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Abstract

:

With the development and application of vehicle-infrastructure cooperative technology, the traffic regional safety related to intelligent connected vehicles (ICVs) has become the hotspot of the intelligent transportation system (ITS), and the integration of mixed autonomous and non-autonomous vehicles that are not cooperative in intersection areas has become a significant challenge due to the rapid advancement of autonomous vehicle technology. Autonomous vehicles in intersections with strong-structure and weak-rule characteristics pose a potential hazard in complex traffic situations. Studying the driving behavior of vehicles in intersections is of great significance due to the complex traffic environment, frequent traffic signals, and traffic violations, which can optimize the vehicle driving behavior and improve the safety and efficiency of intersection traffic. By using naturalistic driving data from the DAIR V2X-Seq dataset and general vehicle dynamic parameters, it is possible to obtain the joint-probability-density distribution of the bivariate dynamic parameters of a vehicle. This distribution represents the driving characteristics of vehicles in intersection traffic. The three vehicle dynamic parameters that have an impact on vehicles driving through the intersection area are velocity, angular velocity, and acceleration. The driving behavior characteristics of human-driven vehicles (HVs) and autonomous vehicles (AVs) were analyzed using the multivariate kernel density estimation (MKDE) method to establish the vehicle-behavior boundary. The assessment of the boundary model showed that it accurately characterizes the driving characteristics of HVs and AVs. This boundary can be used to improve the safety detection of intersection areas, enhancing the performance of autonomous vehicles and optimizing intersection traffic.
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1. Introduction


Autonomous vehicle technology has become a highly involved focus in intelligent transportation systems [1]. With the rapid development of intelligent and connected technology, people have high expectations for the high-level autonomous vehicle, which can be used to build a more intelligent, efficient and safe road-traffic system [2,3]. However, scaling the distribution of automated vehicles requires handling various unexpected and possibly dangerous scenarios, such as ramp merge in and out, autonomous parking and intersection crossing. The road facilities, traffic environment, and weather conditions in the above scenarios are complex and changeable, such as roundabouts, unexpected pedestrians, and running the red light, which puts high demands on the perception, decision-making, and planning capabilities of the automatic driving system [4,5].



Currently, research, development, and verification of autonomous vehicles primarily focus on highway sections and straight urban roads [6]. However, intersections are widely recognized as the most hazardous sections of road due to their complex traffic environment, frequent traffic signals, and prevalence of traffic violations [7]. Therefore, it is necessary to explore vehicle safety in intersection traffic more extensively. Statistics from the United States indicate that over 30% of reported crashes and 50% of fatal and injury-causing crashes occur at intersections [8].



Implementing autonomous driving functions in intersection areas presents greater challenges compared to highway and urban straight-road sections [9]. In straight road sections, the autonomous driving system can achieve comprehensive scenario recognition and the development and testing of corresponding safety functions based on its intelligent perception system and the path-planning algorithm with lane-lines assistance [10]. Furthermore, on straight road sections, road traffic participants typically travel in the same or opposite directions, and the level of traffic flow complexity is relatively low.



Due to the shared driving feature of the intersection area, vehicle intersection traffic faces four major challenges: firstly, it is impossible to set physical lane lines for the traffic participant trajectory [11]; secondly, the autonomous vehicle will highly rely on single-vehicle sensing capabilities in the intersection, which is limited by the field of view (FOV) of its own perception system, especially when obstacles are present, and therefore, the collected environmental information has limitations, making it difficult to ensure high reliability and traffic safety for intersection traffic [12]; thirdly, the probability of unpredictable traffic behavior and violation of traffic regulations in the intersection area is high, especially for pedestrians and non-motorized vehicles [13]; fourthly, the number of incoming road lanes is inconsistent with that of outgoing road lanes in an intersection section, and the multitude of trajectory choices poses a crucial consideration for the automated vehicle, presenting further challenges in decision planning capabilities [14]. The above problems make it more dangerous for traffic participants to perform hazardous and unpredictable maneuvers at intersections, especially in traffic congestion.



In this paper, a proposed method was evaluated using the naturalistic driving dataset DAIR V2X, which is the first large-scale, real-world, and sequential V2X dataset. Furthermore, the effects of various factors on vehicle dynamic-behavior parameters were used to represent driving behavior characteristics and establish vehicle driving-behavior boundaries for intersection traffic optimization. The test and evaluation of the vehicle driving-behavior boundary have been carried out using real-life naturalistic driving data.



The paper is organized as follows: firstly, a brief review of typical intersection-traffic research methods is introduced in Section 2. Then, Section 3 explains the naturalistic driving dataset and presents the research method of the vehicle driving behavior. Section 4 provides vehicle driving-behavior characters and compares the vehicle-behavior boundary of the human vehicle and the autonomous vehicle. Finally, Section 5 presents the main conclusions of this paper.




2. Related Work


In the field of traffic transportation management, researchers have explored various traffic management methods to reduce potential accidents at intersections, including the introduction of vehicle speed guidance, variable and reversible lanes, and the optimization of traffic signal configurations [15,16,17,18].



To address issues with autonomous vehicles, many countries have conducted studies on driving behavior using a naturalistic driving study (NDS). NDS is the current standard in traffic- and vehicle-safety research, which provides insight into driver behavior during everyday trips by recording details of the driver, vehicle, and surroundings through unobtrusive data gathering equipment without experimental control [19]. In an NDS, vehicles are equipped with small cameras and sensors. For a period ranging from several months to several years, these devices continuously and inconspicuously record vehicle maneuvers such as speed, acceleration/deceleration, and direction, as well as driver behavior such as eye, head, and hand movements, and external conditions such as road, traffic, and weather characteristics during normal driving [20]. The NDS approach enables the observation and analysis of interrelationships between the driver, vehicle, road, and other traffic in normal, conflict, and crash situations. This information is valuable not only for reducing road transport casualties but also for lessening the environmental impact of road transport and alleviating congestion [21]. NDS has several advantages for studying normal traffic behavior in everyday situations. Participants are not involved in an experiment, and there is no experimenter present, nor are there any experimental interventions or aims that participants can guess and act accordingly. Additionally, NDS offers the possibility to observe conflicts, near crashes, or even actual crashes in real-time without the potential biases of post hoc reports [22]. The National Highway Traffic Safety Administration (NHTSA) identified 37 pre-crash scenarios based on accident location and driver behavior characteristics [23]. The report discusses the classification of scenes, including six major categories and thirteen subdivision categories of dangerous scenes, as obtained from sources [24]. The report also mentions the Waymo large-scale real-vehicle road test program launched by Google, which aims to promote the mass production of high-level autonomous driving. Using naturalistic driving data, we obtained relevant scenarios to verify the system response, behavioral features, collision safety, and functional safety. These scenarios were used to create a verification benchmark for autonomous vehicles [25,26].



Domestic and international scholars have investigated hazardous scenarios at intersections by utilizing methods such as traffic accident databases and clustering algorithms. The focus has been on the elemental characteristics of vehicle behaviors [27,28]. For example, the study utilized almost 500 motor vehicle accident data from the NAIS accident database between 2011 and 2017 to identify key elements of intersection test scenarios, including intersection types, signal light variations, and driving environment factors [29,30]. The study employed a hierarchical clustering algorithm to examine eight distinct types of hazardous scenarios to guide the verification of autonomous emergency braking (AEB) intersection functions. Similarly, the study analyzed 582 intersection motor vehicle accidents from the NAIS database between 2011 and 2019. The aim was to identify the characteristics of intersection vehicle accidents, such as the primary vehicle movement direction, target vehicle movement direction, and weather conditions [31]. The researchers included collision locations and angles between target and host vehicles by considering the relative direction of the target vehicle in relation to the host vehicle. This resulted in the identification of 17 AEB system-intersection test scenarios. To obtain the four types of dangerous accident scenarios for T-junction intersections, accident data were clustered. Additionally, dangerous collision domains were identified for passenger vehicles and commercial vehicles turning at T-junction intersections [32].



Scholars have proposed various methods for classifying intersection scenarios and evaluating indicators using naturalistic driving data and dynamic parameters. Intersection conflict types are divided into three categories and seven dangerous scenarios based on classification methods such as SHRP2, NHTSA, and InteractIVe. Factors such as road density, surrounding environmental impact, visual-field obstruction, and insufficient information were found to account for a high proportion of the factors inducing intersection accidents, according to the Driving Reliability and Error Analysis Method (DREAM) induction analysis of the logical relationship of factors [33]. Researchers proposed indicators, such as the intrusion area, estimated passing-time difference, and estimated collision time, based on the movement trajectory of vehicles passing through intersections. They analyzed common scenarios at intersections, such as Host Vehicle go Straight, Remote Vehicle turn Left in the Opposite direction (HVS/RVLO), to evaluate the potential risk of intersection vehicle traffic [34]. The features of the scenario are summarized based on 277 normal scenarios and 780 dangerous scenarios from the natural driving database. The intersection scenarios are classified based on geometric type, lane composition, and signal control. A logistic regression model was used to determine that road type, lane composition, and vehicle density significantly affect illegal driving [35].



The concept of a dynamic dilemma zone (DDZ) road segment is used in car-following theory to describe vehicle driver behavior at four-quadrant gate high-rail intersections [36]. In addition, researchers have studied three machine learning techniques to model drivers’ speed in intersection scenarios during the vehicle’s braking stage. The goal is to estimate a safe, comfortable, and human-like speed at the minimum distance for autonomous vehicles [37,38]. A microsimulation platform was created to evaluate the improved intersection car-following model and simulate the influenced saturation flow rate, based on an enhanced intelligent driver model [39].



To measure traffic conflicts in intersection areas, several indicators are proposed, including post-encroachment time (PET) and time to collision (TTC) [40]. In general, the study found that TTC and PET are the most accurate measures for analyzing intersection safety, considering ease of measurement and application to different conflict types [41]. TTC is recommended for rear-end conflicts, while PET is recommended for angle conflicts. Additionally, PET is proposed as a measure for safety performance during intergreen intervals, also known as change intervals [42]. Intergreen interval refers to the combined duration of the yellow and all-red intervals between phases. In general, PET is defined as the time difference between two successive vehicles, where the first vehicle clears the conflict area and the second arrives at the conflict area. During a change of phases, PET is defined as the elapsed time from when the last clearing vehicle in the previous phase passes the conflict point until the first entering vehicle of the subsequent phase arrives there. The study uses PET to estimate the number of conflicts, which are defined as encroachments between two vehicles with a PET of less than critical time [43].



While these indicators successfully model the possibility of a collision, they cannot directly measure conflict severity, which is defined by the outcome of the collision in terms of vehicle damage, injuries, and fatalities. PET cannot fully assess the safety of angle collisions. For example, safety assessments based on PET may not align with those based on vehicle speeds at conflict points. This is because it does not take into account the impulse of the vehicles involved in the conflict, which is a significant factor in determining the probability of a collision.



Therefore, the analysis of vehicle driving-behavior characteristics, such as velocity, acceleration, and angular velocity, should be the basis for intersection traffic research, and elements such as the distribution of conflicting vehicles speed, conflict angle, and acceleration have been used to evaluate the severity of a potential conflict. The driver-behavior features of intersection car-following scenarios were constructed using the probability-density distribution of velocity and acceleration parameters, based on a naturalistic driving behavior study [44]. Relying on different indicators independently can lead to contradictions. Overall, a single reliable index that reflects the overall safety performance, including crash frequency and severity, is still lacking. Research should investigate the significance of considering the dynamic parameter of the vehicles involved, in order to assessment the hazard risk [45].



Our motivation are the following: (1) the need for a comprehensive study on constructing driving behavior characteristics for intersection traffic in a more general manner, (2) the fact that the representation of driving behavior characteristics is often diverse and complex. What method can better represent the real driving behavior characteristics of vehicles in intersection traffic? And (3) the vehicles must adhere to traffic principles when crossing intersection areas. Is there a behavior boundary for vehicle driving behaviors that can improve the performance of autonomous vehicles?




3. Materials and Methods


3.1. Collection of Naturalistic Driving Data


Intelligent transportation systems (ITSs) can be pushed forward by V2X communications with cooperative operations. Vehicle-to-everything (V2X) communication technology, which encompasses vehicle-to-vehicle (V2V), vehicle-to-pedestrian (V2P), and vehicle-to-infrastructure (V2I) communication, is widely recognized as the fundamental building block for the development of intelligent vehicle infrastructure cooperative systems (IVICSs), because it has great potential to enhance road safety and optimize traffic efficiency [46].



To accelerate research on how to better utilize V2X information for autonomous vehicle, DAIR V2X datasets are jointly built by Tsinghua AIR and Baidu Apollo. The DAIR-V2X datasets consist of a series of real-world vehicle-infrastructure cooperative datasets, including the following: DAIR-V2X, a large-scale multi-modal multi-view 3D object detection dataset for research on vehicle-infrastructure cooperative autonomous driving, which comprises a total of 71,254 frames of image data and 71,254 frames of point cloud data; Rope3D, focusing more on roadside pure-vision monocular 3D target-detection tasks, which includes a total of 50,009 frames of image data; and V2X-Seq, a large-scale sequential vehicle-infrastructure cooperative dataset, which include the sequential perception dataset and the trajectory prediction dataset [47].



To push forward the cooperative sequential perception and forecasting, a large-scale sequential V2X dataset, V2X-Seq, was created. All elements of this dataset were captured and generated from real-world scenarios. V2X-Seq is the first sequential V2X dataset that includes such a large-scale scenario, making it an ideal resource for developing and testing cooperative perception and forecasting algorithms.



The V2X-Seq trajectory forecasting dataset (V2X-Seq TFD) comprises 210,000 scenarios, including 50,000 cooperative-view scenarios, all trajectories, and traffic lights, which are captured and generated from naturalistic driving scenarios [48].




	
This dataset contains 80,000 infrastructure-view scenarios, 100,000 vehicle-view scenarios, and 50,000 cooperative-view scenarios mined from 672 h of data from 28 intelligent perception intersections in the Beijing High-Level Automated Driving Demonstration Area.



	
For research convenience and privacy protection, all trajectories, and traffic lights are uniformly transformed to a virtual-world coordinate system, and the origin of the virtual-world coordinate system is located at a random point on earth, with the x–y plane parallel to the ground plane, and the z axis positive in the upward direction, shown in Figure 1.



	
Each scenario contains 10 s with 10 Hz from 8 classes of object tracks generated automatically from raw sensor data, which includes Car, Truck, Van, Bus, Pedestrian, Cyclist, Tricyclist and Motorcyclist.









3.2. Selection of Intersection Traffic Data


According to the demand for comparative analysis of vehicle driving-behavior characteristics, the DAIR V2X-Seq cooperative-vehicle-infrastructure dataset is used in our search. This dataset contains the time-series trajectories of the level 4 high-driving autonomous vehicle (AV) and human vehicle (HV), which can be used to analyze the similarities and differences in the behavioral characteristics of AV cars and HVs from the macro-statistic and micro-dynamic dimensions.



The data set is organized and classified based on the intersection number to obtain the data collection duration, and the intersection data which are statistically significant are selected based on the data collection duration (T > 10 min). The selected intersection data are indicated in Table 1.




3.3. Extraction of Vehicle Dynamic Parameters


After selection and sorting of the DAIR V2X-Seq dataset, the vehicle-driving dynamic parameters are obtained. Based on initial parameters such as position, x-direction velocity, y-direction velocity, timestamp and angle, extended parameters such as velocity, angular velocity, and acceleration are calculated, as indicated in Table 2.



In traffic safety research, it is often necessary to determine the velocity, acceleration, and angular velocity of a vehicle at an intersection to analyze time–space relationships related to a potential collision [49]. Similarly, it is necessary to determine the above vehicle dynamic parameters to estimate driver response time, which is defined as important and critical for the research and development of the autonomous vehicle [50,51]. Therefore, this study analyzes the driving behavior characteristics of vehicles in intersection areas by using velocity, acceleration, and angular velocity.




3.4. Kernel Density Estimation


To research vehicle driving-behavior characteristics of intersection areas, studying the statistical distribution of bivariate parameters is essential. Because of the two-dimensional joint distribution features, probability-density function (PDF) is unsuitable for this study. Instead, non-parametric methods, including the Gaussian mixture model (GMM) [52] and kernel density estimation (KDE) [53], can estimate the joint distribution. For this research, multivariate kernel density estimation (MKDE) is chosen. Let     { x }   i = 1   n     be a set of d-dimensional observation vectors, and MKDE is defined as follows:


      f   n    ^    x   =   1   n     ∑  i = 1   n    K   x −   x   i        



(1)







The value for the bandwidth of the kernel-smoothing is specified as a scalar value or d-element vector. The Silverman’s rule of thumb for the bandwidth is


    b   i   =   σ   i     {   4   ( d + 2 ) / n   }     1   ( d + 4 )     ,         i = 1 , 2 , … , d ,  



(2)




where   d   is the number of dimensions,   n   is the number of observations, and   σ   is the standard deviation of the   i t h   variate.





4. Results


After selection and processing of the DAIR V2X-Seq dataset, the statistical results show that the research data contain a total of 5591 vehicles’ trajectories, include 4457 HV trajectories and 1134 AV trajectories. The above vehicle trajectory will be utilized to study the bivariate distribution of vehicle driving-behavior parameters. For each vehicle trajectory, the two-dimensional scatter plot of vehicle driving parameters (velocity, angular velocity, acceleration) can be achieved, as shown in Figure 2.



4.1. Probability Distribution of Vehicle Driving Parameters


The univariate parameters of velocity, angular velocity and acceleration are used to obtain the probability by using the normal distribution-fitting method. The comparison of velocity, angular velocity, and acceleration probability distribution for the HV and AV of intersection traffic is shown in Figure 3.



Figure 3a indicates that the HV maximum velocity is 30% larger than the AV maximum velocity, and the probability of HV velocity is larger than the probability of AV velocity when the velocity is under 7 m/s. The maximum acceleration and angular velocity of HV are nearly 50% larger than that of the AV, as shown in Figure 3b,c. The result indicates that the driving behavior characteristic of the AV is more conservative than that of the HV.




4.2. Joint Probability-Density Distribution of Vehicle Driving Parameters


According to the statistical analysis of vehicle trajectories in intersection areas, the gathered data of velocity and angular distribution area is divided into many 0.1 × 0.1 small squares. The data points which are in the squares that contain fewer than or equal to two data points are regarded as abnormal data, and these data points are not considered in this study. Hence, the percentile contour of the data density can be obtained.



For the HV and AV, the joint-probability-density distribution and the contour line of the vehicle dynamic parameters are shown in Figure 4, Figure 5 and Figure 6. From Figure 4, Figure 5 and Figure 6, it can be seen that the vehicle dynamic-parameter distribution of the HV is more scattered than that of the AV. From Figure 4a, it can be seen that the HV velocity in intersection areas ranges from 0 m/s to 18 m/s, which is larger than the AV velocity range. However, the angular velocity of most HVs and AVs in intersection areas lies between −0.6 degree/s and degree/s, as shown in Figure 5b. For joint-probability-density distribution of velocity and acceleration, most HV accelerations lie between −3 m/s2 and 3 m/s2, and most AV accelerations lie between −1.5 m/s2 and 2 m/s2, which means that human driving behavior is more aggressive, as shown in Figure 6a,b.




4.3. Behavior Boundary of Vehicle-Behavior Charateristic


Based on the consideration of the statistics of the behavior characteristics in the intersection area, the value of the vehicle dynamic parameters should be kept within a reasonable range, because abnormal vehicle-driving behaviors occur in intersection areas. Therefore, according to the statistical analysis of joint-probability distribution of vehicle dynamic parameters, the data will be processed based on the above velocity, angular velocity, and acceleration ranges and utilized to obtain the vehicle driving-behavior boundary-fitting curve, as shown in Figure 7, Figure 8 and Figure 9.



According to the contour line of 99% joint-probability distribution of vehicle driving parameters, the behavior boundary equations of velocity (V), angular velocity (AGV), and acceleration (ACC) for the HV and AV are fitted as below:


    H V   V _ A G V   A G V < 0   = − 0.001179   V   3   + 0.0526   V   2   − 0.5057 V − 0.8541 − A G V < 0  



(3)






    H V   V _ A G V   A G V > 0   = 0.001762   V   3   − 0.07065   V   2   + 0.6464 V + 0.8244 − A G V < 0  



(4)






    H V   V _ A C C   A C C < 0   = − 0.001014   V   3   + 0.0435   V   2   − 0.3741 V − 1.48 − A C C < 0  



(5)






    H V   V _ A C C   A C C > 0   = 0.00122   V   3   − 0.04753   V   2   + 0.3889 V + 1.509 − A C C < 0  



(6)






    H V   A G V _ A C C   A C C < 0   = 0.03466   A G V   3   + 0.4086   A G V   2   − 0.06508 A G V − 1.458 − A C C < 0  



(7)






    H V   A G V _ A C C   A C C > 0   = − 0.1058   A G V   3   − 0.5185   A G V   2   + 0.2032 A G V + 1.614 − A C C < 0  



(8)






    A V   V _ A G V   A G V < 0   = − 0.003603   V   3   + 0.1042   V   2   − 0.7161 V − 0.07751 − A G V < 0  



(9)






    A V   V _ A G V   A G V > 0   = 0.002595   V   3   − 0.07592   V   2   + 0.4701 V + 1.55 − A G V < 0  



(10)






    A V   V _ A C C   A C C < 0   = 0.00066   V   3   + 0.004973   V   2   − 0.1206 V − 1.183 − A C C < 0  



(11)






    A V   V _ A C C   A C C > 0   = 0.001108   V   3   − 0.0325   V   2   + 0.1569 V + 1.53 − A C C < 0  



(12)






    A V   A G V _ A C C   A C C < 0   = − 0.1345   A G V   3   + 0.718   A G V   2   + 0.3351 A G V − 2.448 − A C C < 0  



(13)






    A V   A G V _ A C C   A C C > 0   = 0.01104   A G V   3   − 0.7015   A G V   2   + 0.04988 A G V + 2.64 − A C C < 0  



(14)







To prove the accuracy of the vehicle-behavior boundary, the data from the remaining data were selected for test and evaluation. The results showed that the accuracy of the HV and AV was 83.7% and 89.2%, indicating that the vehicle-behavior boundary can accurately characterize the driving behavior characteristics of the HV and AV.





5. Conclusions


In this paper, a detailed study of the vehicle driving-behavior characteristics in inter-section areas is conducted. For that, V2X-Seq TFD data were processed to analyze the vehicles’ naturalistic driving behaviors, which are collected from 28 intelligent-vehicle infrastructure cooperative-intersection areas in the Beijing High-Level Automated Driving Demonstration Area. Evaluating safety performance by estimating crash indicators (e.g., TTC, PET) may lead to inconsistent results in some cases. Furthermore, it is concluded that the dynamic parameter distribution of the conflicting vehicles and their relative motion is a good indicator of conflict severity.



Therefore, an assessment approach for the vehicle-behavior boundary of intersection traffic based on the naturalistic driving study is proposed. Using naturalistic driving data and general vehicle dynamic parameters, we represent vehicle driving behavior characteristic of intersection area and analyses the driving behavior features of Human Vehicle (HV) and Autonomous Vehicle (AV) with probability statistics method. we propose an MKDE method that can obtain the counter line of joint-probability density with velocity, angular velocity and acceleration, which is used to establish the behavior boundary of vehicle driving behavior.



As a result of the comparison analysis, it is found that the proposed vehicle-behavior boundary of the HV and AV is successful in providing the real and accurate driving behavior characteristics of different signalized-intersection vehicle traffic, and that the driving behavior characteristic of the AV is more conservative than that of the HV. This vehicle-behavior boundary can improve the capability of the autonomous vehicle and optimize the safety and efficiency of intersection traffic under and intelligent-connected-traffic environment. The test for the vehicle-behavior boundary indicates that the vehicle-behavior boundary can accurately represent the driving characteristics of the HV and AV. In the future, our method can be further extended to intersection areas with different traffic participants, and help us to carry out prospective research on the vehicle-infrastructure cooperative safety of an intelligent-transportation system.
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Figure 1. Example of vehicle trajectories (red lines) of DAIR V2X-Seq dataset. 
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Figure 2. Scatter plot of velocity-angular velocity (a), velocity-acceleration (b), and acceleration-angular velocity (c) for HV and AV. 
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Figure 3. Comparison of vehicle driving-behavior parameter probability distribution, velocity (a), acceleration (b), and angular velocity (c) for HV and AV. 
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Figure 4. Probability-density distribution and contour line of angular velocity and velocity. ((a) HV, (b) AV). 
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Figure 5. Probability-density distribution and contour line of acceleration and velocity. ((a) HV, (b) AV). 
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Figure 6. Probability-density distribution and contour line of angular velocity and acceleration. ((a) HV, (b) AV). 
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Figure 7. Behavior boundary of angular velocity and velocity. ((a) HV, (b) AV.) 
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Figure 8. Behavior boundary of acceleration and velocity. ((a) HV, (b) AV). 
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Figure 9. Behavior boundary of angular velocity and acceleration. ((a) HV, (b) AV). 
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Table 1. Intersection data-collection duration.






Table 1. Intersection data-collection duration.





	Intersection ID Number
	Data Collection

Duration (min)
	Intersection ID Number
	Data Collection

Duration (min)





	4
	1819
	28
	135



	20
	1453
	27
	133



	12
	552
	25
	123



	13
	453
	1
	62



	14
	339
	19
	49



	7
	316
	81
	27



	11
	247
	5
	22



	2
	175
	9
	10










 





Table 2. Parameters of vehicle driving behavior.






Table 2. Parameters of vehicle driving behavior.





	Parameter
	Description





	ID
	Vehicle identification number



	Time
	Elapsed time in milliseconds since 1 January 1970



	Intersection_ID
	Current intersection position of vehicle



	X
	X Coordinate of the front center of the vehicle based on DAIR-V2X coordinate system



	Y
	Y Coordinate of the front center of the vehicle based on DAIR-V2X coordinate system



	Angle
	Angle between vehicle driving direction and X Coordinate based on DAIR-V2X coordinate system



	V_X
	Vehicle’s instantaneous velocity based on X direction of DAIR-V2X coordinate system



	V_Y
	Vehicle’s instantaneous velocity based on Y direction of DAIR-V2X coordinate system



	V
	Vehicle’s instantaneous velocity in m/s



	Acceleration
	Vehicle’s instantaneous velocity in m/s2



	Angular Velocity
	Vehicle’s instantaneous angular velocity in degree/s
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