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Abstract— A connected network of automated vehicles on
roads can increase the driving safety of driverless vehicles (i.e.,
autonomous vehicles). The critical level of dangerous situations on
the road while driving can be increased by the speed, orientation,
and traffic density of the vehicles involved. Therefore, there is
a need for a maneuvering mechanism that handles both the
current driving vehicle and the oncoming vehicles headed toward
an emergency zone (e.g., road hazard and road accident spot).
In this paper, we present a context-aware navigation protocol
(CNP) that enhances the safety of vehicles driving in urban
roads. Firstly, CNP includes a collision avoidance module that
builds on both vehicular networks and on-board sensors to track
vehicles’ behaviors, and this module analyzes the driving risks
to determine the necessary maneuvers in dangerous situations.
Secondly, CNP establishes a collision mitigation strategy that
limits the severity of collision damages in hazardous road during
non-maneuverable scenarios. We conducted a theoretical analysis
as well as extensive simulations to prove and evaluate the
effectiveness of CNP. The results show that CNP can reduce
communication overhead from a baseline scheme by up to 60%
while the risk of road collisions is less than 5%.

Index Terms— Autonomous vehicle, context-aware navigation,
vehicular networks, driving safety, path planning.
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I. INTRODUCTION

VEHICLE networking enables interoperability among
vehicles, drivers, pedestrians, and road network

infrastructures, which directly impacts the transportation
safety [1]. Driverless vehicle technology has attracted increas-
ing research interest in both academia and industry due to
its potential to substantially enhance vehicular transportation
in terms of accessibility, safety, and convenience. One of the
most anticipated benefits of self-driving vehicles is the lack
of a driver’s errors that lead to accidents. Human drivers
are responsible for 94% of critical events that cause crashes,
while the environment, vehicles, and unknown-related causes
cumulatively account for the remaining 6% [2]. The expected
increase in driving safety is one of the main motivations to
invest in autonomous driving research.

Although autonomous vehicles promise to improve driving
safety, they face a lack of public acceptance stemming from
safety concerns [3], [4], and significant research initiatives
have gone toward addressing those concerns. Over the past
three decades, a vehicle has reached a new technological matu-
rity with driver assistance systems (DAS) [5]. These include
driver warning systems (e.g., night vision, lane departure, and
adaptive cruise control) and automated driver-system cooper-
ation systems (e.g., low-speed automated driving and forward
collision prevention). However, human driving errors can be
fully eradicated with the introduction of autonomous driving.
Despite recent research efforts, there is still a need of safety
enabling systems for vehicles to autonomously cooperate in
assessing driving risk outside of the line of collision. These
systems need to safely guide vehicles to avoid collisions in
the road without jeopardizing their safety and with minimal
or no effect on their overall trajectory. A system that integrates
road infrastructures with vehicles to have computing, commu-
nication and control abilities is commonly known as vehicular
cyber-physical system (VCPS) [6].

This paper presents a context-aware navigation protocol
(CNP) to increase driving safety in VCPS. The CNP is a
protocol that solves a complex urban driving scenario as
shown in Fig. 1(a). When a vehicle abruptly stops in the
middle of a lane, it creates an unexpected driving situation
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Fig. 1. An illustration of the driving complexity with the presence of an obstacle in a roadway.

for any following vehicles. The reaction of e1 may impact
the driving of either e2, l1 or r1, which in turn will need
to react, thereby creating a more complex driving scenario.
We name “emergency zone” the part of the road where the
vehicles need to maneuver to bypass an obstacle and those
vehicles are “emergency vehicles”. This system distinguishes
two classes of emergency vehicles. A directly concerned
vehicle e1 is emergency class 1 while indirectly affected ones
are emergency class 2.

Through modular steps described in Fig. 1(b), CNP provides
a relevant driving solution for vehicles driving in hazardous
situations. First, a data sensing which consists of sending
and receiving the self-sensed and remote-sensed mobility
information according to the CNP communication protocol
described in Section IV-A. Second, a risk assessment which
analyzes the received data to identify the abnormal behavior
in the driving environment and collision avoidance modalities.
Third, a path maneuver that defines the appropriate trajectories
changes either longitudinally or laterally across the road for
the concerned vehicles. Lastly, a path tracking, which keeps
the maneuver path until the maneuvered vehicle reaches the
target without deviation. The path maneuvers are shared with
the neighbors via communication for the awareness purpose.

The major contributions of this work are summarized as
follows:
• The design of networked context awareness navigation

protocol (CNP): It is a protocol that uses an IPv6 Neigh-
bor Discovery (ND) option to convey vehicles’ mobility
information. This protocol enables cooperative sensing
through light-weight message sharing. It renders ambient
awareness by quickly analyzing sensed data to determine
anomalous behaviors such as abrupt slowing and sudden
lane changes. Upon the detection of emergency risks, the
CNP takes further measures to quickly adjust a vehicle’s
trajectory (see Section IV).

• Lane quality-based collision avoidance: We develop
a lane metric indicating the state of lane collision risk
prior to emergency vehicle maneuver decision. It permits
vehicles to maneuver towards the safest lane and lets their
maneuver have the minimal impact on the overall road
safety. Through the probabilistic collision risk assess-
ment, we deduce the best maneuver for a vehicle in risk
of collision with an obstacle in the road (see Section IV).

• A simulation-based evaluation of the proposed model:
In order to demonstrate the efficiency and usefulness

of the proposed model in this paper, we implemented
a vehicular simulation and evaluated it under various
conditions. The evaluation results show that the CNP can
reduce the risk of collision with a little communication
overhead compared to the baselines (see Section V).

Note that this is an improvement of the preliminary work
presented in our previous paper [7].

The rest of this paper is organized as follows. Section II
summarizes the previous work related to our study. Section III
makes the notation definitions and assumptions used in this
paper, and defines the problem that this work solves as well.
Our network-based vehicle tracking mechanism is described in
details in Section IV. Section V validates our CNP mechanism
by comparing it with other sensing and tracking mecha-
nisms. Finally, we conclude this paper along with future work
in Section VI.

II. RELATED WORK

This section summarizes the previous work focusing on the
driving safety for connected and automated vehicles.

Beginning with the DARPA urban challenge in 2007 [8],
several studies have attempted to design autonomous vehicles
that can be used in real driving. Autonomous vehicles can
make meaningful assessments according to the significance of
any perceived data, and they can also predict future events
and make proactive decisions to avoid accidents [9]. Proper
awareness and assessment mechanisms are needed to respond
to the wide variety of situations that arise in real road traffic.

To avoid collisions in autonomous driving, several mecha-
nisms have been proposed, including both sensor-based and
non-sensor-based approaches. A typical sensor-based mech-
anism is the lane-level beacon-less, infrastructure-less, and
GPS-less cooperative collision avoidance (BIG-CCA) frame-
work proposed by Chen and Chou [10]. This mechanism uses
V2V communication to warn vehicles in the same lane of any
danger. Another model proposed by [11] uses a platooning par-
adigm to model accidents involving a platoon equipped with a
warning notification system. A parallel autonomy framework
uses a nonlinear model predictive control to compute a safe
trajectory for an automated vehicle based on human input [12].
The cooperative collision avoidance (CCA) systems enable
vehicles to cooperate to achieve driving safety.

CCA mechanisms include platooning [13], a networked
collision avoidance system [14], an agent-based situational
assessment [15], and a feature-based cooperative perception
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Fig. 2. A target model for handling an emergency situation with CNP.

framework (F-Cooper) [16]. In the platooning, vehicles
follow the same route and drive closely enabling them to
cooperate through low latency data delivery. The networked
collision avoidance system (NCAS) allows vehicles to work
together by broadcasting driving information over a shared
channel. A central controller collects the driving data and
manages vehicles that behave according to an agent-based
modeling [15]. F-Cooper is an object detection model that
was proposed to remedy the limitations caused by network
bandwidth and the constraints of autonomous applications. The
cooperative adaptive cruise control proposed by [17] regulates
the interdistance between vehicles to achieve string stability
in a networked control system.

Junietz et al. studied an approach to define the criticality
metrics that validate the safety of automated driving [18].
Using the model predictive control (MPC), they define the
driving required in a specific situation for real time trajectory
planning and control. Feng et al. reduced the required testing
miles required to validate the driving safety performance
in autonomous vehicles by adversarial adjustments to the
naturalistic driving environment [19]. The model predictive
instantaneous safety proposed by [20] analyzes the closeness
to collision to guarantee safety in terms of time to collision.
Li et al. proposed a collision avoidance (CA)-based risk
assessment where metrics such as time to collision, time to
stop, and time to react are combined to define the safety
status of driving vehicles [21]. Unlike the prior models,
our context-aware navigation protocol provides a possibility
to preemptively avoid collision with out-of-sight obstacles
through wireless communication by guiding them towards a
safe lane. The CNP includes an emergency path planning
and tracking strategy based on a minimal contour tracking
algorithm proposed in [22] to define the path maneuver for
vehicles both in line-of-sight and out-of-sight of the obstacle
in the road.

III. PROBLEM FORMULATION

We designed the CNP with two-fold safety oriented objec-
tive such as collision avoidance and collision mitigation.
The collision avoidance model ensures that the autonomous

vehicles drive safely when they are faced with obstacle(s) in
a road segment. Meanwhile, the collision mitigation model,
which is proposed by this paper, guarantees a minimal colli-
sion impact for unavoidable accident scenarios. In this section,
we describe in detail the notations, assumptions, and the
problem targeted by our model.

A. Notation Definitions

Fig. 2 shows a networked emergency processing architec-
ture. In this paper, we adopt a communication protocol wherein
vehicles are grouped into m clusters C = {C1, C2, . . . , Cm};
the cluster head (CH) is the leader of the cluster. Our model
uses the K-mean clustering approach [23] where CH is a
cluster-head vehicle which makes the smallest intracluster
Euclidean distance from its cluster members. CHs share
driving information with each other via Vehicle-to-Vehicle
(V2V) communication. Meanwhile, the Traffic Control Center
(TCC) maintains traffic statistics and communicates with the
vehicles via Vehicle-to-Infrastructure (V2I) communication.

Let an emergency event be any unusual behavior that
happens on the road that degrades the safety of vehicles. The
emergency driving process described in Fig. 2, which avoids
collisions of vehicles, consists of the following steps:
Step 1: An emergency event suddenly occurs in the road

becoming a driving obstacle.
Step 2: A cluster member detects and broadcasts the obstacle

information to its neighbors.
Step 3: The CH receives and evaluates this information,

to identify the obstacle collision risk. It calculates a
required maneuver for each vulnerable member.

Step 4: The CH then informs the members in step 3 of the
obstacles and the appropriate maneuvers.

Step 5: The safety information is shared with neighboring
clusters via their CHs.

Step 6: Each CH will take proactive steps to address any
safety issues.

Step 7: Through V2I communication, the TCC receives and
maintains up-to-date global mobility statistics and
calculates safe trajectories for vehicles in the road
network.
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Now we formulate equations and functions for our CNP. The
nodes in vehicular ad hoc networks (VANET) follow a very
well-structured path organized in roads and their sub-roads,
or lanes. CNP considers a road segment ei j with the number
of lanes l > 1, where N vehicles in a set V are traversing the
road segment from entrance i toward exit j intersections at a
particular instant time t . At time t , a vehicle ni , i = {1, . . . , N}
state is defined as

s = [
xi yi vi θi

]T
, (1)

where (xi , yi ) is its position, vi is its speed, θi is its moving
direction, and its trajectory control input is defined as

u = [
ρi ai

]T
, (2)

where the steering angle is ρi and acceleration is ai . For a vehi-
cle with a distance L between two axles of a wheelbase [22],
its θi can be derived by

θ̇i = vi

L
tan(ρi ). (3)

The dynamic that specifies ni ’s future behavior is defined by
the following nonlinear differential equation:

ṡ = f (s, u(t)). (4)

A vehicle at risk of collision is an emergency vehicle, nem ,
and the one it is about to collide with is an obstacle, nob.
A lane where nem is positioned is an emergency lane, L E .
The nob can either be moving (i.e., moving extremely slowly)
or resting (i.e., completely stopped). A resting obstacle can
only be defined by its position

[
xob yob

]T
.

B. Assumptions

We take into consideration the following assumptions in our
CNP, which investigates the traffic flow λ for a road segment
in a defined time slot:
• Each vehicle is allowed to share both local and remote

kinematics information.
• Periodically, each vehicle broadcasts its own mobility

information, such as speed, direction, and position, which
allows the cluster header to identify its kinematics in real
time.

• CNP assumes that a non-sliding vehicle’s wheels roll
with non-holonomic constraints, thus allowing a vehicle’s
maneuvers to be defined without the impacts of friction.

• Vehicles in a road segment are assumed to be moving in
the same direction from intersections i → j or at rest.
A vehicle is said to be at rest when its speed v = 0.

• An acceleration of a vehicle a has a minimum and
maximum bound, i.e., a ∈ [amin, amax ], where amin and
amax are the lowest and highest accelerations attainable
by a vehicle, respectively.

• A steering angle of a vehicle ρ has a minimal and
maximum bound, i.e., ρ ∈ [ρmin , ρmax ], where ρmin and
ρmax are the minimal and maximal angles, respectively,
that a vehicle can steer its wheels.

Fig. 3. A collision probability graph for an emergency vehicle.

C. Problem Definition

1) Emergency Driving Handler: We illustrate a road net-
work as a graph G = (V, E, c) constructed by a set of vehicles
V that defines the vertices, and a set of edges E with a cost
equivalent to the collision risk associated with a neighboring
vehicle. The function c : E → W assigns the cost to each
edge as shown in Fig. 3. Given a graph G = (V, E, c), CNP
computes a feasible lateral driving path for a vehicle when an
obstacle is identified in its safe driving direction.

Problem 1 (Emergency Path Planning Problem): It
consists of determining a path Pem for a vehicle ni ∈ V such
that the collision probability Pcol associated with the relative
kinematics of adjacent vehicles shall always be low during
the entire maneuver time �t .

Let v p(t) be the speed of the front vehicle n p (called the
parent vehicle) driving or resting ahead and vc(t) be the speed
of the following vehicle nc (called the child vehicle) at time t .
Let �t be the required maneuver change time of the following
vehicle nc. Let β be the Euclidean distance between vehicle
n p and nc.

The collision probability Pcol for two vehicles n p and nc

during a maneuver time �t is calculated as

Pcol

[∫ t+�t

t
v(t) dt + εv ≥ β

]
, (5)

where v(t) = |vc(t) − v p(t)| is the relative speed, and
εv ∼ N (0, σ ) is the speed measurement error, σ =
{1, 2, 3, . . . , 10} km/h. The trajectory distance di (t) of an
emergency vehicle ni during the maneuver process is
defined as

di (t) =
∫ t+�t

t

{
v(t) +

∫ τ

t

(
ai u + εa

)
du

}
dt, (6)

where v(t) is the speed function, u is the maneuver control
input according to (2), a is the acceleration, and εa is the
acceleration error at time t .

2) NP-Hardness of Emergency Driving Problem: The solu-
tion of Problem 1 defines a safe path of nE

1 in a situation
shown by Fig. 4(a). The forward driving of nE

1 will collide
with an obstacle nob and can collide with nE

2 if it abruptly
slows its speed down. Moving to the left lane can cause a
collision with nL

1 and its maneuvers to the right lane can cause
a collision with nR

1 . Whatever the driving decision of nE
1 is,

it can affect the maneuver of at least one among its adjacent
vehicles. Suppose that nE

1 moves to the left lane by stimulating
the neighbor nL

1 ’s maneuver decision. Any maneuver of nL
1

should also consider the kinematics of its adjacent vehicles nE
2
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Fig. 4. An illustration of NP-Hardness for the emergency driving problem.

and nL
2 . Those decisions can also result in the involvement of

exponentially large-space searching to find out a safest path
for each vehicle in either a road segment or intersection.

Given a sequence of vehicles, each at the risk of colliding
with neighbors, the decision-making problem to find vehicles’
safe maneuvers is an NP-complete problem. Assume that the
road ei j is a thief’s bag with three layers BL , BE , and BR

each with capacity n, respectively, representing the left lane
of the emergency lane, the emergency lane and the right lane
of the emergency lane, as shown in Fig 4(b). We demonstrate
that the knapsack problem [24] in Fig. 4(b) is a special case
of the emergency path planning problem in Fig. 4(a). The
knapsack problem is a well-known NP-complete problem.
It is infeasible to find a polynomial-time algorithm that can
safely control the maneuvering of many vehicles on the road.
By knowing the safe lane quality among adjacent vehicles
(defined in Section IV-C) as a weight for knapsack, linear
program (LP) relaxation can alleviate the difficulty of the
problem of emergency maneuver decision. The emergency
driving decisions set S∗ that maximizes the safe driving profit,
is defined as function

f : V → B

such that S∗ ← arg max
N∑

i=1

Si , (7)

where Si is the safe lane quality of each vehicle as a safety
metric in the maneuver lane computed according to (12)
and (13) in Section IV-C.

3) Minimized Collision Scenario: Our approach minimizes
the collision impact in two ways. First, we ensure that the col-
liding vehicles crash with as little energy transfer as possible.
Second, we minimize the number of vehicles affected by this
accident through collaborative maneuver control.

Problem 2 (Collision impact minimization problem):
When a child vehicle nc detects a dangerous situation that
is too close to be avoided, the collision impact shall be
minimized so that the involved vehicles may suffer minimal
damage.

Equivalent Energy Speed (EES) [25] is computed as fol-
lows when a child vehicle nc collides with a front, parent
vehicle n p:

E E S = v̂c − vc = 2m p

mc + m p
(v p − vc), (8)

where mc and m p are the masses of nc and n p , respectively,
vc and v p are the speeds of nc and n p , respectively, and v̂c is
the speed of nc after collision, i.e., resultant speed.

Fig. 5. Cluster-head-coordinated dynamic maneuver planning.

In Section IV, we discuss how our scheme computes the
road collision risks and deduces the proper maneuvers.

IV. SENSING AND PERCEPTION MODULE

A. CNP Communication Protocol

The proposed CNP enhances driving safety by offering a
light-weight driving information sharing method. This model
has two types of messages that serve as IPv6 neighbor discov-
ery (ND) options for the CNP services: the cooperation context
message (CCM) and the emergency context message (ECM).
CCM enables cooperative driving through the exchange of
a vehicle’s mobility information (e.g., speed, position, and
direction) and its driving actions (e.g., braking and acceler-
ating) with its neighbors. ECM notifies a vehicle’s neighbors
of emergency situations (e.g., accidents). This protocol gives
higher priority to the ECM than the CCM in the message
delivery process of vehicles.

Due to ECM’s higher priority than CCM, a vehicle can
take immediate action in response to an emergency situation.
As shown in Fig. 5, if there is an obstacle in a road, an ECM
message is sent to adjacent vehicles via a channel for safety
purposes. We advocate the use of multiple DSRC service
channels that prioritize ECM safety messages. We employ
vehicle clustering wherein cluster head (CH) leads cluster
members’ safety decisions. CH orchestrates the emergency
maneuvers of its members to avoid collisions. Both CCM and
ECM transmissions are performed with IPv6 packets in IEEE
standard 802.11-OCB network mode [26]. The members’
maneuvering plans are decided by a collision probability based
risk assessment which will be defined in Section IV-B.

B. Probabilistic Risk Assessment

Dynamic road traffic participants drive within uncertain
locations, directions, and speeds. The maneuvering decisions
of a vehicle in such a road are computationally uncertain.
The CNP determines the appropriate maneuverable driving
lane depending on the collision probability of the emergency
vehicle.

We define the “collision probability” as the risk that a
moving vehicle will collide with an obstacle ahead in a road.
The collision risk is generally calculated as time to collision
Tc through the relative kinematics of adjacent vehicles on
the road [25]. The minimal maneuverable time to collision
Tcmin is reached when a vehicle maximally accelerates toward
the obstacle, and the maximal maneuverable time to collision
Tcmax is when it minimally accelerates (i.e., maximally decel-
erates) toward the obstacle. Considering that the collision risk
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of an nem is uniformly distributed within Tc ∈ [Tcmin, Tcmax ].
The collision probability that an nem will collide with nob is
computed as follows:

P(nc ⊗ n p) =

⎧⎪⎨
⎪⎩

1, if Tc ≤ Tcmin , (9a)

0, if Tc ≥ Tcmax , (9b)

Pc,p, otherwise, (9c)

where (9a) means that a child vehicle nc will certainly
collide with its parent vehicle n p , (9b) suggests that nc is
safely driving away toward n p , and (9c) defines a collision
probability (denoted as Pc,p) that nc is driving toward n p

which is computed as follows:

Pc,p = 1−
(

Tc − Tcmin

Tcmax − Tcmin

)
. (10)

Vehicles in an emergency driving situation can collide with
other vehicles not only in a line-of-sight unsafe range, but
also in a non-line-of-sight but unsafe range [27]. Consider
an emergency vehicle nE

1 driving towards nob as shown in

Fig. 3. Let VL = {nL
1 , nL

2 , . . . , nL
u }, VE = {nE

1 , nE
2 , . . . , nE

v },
and VR = {nR

1 , nR
2 , . . . , nR

w} be vehicles sets in the left
L L , emergency L E , and right L R lanes respectively. The
emergency graph G depicted in Fig. 3 enables the CH to
determine the lateral maneuver of nE

1 toward the least-risk
lane, which is a lane with the minimum collision probability.

C. Link Quality-Based Maneuver Lane Selection

Considering the collision risk events (nL
1 ⊗ nE

1 ),
(nL

2 ⊗ nL
1 ), . . . , (nL

u ⊗ nL
u−1), respectively, for children

nL
1 , nL

2 , nL
3 , . . . , nL

u to collide with their parents nE
1 , nL

1 ,

nL
2 , . . . , nL

u−1, let their corresponding probabilities be p1,
p2, . . . , pu . Let the events (nR

1 ⊗ nE
1 ), (nR

2 ⊗ nR
1 ), . . . ,

(nE
w−1 ⊗ nR

w), respectively, for children nR
1 , nR

2 , nR
3 , . . . , nR

w

to collide with their parents be nE
1 , nR

1 , nR
2 , . . . , nR

w−1 and
let their corresponding probabilities be p′1, p′2, . . . , p′w. The
nE

1 maneuvers toward a lane with better quality. Let the safe
probability qi of a vehicle nc driving toward another vehicle
n p be

qi = 1− pi , (11)

where pi is the collision probability of event (n p ⊗ nc).
Consequently, we deduce the safe lane quality of every lane
of the road.

Definition 1 (Safe Lane Quality): Let the Safe Lane Qual-
ity SLx of a given road lane Lx be a lane metric that indicates
the state of lane safety during the emergency driving decision.
The safe lane quality of the left lane will be computed as
follows:

SL =
u∏

i=1

qi , (12)

and the safe lane quality towards the right lane is compu-
ted as:

SR =
w∏

i=1

q ′i , (13)

Algorithm 1 Emergency Maneuver Lane Determination
1: function DETERMINE_MANEUVER_LANE(G = V, E) �

G is the graph constructed by a set of vehicles V where
each vehicle is identified by its position and speed

2: n p ← nE
1 � initialize the parent node n p to the vehicle

nE
1 most risky to collide with nob

3: for each vertex v in Vnp do� Vnp is the vertexes set of
n p’s children

4: if nc �= null then � Compute the edge cost when
the current vertex has a predecessor

5: Tc ← Compute_T ime_T o_Colli sion(nc, n p)
6: Pc,p ← Compute_Probabili ty(Tc)
7: nc.p ← Pc,p � Assign the collision probability as

the metric of each graph edge cost
8: end if
9: end for

10: Lx ← 0 � Candidate maneuver lane index which
varies from 0 to 2 for a three-lane road segment

11: Qlane ← 0 � Maneuvers toward the lane which has
the greatest value of lane quality Qlane

12: for each lane l in L do � L
is a set of road lanes and check the neighboring lanes of
the defected lane that may be two elements (right and left
lanes), or only one lane side

13: Ql ← Calculate_Lane_Quali ty(V)
14: if Qlane < Ql then
15: Qlane ← Ql

16: Lx ← l
17: end if
18: end for
19: return Lx

20: end function

where qi is the safe probability for n p and nc in the left lane,
and q ′i is the safe probability for n p and nc in the right lane.

An nE
1 ’s collision avoidance maneuver follows the

algorithm 1. Line 2 of Algorithm 1 initializes the parent node
with nE

1 . The while loop in lines 3-9 assesses the risks of the
graph G nodes with the parent-child relationship. Lines 4-8
calculate the collision risks among the adjacent vertices, and
then assign a risk cost to the edge (nc, n p) in terms of
collision probability according to (10). Lines 10-11 initialize
the maneuver safe lane cost and nE

1 should maneuver to the
lane with maximal safety. Lines 2-18 determine and compare
lane qualities to choose the best lane. nE

1 will steer toward the
lane returned by line 19.

Given the safe lane qualities SL and SR in the left and
right lanes respectively, the decision of the lane (denoted
as L∗x ) for maneuvering emergency vehicles in adjacent lanes
is computed as follows:

L∗x ← max
Lx∈{L ,E,R}(SL , SE , SR). (14)

Calculating an emergency vehicle’s maneuvers is time criti-
cal. The complexity of the CNP maneuver planning algorithm
is O(Nl). This complexity increases with the number of
vehicles N driving in the defective road and the number
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Fig. 6. Expansion of a collision probability graph for an emergency vehicle
nE

1 toward the left lane Ll having multiple vehicles.

lanes l. To remedy this, we make a trade-off between the
optimal risk assessment and the assessment time.

Fig. 6 illustrates a scenario for lane change of an nE
1

avoiding collision with nob. Considering it maneuvers towards
the left lane, Fig. 6 shows possible scenarios that may arise.
• In Fig. 6(a), nE

1 bypasses nob without affecting the trajec-
tory planning of existing vehicles on the maneuver lane.
This often happens on roads with low vehicle density.

• In Fig. 6(b), nE
1 bypasses nob by affecting only the

trajectory of its adjacent vehicles. This typically happens
when vehicle nL

1 needs to either accelerate, decelerate or
change lane in order to create enough space for nE

1 to
avoid an accident.

• In Fig. 6(c), nE
1 affects the trajectories of multiple adja-

cent vehicles when bypassing nob.

The following section will discuss in detail how the CNP plans
emergency paths for vehicles.

D. Emergency Maneuver

1) Emergency Path: Vehicles are sequentially maneuvered
to avoid accidents in the road. Sequentially within the maneu-
ver lane, CNP assesses the collision risk to make sure that an
emergency vehicle nem will safely access the lane without
degrading the safety of the existing driving vehicles. CNP
handles emergency driving, starting with the closest vehicle to
the obstacle toward the rear vehicles. CNP defines the timely
maneuver path of nem from its contour area, in a way that guar-
antees the other vehicles’ safety. Please refer to Appendix A,
available in the online supplemental material, for the detailed
path maneuver. Vehicles are laterally maneuvered to avoid any
possible collisions with an obstacle nob. Longitudinal changes
are only made when lateral maneuvers are not feasible toward
other lanes. In the case of a reckless cut-in maneuver, our
CNP mechanism will enable a vehicle to identify such an
obstacle and quickly broadcast it among the driving vehicles,
thus creating a preparedness to react to it. We prioritize
the maneuver by changing lanes to enable vehicles to keep
on their trajectories despite the obstacle in the road. How-
ever, for non-maneuverable vehicles, we enable vehicles to
break or collide with as small energy as possible to limit
damages.

TABLE I

SIMULATION CONFIGURATION

2) Collision Strength Minimization: For the unavoidable
collision situation, a collision strength minimization mech-
anism is needed to minimize the energy transfer between
the colliding vehicles, thus reducing damages. The severity
of a collision is proportional to the masses of two colliding
vehicles and their corresponding speeds. Assuming that an
emergency vehicle nem with speed vem and mass mem collides
with an obstacle nob with speed vob and mass mob, the
collision strength calculation is made using their Equivalent
Energy Speed (EES) [25] calculated according to (8). The
derivation of the collision strength minimization can be found
in Appendix B, available in the online supplemental material.

Up to now, we have described in detail the theoretical
mechanism of the CNP. In the next section, we will explore
the performance evaluation.

V. PERFORMANCE EVALUATION AND

SIMULATION RESULTS

This section evaluates the performance of CNP risk assess-
ment mechanism. It compares the performance of CNP with
other communication mechanisms in terms of communica-
tion overhead. It evaluates the performance of CNP safety
mechanism in terms of collision risk reductions. It assesses
the collision mitigation by the equivalent energy speed and
the number of colliding vehicles. We carried a simulation
implementation to evaluate CNP performance.

A. Simulation Setup

To be able to evaluate the correctness and efficiency of
this scheme, we conducted a simulation with the simulation
of urban mobility (SUMO) [28] and OMNeT++ simulation
framework [29]. We made an urban mobility simulation where
multiple vehicles are traversing in a road and exchange the
mobility information for safety purpose. With OMNeT++,
we simulated CNP centralized network communication. Vehi-
cles exchange the Emergency Context Messages (ECM) as
WAVE Short Messages (WSM) within an IEEE.11-OCB
enabled network simulation environment. Table I lists the
simulation configuration parameters.

To allow SUMO to meet the demands of the CNP mech-
anism, we modified the SL2015 [30] lane changing mecha-
nism to comply with the coordinated maneuver mechanism.
We extended Krauss’ car following model and SUMO lane
changing strategy that enables both the collisions to occur
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Fig. 7. Impact of the number of considered hops on the lane quality.

Fig. 8. Impact of CNP on communication overhead.

when not avoided. For collision avoidance, an increased lat-
eral resolution for sublanes in SUMO allows realistic lane
changes of vehicles. Through a communication strategy in our
proposal, vehicles get informed of the existence of obstacles
and can preemptively maneuver prior to reaching a high
collision risk.

B. Performance Parameters and Metrics

The evaluation of this mechanism is based on the following
evaluation settings.
• Parameters: The parameters for evaluation are: the

impact of (i) vehicle injection rate (λ), (ii) maximum
driving speed, and (iii) acceleration.

• Metrics: The metrics for evaluation are: the communi-
cation overhead to measure the communication perfor-
mance, the collision probability to measure collision risk,
the number of collisions, and the collision equivalent
energy speed as metrics for collision strengths.

• Baselines: We compare CNP with legacy situa-
tional awareness, which are sensor-based approach
(e.g., LIDAR), a collision avoidance (CA) based [21], and
a networked approach (e.g., NCAS [14]). Unlike CNP
and NCAS, the sensor detects the situation only in the
Line-of-collision (LOC) of vehicles.

To test the performance of the CNP, we use a road segment
with three lanes. Our simulation results use a 95% confidence
interval.

C. Simulation Results

1) Lane Quality: This section investigates the safe lane
quality (mentioned as lane quality) of the CNP, which is
defined by Definition 1, by measuring the impact of the
number of hops that were taken into account in the CNP’s

risk assessment calculation on the lane quality. To determine
the quality of the lane driving, we evaluate the impact of the
hop number on collision probability considering the different
number of hops in the lane. First, consider only vehicles within
the LOC of nE

1 , and then consider two hops away from nE
1 ,

and then three hops away, and so on.
Fig. 7(a) shows that for both the vehicle injection rates,

the risk of collision is high if the CNP assesses the risk
only to its neighbors. The greater the number of vehicles
in the lane that are considered by the risk assessment is,
the lower the risk of collision is. Similarly, as shown in
Fig. 7(b), considering a small number of vehicles in the CNP
risk assessment will result in poor safe lane quality. Higher
injection rates (e.g., λ = 1) result in poorer safe lane quality as
road congestion increases. Assessing up to 3 hops can ensure
adequate safe lane quality and less complex calculations. This
gives a collision probability equivalent to 0.15 for λ = 1 and
one equivalent to 0.11 for λ = 0.5. Their safe lane qualities
are 0.13 and 0.5, respectively, which is safe enough to limit
the risk of a chain of collisions.

2) Communication Control Overhead: Both CNP and
NCAS are communication-based mechanisms to avoid crashes
in vehicular networks. Unlike NCAS, CNP uses a coordinated
communication protocol and CH is the orchestrator of the
remaining CMs’ maneuvers. Fig. 8(a) shows the evaluation
of communication overhead in a vehicular networks wherein
vehicles drive at 80km/h and are injected at injection rate
λ ∈ [0.2 0.8]. The results show that CNP reduces the com-
munication overhead caused by NCAS from 15% to 60%.
Fig. 8(b) shows an overhead comparison figure where vehicles
drive with maximum speeds varying from 20 to 140km/h
while maintaining an injection rate of 0.6. The results shows
that CNP reduces the overhead caused by the NCAS commu-
nication control by up to 60%.
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Fig. 9. Impact of injection rate (λ).

Fig. 10. Impact of speed.

3) Impact of the Vehicles Injection Rate λ: This section
investigates the impact of vehicle injection rate λ on the overall
CNP performance compared with the baselines. It is seen that
CNP reduces the risks of vehicles colliding with an obstacle.
Fig. 9(a) shows that over time, on average, the risk of colliding
either with obstacles or other vehicles in CNP is always the
smallest. For unavoidable crashes, Fig. 9(b) shows that CNP
has the smallest number of collisions at all injection rates.
At higher injection rates, the number of sensor-based collisions
in the presence of obstacles will be greater than the collisions
found with both communication mechanisms (i.e., CNP and
NCAS). Another factor that measures the nature of collisions is
the energy transfer between collision nodes (including vehicles
and obstacles), which is measured by EES.

Fig. 9(c) shows that in most cases, the cumulative energy
when CNP is applied is lower than that found only by
relying on sensor-based approach (Sensor) and equivalent to
the benefits of NCAS. The smaller the EES, the lighter the
collision which reduces the accident casualties. As shown
in Fig. 9, the overall results indicate that CNP outperforms
the sensor-based approach on all levels of tested injection
rates.

4) Impact of Speed: To investigate the impact of speed,
we set different speed limits in the range from 20km/h to
140km/h and fixed the injection rate to 0.6 and tested the
behavior of CNP in comparison with the baselines. Fig. 10
shows the evaluation of collision risks when there is an
obstacle on the road. For all speeds, the CNP outperforms the
sensor and NCAS approaches in terms of the three metrics
such as collision probability, the number of collisions, and
collision strength. The collision probability with CNP is 5%
less than NCAS while it grows to 85% of sensor-based
approach as depicted by Fig. 10(a). On average, CNP reduces
5% of the chances of collisions of NCAS, and 80% of those
of the sensor-based risk assessment.

Fig. 11. Impact of acceleration.

Fig. 10(b) shows that CNP outperforms the sensor-based
approach in the reduction of the number of possible collisions.
At all speeds, CNP has fewer or the same number of vehicle
collisions compared with the NCAS’s, and much fewer than
the sensor-based approach. For speeds greater than 60km/h,
the number of possible collisions when using the sensor
risk assessment is much higher than those of the CNP and
NCAS, showing that network-based risk assessments have
better performance. CNP has the lightest collisions compared
to the baseline as shown in Fig 10(c).

5) Impact of Acceleration: We investigated the impact of
acceleration/deceleration by testing accelerations/decelerations
that vary from |1|m/s2 to |6|m/s2 in Table I. The results in
Fig. 11 show that the lower acceleration leads to the higher
safety. That is, the safety weakens with the increase of accel-
eration. For all the acceleration scenarios, CNP outperforms
other the compared risk assessment methods.

D. Discussion

The communication protocol in CNP was simulated accord-
ing to the 802.11p standard. This protocol needs the vehicles
to respond to the driving environments in a timely manner
and to handle complex driving functions. For this to be
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possible, a powerful computational system capacity which
enables vehicles to collaborate with each other is required.

The standardization of 802.11p and 3GPP have substantially
improved the robustness and reliability of vehicular networks,
thus it allows them to communicate with each other without
an infrastructure. However, a limited processing speed would
lead to inaccurate decisions. Intel Corp. estimates that approx-
imately 1 GB of data needs to be processed each second in
the car for collaborative driving [31]. Vehicles with graphics
processing units (GPUs) for computation acceleration can
handle such cognitive processing loads efficiently.

VI. CONCLUSION

This paper introduced a context-aware navigation protocol
(called CNP) to enhance the driving safety of vehicles moving
in urban roads. The CNP’s collision avoidance feature allows
vehicles to drive safely in the presence of obstacles or acci-
dents in the road by perceiving the situation and determining
safe paths to follow. If a collision occurs, collision mitigation
minimizes any damage. The simulation results have shown that
CNP outperforms the sensor-based approach in reducing the
risks of collisions, the number of collisions, and the strength
of collisions.

As future work, we will enhance our collision probability
computation, considering the reaction time of a vehicle. Also,
we will implement and test this CNP protocol on real cars to
improve its accuracy and usability for safe driving. We will
also test the impact of the CNP on the overall trajectory
performance of the driving vehicles as another way to test
and improve the navigation efficiency.

REFERENCES

[1] J. Jeong et al., “A comprehensive survey on vehicular networks for
smart roads: A focus on IP-based approaches,” Veh. Commun., vol. 29,
Jun. 2021, Art. no. 100334.

[2] S. Singh, “Critical reasons for crashes investigated in the national motor
vehicle crash causation survey,” U.S. Dept. Transp., Washington, DC,
USA, Tech. Rep. DOT HS 812 115, 2015.

[3] B. Schoettle and M. Sivak, “A survey of public opinion about
autonomous and self-driving vehicles in the U.S., the U.K., and Aus-
tralia,” Univ. Michigan, Ann Arbor, MI, USA, Tech. Rep. UMTRI-2014-
21, 2014.

[4] D. Howard and D. Dai, “Public perceptions of self-driving cars: The case
of Berkeley, California,” in Proc. Transp. Res. Board 93rd Annu.
Meeting, vol. 14, 2014, p. 4502.

[5] K. Bengler, K. Dietmayer, B. Farber, M. Maurer, C. Stiller, and
H. Winner, “Three decades of driver assistance systems: Review and
future perspectives,” IEEE Intell. Transp. Syst. Mag., vol. 6, no. 4,
pp. 6–22, Oct. 2014.

[6] H. Guo, C. Shen, H. Zhang, H. Chen, and R. Jia, “Simultaneous
trajectory planning and tracking using an MPC method for cyber-
physical systems: A case study of obstacle avoidance for an intelligent
vehicle,” IEEE Trans. Ind. Informat., vol. 14, no. 9, pp. 4273–4283,
Sep. 2018.

[7] B. A. Mugabarigira, Y. Shen, D. Choe, and J. Jeong, “Context-aware
navigator for road safety in vehicular cyber-physical systems,” in Proc.
3rd Int. Conf. Consumer Electron. (ICCE) Asia, Jeju-si, South Korea,
Jun. 2018.

[8] A. Broggi et al., “Terramax vision at the urban challenge 2007,” IEEE
Trans. Intell. Transp. Syst., vol. 11, no. 1, pp. 194–205, Mar. 2010.

[9] M. R. Endsley, “Autonomous driving systems: A preliminary naturalistic
study of the Tesla model S,” J. Cogn. Eng. Decis. Making, vol. 11, no. 3,
pp. 225–238, 2017.

[10] L.-W. Chen and P.-C. Chou, “BIG-CCA: Beacon-less, infrastructure-
less, and GPS-less cooperative collision avoidance based on vehicular
sensor networks,” IEEE Trans. Syst., Man, Cybern., Syst., vol. 46, no. 11,
pp. 1518–1528, Nov. 2015.

[11] C. Garcia-Costa, E. Egea-Lopez, J. B. Tomas-Gabarron, J. Garcia-Haro,
and Z. J. Haas, “A stochastic model for chain collisions of vehicles
equipped with vehicular communications,” IEEE Trans. Intell. Transp.
Syst., vol. 13, no. 2, pp. 503–518, Jun. 2012.

[12] W. Schwarting, J. Alonso-Mora, L. Paull, S. Karaman, and D. Rus,
“Safe nonlinear trajectory generation for parallel autonomy with a
dynamic vehicle model,” IEEE Trans. Intell. Transp. Syst., vol. 19, no. 9,
pp. 2994–3008, Sep. 2017.

[13] C. Campolo, A. Molinaro, G. Araniti, and A. O. Berthet, “Better
platooning control toward autonomous driving: An LTE device-to-device
communications strategy that meets ultralow latency requirements,”
IEEE Veh. Technol. Mag., vol. 12, no. 1, pp. 30–38, Mar. 2017.

[14] E. Moradi-Pari, A. Tahmasbi-Sarvestani, and Y. P. Fallah, “A hybrid
systems approach to modeling real-time situation-awareness component
of networked crash avoidance systems,” IEEE Syst. J., vol. 10, no. 1,
pp. 169–178, Mar. 2014.

[15] D. Cavaliere and S. Senatore, “Towards an agent-driven scenario aware-
ness in remote sensing environments,” in Proc. IEEE Symp. Ser. Comput.
Intell. (SSCI), Nov. 2018, pp. 1982–1989.

[16] Q. Chen, X. Ma, S. Tang, J. Guo, Q. Yang, and S. Fu, “F-cooper: Feature
based cooperative perception for autonomous vehicle edge computing
system using 3D point clouds,” in Proc. 4th ACM/IEEE Symp. Edge
Comput., Nov. 2019, pp. 88–100.

[17] S. Öncü, J. Ploeg, N. van de Wouw, and H. Nijmeijer, “Cooperative
adaptive cruise control: Network-aware analysis of string stability,”
IEEE Trans. Intell. Transp. Syst., vol. 15, no. 4, pp. 1527–1537,
Feb. 2014.

[18] P. Junietz, F. Bonakdar, B. Klamann, and H. Winner, “Criticality metric
for the safety validation of automated driving using model predictive
trajectory optimization,” in Proc. 21st Int. Conf. Intell. Transp. Syst.
(ITSC), Nov. 2018, pp. 60–65.

[19] S. Feng, X. Yan, H. Sun, Y. Feng, and H. X. Liu, “Intelligent
driving intelligence test for autonomous vehicles with naturalistic and
adversarial environment,” Nature Commun., vol. 12, no. 1, pp. 1–14,
Dec. 2021.

[20] B. Weng, S. J. Rao, E. Deosthale, S. Schnelle, and F. Barickman,
“Model predictive instantaneous safety metric for evaluation of auto-
mated driving systems,” in Proc. IEEE Intell. Vehicles Symp. (IV),
Oct. 2020, pp. 1899–1906.

[21] G. Li et al., “Risk assessment based collision avoidance decision-making
for autonomous vehicles in multi-scenarios,” Transp. Res. C, Emerg.
Technol., vol. 122, Jan. 2021, Art. no. 102820.

[22] J. Jeong, T. Hwang, T. He, and D. Du, “MCTA: Target tracking
algorithm based on minimal contour in wireless sensor networks,” in
Proc. 26th IEEE Int. Conf. Comput. Commun. (IEEE INFOCOM), 2007,
pp. 2371–2375.

[23] I. Hussain and C. Bingcai, “Cluster formation and cluster head selection
approach for vehicle ad-hoc network (VANETs) using K-means and
Floyd-Warshall technique,” Int. J. Adv. Comput. Sci. Appl., vol. 8, no. 12
pp. 11–15, 2017.

[24] H. Kellerer, U. Pferschy, and D. Pisinger, “Multidimensional knapsack
problems,” in Knapsack Problems. Cham, Switzerland: Springer, 2004,
pp. 235–283.

[25] S. Glaser, B. Vanholme, S. Mammar, D. Gruyer, and L. Nouveliere,
“Maneuver-based trajectory planning for highly autonomous vehicles on
real road with traffic and driver interaction,” IEEE Trans. Intell. Transp.
Syst., vol. 11, no. 3, pp. 589–606, Sep. 2010.

[26] N. Benamar, J. Haerri, J.-H. Lee, T. Ernst, and T. Ernst, Basic Support
for IPv6 Networks Operating Outside the Context of a Basic Service
Set Over IEEE Std 802.11, document RFC 8691, Dec. 2019. [Online].
Available: https://rfc-editor.org/rfc/rfc8691.txt

[27] Y. Shen, J. Jeong, T. Oh, and S. H. Son, “CASD: A framework
of context-awareness safety driving in vehicular networks,” in Proc.
30th Int. Conf. Adv. Inf. Netw. Appl. Workshops (WAINA), Mar. 2016,
pp. 252–257.

[28] P. A. Lopez et al., “Microscopic traffic simulation using SUMO,”
in Proc. 21st Int. Conf. Intell. Transp. Syst. (ITSC), Nov. 2018,
pp. 2575–2582.

[29] OMNeT++. Network Simulation Framework. Accessed: 2020. [Online].
Available: http://www.omnetpp.org

[30] J. Erdmann, “Lane-changing model in sumo,” in Proc. SUMO Modeling
Mobility Open Data, vol. 24, 2014, pp. 77–88.

[31] Intel. Technology and Computing Requirements for Self-Driving Cars.
Accessed: Oct. 11, 2022. [Online]. Available: https://www.intel.com/
content/dam/www/public/us/en/documents/white-papers/automotive-
autonomous-driving-vision-paper.pdf

Authorized licensed use limited to: Sungkyunkwan University. Downloaded on January 27,2023 at 13:22:14 UTC from IEEE Xplore.  Restrictions apply. 



138 IEEE TRANSACTIONS ON INTELLIGENT TRANSPORTATION SYSTEMS, VOL. 24, NO. 1, JANUARY 2023

Bien Aime Mugabarigira (Student Member, IEEE)
received the B.S. degree from the Department
of Computer Sciences, National University of
Rwanda, in 2012. He is currently pursuing the
Ph.D. degree with the Department of Electrical and
Computer Engineering, Sungkyunkwan University,
South Korea. His research interests include intelli-
gent transportation systems, wireless networks, and
VANET.

Yiwen (Chris) Shen (Member, IEEE) received the
B.S. degree from the Department of Communication
Engineering, North University of China, in 2009, the
M.S. degree from the Department of Mechatronics
Engineering, North University of China, in 2013,
and the Ph.D. degree from the Department of Electri-
cal and Computer Engineering, Sungkyunkwan Uni-
versity, South Korea. His research interests include
intelligent transportation systems, wireless networks,
the IoT, and indoor localization.

Jaehoon (Paul) Jeong (Member, IEEE) received
the B.S. degree from the Department of Information
Engineering, Sungkyunkwan University, in 1999, the
M.S. degree from the School of Computer Sci-
ence and Engineering, Seoul National University,
in 2001, and the Ph.D. degree from the Department
of Computer Science and Engineering, University
of Minnesota, in 2009. He is currently an Asso-
ciate Professor with the Department of Computer
Science and Engineering, Sungkyunkwan University.
His research interests include vehicular networks and
network security.

Tae (Tom) Oh (Senior Member, IEEE) received
the B.S. degree in electrical engineering from Texas
Tech University, Lubbock, TX, USA, in 1991, and
the M.S. and Ph.D. degrees in electrical engineering
from Southern Methodist University, Dallas, TX,
USA, in 1995 and 2001, respectively, while working
for telecommunication and defense companies. He is
currently a Professor with the School of Informa-
tion, Rochester Institute of Technology. His research
interests include vehicular networks, the IoT and
mobile security, and assistive technology.

Han-You Jeong (Member, IEEE) received the B.S.,
M.S., and Ph.D. degrees in electrical engineering
and computer science from Seoul National Univer-
sity, Seoul, South Korea, in 1998, 2000, and 2005,
respectively. In 2008, he joined the Digital Technol-
ogy Center, University of Minnesota, Minneapolis,
MN, USA, as a Post-Doctoral Research Fellow.
He is currently a Professor with the School of Elec-
trical and Computer Engineering, Pusan National
University. His research interests include cooperative
driver assistance systems, cooperative awareness in
vehicular networks, and vehicular localization.

Authorized licensed use limited to: Sungkyunkwan University. Downloaded on January 27,2023 at 13:22:14 UTC from IEEE Xplore.  Restrictions apply. 



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Black & White)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Warning
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /LeaveColorUnchanged
  /DoThumbnails true
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 524288
  /LockDistillerParams true
  /MaxSubsetPct 100
  /Optimize true
  /OPM 0
  /ParseDSCComments false
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo true
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Remove
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
    /AdobeArabic-Bold
    /AdobeArabic-BoldItalic
    /AdobeArabic-Italic
    /AdobeArabic-Regular
    /AdobeHebrew-Bold
    /AdobeHebrew-BoldItalic
    /AdobeHebrew-Italic
    /AdobeHebrew-Regular
    /AdobeHeitiStd-Regular
    /AdobeMingStd-Light
    /AdobeMyungjoStd-Medium
    /AdobePiStd
    /AdobeSansMM
    /AdobeSerifMM
    /AdobeSongStd-Light
    /AdobeThai-Bold
    /AdobeThai-BoldItalic
    /AdobeThai-Italic
    /AdobeThai-Regular
    /ArborText
    /Arial-Black
    /Arial-BoldItalicMT
    /Arial-BoldMT
    /Arial-ItalicMT
    /ArialMT
    /BellGothicStd-Black
    /BellGothicStd-Bold
    /BellGothicStd-Light
    /ComicSansMS
    /ComicSansMS-Bold
    /Courier
    /Courier-Bold
    /Courier-BoldOblique
    /CourierNewPS-BoldItalicMT
    /CourierNewPS-BoldMT
    /CourierNewPS-ItalicMT
    /CourierNewPSMT
    /Courier-Oblique
    /CourierStd
    /CourierStd-Bold
    /CourierStd-BoldOblique
    /CourierStd-Oblique
    /EstrangeloEdessa
    /EuroSig
    /FranklinGothic-Medium
    /FranklinGothic-MediumItalic
    /Gautami
    /Georgia
    /Georgia-Bold
    /Georgia-BoldItalic
    /Georgia-Italic
    /Helvetica
    /Helvetica-Bold
    /Helvetica-BoldOblique
    /Helvetica-Oblique
    /Impact
    /KozGoPr6N-Medium
    /KozGoProVI-Medium
    /KozMinPr6N-Regular
    /KozMinProVI-Regular
    /Latha
    /LetterGothicStd
    /LetterGothicStd-Bold
    /LetterGothicStd-BoldSlanted
    /LetterGothicStd-Slanted
    /LucidaConsole
    /LucidaSans-Typewriter
    /LucidaSans-TypewriterBold
    /LucidaSansUnicode
    /Mangal-Regular
    /MicrosoftSansSerif
    /MinionPro-Bold
    /MinionPro-BoldIt
    /MinionPro-It
    /MinionPro-Regular
    /MinionPro-Semibold
    /MinionPro-SemiboldIt
    /MVBoli
    /MyriadPro-Black
    /MyriadPro-BlackIt
    /MyriadPro-Bold
    /MyriadPro-BoldIt
    /MyriadPro-It
    /MyriadPro-Light
    /MyriadPro-LightIt
    /MyriadPro-Regular
    /MyriadPro-Semibold
    /MyriadPro-SemiboldIt
    /PalatinoLinotype-Bold
    /PalatinoLinotype-BoldItalic
    /PalatinoLinotype-Italic
    /PalatinoLinotype-Roman
    /Raavi
    /Shruti
    /Sylfaen
    /Symbol
    /SymbolMT
    /Tahoma
    /Tahoma-Bold
    /Times-Bold
    /Times-BoldItalic
    /Times-Italic
    /TimesNewRomanPS-BoldItalicMT
    /TimesNewRomanPS-BoldMT
    /TimesNewRomanPS-ItalicMT
    /TimesNewRomanPSMT
    /Times-Roman
    /Trebuchet-BoldItalic
    /TrebuchetMS
    /TrebuchetMS-Bold
    /TrebuchetMS-Italic
    /Tunga-Regular
    /Verdana
    /Verdana-Bold
    /Verdana-BoldItalic
    /Verdana-Italic
    /Webdings
    /Wingdings-Regular
    /ZapfDingbats
    /ZWAdobeF
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 150
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 600
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 150
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 600
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 300
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 900
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.33333
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile (None)
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /Unknown

  /CreateJDFFile false
  /Description <<
    /ENU ()
  >>
>> setdistillerparams
<<
  /HWResolution [600 600]
  /PageSize [612.000 792.000]
>> setpagedevice


