
of critical scenario searching is the critical scenarios, which are the input of the generated
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library. Sampling from the generated library results in the testing scenarios. Combining with the
AR platform, CAV can be tested, and the testing results can be used for index estimation.
Finally, based on the index values, the evaluation results can be obtained.]
2.3.1 Definition of Criticality

The criticality of a scenario measures the importance in evaluating a performance metric. In ISO
26262 [21], the risk assessment of a scenario was defined as a combination of severity of injuries,
exposure classification, and controllability classification. The exposure classification denotes the
relative expected exposure frequency of the scenario where the injury can possibly happen. The
controllability classification denotes the relative likelihood that the driver can act to prevent the
injury. Inheriting the concepts of the risk assessment, we define the criticality of scenarios as

V(x|0) & P(S|x, 0)P(x|6) (1)

Where 6 denotes the specified parameters in the ODD, x denotes the vector of decision variables,
and S denotes the event of interest (e.g., accident) with a surrogate model (SM) of CAVs. The SM
is designed to encode the common features of CAVs. A well-generated library should include
more critical scenarios for most CAVs, and the introduction of the SM contributes to achieving
this goal. An ideal SM should be calibrated from actual CAV driving data similar to human driving
model calibration [22]. At the current stage, however, there is very little open CAV data available
for public research. Therefore, we propose to calibrate the SM based on the human driving data,
i.e., NDD. It is a reasonable starting point because of the following reasons. First, the common
features of human drivers are the natural baselines for CAV evaluation. Critical scenarios for
human drivers are the most straightforward testing scenarios for CAVs. Second, CAV is essentially
an application of “artificial intelligence”, the purpose of which is to mimic and outperform
“human intelligence” [1]. Many CAV algorithms are obtained by imitating human driving
behaviors, e.g., end-to-end learning method [23][24]. Third, a “human-like” CAV can improve
safety in a mixed traffic condition, where CAVs and human-driven vehicles coexist on the
roadway. A similar concept of “roadmanship” was recently proposed for CAV evaluation [25].
Therefore, it is reasonable to represent the common features of CAVs based on human
naturalistic driving data.

The proposed definition is a conceptual generalization of the risk assessment in ISO 26262 [21].
The left term P(S|x, 8) measures the probability that CAVs encounter the event of interest in the
scenario. The severity is encoded by determining the interested event, and the controllability
classification is encoded by the probability. The right term P(x|8) denotes the probability of the
scenario occurring on public roads, which encodes the exposure classification. Different from the
classification methods in 1ISO 262262, we generalize the concepts from safety to generic metrics,
introduce the concept of SM, and define the criticality in a quantitative way. The justifications of
this definition are theoretically proved regarding the evaluation accuracy and efficiency in [26].
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To calculate the criticality, P(x|6) can be obtained from NDD, and P(S|x, 6) is obtained by
simulations of the SM.

The definition also indicates that both maneuver challenge P(S|x, 8) and exposure frequency
P(x|0) are critical for CAV evaluations. This is fundamentally different from most existing
studies, which usually overvalue the infrequent scenarios. For instance, the worst-case scenario
evaluation [14] focuses on the worst-case (i.e., most dangerous) scenarios for safety evaluation.
The accelerated evaluation method for the car-following scenarios [19] maximizes the likelihood
of the occurrence of accidents (e.g., crash or conflict), which generates the most infrequent
scenarios. All these methods essentially focus on the most infrequent scenarios, which happen
to be the most challenging scenarios for safety evaluation. However, for functionality evaluation,
as an example, there is no explicit relation between the maneuver challenges (i.e., difficulty) and
exposure frequency. All existing methods overvalue the challenging part but ignore the exposure
frequency of scenarios. Taking an extreme example for conceptual explanation, the scenario that
a meteor hitting a car is extremely dangerous but we cannot evaluate the performances of CAVs
based on testing results from these extremely low frequent scenarios. The common and
challenging scenarios are more critical for CAV evaluation.

2.3.2 Critical Scenario Searching

The next problem is how to search critical scenarios in the whole scenario space. The basic idea
is to find local critical scenarios by optimization methods and then search their neighbor
scenarios. However, directly using the criticality function as the objective function is problematic.
Most scenarios are uncritical with zero criticality and zero gradient of criticality, i.e., local
minimal. If a scenario is uncritical, its criticality function provides little information of searching
direction for critical scenarios. Therefore, the optimization process degrades to a random
sampling process, which is inefficient for complex scenarios.

To resolve this issue, an auxiliary objective function is designed to guide searching directions, and
the seed-fill method is applied to search neighbor scenarios. The auxiliary objective function is
designed as the combination of maneuver challenge and exposure frequency, similar to criticality
definition. A commonly used multi-start optimization method is applied to obtain a number of
local critical scenarios. Specifically, multiple initial points are generated by space filling methods
(e.g., random sampling). After solving the optimization problem from each initial point, local
critical scenarios are obtained. The parameters from the ODD are considered as constraints, e.g.,
speed limit, acceleration limit, perception range, etc. The number of initial points increases with
the dimensions of the decision variables. The dimension of the decision variables can be greatly
reduced by exploiting their specific structures, e.g., independence properties. Using the local
critical solutions as starting points, other critical scenarios are expanded by the seed-fill method.
Seed-fill, also called flood-fill, is a basic method in computer graphics [27] that determines the
area connected to a given node in multi-dimensional arrays. The key idea is to exhaustively
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explore the critical points of unexplored space rather than all of the space from the starting point
outwards [28]. The criticality function instead of the auxiliary objective function is calculated in
this step. The threshold of critical scenarios is theoretically analyzed in [26].

To illustrate the searching method, two typical non-convex objective functions, i.e., Peaks
function and Ackley function [29], are studied, as shown in Figure 3 (a, c). The fifty and one-
hundred initial searching points are sampled for the two functions respectively. In this
illustration, the criticality function is calculated by the normalized objective function, and the
threshold is manually selected. As shown in Figure 3 (b, d), critical scenarios of the both functions
are effectively obtained by the proposed searching method as red areas.

T

T

(c) (d)

Figure 3 Critical scenario searching method for Peaks function (a) and Ackley function (c). The
critical scenario are obtained as red points in (b) and (d) respectively.

[Description: This figure has four sub figures. The first subfigure shows the pdf of the Peaks
function. The second subfigure shows the critical scenarios (in red dots) obtained from the
Peaks function. The third subfigure shows the pdf of the Ackley function. The fourth subfigure
shows the critical scenarios (in red dots) obtained from the Ackley function.

2.4 CAV Evaluation
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After the library is generated, the next step is to evaluate CAVs with the generated library. As
shown in Figure 2, three steps are designed, i.e., scenario sampling, CAV testing, and index
estimation. The importance function is constructed based on the generated library.

The first step is to sample testing scenarios according to the generated library. The major
challenge is how to balance exploitation and exploration. Critical scenarios are obtained based
on the surrogate model (SM), which usually has dissimilarity compared with the testing CAV.
Therefore, the generated library may miss some critical scenarios when testing a specific CAV. To
solve this issue, besides sampling scenarios from the library according to their criticality values
(i.e., exploitation), the scenarios outside the library is also sampled with a small probability (i.e.,
exploration). To better understand the trade-off between the exploitation and exploration, we
compare the greedy sampling policy and € greedy sampling policy. The greedy sampling policy
greedily exploits the scenarios in the library. By this policy, all testing scenarios are sampled based
on the normalized criticality values. The € greedy sampling behaves greedily most of the time,
but with small probability €, it selects scenarios randomly outside the library with equal
probability (i.e., exploration). This simple yet efficient method is commonly used for balancing
exploitation and exploration [30].

The second step is to test the CAV with sampled scenarios. To provide a controllable, safe, and
cost-effective testing environment, the augmented reality (AR) testing environment [31] is
applied. Figure 4 is an illustration of the AR platform designed for Mcity, a newly established
closed CAV testing facility at the University of Michigan. The platform combines the real-world
testing facility and a simulation platform together. Movements of testing CAV in the real world
are transmitted to the simulation platform by roadside units (RSUs), and the information of
simulated BVs is fed back to testing CAV. The traffic control in the real world is synchronized with
simulation. In this way, BVs in the simulation and testing CAV in the real-world can interact with
each other. The initial conditions and maneuvers of BVs are determined by the sampled testing
scenarios and imported in the AR platform as virtual vehicles. The testing CAV is running in the
real testing facility, which responds to the maneuvers of virtual BVs. The testing can be repeated
easily by sampling different scenarios from the library, which results in different BV movements.
The total number of testing is determined by the required evaluation precision and confidence
level [10][32][33].
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Received hy the

Simulated BV testing CAV
e j =1
Received by RSU e -
the simulation e
Testing CAV

Syvnchronized traffic control g

Simulation World Real World

Figure 4 Augmented Reality Testing Platform at Mcity

[Description: This figure describes the augmented reality testing platform at Mcity. The left part shows
the VISSIM simulation model of MCity while the right part shows a GoogleEarth map of the Mcity test
facility. In the middle, two green arrows show how simulated BVs transmit their information to the
testing CAV in the test facility. Two red arrows show ow real testing CAV transmit its information to the
simulation environment. A blue arrow shows how traffic signal information are transmitted from the
test facility to the simulation environment]

After the testing results are collected in the second step, the third step is to estimate the index

value of the performance metric. The index value can be estimated as:

w1 & P(x,0)

P(4| )——2 Plx H)P(A\

(2)
Where n denotes the total number of the sampled testing scenarios, P(x;|0) represents the

scenario’s occurrence probability in the naturalistic driving environment, P(x,|6) denotes the

importance function, i.e., the sampling probabilities depending on the policy (greedy or €
greedy), and P(A|x;, 8) is estimated by the testing results.

More theoretical analysis regarding the accuracy and efficiency of the proposed can be found in
[26].

3. Case Studies
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Two case studies are designed to evaluate the proposed scenario library method as shown in
Figure 5. (1) Cut-in case: a background vehicle (BV) makes a lane change in front of the testing
CAV. (2) Highway exit case: the testing CAV needs to make a lane change to the right and exits
the highway within a certain distance.

The cut-in case illustrates each step of the scenario library generation and evaluation framework
regarding safety. A few specific questions are elaborated, i.e., auxiliary objective function design,
NDD analysis, and SM construction. Moreover, because the cut-in case is low dimensional (i.e.,
two dimensions), it is convenient to visualize the results by figures and help readers better
understand the proposed methods.

The highway exit case focuses on the functionality evaluation. Compared with safety evaluation,
the major difference lies in the design of auxiliary objective function for the library generation,
i.e. how to quantify the maneuver challenge regarding functionality. To this end, several new
concepts are proposed, i.e., task, task solution, task solution difficulty, and task difficulty. The
specific auxiliary objective function is designed for the highway exit case based on the concepts.

|1z
AT

@ (b)

Figure 5 Case Studies (a) cut-in (b) highway exit

[Description: This figure has two subfigures. The left subfigure is an illustration of the cut-in case. A blue
BV is cutting in a red CAV. The right subfigure is an illustration of the highway exit case. Two blue BVs
are traveling on the right lane close to an exit ramp. A red CAV is traveling on the left lane and try to

make a lane change to the right lane before the exit.]

3.1 Cut-in Case Study

Similar to most existing studies [7][10], the decision variable vector of the cut-in case is simplified
as two dimensions, i.e.,

, :[R,ie} 3)
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Where R and R denote the range and range rate at the cut-in time respectively. For simplification,
the BV is assumed to keep constant velocity after the cut-in behavior, and parameters of road
environments are pre-determined. All these pre-determined parameters are denoted as 6. The
accident rate is utilized to measure the safety performance of CAVs in the cut-in case. The road
test method is simulated to estimate the accident rate as a baseline. Specifically, if a testing CAV
drives on public roads, experiences n specified cut-in scenarios, and has m accident events, the
accident rate of event A can be estimated by

m
PAI6) ~ —

(4)

The public road test is simulated based on naturalistic driving data (NDD), so the method is
denoted as NDD evaluation method in this report.

To provide searching directions for critical scenarios, an auxiliary objective function is designed
as the combination of maneuver challenge and exposure frequency. First, the maneuver
challenge is estimated by minimal normalized positive enhanced time-to-collision (mnpETTC). As
discussed in [34][35], ETTC is one of most widely used indices of safety evaluation for varying
velocity scenarios. Second, the exposure frequency of a scenario is estimated by the distance
between the scenario and a common set (i.e., scenarios with high exposure frequency). The
common set is determined by NDD analysis. More details about the definitions of mnpETTC and
the distance to the common set can be found in [36].

Finally, the auxiliary objective function for safety evaluation in the cut-in case is formulated as:

mxin](x) = mxin(manTTC(x) +w xd(x,Q)) (5)

Where w € (0,1] is a balance weight and d(x, Q) is the distance between the scenario x and
common set ().

NDD is analyzed to provide exposure frequency measurement, determine parameters of the
auxiliary objective function, and calibrate the SM. The NDD from the Safety Pilot Model
Deployment (SPMD) program at University of Michigan [37] is utilized for the cut-in case. The
SPMD database is one of the largest databases in the world that recorded naturalistic driving
behaviors over 34.9 million miles from 2,842 equipped vehicles in Ann Arbor, Michigan. In the
database, there are 98 sedans equipped with the data acquisition system and MobilEye, which
enables measuring and recording the position and speed data between the host vehicle and
preceding vehicles at a frequency of 10 Hz. The following query criteria are designed to extract
all cut-in events from the database [10][38]: (a) the vehicles’ speeds at the cut-in time belong to
(2m/s; 40m/s); (b) the range at the cut-in time belongs to (0.1m; 90m). All these criteria are
consistent with the pre-determined parameter 6. As a result, 414,770 qualified cut-in events are
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successfully obtained. Figure 6 shows the location distribution of the events. The exposure
frequency distribution (i.e., P(x|8) is shown in Fig. 3, where brighter color denotes higher
exposure frequency, i.e., the common set. The range and range rate are discretized by 2m and
0.4m/s respectively. The NDD evaluation method is equivalently sampling testing scenarios from
this probability distribution.

e 10'3
90 1,
80 |55
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= 25
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o 2
S 40
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20 1
10 0.5
0 0

-20 -15 -10 -5 0 5 10

Figure 6 Distribution of the cut-in range and rage rate in NDD. The dashed red rectangle
denotes the boundary of the common set.

[Description: This figure shows a heat diagram with range rate as the horizonal axis and range as the
vertical axis. The color represents the probability of a cut-in event with a certain range and range rate.
The dashed red rectangle denotes the boundary of the common set.]

SM construction is a very important step in the library generation process. In this case study,
the commonly used intelligent driving model (IDM) is calibrated by the NDD [39] and selected
as the SM for the car-following behaviors of CAVs after the cut-in event. The constraints of
acceleration and velocity are added to make the model more practical (i.e., model accident-
prone behaviors). Figure 7 shows the safety performance of the selected SM, where the SM has
accidents in scenarios of the yellow region.
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Figure 7 Safety performance of the SM, where the SM has accidents in scenarios of the yellow
region

[Description: This figure shows a heat diagram with range rate as the horizonal axis and range as the
vertical axis. The low left corner is represented as yellow color, which indicates the SM has accidents.
Other areas are represented as blue color, which indicates the SM has no accidents.]

The optimization and seed-fill based method is applied to search for critical scenarios and
construct the library. In this case, 50 points are uniformly sampled as the initial starting points.
Figure 8 shows the obtained probability distribution after the library generation process. The
color denotes the probability of a scenario, i.e., the normalized criticality. Compared with Figure
6, where only exposure frequency is considered, the new distribution encodes more domain
knowledge, i.e., maneuver challenge and exposure frequency of scenarios. The library is

constructed by the critical scenarios. In this case, the generated library contains a total number
of 184 scenarios, which is about 5.38% of all scenarios.

Range (m)
[ [F%) = W (=) ~ oo
(=) (=) (= (=1 (=} [ o

(=1

(=]

-20 -15 -10 -5 0 5 10
Range Rate (m/s)

”M]’Hl [ | ILLINOIS CENTER FOR @ ¢« Washtenaw JI_L
( [ no o~ TRANSPORTATION PURDUE /~% Community College nggzl
Ungvesty,



CENTER FOR CONNECTED
AND AUTOMATED
a TRANSPORTATION

Figure 8 Generated library for the cut-in case. The color denotes the new scenario sampling

probability.

[Description: This figure shows a heat diagram with range rate as the horizonal axis and range as the
vertical axis. The color represents the sampling probability of a scenario with a certain range and range
rate. Most of the high probability scenarios are sampled from the area with range from 30 to 70m and

range rate from -10 to -20 m/s]
For field implementation, a real CAV should be tested. In this paper, simulation is used to validate
the proposed method. Although a simulated CAV model cannot exactly reflect dynamics of a real
CAV, it is used in this paper as a proof of concept to validate the proposed method.

A commonly used CAV model is selected, which combines adaptive cruise control and
autonomous emergency braking functions (see [10] for details). The NDD evaluation method is
applied as the baseline, where testing scenarios are sampled from the NDD distribution in Figure
6. For the proposed method, testing scenarios are sampled from the generated library in Figure
8. The € greedy sampling policy is applied with € = 0.05. The chosen CAV model is tested in the
sampled scenarios, and an accident event is recorded if the vehicle range is smaller than a
threshold.

Figure 9 shows the comparison of the two evaluation methods. The blue line denotes the results
of NDD evaluation method, and the bottom x-axis denotes its number of tests. The red line
denotes the results of the proposed method, and the top x-axis denotes its number of tests. As
shown in Figure 9 (a), both methods can obtain accurate estimation of the accident rate for a
predetermined relative half-width (e.g., § = 0.3). Figure 9 (b) shows that the proposed method
achieves this confidence level after 51 tests, while the NDD evaluation method needs 9.63x10*
tests. The proposed method is about 1,888 times faster than the NDD evaluation method (i.e.,
efficient). Because the most time-consuming and expensive step in the CAV evaluation process
is expected to be the vehicle testing, the proposed method can significantly save both time and
money compared to the NDD evaluation method.
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(a) (b)

Figure 9 Safety evaluation results of the cut-in case: (a) estimation results of the accident rate;
(b) relative half-width of the estimation results.

[Description: This figure has two subfigures to illustrate the result of the cut-in case study. The left
subfigure shows the estimated accident rate between our proposed method in red curve and NDD
evaluation in blue curve. Horizontal axis is the test time and the vertical axis is the accident rate. The
figure shows both methods converge to the same accident rate. The right subfigure shows relative half-
width convergence of the estimated results. Horizontal axis is the test time and the vertical axis is the
relative half width. This figure shows our proposed method converges 1,888 times faster than the NDD
evaluation given the required relative half width to be 0.3.]

3.2 Highway Exit Case Study

The highway exit case study is designed to evaluate the functionality of a CAV. As shown in Figure
5 (b), the decision variable vector of the highway exit scenario should include initial states of the
CAV, number of BVs, and trajectories of each BV, which is high-dimensional. To simplify the
problem and focus on the functionality evaluation, the initial position and velocity of the CAV are
pre-determined as p,y and v,, the number of BVs is pre-determined as two, and all BVs keep their
initial velocity unless the distance is less than a threshold d.¢, when the following BV will change
its speed to be the same as the leading BV. As a result, the decision variable vector is formulated
as:

T
X= [POI Vous Fos Vool

(6)

where py;, vo; denote the initial position and velocity of the i BV. Although the simplified
problem cannot exactly reflect the actual highway exit scenarios, it can be used as a
demonstration of functionality evaluation.

The library generation methods are the same as the cut-in case, except for the auxiliary objective
function design.

Similar to the cut-in case, the auxiliary objective function is composed of exposure frequency and
maneuver challenge. To evaluate the maneuver challenge for generic functionality, four new
concepts are proposed, i.e., task, task solution, task solution difficulty, and task difficulty. The
“task” is defined based on the functionality, e.g., exit from the highway. The “task solution”
denotes a feasible CAV trajectory to complete the task. The “task solution difficulty” denotes the
difficulty in completing the task solution. Finally, the “task difficulty” denotes the difficulty of the
task, which can be evaluated by the summation of all task solution difficulties as:

Me(x) = Xrer W(f) (7)

_

UNTH 7T s s S Washtenaw 1l
PURDUE Community College Cg}g{?l

Un:ve;mty



CENTER FOR CONNECTED
AND AUTOMATED

CM TRANSPORTATION

Where f is a feasible task solution and F is the set of all feasible task solutions; W (f) is the
difficulty in completing the task solution f. Note that W (f) is negative and large W (f) means
higher difficulty.

For the specified highway exit case, the maneuver challenge is evaluated based on the proposed
concepts. The task is to make a lane change to the right before reaching the off-ramp location.
The task solution is defined as a feasible lane-change point f = (t,p), where tis the lane-change
time and p is the lane-change position. The feasible lane-change zone f € F is determined by
maximal/minimal velocity (Vp,qx; Vmin), highway exit location (L), safe time-to-collision gaps
(t;nin), and reachability of the CAV. The reachability denotes whether the CAV can reach certain
position at certain time considering the maximal/minimal acceleration (@yqx Amin) and
maximal/minimal velocity. Figure 10 illustrates an example of the feasible lane change zone for
a specific scenario, i.e., = [—25,34.5,—100,40]7 . The initial position of the CAV is set zero.
The lane change boundary is determined by the maximal/minimal velocity and the off-ramp
location, denoted as the red dashed line. The feasible lane change zone, i.e., F, consists of three
isolated zones, separated by the trajectories of BVs. The gaps between F and the lane change
boundary come from the reachability of CAVs. The gaps between F and the trajectories of BVs
come from the safe time-to-collision gaps.
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Figure 10 Task difficulty evaluation of the highway-exit case
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[Description: This figure shows a time-space diagram in the high-exit case. Two black curves are BV
trajectories. Red doted lines are boundaries of CAV trajectories with maximum speed, minimum speed,
and exit position. Areas in the green curves are the feasible lane change zone for CAV.]

For simplicity, we assume all task solutions of this case have the same task solution difficulty.

Finally, the auxiliary objective function of the highway exit case is designed as:
. . S(F)
min/(x) = min(—=+w X d(x, 2)) (8)
x x Us

Where S(F) denotes the area of the feasible lane-changing zone; U, is a normalization factor
and w is the weight.

The NDD from the Integrated Vehicle- Based Safety System (IVBSS) project is used to provide
exposure frequency information [40][41]. In the IVBSS project, 108 randomly sampled drivers
from different ages used sixteen Honda Accords vehicles in an unsupervised manner for over a
40-day period. Query criteria are designed to extract car-following events from the database as:
(1) vehicle was traveling on a highway; (2) vehicle was traveling at a speed of at least 20m/s
(about 45mph); (3) cruise control function was not activated; (3) surface condition is dry; (4) light
condition is day. The resulting dataset represents a total of 5 x 10* car-following events and
1.47 x 10° points of car-following trajectories. The exposure frequency of a scenario can be
estimated as:

P(x|0) = P(po,1|0)P(vo4, R, v0216) (9)

Where R = pg1 — Do,2, P(Po,1|6) denotes the initial position probability of the leading vehicle,
which can be estimated by uniform distribution, and P(vg 1, R, v,,|0) is obtained from the
distribution of car-following trajectories in the NDD. The MOBIL (‘minimizing overall braking
induces by lane changes’) model is used as the SM in this case. The MOBIL model was proposed
to derive human lane-changing rules for discretionary and mandatory lane changes [42]. It
provides the utility measurement method for deciding which gap has a desirable lane change
position. To predict the CAV’s trajectories before the lane-change, the Model Predictive Control
(MPC) [43] is applied, and the trajectory with higher predictive utility of lane change will be
chosen as the solution to the task. After applying the critical scenario searching method, the
testing scenario library of the highway exit case is generated. The total number of critical
scenarios in the library is 1,895, which is about 0.12% of all scenarios.

A typical CAV lane-change model is evaluated in this case study, where the lane-change utility is
evaluated by average travel time, average time gap density, and remaining travel time of
different lanes (see details in [44]). Similarly, the NDD evaluation method is used as the
benchmark. In the proposed method, testing scenarios are sampled from the generated highway
exit library, and events of task failures (i.e., cannot exit from the highway) are recorded. Similar
to the cut-in case, the e-greedy sampling policy is applied with € = 0.10. The task failure rate is
estimated to measure the functionality performance of the CAV model in the highway exit case.
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After the estimated task failure rate converges to a certain estimation precision, the estimated
task failure rate is obtained, and the evaluation process is completed. Fig. 8 shows the
comparison of the two evaluation methods. The legends and axis are the same as the cut-in case.
Similar with the previous case study, both methods can obtain unbiased estimation of the failure
rate with the relative half-width (f = 0.2). Fig. 8 (b) shows that the proposed method achieves
this estimation precision after 2.6 x 103 tests, while the NDD evaluation method takes 6.6 X 10>
tests. The proposed method is about 255 times faster than the NDD evaluation method. The
efficiency of the proposed method is influenced by the “dissimilarity” between the SM and the
specific CAV model. It is the main reason why the efficiency of the proposed method in the
highway case is lower than that in the cut-in case.
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Figure 11 The functionality evaluation results of the highway exit case: (a) estimation results of
the task failure rate; (b) relative half-width of the estimation results.

[Description: This figure has two subfigures to illustrate the result of the highway exit case study. The
left subfigure shows the estimated accident rate between our proposed method in red curve and NDD
evaluation in blue curve. Horizontal axis is the test time and the vertical axis is the accident rate. The
figure shows both methods converge to the same accident rate. The right subfigure shows relative half-
width convergence of the estimated results. Horizontal axis is the test time and the vertical axis is the
relative half width. This figure shows our proposed method converges 255 times faster than the NDD
evaluation given the required relative half width to be 0.2.]

4. Findings and Recommendations
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In this project, we proposed a unified framework to solve the testing scenario library generation
(TSLG) problem for CAV evaluation. The framework can be used to generate testing scenario
libraries for different scenario types, performance metrics, and CAV models.

A novel method was proposed to generate testing scenario libraries. The criticality of scenarios
was defined as a combination of maneuver challenge and exposure frequency, which is more
reasonable than that of most existing studies. A searching method is designed to efficiently
obtain the critical scenarios.

To evaluate the maneuver challenge of scenarios, the surrogate model (SM) of CAVs was
introduced, which contains the common features of CAVs. Although the dissimilarity between
the SM and specific CAVs cannot be eliminated, it provides the theoretical foundation for
progressively improving the efficiency by mitigating the dissimilarity. We believe that utilizing the
domain knowledge (e.g., common features and NDD) has huge potentials for future study in this
field. To validate the proposed method, the evaluation accuracy and efficiency were proved by
theoretical analysis.

Two case studies are conducted to demonstrate the performance of the proposed method: Cut-
in and highway exit. The cases were designed to reflect the general framework as well as unique
features including auxiliary objective function design for different performance metrics (i.e.,
safety and functionality), Naturalistic Driving Data (NDD) analysis, and surrogate model (SM)
construction. Results show that the proposed method can effectively and efficiently generate the
testing scenario library, which can accelerate the evaluation process by a few magnitudes
compared with the DNN evaluation method, with the same accuracy.

To the best of our knowledge, this is the first study that identifies the entire TSLG problem and
solves it systematically for both different dimensions of scenarios, different performance metrics,
and CAV models. It provides guidelines in generating testing scenario libraries for closed testing
facilities to enable accurate and efficient CAV evaluation.

5. Outputs

The following outputs were generated during the performance of this project:

Conference Presentations: 2019 TRB Annual Meeting and 2019 Automated Vehicle
Symposium

Conference Paper: Feng, S., Sun, H., Feng, Y. *, Yu, C,, Bao, S., Misra, A., Zhang, Y., and Liu
H.X., 2019. Testing Scenario Library Generation for Connected and Automated Vehicle
Evaluation. Transportation Research Board 98 Annual Meeting Compendium of Papers,
Washington DC, 2019.

_

% || ILLINOIS CENTER FOR ' @ Washt.enaw J.I.L

TRANSPORTATION PURDUE Community College e:;at:;al
ate

Un:ve;mty



CENTER FOR CONNECTED
AND AUTOMATED
a TRANSPORTATION

e Journal Paper: Feng, S., Feng, Y., Yu, C., Zhang, Y., and Liu, H.X., Testing Scenario Library
Generation for Connected and Automated Vehicles, Part I: Methodology. Submitted to
IEEE Transactions on Intelligent Transportation Systems.

e Journal Paper: Feng, S., Feng, Y., Sun, H., Bao S., Misra, A., Zhang, Y., and Liu, H.X.,
Testing Scenario Library Generation for Connected and Automated Vehicles, Part Il: Case
Studies. Submitted to IEEE Transactions on Intelligent Transportation Systems.

6. Impacts

The impacts from the development of a testing scenario generation framework are significant.
This has the potential to save automobile manufacturers and their suppliers millions of dollars in
testing by improving the testing process with a few magnitudes. With the proposed framework,
the automobile manufacturers don’t need to deploy real vehicles on the road to perform NDD
evaluation for billions of miles to collect statistic significant result. This cost savings can be
cascaded to consumers, making the cost of a CAV more affordable. In turn, this may increase the
penetration of CAVs faster.
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