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1
TRAVEL ROUTE GENERATING METHOD
FOR UNMANNED VEHICLE

BACKGROUND OF THE INVENTION

1. Technical Field

This invention relates to a travel route generating method
for an unmanned vehicle and, in particular, to a method of
generating a travel route capable of minimizing a traveling
cost of the unmanned vehicle.

2. Related Art

Unmanned vehicle driving systems are introduced in wide-
area working sites such as quarrying sites and mines so that
unmanned vehicles, in place of manned vehicles such as
manned off-road dump trucks, perform soil transportation
works in order to avoid accidents due to worker fatigue, to
achieve laborsaving, and to improve productivity by enabling
extended working time.

Outlines of unmanned vehicle driving systems will be
described below.

A working site includes various areas such as loading sites,
dumping sites, filling stations, and parking lots. These areas
are interconnected by well-prepared transportation roads
called haul roads, and lead-in roads, called access roads,
extending from the haul roads to the areas, as well as by
intersections.

A loading site is a place where soil is loaded on dump
trucks. Specifically, excavation work is performed by exca-
vation vehicles such as wheel loaders (front-end loaders),
backhoes, and shovels, and loading work is performed to load
soil on dump trucks.

A dumping site is a place where soil loaded on dump trucks
is discharged either at a fixed position or at regular positions
within the area. When soil is discharged at a fixed position, the
soil is discharged into a hopper provided with a rock crushing
machine called crusher. In some cases, at a dumping site,
discharged soil is leveled out by a dozer. In such cases, the
dozer may indicate positions to discharge soil in order to
repair damaged road surfaces so that the soil is discharged at
the indicated soil discharging positions.

A filling station is provided with a fuel pump. The filling
station is often attached to a parking lot. Even if dump trucks
are supposed to be fueled from a fuel truck, the filling station
may be provided so as not to impede operation of other dump
trucks.

A parking lot is a place where when vehicles are manned
vehicles used for manned work, the vehicles are parked so
that the operators take a meal or are relieved. As for an
unmanned vehicle driving system, a parking lot is a place
where dump trucks are stored to allow inspectors to step into
dump trucks safely for conducting periodic inspections or the
like, and to allow operators to perform start operation.

Various methods of generating travel routes for unmanned
vehicles have been tried, which will be described below.

[Route Generating Method by Teaching]

When a travel route including haul roads, access roads,
intersections and crushers can be fixed, a dump truck is actu-
ally driven by an operator before starting work so that travel
trajectory data obtained during this run is stored in memory.

[Route Generating Method Based on Drawings|

A travel route is predetermined by previous calculation
based on plans of sites such as a mine and so on.

According to the route generating method by teaching
described above, however, various data must be obtained by
manpower by previously running a vehicle before starting
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work. Thus, this method requires a lot of time and labor for
generating a travel route, impairing the work efficiency as a
whole.

Above all, in actual loading sites and dumping sites, load-
ing positions and soil discharging positions will be changed in
a complicated manner according to development of the work,
and the size and geometry of each loading site also will be
changed along the development of the work. Therefore, it is
impossible to predetermine a travel route. Specifically, the
travel route must be generated from time to time such that a
work vehicle such as a dozer can reach a soil discharging
position indicated by its operator in the course of work, or
such that it can reach a soil discharging position and a loading
position which are obtained by calculation based on the area
geometry which changes every second according to the devel-
opment of the work. The route generating method based on
drawings described above also suffers from the same prob-
lems.

In order to overcome these problems, techniques to gener-
ate a route by data simulation have been tried.

The following techniques are known as route generating
techniques. These route generating techniques have been
studied in the field of robotics.

a) Route generation by combination of circular arcs and
straight lines

This is a method to generate a travel route by combining
straight lines, circular arcs and so on, using mesh and vector
potential. A method using random search is also available.

b) Route generation by Clothoid curve maintaining curva-
ture continuity

¢) Route generation by polynomial curve

The present applicant and others have already conceived an
invention and applied for a patent, relating to a method of
automatically generating a travel route for an unmanned
vehicle when data on a travel route generation range for the an
unmanned vehicle are given by means other than teaching,
and this method is well known.

Japanese Patent Application Laid-Open No. 11-296229
describes an invention according to which information on an
obstacle detected by one unmanned vehicle is shared by sev-
eral unmanned vehicles as common obstacle information, and
a travel route is generated so as to avoid the obstacle.

Japanese Patent Application Laid-Open No. 2000-137522
describes an invention according to which when a soil dis-
charging region is given, a plurality of target soil discharging
points are set in the soil discharging region, and a plurality of
travel routes are generated to reach these target discharging
points.

When the route generating techniques described in (a), (b),
and (c) above are applied to travel route generation for
unmanned vehicles, the time required for travel route genera-
tion will be shortened in comparison with the route generat-
ing method by teaching or the like. However, these techniques
pose various problems when taking into consideration the
controllability of the unmanned vehicles and the productivity.

If these conventionally techniques are directly applied to
an unmanned vehicle driving system, even minimum vehicle
constraint conditions cannot be satisfied in some cases.

For example, the route generating method using mesh and
vector potential as described in (a) above does not take into
consideration turning radii of vehicles. Therefore, there will
be a chance that an unmanned vehicle cannot turn around ina
travel route generated by this method, making it impossible to
run the vehicle.

According to another conventional technique using ran-
dom search, the algorithm depends on random numbers,
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which makes it difficult to find the cause of trouble when
travel route generation becomes impossible.

Furthermore, travel routes generated by these conventional
techniques are not necessarily optimal routes in terms of cost.

Specifically, in actual working sites, it is desirable that the
frequency of replacing consumable parts and the occurrence
of failure should be minimized to reduce the costs caused by
running unmanned vehicles so that the unmanned vehicles are
enabled to operate for a long period of time with high reli-
ability. In particular, dump truck tires are so expensive that it
is imperative to reduce the load on the tires. Further, it is
desirable for achieving the cost reduction that the time
required for traveling the vehicle should be shortened to
reduce the working time and the vehicle’s operating time. Itis
also desirable for achieving the cost reduction that the
vehicles are enabled to travel with low fuel consumption.

Therefore, it becomes an important issue how to generate a
travel route minimizing the costs caused by travel of
unmanned vehicles. Specifically, for example, these
unmanned vehicles are desirably capable of reducing the load
on tires and vehicle bodies, shortening the time required for
the travel, and traveling with low fuel consumption. More
specifically, the traveling cost can be reduced if smooth steer-
ing operation is possible and the acceleration and decelera-
tion levels on the vehicle bodies are low, and thereby the load
on the tires or vehicle bodies can be suppressed. Further, the
traveling cost can be reduced if the time required for the travel
of'the vehicle is shorted and thereby the working time and the
vehicle’s operating time are reduced. Still further, the travel-
ing cost can be reduced if the vehicle can travel along the
travel route with low fuel consumption.

None of the conventional techniques generates an optimal
travel route taking into consideration the costs caused by
travel ofavehicle as described above. For example, according
to the route generating method using combination of circular
arcs and straight lines described in (a) above, the curvature
becomes discontinuous at connection points between the cir-
cular arcs and the straight lines, which may oblige reduction
of'vehicle speed or forcible steering operation. Therefore, the
work efficiency is poor and the productivity is low.

Likewise, according to the route generating method using
a Clothoid curve for maintaining curvature continuity
described in (b) above and the route generating method using
a polynomial curve described in (c¢) above, although the cur-
vature continuity is ensured to a certain degree for a single
curve, discontinuity in curvature or in rate of change of cur-
vature will occur at the joint when a curve is joined to another
one. This will also pose a problem of reduced productivity
because reduction of vehicle speed or forcible steering opera-
tion may be obliged at the joint between the curves.

When an unmanned vehicle changes its traveling direction
in a narrow working site, a switchback point must be included
in the travel route. However, according to the conventional
techniques, the switchback point positions are set in a fixed
pattern. This poses a problem in terms of versatility. Specifi-
cally, since the switchback points are set uniformly in a fixed
pattern, the travel route containing such switchback points is
not optimal one that enables reduction the traveling cost.

This invention has been made in view of these circum-
stances. [tis an object ofthe invention to minimize the vehicle
traveling cost by generating an optimal travel route capable of
satisfying the minimum constraint conditions for a vehicle to
run and yet capable of minimizing the load on the tires and the
vehicle body, shortening the time required for the vehicle to
travel, and enabling the vehicle to travel with low fuel con-
sumption.
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It should be understood that the inventions described in
Japanese Patent Application Laid-Open Nos. 11-296229 and
2000-137522 do not take into consideration the costs caused
by running vehicles when generating a travel route.

SUMMARY OF THE INVENTION

A first aspect of the invention provides a travel route gen-
erating method for an unmanned vehicle, which includes a
condition input step of inputting a vehicle constraint condi-
tion including a vehicle width and a minimum turning radius
of the unmanned vehicle, and a geometrical constraint con-
dition including a travel route generation range in which the
unmanned vehicle is to travel, an obstacle to avoid, and posi-
tions and directions of an entrance point and an exit point; and
atravel route generating step of generating a travel route such
that the vehicle constraint condition and the geometrical con-
straint condition are satisfied, and such that a function value
of'acost function having at least amagnitude of a curve and/or
a rate of change in the curve as a cost element is minimized.

A second aspect of the invention relates to the first aspect of
the invention, wherein the magnitude of the curve is obtained
on the basis of curvature of the travel route or a steering angle,
and the rate of change in the curve is obtained on the basis of
a rate of change in the curvature of the travel route or a
steering operation amount.

A third aspect of the invention relates to the first aspect of
the invention, wherein the travel route generating step com-
prises a step of generating a travel route for the unmanned
vehicle with a switchback point introduced therein, and the
switchback point is determined so as to minimize the function
value of the cost function.

A fourth aspect of the invention relates to the first aspect of
the invention, wherein the travel route generating step, which
includes: a step of determining whether or not the generated
travel route satisfies the vehicle constraint condition and/or
the geometrical constraint condition, or whether or not the
function value of the cost function is reduced by introduction
of'a switchback point; and a step of, when it is determined that
the generated travel route does not satisfy the vehicle con-
straint condition and/or the geometrical constraint condition,
or it is determined that the function value of the cost function
is reduced by introduction of the switchback point, generating
a travel route for the unmanned vehicle with the switchback
point introduced therein, and wherein the switchback point is
determined so as to minimize the function value of the cost
function.

A fifth aspect of the invention relates to the first aspect of
the invention, wherein the travel route generating step, which
includes: an interpolation point searching step of searching
for an interpolation point of the travel route along which the
unmanned vehicle is to travel; and an interpolation step of
interpolating the interpolation point in the route passing from
the entrance point via the interpolation point to the exit point,
and wherein the search in the interpolation point searching
step and/or the interpolation in the interpolation step are/is
performed so as to minimize the function value of the cost
function.

A sixth aspect of the invention relates to the fifth aspect of
the invention, wherein the interpolation in the interpolation
step is performed by using a B-spline curve.

More specifically, the method of the first aspect of the
invention includes the following processing steps as shown in
FIG. 5A.
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[Condition Input Step]

Vehicle constraint conditions including a vehicle width and
a minimum turning radius of an unmanned vehicle 20, and
geometrical constraint conditions including a travel route
generation range 8 in which the unmanned vehicle 20 is to
travel, an obstacle 9 to avoid, and positions and directions of
an entrance point 11 and an exit point 14 are input (step 201).

[Travel Route Generation Step]

A travel route 10 is generated such that the vehicle con-
straint conditions and the geometrical constraint conditions
are satisfied, and such that cost function value of cost ele-
ments at least including a magnitude of a curve and/or a rate
of change of the curve is minimized. More specifically, the
magnitude of the curve is obtained based on a curvature of the
travel route or a steering angle, and the rate of change of the
curve is obtained based on a rate of change of the curvature of
the travel route or a steering operation amount (second aspect
of the invention). In other words, the travel route 10 is gen-
erated such that the vehicle constraint conditions and the
geometrical constraint conditions are satisfied, and the cost
value of the cost elements at least including the curvature of
the travel route 10 or the steering angle, and/or the rate of
change of curvature of the travel route 10 or the steering
operation amount of the unmanned vehicle 20 is minimized
(step 202).

FIG. 5B is a diagram for explaining the method of the
second aspect of the invention, and shows a processing step
included in the travel route generating step (step 201) in FIG.
5A.

Specifically, the travel route generating step (step 201)
includes the following step.

[Step of Generating a Travel Route for the Unmanned
Vehicle 20 with a Switchback Point 12 Inserted Therein]

A travel route 10 for the unmanned vehicle 20 is generated
while determining a switchback point 12 such that the cost
function value is minimized (step 211).

FIG. 5C is a diagram for explaining the method of the third
aspect of the invention, and shows processing steps included
in the travel route generating step (step 201) in FIG. 5A.

Specifically, the travel route generating step (step 201)
includes the following steps.

[Step of Determining Necessity of Switchback Point 12]

It is determined whether or not the generated travel route
10 satisfies the vehicle constraint conditions and/or the geo-
metrical constraint conditions, or whether or not the cost
function value is reduced by insertion of a switchback point
12 (step 221).

[Step of Generating a Travel Route for the Unmanned
Vehicle 20 with a Switchback Point 12 Inserted Therein]

A travel route 10 for the unmanned vehicle 20 is generated
while determining a switchback point 12 such that the cost
function value is minimized when it is determined that the
generated travel route 10 does not satisty the vehicle con-
straint conditions and/or the geometrical constraint condi-
tions, or when it is determined that the cost function value
becomes smaller by insertion of the switchback point 12
(YES in step 221) (step 222).

FIG. 5D is a diagram for explaining the method of the
fourth aspect of the invention, and shows processing steps
included in the travel route generating step (step 202) in FIG.
5A.

The travel route generating step (step 202) includes the
following steps.
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[Interpolation Point Searching Step]|

Interpolation points are searched for in the travel route 10
along which the unmanned vehicle 20 is to travel. An inter-
polation point means a point connecting sections to be inter-
polated (step 231).

[Interpolation Step]

Interpolation points of a route passing from the entrance
point 11 via the interpolation points to the exit point 14 are
interpolated (step 232).

The search in the interpolation point searching step and/or
the interpolation in the interpolation step are/is performed so
as to minimize the cost function value.

In the fifth aspect of the invention, the interpolation in the
interpolation step in the fourth aspect of the invention is
performed by using a B-spline curve (step 232).

The first aspect of the invention provides advantageous
effects as described below.

a) The travel route 10 is generated so as to satisfy the
vehicle constraint conditions and/or the geometrical con-
straint conditions, whereby the unmanned vehicle 20 is
allowed to travel safely without interfering with an obstacle 9
or the like, and without exceeding the turning capacity of the
vehicle.

b) The travel route 10 is generated so as to minimize the
cost function value, whereby the unmanned vehicle 20 trav-
eling along this travel route 10 is allowed to travel with lower
load on its tires and vehicle body, with a reduced period of
time required for the travel, and with lower fuel consumption.
This minimizes the costs required for operating the
unmanned vehicle 20.

The second and third aspects of the invention provide
advantageous effects as follows.

¢) A switchback point 12 is determined such that the cost
function value is minimized, whereby the unmanned vehicle
20 traveling along the travel route 10 including this switch-
back point 12 is allowed to travel with lower load on its tires
and vehicle body, with reduced time required for the travel,
and with lower fuel consumption. This minimizes the costs
required for operating the unmanned vehicle 20.

The fourth aspect of the invention is an invention specify-
ing the travel route generating step of the first aspect of the
invention.

The fifth aspect of the invention is an invention specifying
the interpolation step of the fourth aspect of the invention.

The fifth aspect of the invention provides advantageous
effects as described below.

d) The interpolation points are mutually interpolated by
using a B-spline curve, whereby a travel route 10 having a
smooth shape in which a curvature or a rate of change of
curvature is continuous. This makes it possible to generate a
travel route 10 which allows the unmanned vehicle 20 to
follow the route more easily than the related arts. Whereas the
related arts have problems of discontinuity in curvature in the
route and in the rate of change of curvature, the invention does
not suffer from such problems, and thus the unmanned
vehicle 20 is not required to reduce the vehicle speed or to do
forcible steering on the travel route. Accordingly, the
improvement in productivity can be achieved.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a drawing showing overall configuration of an
unmanned vehicle driving system and an overall view of a
working site;

FIG. 2 is a drawing showing an example of appearance of
a route generation range where a travel route is generated
according to an embodiment of the invention;
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FIG. 3 is a block diagram showing an unmanned vehicle
driving system according to an embodiment of the invention;

FIGS. 4A to 4C are flowcharts showing sequences of pro-
cessing steps performed between an unmanned vehicle and a
control system;

FIGS.5Ato 5D are flowcharts used for explaining methods
of this invention;

FIG. 6A is atable indicating constraint conditions defining
limiting conditions for size, travel, and control of unmanned
vehicles;

FIG. 6B is a top view of an unmanned vehicle indicating
dimensions of the unmanned vehicle;

FIG. 6C is a top view showing how an unmanned vehicle
20 makes a turn;

FIG. 7A is a top view showing how an unmanned vehicle
steers;

FIG. 7B is a diagram showing geometrical constraint con-
ditions defining constraint conditions of a region in which an
unmanned vehicle travels;

FIG. 8 is a flowchart showing sequences of processing
steps of a basic route generating method;

FIG. 9 is a flowchart showing an algorithm for optimizing
a switchback point using the simulated annealing (SA)
method;

FIG. 10 is a flowchart showing a route generating flow for
explaining “a method of fixing a switchback point once gen-
erated”;

FIG.11is a flowchart showing a flow for inserting a switch-
back point;

FIG. 12 is a flowchart showing a flow for optimizing route
elements;

FIG. 13 is a flowchart showing a flow for generating aroute
between route elements;

FIG. 14 is a flowchart showing a route generating flow for
explaining a “method of reoptimizing a switchback point due
to addition of a switchback point”;

FIG. 15 is a flowchart showing a flow for optimizing a
route;

FIGS. 16A and 16B are diagrams for explaining calcula-
tion of a Minkowski sum;

FIG. 17 is a diagram showing an example of visibility
graphs drawn with respect to the outlines of the Minkowski-
summed route generation range and obstacles;

FIG. 18 is a diagram for explaining a method of determin-
ing whether or not a line is a tangential line;

FIG. 19 is a diagram showing graphs obtained after remov-
ing lines determined not to be tangential lines from the vis-
ibility graphs shown in FIG. 17;

FIG. 20 is a diagram indicating a route having a minimum
distance between the starting point and the end point;

FIG. 21 is a diagram used for explaining cost functions;

FIG. 22 is also a diagram used for explaining cost func-
tions;

FIG. 23 is a diagram indicating a result obtained by apply-
ing the improved Dijkstra algorithm;

FIG. 24 is adiagram showing an example of an interpolated
B-spline curve;

FIGS. 25A and 25B are diagrams showing routes before
and after correction of an interpolation point, respectively;

FIG. 26 is a diagram showing how the shape of a curve
connecting between interpolation points varies;

FIG. 27 is a diagram used for explaining an optimum
interpolation technique;

FIG. 28 is a diagram used for explaining a method of
efficiently performing calculation of optimum interpolation;
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FIGS. 29A and 29B are diagrams for explaining a case in
which switchback points are inserted when a minimum turn-
ing radius for an unmanned vehicle is not satisfied;

FIG. 30 is diagram for explaining an initial setting method
when a single switchback point is provided;

FIGS. 31A and 31B are diagrams for explaining an initial
setting method when two switchback points are provided;

FIG. 32 is adiagram showing an example of cooling sched-
ule;

FIGS. 33A t0 33D are diagrams used for explaining a route
generation example 1;

FIGS. 34 A t0 34D are diagrams used for explaining a route
generation example 2;

FIGS. 35A t0 35D are diagrams used for explaining a route
generation example 3;

FIGS. 36 A t0 36D are diagrams used for explaining a route
generation example 4;

FIGS. 37A 10 37D are diagrams used for explaining a route
generation example 5;

FIG. 38 is a flowchart showing a flow for optimizing route
elements to be used in place of the flow for optimizing route
elements shown in FIG. 12;

FIG. 39 is a flowchart showing a flow for generating a route
between route elements to be used in place of the flow for
generating a route between route elements shown in FIG. 13;

FIG. 40 is a diagram for explaining definition of cost func-
tions;

FIG. 41 is also a diagram for explaining definition of cost
functions; and

FIG. 42 is also a diagram for explaining definition of cost
functions.

DETAILED DESCRIPTION OF THE INVENTION

A ftravel route generating method for unmanned vehicles
according to preferred embodiment of this invention will be
described with reference to the accompanying drawings. The
description of this embodiment will be made on the assump-
tion that the unmanned vehicle is an off-road dump truck.

FIG. 1 shows an overall configuration of an unmanned
vehicle driving system, as well as an overall view of a work-
ing site.

A working site 1 includes various areas such as a loading
site 2, a dumping site 3, a filling station 4, and a parking lot 5.
These areas are interconnected by well-prepared transporta-
tion roads called haul roads 6, and lead-in roads called access
roads 7 extending from the haul roads 6 to the areas, and
interconnected by intersections as well.

The loading site 2 is a place where soil is loaded on a dump
truck 20. There are performed, in this area, excavation works
by an excavation vehicle 91 such as a wheel loader (front-end
loader), a backhoe or a shovel, as well as soil loading works
on the dump truck 20.

The dumping site 3 is a place where the soil loaded on the
dump truck 20 is discharged either at a fixed position or at
regular positions within the area. When soil is discharged at a
fixed position, the soil is discharged into a hopper 92 provided
with arock crushing machine called crusher. In some cases, at
the dumping site 3, discharged soil is leveled out by a dozer
93. In such cases, the dozer 93 may indicate a position for soil
discharge in order to repair damaged road surfaces, and the
soil is discharged at the indicated position.

The filling station 4 is provided with a fuel pump. The
filling station 4 is often located in the parking lot 5. Even if
dump trucks are supposed to be fueled from a fuel truck, the
filling station may be provided so as not to impede operation
of other dump trucks 20.
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The parking lot 5 is a place where when vehicles are
manned vehicles used for manned work, the vehicles are
parked so that the operators take a meal or are relieved. As for
an unmanned vehicle driving system, the parking lot 5 is a
place where dump trucks are stored to allow inspectors to step
into dump trucks safely for conducting periodic inspections
or the like, and to allow operators to perform start operation.

FIG. 2 shows an example of appearance of a route genera-
tion range 8 in which a travel route 10 is generated according
to the embodiment of the present invention. The route gen-
eration range 8 is for example the dumping site 3 described
above. The description of this embodiment will be made on
the assumption of a case in which a dump truck loaded with
soil or the like is guided as an unmanned vehicle 20 to travel
along the travel route 10 within the route generation range 8.
Specifically, for an example, the unmanned vehicle 20 travels
along the travel route 10, entering the route generation range
8 from an entrance point 11, heading toward a switchback
point 12 to perform a switchback at the switchback point 12,
and halting at a halt point (spot point) 13 or a soil discharging
point to discharge the soil. The unmanned vehicle 20 then
heads toward an exit point 14, and exits the route generation
range 8 through the exit point 14. The unmanned vehicle 20
travels along the travel route 10 so as to avoid any obstacles 9
present in the route generation range 8. The term “travel
route” as used herein refers to such a route that is generated in
the route generation range 8 and along which the unmanned
vehicle 20 travels from the entrance point 11 to the exit point
14, avoiding the obstacles 9.

The unmanned vehicle 20 is a front wheel-steering vehicle
having front wheels and rear wheels, and provided with a
driver seat (cab) mounted at the front of the vehicle body, and
with a carrier (vessel or body) at the rear of the vehicle body.

The traveling direction of the unmanned vehicle 20 is
changed, before and after the switchback point 12, from the
forward direction to the reverse direction, or from the reverse
direction to the forward direction.

The unmanned vehicle 20 enters the halt point (spot point;
soil discharging point) 13 in its reverse traveling state.

FIG. 3 is a block diagram showing an unmanned vehicle
driving system according to an embodiment of the invention.

The working site 1 is provided with a control system 30 for
managing and monitoring a great number of vehicles 20. The
control system 30 has a processing unit 31, a data input unit
32, and a communication unit 33. On the other hand, each
vehicle 20 has a communication unit 21, a processing unit 22,
aposition measurement unit 23, a driving mechanism unit 24,
a steering mechanism unit 25, and a travel route memory unit
26.

The position measurement unit 23 of each vehicle 20 mea-
sures the position of the vehicle. A tire rotation speed sensor
and a gyro, for example, mounted on the vehicle 20 are used
as means for measuring the position. The vehicle position is
measured based on output signals from the tire rotation speed
sensor and the gyro. Alternatively, the vehicle position may be
measured by receiving a signal transmitted from a GPS sat-
ellite 94 (see F1G. 1) with a GPS antenna and detecting it with
a GPS sensor.

Position data measured by the vehicle 20 is processed by
the processing unit 22 and transmitted to the control system
30 via the communication unit 21. The communication unit
33 of the control system 30 receives position data transmitted
from a plurality of the vehicles 20. The received position data
is used for managing and monitoring the plurality of the
vehicles 20.

The data input unit 32 of the control system 30 receives, as
described later, data on vehicle constraint conditions includ-
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ing a vehicle width and a minimum turning radius of an
unmanned vehicle 20, as well as data on geometrical con-
straint conditions including a travel route generation range 8
in which the unmanned vehicle 20 is to travel, obstacles 9
which the vehicle is to avoid, and positions and directions of
an entrance point 11 and an exit point 14.

The travel route 10 is either previously generated and
stored by the control system 30 before the control system 30
receives a request from an unmanned vehicle 20 (see FIG.
4A), or generated each time the control system 30 receives a
request from an unmanned vehicle 20 (see FIGS. 4B and 4C).
Even when the travel route 10 is generated each time the
control system 30 receives a request from an unmanned
vehicle 20, the travel route 10 may be generated by the control
system 30 itself (FIG. 4B), or the travel route 10 may be
generated by the unmanned vehicle 20 which receives data
required for generating the travel route 10 from the control
system 30 (FIG. 4C).

Sequences of the processing steps for each of these cases
will be described, additionally referring to FIGS. 4A to 4C.

In the case in which a travel route 10 is previously gener-
ated, stored, and memorized by the control system 30 before
the control system 30 receives a request from an unmanned
vehicle 20, as shown in FIG. 4A, once data on vehicle con-
straint conditions and geometrical constraint conditions are
input (step 101), the processing unit 31 performs processing
to generate a travel route 10 based on the vehicle constraint
conditions and the geometrical constraint conditions, and
data on the generated travel route 10 is stored (step 102).
When an instruction to request a travel route 10 is transmitted
from the communication unit 21 of the unmanned vehicle 20
(step 103), the instruction is received by the communication
unit33. Upon receiving the instruction, the processing unit 31
retrieves stored data on the travel route 10 according to the
instruction, and sends it to the communication unit 33, which
transmits the data to the communication unit 21 (step 104).

Based on the received data on the travel route 10, the
processing unit 22 of the vehicle 20 generates a travel com-
mand and a steering command for driving and steering the
vehicle 20. The travel command and the steering command
are output to the driving mechanism unit 24 and the steering
mechanism unit 25, respectively. As a result, the vehicle 20 is
driven and steered along the travel route 10 whose data have
been transmitted from the control system 30 (step 105).

Inthe case in which the control system 30 generates a travel
route 10 each time the control system 30 receives a request
from an unmanned vehicle 20, as shown in FIG. 4B, data on
vehicle constraint conditions and geometrical constraint con-
ditions are input in the first step (step 101).

When an instruction to request a travel route 10 is trans-
mitted from the communication unit 21 of an unmanned
vehicle 20 (step 103), the instruction is received by the com-
munication unit 33. Upon receiving the instruction, the pro-
cessing unit 31 performs processing to generate a travel route
10 based on the vehicle constraint conditions and the geo-
metrical constraint conditions (step 102). Data on the travel
route 10 is transmitted to the communication unit 33, and the
communication unit 33 transmits the data to the communica-
tion unit 21 (step 104). The processing unit 22 of the vehicle
20 generates a travel command and a steering command for
driving and steering the vehicle 20 based on the received data
on the travel route 10. The travel command and the steering
command are output to the driving mechanism unit 24 and the
steering mechanism unit 25, respectively. As a result, the
vehicle 20 is driven and steered along the travel route 10
whose data have been transmitted from the control system 30
(step 105).
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In the case in which each time a request is made from an
unmanned vehicle 20, the control system 30 sends data for
generating a travel route 10 to the unmanned vehicle 20 so
that the unmanned vehicle 20 generates the travel route 10, as
shown in FIG. 4C, data on vehicle constraint conditions and
geometrical constraint conditions are input in the first place
(step 101). When an instruction to request data for generating
a travel route 10 is transmitted from the communication unit
21 of the unmanned vehicle 20 (step 106), the instruction is
received by the communication unit 33. Receiving the
instruction, the processing unit 31 transmits data on the
vehicle constraint conditions and the geometrical constraint
conditions to the communication unit 33, and the communi-
cation unit 33 transmits the data to the communication unit 21
(step 107). The processing unit 22 of the vehicle 20 performs
processing to generate a travel route 10 based on the received
data on the vehicle constraint conditions and the geometrical
constraint conditions (step 102). On the basis of the generated
data on the travel route 10, the processing unit 22 then gen-
erates a travel command and a steering command for driving
and steering the vehicle 20. The travel command and the
steering command are output to the driving mechanism unit
24 and the steering mechanism unit 25, respectively. As a
result, the vehicle 20 is driven and steered along the travel
route 10 whose data have been transmitted from the control
system 30 (step 105).

Next, referring to FIGS. 5A to 5D, sequences of basic
processing steps of a method for generating a travel route 10
according to the embodiment will be described.

FIG. 5A is a partial flowchart showing those steps corre-
sponding to the data input processing in step 101 and the
travel route generation processing of step 102 in FIGS. 4A,
4B and 4C described above.

As shown in FIG. 5A, the method of the embodiment
includes the following steps.

It should be noted that cost elements used in the following
description of the processing steps are those relating to opera-
tion of an unmanned vehicle 20. Specifically, the cost ele-
ments include length of a rout along which the unmanned
vehicle travels, curvature of a curve on the travel route, steer-
ing operation amount of the unmanned vehicle, and so on.
More specifically, the tires and the brake of a vehicle are worn
away every time the vehicle is driven and braked during its
travel. Likewise, when the curvature of a curve is small, or the
steering operation amount is great (during stationary steering,
for example), the load on the tires is increased, which
increases the wearing of the tires. Under these conditions, the
travel speed will be decreased and hence the productivity will
be deteriorated, resulting in adverse effects on the cost ele-
ments.

Cost functions are those representing the cost elements
described above as functions.

[Condition Inputting Step]

Vehicle constraint conditions including a vehicle width and
a minimum turning radius of an unmanned vehicle 20 are
input, while geometrical constraint conditions including a
travel route generation range 8 in which the unmanned
vehicle 20 is to travel, an obstacle 9 to avoid, and positions
and direction of the entrance point 11 and the exit point 14 are
input (step 201).
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[Travel Route Generating Step]

A travel route 10 is generated such that the vehicle con-
straint conditions and the geometrical constraint conditions
are satisfied and the cost function value of the cost elements at
least including the magnitude of the curve and/or the rate of
change ofthe curve is minimized. Specifically, the magnitude
ofthe curve is obtained from a curvature of the travel route or
a steering angle, and the rate of change of the curve is
obtained from a rate of change of curvature of the travel route
or a steering operation amount. Thus, a travel route is gener-
ated such that the vehicle constraint conditions and the geo-
metrical constraint conditions are satisfied and the cost func-
tion value of cost elements at least including the curvature of
the travel route or the rate of change of the steering angle
and/or the curvature of the travel route, or the steering opera-
tion amount of the unmanned vehicle is minimized (step 202).

A cost function E is defined here. The cost function E will
be described below.

If route generation is to be performed in consideration of
optimality, not only distance but also magnitude of curvature
and rate of change of curvature must be taken into consider-
ation. According to this embodiment, route search is per-
formed by using an improved Dijkstra algorithm described
later. Before performing the route search, the cost required to
reach each vertex is estimated not only based on the distance
but also based on an estimated value of a magnitude of cur-
vature and a rate of change of the curvature. Further, the route
search is conducted in consideration of the vehicle orientation
at the starting point and the end point as described below.

Consideration of Vehicle Orientation at the Starting Point
and End Point:

In order to take into consideration the vehicle orientation at
the starting point and the end point, virtual points Ps and Pg
are located as shown in FIG. 40, provided that the formula
below is satisfied.

Curvature:

Curvature x of a curve is defined as a coefficient of varia-
tion of tangential line slope 0, and is represented by the
following formula (1).

K=d0/ds (1)

As shownin FIG. 41, an estimated value ki of the curvature
at a point of junction Pi is estimated by dividing an angular
variation Mi of the edge at the point of junction Pi by an
average value of lengths of edges located before and after the
point of junction Pi, as represented by the following formula

Q).

[Ex. 1b]

AG;

) @
AV

Estimated values of curvature k0 and kn at the start point
PO and the goal point Pn are obtained by approximating a
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circle passing three points PO, Ps and P1, and a circle passing
through three points Pn-1, Pg and Pn by a curvature circle,
respectively (see FIG. 40). As shown in FIG. 42, the center P0
(x0, y0) of the circle passing the three points PA, PB and PC
can be obtained by formulae (3) and (4) below. Therefore, the
radius r can be obtained by a formula (5).

[Ex. lc]
(¢ =25 + e~ Yp)vB = ya) = ®
o (5 = X5 + VB —¥A)ve —y8)
7 2{(ec —2p)05 — ya) — g —%4) e — ¥8))
(xp — X5 + V5 — ya)xc —x8) - S
~ (X¢ — X5+ Y& — ¥B)(xp — %a)
Y0 e — %0005 — ya) - Gz — X (ye —ya))
)

r=y (xa —%0)2 +(ya — ¥o)?

The curvature x is estimated as an inverse number of this
radius r, as represented by a formula (6) below.

Kk=1/r

Q)

Rate of Change of Curvature:

A value of rate of change of curvature at the point of
junction Pi of the edges is estimated from a formula (7) below
based on the estimated value k of the curvature obtained as
described above. The rate of change of curvature at the start-
ing point P0 is set to zero.

[Ex. 1d]
% ke —key @]
ds ~ I

Cost Function E:

Thus, the cost function E is defined as a formula (8) below,
in consideration of not only the distance but also the magni-
tude and rate of change of the curvature. The first term of the
formula (8) reduces the turning radius of the vehicle by reduc-
ing the curvature. The second term reduces the steering opera-
tion amount per unit distance by reducing the rate of change
of curvature. The third term shortens the travel distance. In the
formula (8), a, f and y denote weighting constants.

[Ex. le]

E=aY ki +AY |5

®

+7’Z I

In the formula (7) above, “the curvature of the travel route”
in the first term may be replaced with “the steering angle of
the vehicle”. Further, “the rate of change of curvature of the
travel route” in the second term may be replaced with “the
steering operation amount of the vehicle”.

FIG. 5B shows a processing step included in the travel
route generating step (step 201) in FIG. 5A.

Specifically, the travel route generating step (step 201)
includes the processing step as follows.
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[Step to Generate a Travel Route for the Unmanned Vehicle
20 by Inserting a Switchback Point 12]

The travel route 10 for the unmanned vehicle 20 is gener-
ated with a switchback point 12 determined so as to minimize
the cost function value (step 211).

FIG. 5C shows processing steps included in the travel route
generating step (step 201) in FIG. 5A.

Specifically, the travel route generating step (step 201)
includes the processing steps as follows.

[Step to Determine Necessity of a Switchback Point 12]

It is determined whether or not the generated travel route
10 satisfies the vehicle constraint conditions and/or geometri-
cal constraint conditions, or whether or not the cost function
value is reduced by insertion of a switchback point 12 (step
221).

[Step to Generate a Travel Route for the Unmanned Vehicle
20 by Inserting a Switchback Point 12]

If it is determined that the generated travel route 10 does
not satisfy the vehicle constraint conditions and/or geometri-
cal constraint conditions, or that the cost function value is
reduced by insertion of a switchback point 12 (YES in step
221), the travel route 10 for the unmanned vehicle 20 is
generated with the switchback point 12 that is determined so
as to minimize the cost function value (step 222).

FIG. 5D shows processing steps included in the travel route
generating step (step 201) in FIG. 5A.

Specifically, the travel route generating step (step 201)
includes the processing steps as follows.

[Interpolation Point Searching Step]|

Interpolation points in a travel route 10 along which the
unmanned vehicle 20 is to travel are searched (step 231).

[Interpolation Step]

The interpolation points are interpolated in a route passing
from the entrance point 11 to the exit point 14 via the inter-
polation points (step 232).

The search in the interpolation point searching step and/or
the interpolation in the interpolation step should be per-
formed so as to minimize the cost function value.

The interpolation in the interpolation step is performed by
using a B-spline curve.

Particulars of the travel route generating method described
above will be described more specifically.

[Vehicle Constraint Conditions]

FIG. 6A is a table indicating constraint conditions defining
limiting conditions for size, travel, control of the unmanned
vehicle 20, etc. FIG. 6B is atop view of the unmanned vehicle
20, showing dimensions of the unmanned vehicle 20. FIG. 6C
is a top view showing how the unmanned vehicle 20 makes a
turn. FIG. 7A is a top view showing how the unmanned
vehicle 20 steers.

The vehicle constraint condition includes distance FSize
from a vehicle reference point 20c¢ to the front end of the
vehicle body of the unmanned vehicle 20 (see FIGS. 6A and
6B), distance RSize from the vehicle reference point 20¢ to
the rear end of the vehicle body (see FIGS. 6A and 6B),
vehicle width Width (see FIGS. 6 A and 6B), wheelbase WBL
(see FIGS. 6A and 6B), minimum turning radius (see FIGS.
6A and 6C), maximum forward travel speed, maximum
reverse travel speed, maximum acceleration, maximum
deceleration, maximum allowable reverse acceleration, and
average maximum steering operation amount per unit time
(see FIGS. 6A and 7A).

[Geometrical Constraint Conditions]

FIG. 7B is a diagram showing geometrical constraint con-
ditions defining constraint conditions of a region in which an
unmanned vehicle 20 travels. The geometrical constraint con-
ditions includes a travel route generation range 8 in which the
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unmanned vehicle 20 is to travel, an obstacle 9 to avoid,
position and direction of the entrance point 11, position and
direction of the exit point 14, position and direction of the halt
point 13, and position of the switchback point 12.

[Route Optimality Conditions]

In order to reduce the traveling cost of an unmanned
vehicle 20, it is necessary to shorten the time required for the
travel of the unmanned vehicle 20, to reduce fuel consump-
tion, and to reduce the load on the tires and vehicle body. In
order to reduce fuel consumption, it is necessary to reduce the
accelerating/decelerating speed, and to shorten the total dis-
tance. In order to reduce the load on the vehicle body and tires,
it is necessary to reduce the steering operation amount per
unit distance (to reduce the rate of change of curvature), and
to enable smooth steering operation (to reduce variation in
steering operation amount). An approximated value of varia-
tion in steering operation amount can be obtained by using a
quadratic differential value of curvature.

According to this embodiment of the invention, a travel
route 10 is generated so as to satisfy the above-described
route optimality conditions taking various cost elements into
consideration, in addition to the vehicle constraint conditions
and the geometrical constraint conditions described above.

[Generation of Basic Route]

A method of generating a basic route of a travel route 10
will be described.

FIG. 8 shows sequences of processing steps of abasic route
generating method. Description will be made with reference
to FIG. 8.

FIG. 8 is a flowchart showing specific processing steps in
the travel route generating step (step 201) shown in FIG. 5.

[Calculation of a Minkowski Sum)|

A Minkowski sum calculating technique is applied to the
geometrical constraint conditions to expand the route genera-
tion range 8 and the obstacle 9. Specifically, a disc with a
diameter corresponding to the vehicle width of the unmanned
vehicle 20 is moved along the boundary of the route genera-
tion range 8 and the boundary of the obstacle 9, and a total
sum thus obtained is set as an expanded region. The region in
which the unmanned vehicle 20 is allowed to travel is defined
by the outlines of the expanded route generation range 8 and
obstacle 9, whereby the unmanned vehicle 20 can be pre-
vented from interfering with the route generation range 8 or
the obstacle 9.

FIGS. 16 A and 16B are diagrams for explaining the calcu-
lation of the Minkowski sum.

FIG. 16 A shows a route generation range 8 and obstacles 9
as input.

The boundary 8a of the route generation range 8, the
boundaries 9a of the obstacles 9 and the boundary of the disk
for the unmanned vehicle to travel are approximated using
polygons, and the calculation of the Minkowski sum is per-
formed. According to this embodiment of the invention, the
boundary of the route generation range 8 and the obstacles 9
are expanded by a half width of the unmanned vehicle 20, so
that the unmanned vehicle 20 is allowed to move without
interfering with the boundary of the route generation range 8
or the obstacles 9. This expansion amount is a minimum
amount required to prevent the unmanned vehicle 20 from
interfering with the obstacles while traveling. Therefore, this
does not necessarily ensure the prevention of interference.
The traveling unmanned vehicle 20 is oriented in a variety of
directions. This makes it difficult to estimate an adequate
expansion amount. Specifically, the Minkowski sum is used
in which the sum of sets A and B is defined as follows.

ADB={x+ylxed,yeB} [Ex. 1]
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FIG. 16B shows the Minkowski sum of the route genera-
tion range 8, the obstacles 9 and the disc. The boundary 8a of
the route generation range 8 is expanded to an outline 85.
Likewise, the boundaries 9a of the obstacles 9 are expanded
to outlines 95.

The outlines 85 and 95 of the route generation range 8 and
the obstacles 9 estimated by the Minkowski sum are repre-
sented by circular arcs and straight lines. In order to draw
visibility graphs as described later, outlines of those parts
represented by the circular arcs are turned into polygons by
connecting several points on the circular arcs.

These are the particulars of the Minkowski sum calculating
processing (step 301).

[Generation of Visibility Graphs]

Next, visibility graphs are drawn with respect to the route
generation range 8 and the obstacles 9 estimated by the
Minkowski sum. The term “visibility graphs” refers to a set of
edges obtained by connecting the vertices of the outlines
(polygons) of the route generation range 8 and the obstacles 9.
In other words, the visibility graphs are a set of edges obtained
connecting the vertices of the outlines so as to ensure “vis-
ibility” between each pair of vertices without passing through
the obstacles 9. The visibility graphs are generally used for
obtaining a minimum distance. For obtaining an optimal
route here, those visible edges which are not tangential lines
at the vertices are previously omitted since they cannot be a
shortest route.

FIG. 17 shows an example of visibility graphs drawn with
respect to the Minkowski-summed outlines 85 and 95 of the
route generation range 8 and the obstacles 9. As for the parts
of the Minkowski-summed outlines 85 and 95 of the route
generation range 8 and the obstacles 9 which assume a circu-
lar arc shape, the arc length is divided into five equal lengths
by points, and these points are interconnected to form a poly-
gon.

When two vertices are “visible to each other,” or when a
line segment connecting two vertices intersects none of the
Minkowski-summed outlines 85 and 95 of the route genera-
tion range 8 and the obstacles 9, these vertices are determined
to be mutually visible and interconnected with a line segment
(visible edge). Each edge between adjacent vertices on the
obstacles 9 is a visible edge.

For obtaining a minimum distance, those visible edges
which are not tangential lines at the vertices are previously
omitted since they cannot be a shortest route. If the edges
form a concave shape, they are not tangential lines.

A method of determining whether or not a line is a tangen-
tial line will be described with reference to FIG. 18.

As shown in FIG. 18, a vector extending from a vertex P to
a point Q located on a visibility graph is denoted by V, while
vectors extending from the vertex P to its adjacent vertices are
denoted as follows.

a5 [Ex. 2]

In this case, the vector V is represented by the following

formula (3.1).

[Ex. 3]

T+ad+pb (3.1)

The coefficient o and f§ in the equation (3.1) above are found,
and it is determined that the line is a tangential line if the
relationship of ap<0 is satisfied between these two coeffi-
cients o and .

Then, a line segment is drawn only when the conditions are
satisfied that the edge between the two vertices is a visible
edge and the line is a tangential line. FIG. 19 shows graphs
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obtained after the edges which are not tangential lines are
removed from the visibility graphs shown in FIG. 17.

However, the directions of the entrance point 11, the exit
point 14, the switchback point 12, and the halt point 13 have
not yet been taken into consideration in the visibility graphs
shown in FIG. 10.

These are the particulars of the processing to generate
visibility graphs (step 302).

[Search for Edges to be Optimum Route Candidates (Inter-
polation Point Candidates) by Improved Dijkstra Algorithm]

In the next step, edges to be optimum route candidates are
searched for by applying improved Dijkstra algorithm.

Common Dijkstra algorithm is a method of obtaining a
shortest route from a starting point to an end point in an area
including a plurality of polygonal obstacles with the use of
graphtheory. Inthe case of route generation for the unmanned
vehicle 20, however, consideration has to be given not only to
distances but also to magnitudes of curvatures and rates of
change of curvature for the purpose of cost reduction.
According to this embodiment, therefore, a search method
obtained by modifying the common Dijkstra algorithm is
employed.

First, the common Dijkstra algorithm using a basic dis-
tance as a weight will be described with reference to FIG. 20.

FIG. 20 shows a route realizing a minimum distance
between the starting point and the end point.

The route shown in FIG. 20 is obtained by the algorithm as
schematically described below. A distance between vertices i
and j for which an edge has been formed by the visibility
graph is calculated and stored as Mij and Mji ofa 2D array M
of maximum nxn elements. If no edge is formed, sufficiently
great values are stored. Searches are conducted such that lines
are extended from the starting point to all the edges of the
visibility graphs at constant velocity to find a minimum dis-
tance from the starting point for each of the vertices. Each of
the vertices is thus checked to find a route with a minimum
distance until reaching the end point.

In this manner, distance is used as a weight for each edge,
so that a combination of edges in which the weights become
minimum, in other words, a combination of edges in which
the total distance is minimized is searched for.

Thus, a route of a minimum distance is obtained as shown
in FIG. 20.

However, the common Dijkstra algorithm does not con-
sider the directions of the entrance point 11, the exit point 14,
the switchback point 12, and the halt point 13.

In contrast, this embodiment employs an improved Dijk-
stra algorithm obtained by improving the common Dijkstra
algorithm. According to the improved Dijkstra algorithm, an
optimum combination of candidate edges for the unmanned
vehicle 20 is searched for by determining a weight for each
edge by predicting a magnitude of curvature, a steering opera-
tion amount per unit distance and the like in addition to the
distance. Specifically, a combination of route candidate
edges, that is, a candidate for interpolation point is searched
for so as to minimize the cost function values of the cost
elements including the curvature of the travel route 10 and
steering operation amount (rate of change of curvature) of the
unmanned vehicle 20, in addition to travel route length. Natu-
rally, the search is conducted in consideration of the starting
point and the direction of the starting point of the route.

A cost function E is defined as the following formula.

[Ex. 4]

a0
Esw1f|k|d5+w2f‘a ds+W3fds

In the formula (3.2) above, Kk denotes a curvature, 6 denotes
a steering operation amount, s denotes a distance from the

3.2)
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starting point, and w1, w2 and w3 denote weighting con-
stants. The first term of the formula above is for enlarging a
turning radius (inverse number of the curvature x), the second
term is for reducing the steering operation amount per unit
distance, and the third term is for shortening the travel dis-
tance. If the values of the terms are reduced to reduce the
value of the cost function E, the turning radius is enlarged, the
steering operation amount per unit distance is decreased, and
the travel distance is shortened.

The relationship between the steering angle 6 and the cur-
vature K is represented by the following equation when the
wheelbase length is denoted by WBL.

[Ex. 5]

tan(0)-k/ (3.3)

Accordingly, the right side first term is represented by the
following formula.
[Ex. 6]

Right side first team = wy flklds = 34

{4
Wlfltanl( )lds = M/lfltan(O)ldsz wifl@lds = MZlAOil

In the formula above, w'1=w/WBL, and approximation is
made on the assumption that the value of 0 is small and
curvature of each segment is fixed.

Further, as shown in FIG. 21, the right side second term is
approximated as a steering operation amount per unit dis-
tance by setting a variation angle between two straight lines at
acertain vertex as a steering operation amount and dividing it
by the distance of that segment. Accordingly, the formula
(3.2) above is rewritten as follows.

[Ex. 7]

Exw, > 1] +w’22|g| +w3 " Asi

(3.5)

Correction as described below must be made at the starting
point and the end point which are given directions.

In order to obtain a cost at a point P in FIG. 22, a virtual
point St is arranged on a straight line which divides into two
an angle formed between a direction vector for the starting
point and a vector from the starting point to the next point, so
that the direction of the starting point is considered. A point
Gt is likewise arranged to divide into two an angle between a
vector from the point P to the end point and a direction vector
for the end point. Thus, a route can be obtained in consider-
ation of the directions of the starting point and end point. The
points used for calculation are determined by extracting only
feature points using, for example, Douglas-Peucker algo-
rithm. This is because the increased number of points will
increase the cost. The calculation algorithm is the same as that
of'the Dijkstra algorithm. FIG. 23 shows the results obtained
by this method. It can be seen that whereas no consideration
has been given to the directions of the starting point and end
point in the results obtained by employing the common Dijk-
stra algorithm shown in FIG. 20, the directions of the starting
point and end point are taken into consideration in the results
obtained by employing the improved Dijkstra algorithm
shown in FIG. 23.
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These are the particulars of the processing using the
improved Dijkstra algorithm (step 303).

[Interpolation with B-Spline Curve]

In the next step, interpolation is performed by using, for
example, a 3D B-spline curve while setting, as interpolation
points, the vertices connecting the edges obtained by employ-
ing the improved Dijkstra algorithm. However, the interpola-
tion may be performed by using any other B-spline curve than
the 3D B-spline curve.

Description will be made of a method of finding a B-spline
interpolation curve when there are (n+1) interpolation points
{Qk} where k=0, . . . , n, and directions are given at the
starting point and the end point.

A control point and a knot vector are required to draw a
B-spline curve. Therefore, at first, description will be made of
how to find a knot vector.

When a sum of the arc lengths is denoted by d, the follow-
ing equation is established.

[Ex. 8]

n 3.6)
d =Z 1Ok = Qptl

k=1

If conditions are set as represented by the formulae below:

[Ex. 9]
=0 (3.7
U, =1
Bo= T+ 1Ok = Qpil
d
k=1 n-1

components of the knot vector are obtained as represented by
the following formulae if the order is p.

[Ex. 10]
Uo= . .. =, =0 1, = . Sl oD
Usp=tij=1,. .., n-1 (3.8)

Next, the control points are found for the case in which the
order is three.

The control points are denoted by {Pi}. Since directions are
given to the starting point and end point, the following for-
mulae:

[Ex. 11]
Po=0o

P =Py+aD, (3.9

Pri1=PptBD,

P2=0, (3.10)
are established, and P0, P1, Pn+1, and Pn+2 can be obtained
directly. In the equations above, Di denotes their respective
unit vectors.

Interpolation points in a three-dimensional B-spline curve
can be represented by the following equation:

[Ex. 12]

Qk:C(gk):Nk,S (%)P k+Nk+1,3(5k)P er 1HV] k+2,3(zk)P T2 (3.11)

where k=1, .. ., n-1.
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When assignment is made as represented by the following
formulae:

[Ex. 13]

ak:Nk,S(Zk) bk:Nk+l,3(gk) Ck:Nk+2,3(;k) (3.12)

the control points {Pi} can be obtained by solving the follow-
ing diagonal system:

[Fx 14]
Q1-a1 P by ¢ 0 ... 0 0 0 P, (3.13)

%) @ by o 0 P

On-2 0 0 0 .. @p2 bu2z Cua || Pot

On-1 —en-1 Pns1 00 0 ... 0 a1 bpall Pu

This system is a linear system having (n—1) unknowns. FIG.
24 shows an example of an interpolated B-spline curve.

These are the particulars of the interpolation processing
using a B-spline curve (step 304).

Some of the interpolation point candidates obtained by the
improved Dijkstra algorithm may be located on the
Minkowski-summed obstacles 9 or the like. Therefore, a
curve obtained based on such interpolation point candidates
does not necessarily define an optimal route, for example
because it does not satisfy the turning limit of the unmanned
vehicle 20. Therefore, it is determined whether or not an
interpolation point must be moved by determining whether or
not the interpolation point candidates satisfy the vehicle con-
straint conditions including the minimum turning radius of
the unmanned vehicle 20 (step 305).

[Optimization of the Interpolation Point]

If the interpolation point must be moved (YES in step 305),
the interpolation point is moved to optimize the interpolation
point. This is performed by setting an arbitrary lattice near the
interpolation point obtained by the improved Dijkstra algo-
rithm, finding a point, from among the lattice points, where
the cost function value of the cost elements including curva-
ture and steering operation amount becomes minimum, and
determining this point as a new interpolation point.

Specifically, the interpolation point obtained by the proce-
dures described so far is located on the Minkowski-summed
obstacle. Thus, the curve drawn to pass the interpolation point
does not satisfy, for example, the minimum turning radius
unmanned vehicle 20, as shown in FIG. 25A as the route
before correction, and thus the curve does not necessarily
define a suitable route. Accordingly, the interpolation point is
optimized by moving, as required, the interpolation point on
the basis of the interpolation point having been obtained so
far.

A cost function (object function energy) E for optimizing
the interpolation point is defined by the following formula:

[Ex. 15]

a0
EEW4f|k|dS+W5f‘a

and the function value is minimized. In the formula (3.14)
above, w4 and w5 denote weighting constants. Approxima-

s (3.14)
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tion is made in the same manner as in the formula (3.5) above,
whereby the following formula is obtained:

[Ex. 16]

EzngAO; +W;Z % (3.15)

A lattice having half a width of the vehicle width Width is
formed near the interpolation point, and a lattice point at
which the value of the cost function E becomes minimum is
selected as a new interpolation point, from among the lattice
points.

FIG. 25B shows the new interpolation point and a corrected
route drawn to pass this new interpolation point (step 306).

[Optimum Interpolation]

Even if the interpolation point is the same, the cost for the
unmanned vehicle 20 differs depending on the shapes of
curves passing the interpolation point. Therefore, a shape of a
curve passing each interpolation point is found such that the
cost function value of the cost elements including curvature
and steering operation amount become minimum. Specifi-
cally, this is performed by optimizing the magnitudes of tan-
gential line vectors o and f at the starting point and the end
point of the curve. The tangential line vectors o and f at the
starting point and the end point are normally unit vectors and
no magnitude is given to them. The curvature or the like of the
curve connecting between interpolation points varies accord-
ing to the magnitudes of the direction vectors o and 3. There-
fore, the curvature of the curve connecting the interpolation
points is optimized by adjusting the magnitudes of the direc-
tion vectors o and f so as to minimize the cost value.

This will be described more specifically.

FIG. 26 shows how the shape of a curve connecting inter-
polation points varies according to values of the coefficient o
in the formula (3.9) above and the coefficient f§ in the formula
(3.10) above.

The coefficients o and f§ are determined such that the cost
function value (object function energy) represented by the
following formula (3.16) becomes minimum:

[Ex. 17]

2 ok Y?
Esfkds+f(—)ds
ads

The right side first term of the formula (3.16) above is a
term for reducing the absolute value of curvature. The right
side second term is a term for reducing the steering operation
amount per unit distance.

By solving the formula (3.13) above, the control points can
be represented by the following formula:

(3.16)

[Ex. 18]
Po I Ae  Bo Co | (3.17)
Py At B G
. . . .=l
' B
Pn+2 An+2 Bn+2 Cn+2

Thus, on the basis of the following definitional equation of
a B-spline curve:
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[Ex. 19]

CO =Y NipOP; (3.18)
the following formula:

[Ex. 20]

C(t)=A+Bo+Cp (3.19)

is obtained. In this formula (3.19), the following formulae are
(3.20) established:

[Ex. 21]
AZ(NA
B-S(NBt)

C=N,CP) (3.20)

Likewise, the following formulae (3.21) are established:

[Ex. 22]
C'(H)=4"+B'a+CP
A=S(N'4,)
B=S(N'B,a)
C=S(VCP)
C'()=A"+B"a+C"B
A-ZN"A)
B'=3(N"B)

C=E(N"CB) @21

The cost function E can be obtained by applying these for-
mulae to the formula (3.16) above. In order to minimize the
value of this cost function E, the Steepest Descent algorithm,
for example, is used to perform optimization.

The Steepest Descent algorithm is a technique used for an
optimization problem. According to this technique, as shown
in FIG. 27, update is repeated from tilt of the potential surface
(first-order differential) to the direction where the system
energy becomes lower to thereby sequentially search for
function values E1, E2, E3, and E4, which become smaller
and smaller, and to finally search for a minimum value Emin.
The calculation is performed in the steps as follows.

1. At first, an initial value

[Ex. 23]

xO=(o,Bo)”
is input.
2. When the state x is x(k), the value of the state x is updated
as represented by the following formula (3.22):

[Ex. 24]

(3.22)

(k) IO
x(kﬂ):x(k)_/\(BE(x ) JE(x )]

dar ap
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In the formula (3.22) above, A is a parameter for determin-
ing a rate of a value to be updated by one update, and A
normally assumes a small positive value.

3. The update of the state x is repeated until the following
formula is obtained:

E(x®-E(x%*Dy<w) [Ex. 25]

where o is a threshold value, or the following formula is
obtained.

E@ Dy>E(x®) [Ex. 26]

The updating rate A of the state x will be described here.
The updating rate A is a positive value, and the following
relationship must be satisfied.

E(GHEE

It is desirable that A assumes an extremely small value in
order to ensure highly accurate optimization, but it will
increase the number of updates and the time required for
calculation. Therefore, as shown in FIG. 28, the cost function
(objective function) E(A) using A as the parameter is approxi-
mated by suitably giving it three points so that approximation
is enabled on a downward convex quadratic curve. A value of
A assuming a minimum value of the approximated quadratic
function is determined as the updating rate of the state x. This
technique enables efficient calculation (step 307).

[Application of a Maximum Curvature Reduction Tech-
nique]

A cubic B-spline curve, having curvature continuity, is a
suitable curve for a route. However, if a route has a radius
smaller than the minimum turning radius of the unmanned
vehicle 20, the unmanned vehicle 20 is physically inhibited
from traveling along the route. Therefore, the minimum
radius of the route is increased. In other words, the route
generation is made easier by applying a method of reducing
the maximum curvature.

On a B-spline curve, control points, which have an effect at
the time of obtaining points on the curve, can be changed by
changing the interval of knot vectors. Therefore, by enlarging
the knot interval in a place where the curvature is large, the
area where the control point in the vicinity of the enlarged
knot interval exercises effects is increased. This makes the
shape of the curve a shallower slope than the original curve. A
method of changing the knot vectors will be described below.

A B-spline curve is formed by sequence of Bezier curves
connected atknot intervals. Therefore, the following equation
(3.23) is solved for each knot.

[Ex. 28]

[Ex. 27]

Jkds=A0 (3.23)

In this calculation, a maximum curvature value C, . is
assigned to the curvature K, and a knot interval, Au=u,,, —u, is
used as ds. Maximum curvatures of the respective curves are
denoted by:

Crrocs Conces -+ C

[Ex. 29]

and knot intervals are denoted by Au,, Au,, Au,, . . .. In order
to change the knot intervals, a new interval ratio is set as the
following formula:

[Ex. 30]

Au'iAuss . AL =C YA
CrolAutz: ... 2C, TAu:

max max B e

(3.24)

wherein Au', denotes a new knot interval ratio. This operation
is repeated until the maximum curvature is satisfied, or for a
certain number of times (step 308).
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[Check for Interference with the Unmanned Vehicle 20]

It is then checked whether or not obstacles 8 or the like
interfere with the unmanned vehicle 20 (step 309).

If it is determined that there is something interfering with
the unmanned vehicle 20 (YES in step 309), the processing
returns to step 306 where the interpolation point is moved
again.

If it is determined that there is nothing interfering with the
unmanned vehicle 20 (NO in step 309), the processing is
terminated (step 310).

These are the particulars of the basic route generating
method.

When the unmanned vehicle 20 performs soil discharging
(or loading) work at the halt point 13, the unmanned vehicle
20 is required to proceed to the halt point 13 in its reverse
traveling state. In this case, a single switchback point 12 must
be provided in the route generation range 8 so that the vehicle
body of the unmanned vehicle 20 turns its traveling direction.
When the minimum turning radius of the unmanned vehicle
20 is satisfied by the curve obtained by the basic route gen-
erating method described above, two switchback points 12
must be provided to allow the unmanned vehicle 20 to turn its
traveling direction.

Each switchback point contains three unknowns, position
(x,y)and orientation (0). A resulting travel route 10 will differ
depending on the position (%, y) of the switchback point 12
and the orientation (6) of the unmanned vehicle 20 at the
switchback point 12. Load applied to the unmanned vehicle
20 will also differ significantly depending on these values.

Therefore, cost functions are defined also for determining
the switchback point 12, and calculation is performed to
minimize the cost function value to thereby optimize the
travel route 10. Cost elements, functions of which are used for
determining the switchback point 12, comprise curvature,
steering operation amount, route length, and stationary steer-
ing operation amount, as described later.

When performing processing to optimize the switchback
point 12, there are countless points which can be candidates
of the switchback point 12 in the route generation range 8.
There are also many local optimal solutions. Therefore, it is
undesirable to use the local search algorithm. Therefore, opti-
mization of the switchback point 12 is performed by using the
simulated annealing algorithm as a global search algorithm.

[Determination of Necessity of Switchback]

It is determined that switchback is necessary based on the
criteria as listed below.

a) The moving direction when starting from the starting
point is reverse and the moving direction when reaching the
end point is forward.

b) The moving direction when starting from the starting
point is forward and the moving direction when reaching the
end point is reverse.

¢) The generated route does not satisfy the vehicle con-
straint conditions, for example, does not satisfy the minimum
turning radius.

d) The generated route does not satisfy the geometrical
constraint conditions. For example, the route interferes with
the obstacle 9. However, if there is no route on the visibility
graphs, this problem is not solved by increasing the number of
switchback points, and hence it is determined that the route
generation has been failed.

e) The cost function value is reduced by insertion of a
switchback point. Specifically, comparison is made between
when a switchback point is inserted for optimization and
when not inserted, and it is determined that switchback is
necessary if the cost function value is reduced by inserting the
switchback point.
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FIGS. 29A and 29B show an example of a case in which a
switchback point is inserted when the minimum turning
radius of the unmanned vehicle 20 is not satisfied.

It is assumed that, as shown in FIG. 29A, a route has been
generated without inserting any switchback point from the
starting point to the end point. However, this route does not
satisfy the minimum turning radius of the unmanned vehicle
20. Therefore, as shown in FIG. 29B, aroute is generated with
two switchback points 12 being provided on the route, so that
the unmanned vehicle 20 can travel with a turning radius
which is greater than the minimum turning radius.

Description will be made on the cost function used for
optimizing the switchback points 12.

The cost function E for the route including the switchback
points 12 is formed by the cost elements as described below.

Cost function E = (3.25)

A xturning radius cost + B X steering operation amount cost +
C x steering smoothness cost + D Xroute length cost +

Ee X stationary steering at switchback point

In the formula (3.25) above, A, B, C, D, and Ee denote
weighting constants for specifying which cost elements the
emphasis should be placed on. The cost elements, namely, the
turning radius cost, the steering operation amount cost, the
steering smoothness cost, the route length cost, and the sta-
tionary steering cost at the switchback point are defined as
described below.

[Turning Radius Cost]

Turning radius cost is obtained by wholly integrating,
along the route, the momentary cost obtained based on the
curvature. For example, it is assumed that the vehicle cannot
reach its maximum speed V,, (s) at a position which has
been s-moved along the route when the curvature k(s) at that
position is greater than the threshold value i, (s), which is
represented by the following formula:

Maximum allowable centripetal acceleration
Vinax (5)2

fo(s) = [Ex. 31]

Therefore, the momentary cost E(s) which is obtained based
on the curvature using K,(s) is defined as follows.

E(s)=max(0,lk(s)I~ko(s)) [Ex. 32]

In this case, the turning radius cost is represented as fol-
lows.

Turning radius cost:pr(s)ds [Ex. 33]

On the basis of the relationship between curvature k and
steering angle 0, represented by the equation:

tan(6)=wheelbase lengthxk

the steering angle 6(s) corresponding to the curvature k(s),
and the steering angle 0,(s) corresponding to the threshold
value K,(s) are obtained, and the momentary turning radius
cost Eg(s) and the turning radius cost may be obtained by the
following formulae:

Momentary turning radius cost: Eg(s)=max(0,0(s)-6,
O)]

Turning radius cost=0Eg(s)ds [Ex. 34]
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[Steering Operation Amount Cost]

Steering operation amount cost is obtained by line integrat-
ing, along the route, the momentary cost obtained from the
steering operation amount. For example, it is assumed that the
vehicle cannot reach its maximum speed V.. (s) at a position
which has been s-moved along the route, if the steering opera-
tion amount dB(s) per unit distance at that position is greater
than d6,(s) which is represented as the following formula:

[Ex. 35]

Maximum steering operation amount per unit time
Vinax ()

do(s) =

Therefore, the momentary cost E 4(s) obtained based on the
steering operation amount is defined as follows, using d0(6).

E jo(s)=max(m1do(s)],1d0(s)1-dBy(s)) [Ex. 36]

The steering operation amount cost is represented as the
following formula.

Steering operation amount cost=[E ;5(s)ds [Ex. 37]

The term mIdO(s)! is a term for improving the effect of
preventing wobble at low speed, and m denotes a weighting
constant.

Ifthe equation of d8(s) is solved using the curvature k(s),
the variation di,(s) of the corresponding curvature is repre-
sented by the following formula.

1 4+ (Wheelbase lengthx k(s)? [Ex. 38]

dho(s) = Wheelbase length

do(s)

Thus, the momentary cost Edk(s) and the steering operation
amount cost may be obtained as follows.

Edk(s)=max(m|dk(s)|,|dk(s)|-dkO(s)) [Ex. 39]

Steering operation amount cost=[Edk(s)ds

Thus, the steering operation amount cost is obtained as a
curvilinear integral along the route of the curvature variation.

[Steering Smoothness Cost]|

Steering smoothness cost is obtained by line integrating,
along the route, the momentary cost obtained from the varia-
tion of steering operation amount. For example, the momen-
tary cost and the steering smoothness cost can be represented
as the following formulae.

E2o8)=1d0(s)!

Steering smoothness cost=[E 24(s)ds [Ex. 40]

The steering smoothness cost may be obtained so as to be
a curvilinear integrate along the route of a quadratic differen-
tial value of the curvature. In this case, the momentary cost
and the steering smoothness cost are represented by the fol-
lowing formulae.

E p(s)=1d%(s)|

Steering smoothness cost=fE 2, (s)ds

[Route Length Cost]
Route length cost can be obtained by an equation:

[Ex. 41]

Route length cost=route length.

However, in a case in which mobility performance of the
vehicle significantly differs between forward travel and
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reverse travel, for example, the route length cost may be
obtained by weighting according to characteristics of the
route as follows:

Route length cost=forward travel costxforward travel
route length+reverse travel costxreverse travel
route length.

[Stationary Steering Cost at Switchback Point]

Stationary steering will occur if the route is generated such
that steering is performed at a switchback point and near the
switchback point pole. Therefore, the stationary steering cost
at the switchback point can be calculated by line integrating
the steering operation amount d6(s) per unit distance exclu-
sively for a short section before and after the switchback
point.

Specifically, when it is assumed that the n-th switchback
point is located at a position which has been s, -moved along
the route, the stationary steering cost at the switchback point
can be defined as follows, using a short distance constant L.

Stationary steering cost at switchback point = [Ex. 42a]

Sn+L
Z f |d6(s)|ds
o Jsn-L

Alternatively, the stationary steering cost at the switchback
point may be obtained by the following equation so as to be
curvilinear integral of the rate of change of curvature.

Stationary steering cost at switchback point = [Ex. 42b]

Sn+L
Z f |dk(s)|ds
7 Jsn-L

These are the particulars of the cost function E used for
determining the switchback point 12.

FIG. 9 shows an algorithm for optimizing the switchback
point 12 using the simulated annealing (hereinafter, abbrevi-
ated as SA) algorithm.

The simulated annealing (SA) algorithm is an optimization
technique similar to the Monte Carlo method. It is named
after the term “annealing” used in metallurgical engineering.
Annealing is a process in which a metal material is heated and
then cooled slowly so that crystals are allowed to grow and to
decrease the defects thereof. The heat treatment causes the
atoms to be separated from the state in which the initial
internal energy is locally extremely small and to transit to a
higher energy state. The slow cooling of the metal material
increases the probability that the atoms assume a state in
which the internal energy becomes even smaller than the
initial state. The SA algorithm simulates this annealing
method in terms of calculation. It is required in the local
search algorithm to consider how to escape from a local
optimal solution. In contrast, the SA algorithm is free from
such concern. In the SA algorithm, the points “s” in the search
space correspond to the “states” described above, and the
objective function E(s) to be minimized corresponds to the
internal energy. The following description will be made on
the calculation processes of the SA algorithm having three
parameters (X, y, 0) for each switchback point.

Firstly, initial values of annealing temperature T, and posi-
tion and direction of the switchback point 12 are set.

The initial setting for the state s, that is, the setting of the
initial values of the switchback point 12 differs between when
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a single switchback point 12 is provided and when two
switchback points 12 are provided.

[When Single Switchback Point is Set]

As shown in FIG. 30, an initial switchback point 12 is set at
a point spaced by a distance corresponding to a certain dis-
tance [.2 from a point spaced by a distance [.1 from the halt
point 13 on a curved route (if the curve length is less than 1,
a middle point of the curve in terms of the parameter) to a
direction of the normal on the convex side of the curve. The
direction of the normal is designated as orientation 6 at the
switchback point 12.

[When Two Switchback Points are Set)]

As shown in FIG. 31A, the point at which a section of the
curved route where the curvature radius does not satisfy the
minimum turning radius of the unmanned vehicle 20 (indi-
cated by the dashed line) starts is denoted by P(i1), while the
point at which the section where the curvature radius does not
satisfy the minimum turning radius of the unmanned vehicle
2 ends, passing a point where the curvature becomes its maxi-
mum, is denoted by P(i2). The middle point between the
points P(i1) and P(i2) in terms of the parameters il and i2 is
denoted by Q(i0).

Subsequently, as shown in FIG. 31B, a point on the curve
spaced from the point Q(i0) by a certain distance L5 in
descending order of the parameter with reference to the point
P(i1) is denoted by Q(i3). Likewise, a point spaced from the
point Q(i0) by a certain distance L, in the ascending order of
the parameter is denoted by Q(i4). The positions of points
moved from the points Q(i3) and Q(i4) thus obtained by a
certain distance L5 in directions of normals on the convex
side of the curve are set as initial values (x1, y1) and (x2, y2)
of the switchback points 12, respectively. The directions of
the normals are designated as orientations (61) and (62) at the
switchback points 12 (step 401).

Annealing steps are then performed from the initial tem-
perature T (steps 402 to 407).

Specifically, in each of the steps, the SA heuristic algorithm
checks several neighborhood states s, in the vicinity of the
current state s ;, to stochastically determine whether the sys-
tem should remains in the current state s or should transit to
any of the neighborhood states. In this determination, consid-
eration is given so that the system ultimately moves toward a
lower energy state. The transition probability is as follows.

[Ex. 43]
{ 1 when AE<0 (34D
P=q ar .
ekr  otherwise
In the formula (3.41) above,
[Ex. 44]
AE=E, . ~E . (3.42)

and k denotes a Boltzmann constant, and T denotes tempera-
ture.
The transition condition is represented by:

P>R (3.43)

where R is a random real number satisfying 0<R<1.

As indicated by the formula (3.41) above, transition always
occurs whenE,,,, is smaller than E_, ;. However, when E,,_ is
greater than E_,, transition is possible depending on prob-
ability. This is for preventing the algorithm sticking to a local

optimal solution.
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The state s (%, y, 0) is varied in dependence on temperature
T. The variation of the state s (x, y, 8) can be specifically
represented as follows.

[Ex. 45]
Xpew=Xorat(Ixrand,)

ynew:yold"'(Txmndy)

0,00,=0 o1+ (Txrandy) (3.44)
In the formulae (3.44) above,
rand,,rand,, [Ex. 46]

indicate random numbers, whose maximum values corre-
spond to half values of edge lengths in the respective direc-
tions of a bounding box (a square area representing boundary
lines) of the route generation range 8.

randg [Ex. 47]

denotes a random number in the range of —x to 7.

This annealing step is repeated, while slowly raising the
temperature T, until the rate of change of the system energy
becomes sufficiently high, for example, until it becomes
10000%, or until the scheduled calculation time is exhausted,
for example, until the step is repeated 200 times.

The sequence of processing steps will be described.

In the first step, a random number is obtained by using
random digits, the state s (X, y, 0) is varied in dependence on
the temperature T, so that the switchback point 12 (position
(X, v), and orientation 0) is changed as represented by the
formula (3.44) above (step 402).

A basic route is then generated so as to pass the changed
switchback point 12. The basic route is generated by using a
B-spline curve. The processing of steps 302 to 310 in FIG. 8
described above are performed to generate the basic route
passing the switchback point 12 (step 403).

Next, the route geometry cost E of the generated basic route
is calculated. Specifically, the cost function E of the formula
(3.25) described above is calculated for the generated basic
route (step 404).

Itis then determined whether or not the transition condition
is satisfied or not. As described above, the transition always
occurs when the current function value E, ., of the cost func-
tion E is smaller than the old one E ,,, whereas the transition
is possible depending on probability when the current func-
tion value E, ,, of the cost function E is greater than the old
one E_,, (step 405).

If the transition condition is satisfied, the switchback point
12 (position (X, y), and orientation 0) is updated (step 406).

If the transition condition is not satisfied, the processing
proceeds to step 407, where it is determined whether or not
the cooling condition is satisfied. As described above, it is
determined that the cooling condition is satisfied at the time
when the count value exceeds a certain number, or the varia-
tion in the cost function E becomes small enough, and the
processing proceeds to the next step 408, the cooling step.

In the cooling step, the temperature is slowly lowered from
the temperature T at the time of the termination of annealing.
This causes the system at first to seek an optimal solution in a
broad range of the search space, ignoring small changes of
energy function E, then to gradually narrow down the search
area toward a region with a lower energy, and ultimately to go
down to a region with the lowest energy. The cooling may be
scheduled in various ways, provided that it ends at the tem-
perature T of 0° C. According to this embodiment of the
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invention, as shown in FIG. 32, the cooling is performed in
accordance with the cooling schedule represented by the fol-
lowing formula:

To—T, 48
T‘-:To—i%(OsisN) [Ex. 48]

icycle

where i denotes a cycle (0=1=N).

The cooling is performed according to specific sequence of
processing steps described below.

The temperature T is updated in accordance with the cool-
ing schedule shown in FIG. 32 (step 408).

It is then determined whether or not the cooling termina-
tion condition is satisfied. Specifically, it is determined that
the cooling has come to an end when the cooling schedule
shown in FIG. 32 is terminated, or the function value of the
cost function E becomes smaller than the threshold value
(step 409). If the cooling termination condition is satisfied,
this switchback point optimizing algorithm is terminated
(step 410).

If the cooling termination condition is not satisfied, the
processing returns to step 402 and the same processing is
repeated.

Examples of the embodiment of this invention will be
described.

Methods employed in the examples of this embodiment are
roughly classified into “a method of fixing a switchback point
once generated” and “a method of reoptimizing a switchback
point due to addition of a switchback point”.

FIG. 10 shows a flow of “a method of fixing a switchback
point once generated”.

[Method of Fixing a Switchback Point Once Generated]

In the first step, as shown in FIG. 10, and in the same
manner as in step 301 of FIG. 8, a disc having a diameter
corresponding to the vehicle width is moved along the bound-
ary of the route generation range 8 and the boundary of the
obstacle 9, and a Minkowski sum is calculated (step 501).

It is then determined whether or not insertion of a switch-
back point 12 is necessary. This determination is made
according to the following criteria from among the determi-
nation criteria described above (those used for the determi-
nation of necessity of switchback):

a) the moving direction when starting from the starting
point is reverse and the moving direction when reaching the
end point is forward; and

b) the moving direction when starting from the starting
point is forward and the moving direction when reaching the
end point is reverse (step 502).

Accordingly, it is determined that insertion of a switchback
point 12 is necessary if the direction at the entrance point 11
is reverse and the direction at the exit point 14 is forward, or
if the direction at the entrance point 11 is forward and the
direction at the exit point 14 is reverse (YES in step 502), and
processing is performed to insert on switchback point 12.
This processing in step 503 is performed specifically accord-
ing to a “switchback position inserting flow” shown in FIG.
11.

In the “switchback position inserting flow”, as shown in
FIG. 11, initial values of a switchback point 12 to be inserted
are set in the same manner as in step 401 of FIG. 9 described
above. However, the number of switchback points 12 to be
inserted is one in this case. The initial values are set for the one
switchback point 12 (step 601).
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Subsequently, processing of “loop 2” is started (step 602),
and processing of steps 603 to 606 is repeated until the ter-
mination condition is reached (step 607). The termination
condition for the “loop 2” is, for example, that the number of
loops reaches its upper limit, or a predetermined convergence
condition is satisfied.

Once the processing of “loop 2” is started, processing of
“loop 3” is started first (step 603), and processing of “route
element optimization” as described later is performed on each
route element (step 604). When the “route element optimiza-
tion” processing has been performed on all the route ele-
ments, the processing of “loop 3” is completed (step 605), and
the processing proceeds to the next step 606.

The “route elements™ subjected to the processing of “loop
3” are defined as follows:

Specifically, the processing of “loop 3” is performed on:

1) a route element from the entrance point 11 to the first
switchback point 12;

2) a route element from the n-th switchback point 12 to the
(n+1)-th switchback point; and

3) aroute element from the last switchback point 12 before

the exit point 14 to the exit point 14.
When one switchback point 12 is inserted in the state where
there is no switchback point 12, the route elements is formed
by the “route element from the entrance point 11 to the first
switchback point 12, and the “route element from the last
switchback point 12 before the exit point 14 to the exit point
14”.

The “route element optimization” in step 604 is specifi-
cally performed according to a “route element optimizing
flow” shown in FIG. 12.

In the “route element optimizing flow” shown in FIG. 12,
firstly, visibility graphs of the route elements are generated in
the same manner as in step 302 of FIG. 8. Specifically, vis-
ibility graphs are generated for the “route element from the
entrance point 11 of the travel route 10 to the first switchback
point 127, and the “route element from the last switchback
point 12 before the exit point 14 to the exit point 14” (step
701).

Subsequently, in the same manner as in step 303 of FIG. 8,
the improved Dijkstra algorithm is applied to search the vis-
ibility graphs for edges to be optimum route candidates (inter-
polation point candidates) (step 702).

Then, interpolation is performed by using a B-spline curve
s0 as to pass the interpolation point candidate described above
(step 703).

Subsequently, processing of “loop 6” is started (step 704),
and the processing of “loop 6” is repeated until the number of
loops reaches its upper limit (step 708).

Once the processing of “loop 6” is started (step 704), a
correction amount for correcting the position of the interpo-
lation point and a correction amount for correcting the curve
geometry passing the interpolation point are calculated in the
same manner as in steps 305, 306, 307 and 308 of FIG. 8 (step
705), and processing to correct the position of the interpola-
tion point and processing to correct the curve geometry pass-
ing the interpolation point are performed (step 706).

When the system is converged under predetermined con-
ditions after the correction processing (YES in step 707), the
processing escapes from “loop 6 and all the processing steps
of the “route element optimizing flow” of FIG. 12 are termi-
nated. All the processing steps of the “route element optimiz-
ing flow” of FIG. 12 are terminated also when the processing
of “loop 6” is repeated until the number of loops reaches its
upper limit (step 708).

Instead of the “route element optimizing flow” shown in
FIG. 12, a “route element optimizing flow” shown in FIG. 38
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may be performed. In FIG. 38, the same processing steps as
those in FIG. 12 are assigned with the same step numbers
(701 to 708). In the flow shown in FIG. 38, when edges to be
optimum route candidates can be found as a result of the
processing of step 702 described above, in other words, there
exists a route (YES in step 709), the processing proceeds to
step 703, and from then on, the same processing as in FIG. 12
is performed. However, when no edges to be optimum route
candidates can be found, in other words, there exists no route
(NO in step 709), the processing is terminated, determining
that the route generation has been fatally failed (step 710).

When the processing of the “route element optimization”
of step 604 shown in FIG. 1 is completed for all the route
elements, namely “the rout element from the entrance point
11 of the travel route 10 to the first switchback point 12”” and
“the route element from the last switchback point 12 before
the exit point 14 to the exit point 14” (step 605), processing is
performed to correct the switchback point 12 on these route
segments (step 606). This processing to correct the switch-
back point 12 in step 606 is performed by the “switchback
point optimizing algorithm” as shown in FIG. 9 described
above.

The “switchback point optimizing algorithm” shown in
FIG. 9 is performed until the termination condition described
above is satisfied (step 409). When the termination condition
of'the “loop 2” is satisfied (step 607), all the processing steps
of'the “switchback point inserting flow” shown in FIG. 11 are
terminated.

The processing then proceeds to step 504 shown in FIG. 10,
and processing of “loop 17 is started (step 504). Also when it
is determined in step 502 that switchback is not necessary
(NO in step 502), the processing proceeds to step 504 and the
processing of “loop 17 is started (step 504).

Once the processing of “loop 17 is started, processing of
the “route generation between route elements” described later
is performed on each of the route elements (step 505). The
route elements for which this processing of “loop 1” is per-
formed are defined as follows.

A) When there is a switchback, the processing of “loop 1~
is performed for:

A-1) a route element from the entrance point 11 to the
switchback point 12; and

A-2) a route element from the switchback point 12 to the
exit point 14 of the travel route 10.

B) When there is no switchback, the processing of “loop 1”7
is performed for:

B-1) a route element from the entrance point 11 to the exit
point 14.

It is then determined whether or not route generation has
been successful for each of the route elements (step 506). The
processing of “route generation between route elements” is
performed for all the route elements (step 505), and it is
determined that the route generation has been successful
(YES in step 506), the processing of “loop 1” is terminated
(step 507). Thus, a travel route 10 along which the unmanned
vehicle 20 is to travel is ultimately obtained, and all the
processing steps of the route generating flow shown in FIG.
10 are completed (step 508). Ifitis determined in step 506 that
the route generation has been failed (NO in step 506), the
processing escapes from “loop 1”. Thus, it is ultimately deter-
mined that a travel route 10 along which the unmanned
vehicle 20 is to travel has not been obtained, and all the
processing steps of the route generating flow shown in FIG.
10 are completed (step 509).
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The processing of the “route generation between route
elements” in step 505 is specifically performed in accordance
with the “flow of route generation between route elements”
shown in FIG. 13.

In this “flow of route generation between route elements,”
it is determined whether or not insertion of a switchback point
12 into a route element is necessary for each of the route
elements, and a switchback point 12 is inserted if necessary.

More specifically, in the “flow of route generation between
route elements” shown in FIG. 13, the “route element opti-
mizing flow” of FIG. 12 described above is implemented on
the route elements (step 801).

It is then determined whether or not insertion of a switch-
back point 12 is necessary. This determination is made
according to the following criteria from among the above-
described determination criteria (determination of necessity
of switchback).

¢) The generated route does not satisfy the vehicle con-
straint conditions, for example, does not satisfy the minimum
turning radius.

d) The generated route does not satisfy the geometrical
constraint conditions. For example, the route interferes with
an obstacle 9.

e) The cost function value is reduced by insertion of
switchback point. Specifically, comparison is made between
when a switchback point is inserted for optimization and
when not inserted, and it is determined that switchback is
necessary if the cost function value is reduced by insertion of
a switchback point (step 802).

Ifthe determination criteria described above are satisfied, it
is determined that a switchback point 12 is to be inserted
(YES in step 803), and the processing proceeds to step 804. If
the determination criteria are not satisfied, it is determined
that a switchback point 12 is not to be inserted (NO in step
803), and the processing proceeds to step 809.

When the processing proceeds to step 809 after it is deter-
mined that a switchback point 12 is not to be inserted, it is
determined whether or not the route generation has been
successful (step 809). If it is determined that the route gen-
eration has been successful (YES in step 810), all the pro-
cessing steps of the “flow of route generation between route
elements” shown in FIG. 13 are completed (step 811). In
contrast, if it is determined that the route generation has been
failed (NO in step 810), all the processing steps of the “flow
of route generation between route elements™ are terminated
(step 812).

When the processing proceeds to step 804 to insert switch-
back points 12, processing to insert an even number of switch-
back points 12 is performed. This is in order to prevent the
change of the orientations of the starting point and the end
point of the route element. When an even number of switch-
back points 12 (two, four, or six or more in some cases) are
inserted, the orientations of the starting point and the end
point of the route element are allowed to remain the same as
before the insertion of the switchback points 12

The processing to insert an even number of switchback
points 12 is performed according to the “switchback point
inserting flow” shown in FIG. 11 described above. Whereas
the description based on FIG. 11 above has been made on the
assumption that a single switchback point 12 is inserted, the
processing to insert an even number of switchback points 12
is performed in the same manner but replacing “the single
switchback point 12” with “an even number of switchback
points 12” (step 804).
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Once all the processing steps of the “switchback point
inserting flow” shown in FIG. 11 have been completed, the
processing proceeds to step 805, and processing of “loop 4 is
started (step 805).

Once the processing of “loop 4” is started, the processing
of the “route generation between route elements” shown in
FIG. 13 is performed on each of the route elements (step 806).
The route elements for which the processing of “loop 4” is
performed are defined as follows.

Specifically, the processing of “loop 4” is performed on:

1) a route element from the entrance point 11 to the first
switchback point 12;

2) a route element from the n-th switchback point 12 to the
(n+1)-th switchback point; and

3) a route element from the last switchback point 12 before
the exit point 14 to the exit point 14.

It is then determined whether or not the route generation
has been successful for each of the route elements (step 807).
The processing of the “route generation between route ele-
ments” is performed for all the route elements (step 806), and
if it is determined the route generation has been successful
(YES in step 807), the processing of “loop 4” is terminated.
All the processing steps of the “flow of route generation
between route elements” shown in FIG. 13 are completed
based on the determination that the route generation has been
successful (step 811). In contrast, if it is determined that the
route generation was failed (NO in step 807), the processing
escapes from “loop 47, and all the processing steps of the
“flow of route generation between route elements” shown in
FIG. 13 are terminated based on the determination of the
failure of route generation (step 812).

In place of the “flow of route generation between route
elements” shown in FIG. 13, a “flow of route generation
between route elements” shown in FIG. 39 may be imple-
mented. In FIG. 39, the same processing steps as those in FIG.
13 are assigned with the same step numbers (steps 801, and
803 to 812).

According to the processing in step 802 in the flow shown
in FIG. 13, comparison is made, previously before insertion
of switchback points, between a route cost when the switch-
back points are inserted and a route cost when not inserted. It
is determined that the switchback is necessary if the value of
the cost function is smaller when the switchback points are
inserted, and a route is generated with the switchback points
being inserted therein.

In the flow shown in FIG. 39, comparison is made between
a route cost before switchback points are inserted and a route
cost when switchback points are actually inserted, and a route
having switchback points inserted therein is employed if the
route cost when the switchback points are actually inserted is
lower than the route cost before insertion of the switchback
points. If the route cost when the switchback points are actu-
ally inserted is higher than the route cost before insertion of
the switchback points, the route is restored to the one before
insertion of the switchback points, and the route before inser-
tion of the switchback points is employed.

Description will be made on particulars of the processing
in step 802' which is different from step 802 in FIG. 13 and the
processing in added steps 813, 814, and 815.

[Processing in Step 802']

Processing of step 802' is performed in place of the pro-
cessing of step 802 of FIG. 13.

In step 802, it is determined whether or not a switchback
point 12 is necessary, and a route cost before insertion of the
switchback point 12 is evaluated.
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Determination whether or not insertion of a switchback
point 12 is necessary is made on the basis of the determination
criteria as described below.

f) The number of switchback points 12 after insertion of
new ones does not reach the upper limit of addable switch-
back points.

g) The route generation has not been fatally failed for such
a reason that no route exists on the visibility graphs.

h) The value of the cost function can be reduced by insert-
ing a switchback point 12. The reduction of the cost function
value is possible, for example, when the route generation has
been failed but not fatally, or when there is a large curve
having a turning angle of more than 180 degrees.

Then, the route cost function value before insertion of the
switchback point 12 is obtained. In other words, the route cost
before insertion of the switchback point is evaluated.

[Processing in Step 813]

In step 813, the route cost function value after actual inser-
tion of the switchback points 12 is obtained. This means that
the cost after insertion of the switchback points is evaluated.

[Processing in Steps 814 and 815]

In step 814, comparison is made between the cost function
value obtained by the cost evaluation before insertion of the
switchback points and the cost function value obtained by the
cost evaluation after insertion of the switchback points. If it is
determined as a result of this comparison that the route cost
after the actual insertion of the switchback points 12 is lower
than the route cost before the insertion of the switchback
points 12 (YES in step 814), the route after the insertion of the
switchback points 12 is employed and the route generation is
decided to be successful (step 811). In contrast, if the route
cost after the actual insertion of the switchback points 12 is
higher than the one before the insertion of the switchback
points 12 (NO in step 814), the route is restored to the one
before the insertion of the switchback points 12 (step 815),
and this route before the insertion of the switchback points 12
is employed, and the route generation is decided to be suc-
cessful (step 811).

The processing of the route generating flow shown in FIG.
1 is performed as described above.

Next, description will be made on a “method of reoptimiz-
ing switchback points due to addition of switchback points”.

FIG. 14 shows a “method of reoptimizing switchback
points due to addition of switchback points”.

[Method of Reoptimizing Switchback Points Due to Addi-
tion of Switchback Points]

As shown in FIG. 14, the same processing as in steps 501 to
503 of FIG. 10 is performed in steps 901 to 903.

The processing then starts “loop 17 (step 904), and the
processing of steps 905 to 908 is repeated.

In step 905, the “route optimizing flow” shown in FIG. 15
is implemented.

In the “route optimizing flow” shown in FIG. 15, the pro-
cessing starts “loop 2” at first (step 1001), and the processing
“loop 2” is repeated until the termination condition is satis-
fied. This termination condition is determined to be satisfied
when the number of loops has reached its upper limit, or when
a predetermined convergence condition is satisfied (step
1006).

Upon starting “loop 27, the processing then starts “loop 3”
(step 1002), in which the “route element optimizing flow”
shown in FIG. 12 described above is implemented for each
route element. The route elements subjected to the processing
of “loop 3” are defined as follows.

5

10

15

20

25

30

35

40

45

50

55

60

65

36

A) When there is a switchback, the processing of “loop 3”
is performed for:

A-1) a route element from the entrance point 11 to the
switchback point 12; and

A-2) a route element from the switchback point 12 to the
exit point 14 of the travel route 10.

B) When there is no switchback, the processing of “loop 3”
is performed for:

B-1) a route element from the entrance point 11 to the exit
point 14.

Once the “route element optimization” processing has
been performed on all the route elements, the processing of
“loop 3” is terminated (step 1004).

Subsequently, processing is performed on all the switch-
back points 12 to correct their positions and directions (step
1005).

This correction processing for all the switchback points 12
in step 1005 is performed by using the “switchback point
optimizing algorithm” shown in FIG. 9 described above.

The “switchback point optimizing algorithm” shown in
FIG. 9 is performed until the above-described termination
condition (step 409) is satisfied. Once the termination condi-
tion of “loop 2” is satisfied (step 1006), all the processing
steps of the “route optimizing flow” shown in FIG. 15 are
terminated.

The processing then returns to step 906 of FIG. 14, and it is
determined whether or not a switchback point 12 is necessary.
This determination is made according to the following criteria
from among the determination criteria described above (those
used for the determination of necessity of switchback).

¢) The generated route does not satisfy the vehicle con-
straint conditions, for example, does not satisfy the minimum
turning radius.

d) The generated route does not satisfy the geometrical
constraint conditions. For example, the route interferes with
the obstacle 9.

e) The cost function value is reduced by inserting a switch-
back point. Specifically, comparison is made between when a
switchback point is inserted for optimization and when not
inserted, and it is determined that switchback is necessary if
the cost function value is reduced by inserting a switchback
point (step 906).

If it is determined that the determination criteria are satis-
fied and the switchback points 12 are to be inserted (YES in
step 907), the processing proceeds to step 908. In contrast, if
it is determined that the determination criteria are not satisfied
and the switchback points 12 are not to be inserted (NO in step
907), the processing escapes from “loop 1,” and all the pro-
cessing steps of the “route generating flow” shown in FIG. 14
are terminated.

The processing proceeds to step 908 after determining that
switchback points 12 are to be inserted, and processing is
performed to insert an even number of switchback points 12.

The processing to insert an even number of switchback
points 12 is performed according to the “switchback point
inserting flow” shown in FIG. 11 described above. Although
the description of the FIG. 11 above has been made on the
assumption that a single switchback point 12 is to be inserted,
the processing here is performed in the same manner but
replacing “a single switchback point 12” with “an even num-
ber of switchback points 12 (step 908).

When the termination condition of “loop 17 is satisfied, all
the processing steps of the “route generating flow” shown in
FIG. 14 are terminated.
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Here are route generation examples of the travel route 10
generated in the embodiment examples described above.

Route Generation Example 1

FIG. 33 A shows geometrical conditions given in the route
generation example 1. In FIG. 33A, the reference numeral 8a
denotes the outline of a route generation range 8, 9a denotes
the outline of an obstacle 9. The directions at the entrance
point 11, the exit point 14, and the halt point 13 are indicated
by the arrows. The halt point 13 in the route generation
example 1 is a place to discharge soil, and thus the unmanned
vehicle 20 must reach the halt point 13 in its reverse traveling
state.

FIG. 33B shows the outline 85 of the route generation
range 8 and the outline 95 of the obstacle 9 as obtained by
Minkowski-summing the outline 8a of the route generation
range 8, the outline 9a of the obstacle 9 and the disc.

FIG. 33C shows distribution of curvature of the travel route
10 and limit values based on minimum turning radii by plot-
ting along the horizontal axis the travel distances from the
entrance point 11 as the origin. As shown in FIG. 33C, the
sections from the entrance point 11 to the switchback point
12, from the switchback point 12 to the halt point 13, and from
the halt point 13 to the exit point 14 are represented by
separate curves, respectively. Therefore, the curves are not
continuous to each other at the joints thereof. Although steer-
ing is theoretically possible at the point where the unmanned
vehicle 20 is stationary, the stationary steering is not desirable
in practice because a significant level of steering is not pos-
sible depending on road surface condition or weight of load,
or because heavy load is applied to the tires. However, it is
made possible to effectively drive the unmanned vehicle 20
with a greater turning radius than the minimum turning radius
by increasing the weight near the starting point and end point
of'the cost function E represented by the formula (3.16), or by
using a function to reduce the variation of curvature before
and after the switchback point 12 in the cost function E
(formula (3.25)) for calculation of the switchback point.

FIG. 33D shows theoretical maximum speed Vth by plot-
ting, along the horizontal axis, the travel distances from the
entrance point 11 as the origin. In FIG. 33D, Vg indicates
limits based on curvature radius p of the travel route 10, and
is obtained by the following equation:

Vg=V(ap)

where o denotes a maximum allowable reverse acceleration.
In FIG. 33D, Vst indicates limits based on steering operation
amount, and is obtained by the following equation:

Vst=pA

where [} denotes a maximum steering operation amount per
unit time, and y denotes a steering operation amount per unit
distance. In FIG. 33D, Vmax indicates maximum forward
(reverse) travel speed of the unmanned vehicle 20. A theo-
retical maximum speed Vth is obtained under these limits
only by acceleration and deceleration based on the maximum
acceleration/deceleration. A theoretical maximum speed Vth
is desirably not affected by the turning radius or steering
operation amount. This means that the travel route 10 desir-
ably has a large turning radius and a small steering operation
amount per unit distance. According to this embodiment of
the invention, the travel route 10 is obtained such that the cost
value of the cost elements comprising the turning radius and
the steering operation amount per unit distance is minimized.
As aresult, an appropriate theoretical maximum speed Vth as
shown in FIG. 33D can be obtained.
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Route Generation Example 2

FIGS. 34A, 34B, 34C, and 34D are diagrams showing
route generation example 2, corresponding to FIGS. 33A,
33B, 33C, and 33D of the route generation example 1
described above.

In the route generation example 2, the unmanned vehicle
20 reaches the halt point 13 in its reverse traveling state to be
loaded there. It is normally desirable that the switchback
point 12 is located close to the halt point 13 so that the reverse
travel distance is short. However, in this route generation
example 2, there is an obstacle 9 near the halt point 13. Under
this condition, there is no switchback point 12 satisfying the
vehicle constraint conditions. Since the SA (global search)
algorithm is employed in this embodiment, an optimal
switchback point 12 can be searched for as shown in FIG.
34B.

Route Generation Example 3

FIGS. 35A, 35B, 35C, and 35D are diagrams showing
route generation example 3, corresponding to FIGS. 33A,
33B, 33C, and 33D showing the route generation example 1
described above.

In the route generation example 3, the unmanned vehicle
20 enters the halt point 13 in its reverse traveling state to
discharge soil there. Although there are a large number of
obstacles 9 in the route generation range 8 of the route gen-
eration example 3, optimal travel route 10 can be generated,
avoiding these obstacles 9.

Route Generation Example 4

FIGS. 36A, 36B, 36C, and 36D are diagrams showing
route generation example 4, corresponding to FIGS. 33A,
33B, 33C, and 33D showing the route generation example 1
described above.

In the route generation example 4, the unmanned vehicle
20 reaches the halt point 13 in its reverse traveling state to
discharge soil there. In the route generation example 4, it is
assumed that the unmanned vehicle 20 has a minimum turn-
ing radius of 12 m. As shown in FIG. 36B, only one switch-
back point 12 is required in the entire travel route 10. In the
route element 10q leading to the exit point 14, the curvature
assumes a large value in accordance with the minimum turn-
ing radius of 12 m.

Route Generation Example 5

FIGS. 37A, 37B, 37C, and 37D are diagrams showing
route generation example 5, corresponding to FIGS. 33A,
33B, 33C, and 33D showing the route generation example 1
described above.

Geometrical conditions of the route generation example 5
(FIG. 37A) are the same as those of the route generation
example 4 (FIG. 36A).

The vehicle constraint conditions differ according to mud-
diness of the ground or carrying load of the unmanned vehicle
20. In the route generation example 5, it is assumed that the
unmanned vehicle 20 has a minimum turning radius of 20 m,
which is greater than the minimum turning radius of 12 m in
the route generation example 4. As seen from FIG. 37B, the
curvature of the route element 10a to the exit point 14 is
smaller than of the route generation example 4. However,
three switchback points 12 are required in the travel route 10
as a whole.
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According to the embodiment, as described above, a travel
route 10 can be generated flexibly and adequately in accor-
dance with any change in the vehicle constraint conditions.

In the description of the embodiment above, the interpola-
tion point searching step of step 231 in FIG. 5D, or the step of
searching for interpolation points in the travel route 10 along
which the unmanned vehicle 20 is to travel has been described
as comprising the following steps, as shown in FIG. 8:

step of calculating a Minkowski sum (step 301);

step of generating visibility graphs (step 302); and

step of searching for an optimum improved route candidate
edge (interpolation point candidate) by using the improved
Dijkstra algorithm (step 303).

Further, the interpolation step of the step 232 in FIG. 5D, or
the step of interpolating interpolation points in the route pass-
ing from the entrance point 11 via the interpolation points to
the exit point 14 has been described as including the step of
performing interpolation using a B-spline curve (step 304), as
shown in FIG. 8.

It should be understood, however, that the foregoing
description is to be taken as a preferred example of the inven-
tion. It is also possible to employ other search methods to
search for interpolation points, or other interpolation algo-
rithms to interpolate interpolation points. For example, a
Clothoid curve may be used to interpolate the interpolation
points. A cubic function curve may be used to interpolate the
interpolation points. A sine half wavelength diminishing tan-
gent curve may be used to interpolate the interpolation points.

Further, according to the embodiment, processing is per-
formed so as to minimize the cost function value when
searching for interpolation points in the interpolation point
searching step and when interpolating the interpolation points
in the interpolation step. Specifically, in step 303 of FIG. 8, a
combination of route candidate edges (interpolation point
candidate) is searched for so as to minimize the cost function
value. In step 307 of FIG. 8, the magnitudes of the direction
vectors o and f§ are adjusted to minimize the cost function
value and to obtain an optimum curvature for the curve to be
interpolated. However, this invention is not limited to this.
The processing may be performed to minimize the cost func-
tion value only when the interpolation points are searched for
in the interpolation point searching step, or the processing
may be performed to minimize the cost function value only
when the interpolation points are interpolated in the interpo-
lation step.

What is claimed is:

1. A travel route generating method for an unmanned
vehicle, comprising:

a condition input step of inputting a vehicle constraint
condition including a vehicle width and a minimum
turning radius of the unmanned vehicle, and a geometri-
cal constraint condition including a travel route genera-
tion range in which the unmanned vehicle is to travel, an
obstacle to avoid, and positions and directions of an
entrance point and an exit point; and

a travel route generating step of generating a travel route
such that the vehicle constraint condition and the geo-
metrical constraint condition are satisfied, and such that
a function value of a cost function is minimized, the cost
function being composed of at least:

a first term for reducing a turning radius of the unmanned
vehicle by reducing curvature of the travel route,

a second term for reducing a steering operation amount per
unit distance by reducing a rate of change of curvature of
the travel route, and

a third term for shortening a travel distance of the travel
route, wherein
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the first term is obtained by integrating, along the travel
route, the curvature of the travel route or a steering angle
of the unmanned vehicle regarding micro section of the
travel route,

the second term is obtained by integrating, along the travel
route, the rate of change of the curvature of the travel
route or the steering operation amount of the unmanned
vehicle regarding the micro section of the travel route,
and

the third term is obtained by integrating, along the travel
route, the travel distance of the travel route regarding the
micro section of the travel route.

2. The travel route generating method for an unmanned

vehicle as claimed in claim 1, wherein

the cost function further includes a fourth term for reducing
a stationary steering cost at a switchback point on the
travel route, the fourth term being obtained by integrat-
ing, along the travel route before and after the switch-
back point, the steering operation amount of the
unmanned vehicle or the rate of change of the curvature
of the travel route regarding the micro section of the
travel route before and after the switchback point, and

the travel route generating step comprises a step of gener-
ating the travel route for the unmanned vehicle with the
switchback point introduced therein, and

the switchback point is determined so as to minimize the
function value of the cost function.

3. The travel route generating method for an unmanned

vehicle as claimed in claim 1, wherein

the cost function further includes a fourth term for reducing
a stationary steering cost at a switchback point on the
travel route, the fourth term being obtained by integrat-
ing along the travel route before and after the switchback
point the steering operation amount of the unmanned
vehicle or the rate of change of the curvature of the travel
route regarding the micro section of the travel route
before and after the switchback point, and

the travel route generating step comprises:

a step of determining whether or not the generated travel
route satisfies the vehicle constrain condition and/or the
geometrical constraint condition, or whether or not the
function value of the cost function is reduced by intro-
duction of the switchback point; and

a step of, when it is determined that the generated travel
route does not satisfy the vehicle constraint condition
and/or the geometrical constraint condition, or it is
determined that the function value of the cost function is
reduced by introduction of the switchback point, gener-
ating the travel route for the unmanned vehicle with the
switchback point introduced therein, and wherein

the switchback point is determined so as to minimize the
function value of the cost function.

4. The travel route generating method for an unmanned

vehicle, comprising

a condition input step of inputting a vehicle constraint
condition including a vehicle width and a minimum
turning radius of the unmanned vehicle, and a geometri-
cal constraint condition including a travel route genera-
tion range in which the unmanned vehicle is to travel, an
obstacle to avoid, and positions and directions of an
entrance point and an exit point; and

a travel route generating step of generating a travel route
such that the vehicle constraint condition and the geo-
metrical constraint condition are satisfied, and such that
a function value of a cost function having at least a
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magnitude of a curve and/or a rate of change in the curve the search in the interpolation point searching step and/or

as a cost element is minimized, wherein the interpolation in the interpolation step are/is per-
the travel route generating step further comprises: formed so as to minimize the function value of the cost
an interpolation point searching step of searching for an function.

interpolation point of the travel route along which the 5 5. The travel route generating method for an unmanned

unmanned vehicle is to travel; and vehicle as claimed in claim 4, wherein the interpolation in the
an interpolation step of interpolating the interpolation interpolation step is performed by using a B-spline curve.

point in the route passing from the entrance point via the
interpolation point to the exit point, and wherein I T S



