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Description

Field of the Present Technology

[0001] The systems, methods, and devices described
herein relate generally to monitoring, managing, control-
ling, and making effective use of mobile communication
devices within a vehicle and, more particularly, to accu-
rately identifying vehicular drivers, collecting vehicular
driving data, and interfacing with mobile communication
device within the vehicle regarding the same.
US2012/214470 discloses a method and system for dy-
namic configuration for mobile communication device
functions.

Background of the Present Technology

[0002] Use of mobile computing and communication
devices (i.e., "mobile devices") in vehicles is a hotly de-
bated topic. While use of mobile devices provides con-
venience and can significantly enhance worker availabil-
ity, connectivity, and productivity, it has also been shown
that reckless use of mobile devices in moving vehicles
has a detrimental effect and impact on the ability of a
driver/operator (hereinafter referred to, for convenience,
as the "driver") of the vehicle to focus on driving or oth-
erwise operating the vehicle. In fact, some studies have
indicated that distracted driving may be even more dan-
gerous than driving while intoxicated or under the influ-
ence of drugs.
[0003] The number of vehicular accidents attributed to
driver inattentiveness or distraction while talking, texting,
surfing, browsing, or otherwise interacting with or using
a mobile device within a vehicle, rather than focusing full
attention on driving or operating the vehicle, continues
to increase. Numerous cities, counties, states, and even
the Federal government have imposed or are considering
legal restrictions on use of (or that imposed increased
sanctions, penalties, or punishments for accidents that
occur due to use of) such mobile devices by a driver of
a vehicle. As the functionality and capabilities of mobile
devices continues to improve and expand, however, the
potential distractions posed by mobile devices to drivers
of vehicles is only likely to increase even more - leading
to further accidents, higher risks to drivers, passengers,
and any third parties near such vehicles, higher insur-
ance rates, and more litigation.
[0004] Although laws may be passed, company poli-
cies may be adopted, and insurance policies may be tai-
lored to provide lower insurance rates (deductibles
and/or premiums) for drivers who do not use their mobile
device while they are actively operating a vehicle, the
options and ability for physically or technologically con-
trolling, managing, limiting, monitoring, and auditing use
of mobile devices, particularly in real time and based on
other factors and variables (such as whether the vehicle
is on and/or moving, how fast it is moving, what time of
day it is, what day of the week it is, where the vehicle is

located, and the like) has been limited, to date.
[0005] For these reasons, there remains a need in the
industry for improved systems, methods, and devices
that use computer-implemented, configurable policies to
block, control, manage, limit, monitor, and/or audit use
of mobile devices in vehicles and, particularly, use of such
mobile devices by drivers of vehicles.
[0006] In addition to minimizing distracted driving,
there remains a significant need to be able to identify,
accurately and in a cost-effective and efficient manner,
who is driving a vehicle at any given time, based on lo-
cation of the driver’s mobile device within the vehicle.
Being able to detect one or more mobile devices in a
vehicle provides some valuable data in this regard, es-
pecially if there is only one mobile device in the vehicle
when it is being driven and especially if that mobile device
is designated as the primary mobile associated with the
primary driver of that vehicle. If there is more than one
mobile device in a vehicle, being able to determine which
mobile device is in, near, or closest to the driver quadrant
or space within the vehicle provides even more valuable
data.
[0007] For example, accurately identifying the driver
versus the passenger in a vehicle helps to eliminate the
inadvertent blocking or limiting of functionality of the pas-
senger’s mobile device, which is generally unnecessary
to reduce distracted driving. In addition, accurately iden-
tifying the driver of a vehicle, based on their mobile de-
vice, enables important data to be collected about the
vehicle, about the driver’s driving patterns over time, and
about the driver’s activities and driving actions during a
specific driving event. In addition, being able to store and
upload relevant driver and vehicle data to a driver’s mo-
bile device presents significant business opportunities
and can be used for many different purposes.
[0008] The above needs and features, as well as ad-
ditional aspects and business applications, are disclosed
herein and will become readily apparent to one of ordi-
nary skill in the art after reading and studying the following
summary of the present inventions, the detailed descrip-
tion of preferred embodiments, and the claims included
hereinafter. The present inventions meet one or more of
the above-referenced needs as described herein in
greater detail.

Summary of the Present Technology

[0009] The present inventions described herein relate
generally to systems, methods, and devices for monitor-
ing, managing, controlling, and making effective use of
mobile communication devices within a vehicle and,
more particularly, to accurately identifying vehicular driv-
ers, collecting vehicular status and driving data, and in-
terfacing with one or more mobile communication devic-
es within the vehicle regarding the same. The invention
is defined by the independent claims. Further embodi-
ments are defined by the dependent claims. Briefly de-
scribed, aspects of the present invention include the fol-
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lowing.
[0010] In a first aspect of the present invention, a sys-
tem for determining the location of a mobile device within
a vehicle, includes (a) a controller located within the ve-
hicle and configured to transmit at least two audio signals,
a first audio signal directed generally into a driver space
within the vehicle and a second audio signal directed
generally into a passenger space within the vehicle, and
(b) software code stored in memory of the mobile device
and having instructions executable by the processor that
performs the steps of: (i) detecting the at least two audio
signals, (ii) sampling the at least two audio signals for a
predetermined period of time; (iii) performing digital sig-
nal processing on the sampled at least two audio signals;
and (iv) based on the results of the digital signal process-
ing, determining whether the mobile device was located
within the driver space of the vehicle during the prede-
termined period of time.
[0011] In a feature, the controller is mounted within the
vehicle in proximity to a central axis of the vehicle, the
central axis extending generally between the driver
space and the passenger space within the vehicle. In
some embodiments, the controller is mounted on the in-
side surface of the front windshield of the vehicle. In other
embodiments, the controller is built into the vehicle.
[0012] In another feature, the controller includes a
built-in speaker system for transmitting the at least two
audio signals. In some embodiments, the built-in speaker
system includes a first speaker configured to transmit the
first audio signal generally into the driver space within
the vehicle and a second speaker configured to transmit
the second audio signal generally into the passenger
space within the vehicle.
[0013] In yet another feature, the controller is in elec-
tronic communication with an audio system of the vehicle
that has at least two speakers. Preferably, the first audio
signal is output through one of the speakers positioned
near the driver space within the vehicle and the second
audio signal is output through another speaker positioned
near the passenger space within the vehicle.
[0014] Preferably, each of the at least two audio signals
are transmitted at a frequency above 19kHz, which is
above the audible level that can be heard by most hu-
mans. In other embodiments, the at least two audio sig-
nals (or one or more tones that are included in the audio
signals some or all of the time) can be transmitted at a
frequency that is audible to humans.
[0015] In some embodiments, the at least two audio
signals are transmitted simultaneously. In other embod-
iments, the at least two audio signals are transmitted re-
peatedly in sequence, with each transmission or broad-
cast lasting for a first predetermined duration. Preferably,
there is a period of silence (or no broadcast of an audio
signal) lasting a second predetermined duration between
each audio signal transmission. The first and second pre-
determined durations can be the same or different peri-
ods of time.
[0016] In a feature, the first audio signal includes a first

plurality of tones, each having its own frequency, which
are all transmitted simultaneously. Preferably, the sec-
ond audio signal also includes its own plurality of tones,
each having its own frequency, which are all transmitted
simultaneously. Preferably, the frequencies used for the
tones of the first audio signal are different from the fre-
quencies used for the tones of the second audio signal.
[0017] In yet a further feature, the instructions execut-
able by the processor performs the additional steps of:
filtering the sampled at least two audio signals and per-
forming digital signal processing on the filtered at least
two audio signals. In another feature, the instructions ex-
ecutable by the processor performs the additional steps
of: calculating a baseline sound level from the sampled
at least two audio signals, identifying each audio spike
from the sampled at least two audio signals that exceeds
the calculated baseline, applying Goetzel analysis on
each identified audio spike, and initially determining
whether the mobile device is in the driver space or the
passenger space based on the application of the Goeztel
analysis. In a further feature, the step of detecting the at
least two audio signals is performed by a microphone of
the mobile device within the vehicle. In another feature,
the step of sampling the at least two audio signals is
performed at a sampling rate that is at least twice the
maximum frequency of the highest frequency of the first
and second audio signals.
[0018] In another feature, a determination that the mo-
bile device was located within the driver space of the
vehicle during the predetermined period of time indicates
the user of the mobile device was the driver of the vehicle
during the predetermined period of time. In another fea-
ture, a determination that there is only one mobile device
within the vehicle, regardless of whether the mobile de-
vice is in the driver or passenger space of the vehicle,
indicates that the user of the mobile device was the driver
of the vehicle during the predetermined period of time
[0019] In another feature, even if a determination is
made that the mobile device was not located within the
driver space of the vehicle during the predetermined pe-
riod of time, the instructions executable by the processor
performs the additional steps of determining whether the
mobile device was oriented in a potentially "circumvent-
ing" manner, such that the mobile device was still usable
or viewable by the driver of the vehicle despite being in
the passenger space of the vehicle.
[0020] In a further feature, distracted driving preven-
tion software blocks, controls, manages, and/or limits use
of the mobile device when the mobile device is located
in the driver space. Alternatively, distracted driving pre-
vention software blocks or limits use of the mobile device
even when the mobile device is located in the passenger
space if the mobile device is determined to be oriented
in a potentially "circumventing" manner.
[0021] Preferably, such distracted driving prevention
software uses default or customized rules-based policies
to determine what functionality of the mobile device is
affected, when such functionality of the mobile device is
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affected, and how such functionality of the mobile device
is affected. In some embodiments, such distracted driv-
ing prevention software causes the mobile device to be
powered off, causes a blocking screen to be displayed
which prevents other applications or functions of the mo-
bile device to be accessed, or causes the controller to
send one or more HID or similar signals back to the mobile
device, which prevents unauthorized applications or
functions of the mobile device to be used by the driver
of the vehicle while the vehicle is being operated.
[0022] In a further feature, data collection software on
the mobile device captures and collects relevant data
about the vehicle and about the driver of the vehicle
whenever the vehicle is in operation. Such data is col-
lected and, preferably, time-stamped so that relevant da-
ta about the vehicle and about the driver of the vehicle
can be matched to use of the vehicle over time. In a fea-
ture, such data may be uploaded to a system server for
further processing, display, or use.
[0023] In another feature, software installed on the mo-
bile device or associated with the system server uses the
time-stamped, relevant data about the vehicle and about
the driver of the vehicle to reward driving behavior, to
maintain driver logging electronic records, to provide or
help implement usage based insurance (UBI) scoring or
policies, to capture valuable telemetric data, to detect
accidents in real-time, to reconstruct use and actions as-
sociated with the vehicle during an accident or commis-
sion of a crime, to improve insurance claim processing,
and to prevent or minimize insurance fraud prevention.
[0024] In yet another feature, software installed on the
mobile device or associated with the system server uses
the time-stamped, relevant data about the vehicle and
about the driver of the vehicle to communicate with the
vehicle to make "smart pairing" technologies used by the
vehicle more efficient and accurate.
[0025] In a second aspect of the present invention, a
device for collecting and transmitting operational data
about a vehicle to a mobile device located within the ve-
hicle includes (a) a housing mounted to the vehicle, and
(b) a power supply contained within the housing and
adapted to provide power to electronic components con-
tained within the housing. Preferably, the electronic com-
ponents include: (i) a microprocessor, (ii) memory in elec-
tronic communication with the microprocessor and con-
figured to store the operational data, (iii) an accelerom-
eter for detecting movement of the vehicle, the detected
movement being converted by the microprocessor into
an acceleration value stored as one of the operational
data in the memory, and (iv) a data transmission module,
controlled by the microprocessor and configured to re-
trieve the operational data from the memory and to trans-
mit the retrieved operational data to the mobile device.
[0026] In a feature, the housing is mounted within the
vehicle in proximity to a central axis of the vehicle, the
central axis extending generally between a driver space
and a front passenger space within the vehicle. In one
embodiment, the housing is mounted on the inside sur-

face of the front windshield of the vehicle. In another em-
bodiment, the housing is permanently built or installed
into the vehicle by the vehicle manufacturer by an after-
market vendor.
[0027] Preferably, the power supply includes a solar
panel, which is the primary source of energy used by the
power supply. Optionally, the power supply includes a
battery as the primary or back-up energy used by the
power supply. Preferably, such battery is rechargeable.
In another option, the power supply can be connected to
the battery of the vehicle. Such connection can be hard-
wired to the vehicle battery or connectable through a light-
er plug or socket. Such power can be provided to the
device through a conventional power supply connector
or through a USB port.
[0028] In another feature, the electronic components
further include a GPS module for detecting geographic
location and speed of the vehicle. Such geographic lo-
cation data or values and such speed data or values are
preferably stored as operational data in the memory of
the device.
[0029] Preferably, the data transmission module trans-
mits or broadcasts the operational data about the vehicle
using classic Bluetooth protocol. In one embodiment, the
data transmission module makes a Bluetooth pairing with
the mobile device. In another embodiment, the data
transmission module broadcasts the operational data
about the vehicle without making a Bluetooth pairing with
the mobile device. Preferably, the operational data about
the vehicle is broadcast in at least one field of the device
name (e.g., "Friendly Name") of the data transmission
module. In another feature, the operational data about
the vehicle is broadcast in a plurality of device names
associated with the data transmission module, wherein
each of the plurality of device names includes at least
one field containing the operational data. In some em-
bodiments, the device name of the data transmission
module is received by at least one other mobile device
within the vehicle.
[0030] In another preferred embodiment, the data
transmission module transmits the operational data
about the vehicle using Bluetooth low energy (BTLE) pro-
tocol. Alternatively, the data transmission module trans-
mits the operational data about the vehicle using WiFi
protocols.
[0031] The present inventions also encompasses
computer-readable medium having computer-executa-
ble instructions for performing methods of the present
invention, and computer networks and other systems that
implement the methods of the present invention.
[0032] The above features as well as additional fea-
tures and aspects of the present invention are disclosed
herein and will become apparent from the following de-
scription of preferred embodiments of the present inven-
tion.
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Brief Description of the Drawings

[0033] The foregoing summary, as well as the following
detailed description of illustrative embodiments, is better
understood when read in conjunction with the appended
drawings. For the purpose of illustrating the embodi-
ments, there is shown in the drawings example construc-
tions of the embodiments; however, the embodiments
are not limited to the specific methods and instrumental-
ities disclosed. In addition, further features and benefits
of the present technology will be apparent from a detailed
description of preferred embodiments thereof taken in
conjunction with the following drawings, wherein similar
elements are referred to with similar reference numbers,
and wherein:

FIG. 1 is a high level system view of one embodiment
of the present invention;

FIG. 2 is a perspective view illustrating a control de-
vice installed within a vehicle used with the embod-
iment of FIG. 1;

FIG. 3 is a top view illustrating the control device
installed within the vehicle of FIG. 2;

FIG. 4 is a schematic of primary components used
in the control device illustrated in FIGS. 1-3;

FIG. 5 is a flow chart of the steps used by a mobile
device for processing audio signals generated by the
control device illustrated in FIGS. 1-4; and

FIG. 6 is a flow chart of the steps used by the control
device of FIGS. 1-4 for detecting vehicle status and
for transmitting vehicular status data in accordance
with the embodiment of FIG. 1.

Detailed Description of Preferred Embodiments

[0034] Before the present technologies, systems,
products, articles of manufacture, apparatuses, and
methods are disclosed and described in greater detail
hereinafter, it is to be understood that the present tech-
nologies, systems, products, articles of manufacture, ap-
paratuses, and methods arc not limited to particular ar-
rangements, specific components, or particular imple-
mentations. It is also to be understood that the terminol-
ogy used herein is for the purpose of describing particular
aspects and embodiments only and is not intended to be
limiting.
[0035] As used in the specification and the appended
claims, the singular forms "a," "an" and "the" include plu-
ral referents unless the context clearly dictates otherwise.
Similarly, "optional" or "optionally" means that the sub-
sequently described event or circumstance may or may
not occur, and the description includes instances in which
the event or circumstance occurs and instances where

it does not.
[0036] Throughout the description and claims of this
specification, the word "comprise" and variations of the
word, such as "comprising" and "comprises," mean "in-
cluding but not limited to," and is not intended to exclude,
for example, other components, integers, elements, fea-
tures, or steps. "Exemplary" means "an example of" and
is not necessarily intended to convey an indication of
preferred or ideal embodiments. "Such as" is not used in
a restrictive sense, but for explanatory purposes only.
[0037] Disclosed herein are components that can be
used to perform the herein described technologies, sys-
tems, products, articles of manufacture, apparatuses,
and methods. These and other components are dis-
closed herein, and it is understood that when combina-
tions, subsets, interactions, groups, etc. of these com-
ponents are disclosed that while specific reference to
each various individual and collective combinations and
permutation of these may not be explicitly disclosed,
each is specifically contemplated and described herein,
for all technologies, systems, products, articles of man-
ufacture, apparatuses, and methods. This applies to all
aspects of this specification including, but not limited to,
steps in disclosed methods. Thus, if there are a variety
of additional steps that can be performed, it is understood
that each of the additional steps can be performed with
any specific embodiment or combination of embodiments
of the disclosed technologies, systems, products, articles
of manufacture, apparatuses, and methods.
[0038] As will be appreciated by one skilled in the art,
embodiments of the present technologies, systems,
products, articles of manufacture, apparatuses, and
methods may be described below with reference to block
diagrams and flowchart illustrations of methods, sys-
tems, processes, steps, and apparatuses. It will be un-
derstood that each block of the block diagrams and flow
illustrations, respectively, support combinations of
means for performing the specified functions and/or com-
binations of steps for performing the specified functions.
[0039] The exemplary systems, methods, and devices
described herein relate generally to monitoring, manag-
ing, controlling, and making effective use of mobile com-
munication devices within a vehicle and, more particu-
larly, to accurately identifying vehicular drivers, collecting
vehicular status and driving data, and interfacing with
one or more mobile communication devices within the
vehicle regarding the same.
[0040] The present application incorporates herein by
reference in their entirety the following: (a) U.S. Pat. No.
8,527,013, entitled "Systems, Methods, and Devices for
Policy-Based Control and Monitoring of Use of Mobile
Devices by Vehicle Operators," issued September 3,
2013; (b) PCT Int’l Pat. Appl. No. US2010/034151, filed
May 8, 2010; and (c) each application from which the
above two applications claim priority benefit, including
U.S. Prov. Pat. Appl. No. 61/176,640, entitled "System
for Policy-Based Mobile Communications in Vehicles,"
filed May 8, 2009; U.S. Prov. Pat. Appl. No. 61/247,334,
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entitled "Improved System for Policy-Based Mobile Com-
munications in Vehicles," filed September 30, 2009; and
U.S. Prov. Pat. Appl. No. 61/301,902, entitled "Further
Improved System for Policy-Based Mobile Communica-
tions in Vehicles," filed February 5, 2010.
[0041] As used herein, the term "vehicle" is intended
to include automobiles, trucks, motorcycles, buses,
planes, helicopters, blimps, balloons, gliders, boats, fer-
ries, trains, trams, heavy equipment or machinery, and
any type of apparatus, equipment, or other machine that
is driven, operated, or controlled by a user (i.e., "driver")
and that is susceptible to accident or injury to self or oth-
ers if the driver is careless or not devoting full attention
to operation of the vehicle.
[0042] As used herein, the term "mobile device" is in-
tended to include and encompass, but not be limited to,
any type of hand-held, portable, mountable, wearable,
or similar computing or communication device that is us-
able within a vehicle, such as but not limited to cell
phones, mobile phones, smart phones, push-to-talk de-
vices, personal digital assistants (PDAs), text or email
dedicated devices, general computers, laptops, electron-
ic maps or other GPS location devices, vehicle dash-
board screens, electronic reading devices, multimedia
equipment, data tablets, electronic eyewear, wearable
sensory or sensory-enhancement equipment, and any
other computing or communication device that would or
could be used by or accessible to the driver of a vehicle
while it is moving or otherwise in operation and that could
contribute to driver inattentiveness or otherwise interfere
with the driver’s ability to focus full attention on driving or
operating the vehicle because of the talking, texting, surf-
ing, browsing, viewing, or other interactive functionality
of such device.

System Overview

[0043] As will be described hereinafter, the exemplary
systems, methods, and devices include a main controller
or control device that can be mounted, installed, or built
into a vehicle. Preferably, such control device is designed
to perform at least two primary functions. One primary
function includes the ability to transmit or broadcast at
least two different audio signals that can be detected by
and then used by one or more mobile devices within the
vehicle to enable such mobile devices to determine
where they are located within the vehicle, such as in the
driver quadrant or in a passenger (or non-driver) quad-
rant or space in the vehicle. In an alternative embodiment,
the first primary function of the control device is to inter-
face with the sound system of the vehicle itself to cause
desired audio signals to be produced by the speakers of
the sound system of the vehicle, which signals can then
be detected and used by the one or more mobile devices
to determine where the mobile devices are located within
the vehicle.
[0044] A second primary function of the control device
is the ability to transmit or broadcast vehicular status da-

ta. Such data transmissions are intended to be detected
and received by one or more mobile devices within the
vehicle and, in some embodiments, by the vehicle itself
or by software applications being run on or by the vehicle.
Preferably, the vehicular status data includes information
that can be determined or detected by the control device
itself, such as motion/acceleration/deceleration of the ve-
hicle, speed of the vehicle, location of the vehicle, cabin
temperature within the vehicle, sound or ambient noise
within the cabin of the vehicle at any point in time. Pref-
erably, such vehicular status data can be transmitted or
broadcast by the control device to any receiving devices
or applications within range using classic Bluetooth (BT)
communication protocols and/or Bluetooth Low Energy
(BTLE) communication protocols. Other data transmis-
sion protocols, such as WiFi, could also be used in alter-
native embodiments. Preferably, such vehicular status
data is transmitted in real time on a periodic basis when-
ever the vehicle is being operated and whenever there
is at least one receptive device or application located
within the vehicle; however, in some embodiments or cir-
cumstances when there is not at least one receptive de-
vice or application located within the vehicle, such vehic-
ular status data may be transmitted in bulk or in non-real
time scenarios at a later time, when such receptive device
or application does become available.
[0045] Additional or optional functions of the control
device include storing vehicular status data in memory,
communicating directly or indirectly with the on-board
computer of the vehicle to obtain additional vehicle data
generally available from the on-board computer, ex-
changing data or engaging in bi-directional communica-
tions with one or more mobile devices within the vehicle,
exchanging data or engaging in bi-directional communi-
cations with the vehicle itself or with one or more appli-
cations being run by or within the vehicle, and exchanging
data or engaging in bi-directional communications with
at least one system server.
[0046] As will also be described hereinafter, the exem-
plary systems, methods, and devices include at least one
application or software component embedded or down-
loaded onto one or more mobile devices used in a vehicle
that are configured to handle and make use of the audio
signals transmitted or broadcast by the control device.
Such application or software component is preferably de-
signed to process the at least two (or more) different au-
dio signals that are transmitted by the control device di-
rectly or that the control device causes to be transmitted
over the vehicle sound system. Using audio detection,
sampling, filtering, digital signal processing, and other
audio processing techniques and analysis, this first ap-
plication enables each mobile device to determine the
approximate location of such mobile device within the
vehicle (i.e., whether or not such mobile device is located
within the driver space or quadrant of the vehicle). In
preferred embodiments, the first application is also able
to determine when such mobile device is not within the
driver space or quadrant of the vehicle but is positioned
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or oriented in a manner that it can still be used, viewed,
or accessed by the driver in such a way that it could still
be viewable by or accessible to the driver, which can be
important, for example, in preventing the driver from try-
ing to circumvent or avoid distracted driving blocking soft-
ware that permits usage of mobile devices by passengers
but not by drivers of vehicles.
[0047] The exemplary systems, methods, and devices
also include at least a second application or software
component embedded or downloaded onto one or more
mobile devices used in a vehicle that are configured to
receive the vehicular status data transmitted or broadcast
from the control device and then to respond accordingly
- based primarily upon the specific purpose of this second
application or software component As will be appreciated
by those of skill in the art, such application or software
component may also be embedded or downloaded into
a computer system associated with the vehicle itself,
such as the on-board computer, a main console compu-
ter, a head-rest processor/controller, and the like.
[0048] For example, such applications include but are
not limited to: (i) controlling or limiting use of the mobile
device when the vehicle is being operated (e.g. to prevent
or minimize distracted driving caused by use of the mobile
device within the vehicle) - such applications are prefer-
ably managed by rules-based policies that may only pro-
hibit use of mobile devices by drivers of the vehicle or
that may prohibit use of all mobile devices in the vehicle
- whether used by the driver or a passenger, (ii) auditing,
monitoring, and detecting use of the mobile device when
the mobile device is in the vehicle or when the vehicle is
being operated - such applications are similar to the dis-
tracted driving prevention applications, but instead of pre-
venting or restricting use of the mobile device, their pri-
mary purpose is merely to capture and record such use,
determine and log who is driving the vehicle at any given
time based on use of the mobile device in the driver quad-
rant, and the like, (iii) controlling or managing functions
of the vehicle for the convenience of the driver of the
vehicle, such as implementing driver seat settings, mirror
settings, steering wheel settings, radio settings, custom-
ized settings associated with on-vehicle applications
(maps, display screen, user controls, and the like), and
other driver preferences, based on detection of one or
more mobile devices in or near the driver quadrant or
space in the vehicle and assuming that the person asso-
ciated with the detected one or more mobile devices is
the current driver of the vehicle, and (iv) auditing or col-
lecting data regarding driving behavior and vehicle us-
age, which can then be used to reward driving behavior,
to provide or help implement usage based insurance
(UBI) scoring or policies, to capture valuable telemetric
data, and to capture other relevant information associat-
ed with the driver and with the vehicle that may be useful
for accident detection, accident reconstruction, insur-
ance claim handling, and insurance fraud prevention. Ad-
ditionally, in many situations, the second application or
software component will also make use of the location

information determined by the first application or software
component to determine whether the one or more mobile
devices are in the driver quadrant and, correspondingly,
determining who the driver of the vehicle is at any given
period of time.
[0049] For example, the second application or soft-
ware component can be configured to block or limit spe-
cific functionality of the mobile device to reduce the risk
of distracted driving, but only when the device is in the
driver space or quadrant. Such policy-based software
applications can be used to block, control, manage,
and/or limit use of the functionality of such mobile devic-
es. Advantageously, such policy-based software appli-
cations may be adapted to use data provided by or ob-
tained from the control device, from the vehicle’s on board
computer or similar vehicle components or systems,
alone or in conjunction with other available external data
or information (such as GPS location data, time of day,
day of week, type of activity or communication attempted
on the mobile device, and the like) more effectively to
block, control, manage, and/or limit use of the function-
ality of such mobile devices.
[0050] In another example, the second application or
software component can be used advantageously to
monitor, audit, and record use of one or more mobile
devices in a vehicle, even if actual functionality of the
mobile device is not blocked, controlled, limited, or pre-
vented by the system or policy. In some embodiments,
all functions on one mobile device (e.g., cell phone) of
the driver may be blocked entirely, while specific func-
tions of another mobile device (e.g., a "smart" watch or
a Google-glass-type of wearable items), may be allowed
to the driver, for example, such as a vibration notification
on the "smart watch" when the vehicle exceeds the speed
limit of the road on which the vehicle is travelling or dis-
playing of a map on a Google-glass-type of wearable
items.
[0051] In a further example, the second application or
software component can be used to capture relevant data
and information about the vehicle when a mobile device
is in or in close proximity to the vehicle - even if use of
the mobile device is not blocked, controlled, limited, or
prevented by the system or policy. Such systems, meth-
ods, and devices disclosed herein are also configurable
to detect, monitor, and report on vehicle usage patterns,
including period of excessive speeding or idle time.
[0052] In another example, the first and second appli-
cations or software components can be used, in combi-
nation, to determine which one or more mobile devices
are in the driver quadrant of the vehicle, which can then
be used to determine who is likely driving the vehicle -
based on the assumption that the owner of the one or
more mobile devices in or near the driver quadrant of the
vehicle (or the owner of the only mobile device(s) in the
vehicle at that time) is most likely to be the current driver
of the vehicle at that time, which could then be used for
usage based insurance (UBI) scoring, rewards pro-
grams, electronic driver logging, confirmation of who is
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driving during an accident or commission of a crime, and
the like.
[0053] Being able to determine which one or more mo-
bile devices are in the driver space of a vehicle could
also be used advantageously by another example of the
second application or software component, which can be
used to make "smart pairing" technologies more efficient
and accurate. Such software can reside on the mobile
devices or in applications being run by the vehicle itself.
For example, it is becoming more and more common for
vehicles to be configured to adapt automatically to the
person who is driving. Many aspects of the driving expe-
rience (such as which phone is currently connected to
hands free, which address book is shared, which music
is being streamed, seat adjustments, mirror adjustment,
steering wheel settings, which applications run and are
available on the vehicle’s console display, and the set-
tings of such applications running on the vehicle’s con-
sole display, etc.) could be configured within the vehicle
if it could be accurately determined who is driving the
vehicle.
[0054] Currently, determining which mobile device is
connected via Bluetooth to the driver’s head unit or head-
rest is one rudimentary method used in making vehicle
settings for the driver. Unfortunately, relying upon such
Bluetooth connection is inexact and, at times, incorrect.
For example, if two family members enter a vehicle today,
only one of those mobile devices associated with the fam-
ily members will actually connect to the head unit for mu-
sic streaming, address book synching, hands free calling,
and the like. Typically, the mobile device that has been
previously designated as the "primary" device associated
with the vehicle will prevail - even if such mobile device
is not being carried by the current driver of the vehicle.
There is, thus, an on-going need to be able to identify
accurately who is driving the vehicle based on which one
or more mobile devices are being carried by or are posi-
tioned near the current driver of the vehicle.
[0055] Using such technology, the driver’s head unit
or headrest can be configured to drop the connection to
the "primary" mobile device associated with the vehicle
when it has been determined that the primary mobile de-
vice is not located within the driver’s space, but another
one or more mobiles devices are. This would free up the
connection for the mobile device(s) (and the customized
vehicle settings) of the user who is actually sitting in the
driver’s seat - based on the actual mobile device(s) de-
tected within the driver space. Head unit technology can
take advantage of this smart pairing association without
blindly relying upon which mobile device has been iden-
tified by the owner of the vehicle as the "primary" device
associated with the vehicle. Thus, there is a need to be
able to designate dynamically a specific mobile device
that is in the driver space as the currently "active" or "pri-
mary" device and associate the vehicle settings to the
user associated with that detected, specific mobile de-
vice.
[0056] Additional features, as described herein or as

will be readily apparent to one of ordinary skill in the art,
expand upon the capabilities of the core systems, meth-
ods, and devices described herein and are intended to
improve the safe operation, manageability, portability,
enforcement, and support of use of mobile devices by
drivers of vehicles. Additional aspects and business ap-
plications, are disclosed herein and will also become
readily apparent to one of ordinary skill in the art after
reading and studying the summary of the present inven-
tions, this detailed description of preferred embodiments,
and the claims included hereinafter.
[0057] Turning now to FIG. 1, a high level overview of
one exemplary system 100 of the present invention is
illustrated. Preferably, the system 100 includes a main
controller or control device 75 installed or mounted in a
vehicle 110 (such vehicle being shown merely in the ab-
stract using hashed lines). The control device 75 is in-
tended to interact, as will be described in greater detail
hereinafter, with at least one mobile device 150 located
within the vehicle 110. As will also be described in greater
detail hereinafter, the control device 75 and/or the at least
one mobile device 150 are configured to communicate
uni-directionally or bi-directionally with at least one sys-
tem server 180 that is typically accessed over the cloud
or through a cellular network communication. As will also
be appreciated, the control device 75 and/or the one or
more mobile devices 150 are configured to communicate
uni-directionally or bi-directionally with a computer sys-
tem 160 installed within the vehicle itself. Such computer
system 160 associated with the vehicle itself would in-
clude, for example, the vehicle’s oil-board computer, a
main console computer, a head-rest processor/control-
ler, and the like.
[0058] In practice, the exemplary system 100 is useful
for a wide variety of applications 190, such as (i) detecting
where one or more mobile devices are located within the
vehicle (e.g. determining whether the mobile device is in
the driver’s quadrant or space of the vehicle), (ii) control-
ling or limiting use of the one or more mobile devices
when the vehicle is being operated (e.g. to prevent or
minimize distracted driving caused by use of the mobile
device within the vehicle), (iii) auditing, monitoring, and
detecting use of the mobile device when the mobile de-
vice is in the vehicle or when the vehicle is being oper-
ated, (iv) controlling or managing functions of the vehicle,
such as driver seat settings and driver preferences,
based on detection of the mobile device in or near the
driver’s quadrant or space in the vehicle, and (v) auditing
or collecting data regarding driving behavior and vehicle
usage, which can then be used to reward driving behav-
ior, to provide or help implement usage based insurance
(UBI) scoring or policies, and to capture valuable tele-
metric data.
[0059] More specifically, the control device 75 is de-
signed to perform at least two primary functions. First, in
the preferred embodiment, the control device 75 is con-
figured to transmit at least two different audio signals that
can be detected and then used by one or more mobile
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devices to determine where such mobile devices are lo-
cated within the vehicle. In an alternative embodiment,
the control device 75 is configured to interface with the
sound system of the vehicle itself to cause desired audio
signals to be produced by one or more speakers of the
sound system of the vehicle, which audio signals can
then be detected and used by the one or more mobile
devices to determine where such mobile devices are lo-
cated within the vehicle. Second, the control device 75
is configured to transmit or broadcast vehicular status
data. Such transmissions or broadcasts can be received
and processed by mobile devices within the vehicle or
by software system or applications being run by the ve-
hicle itself. Preferably, the vehicular status data includes
information that can be determined or detected by the
control device itself, such as motion of the vehicle, speed
of the vehicle, location of the vehicle, cabin temperature
within the vchicle, sound or ambient noise within the cabin
of the vehicle at any point in time.
[0060] Preferably, such vehicular status data can be
transmitted or broadcast by the control device 75 using
classic Bluetooth (BT) communication protocols or using
Bluetooth Low Energy (BTLE) communication protocols.
Specific details about such communication protocols are
described in greater detail hereinafter. Preferably, such
vehicular status data is transmitted in real time on a pe-
riodic basis; however, in some embodiments or circum-
stances, such vehicular status data may be transmitted
in bulk or in non-real time scenarios.
[0061] Additional or optional functions of the control
device 75 include storing vehicular status data in mem-
ory, communicating directly or indirectly with the on-
board computer of the vehicle to obtain additional vehicle
data, exchanging data or engaging in bi-directional com-
munication with one or more mobile devices 150, and
exchanging data or engaging in bi-directional communi-
cation with the at least one system server 180.
[0062] Preferably, the mobile device 150 makes use
of two embedded or downloaded applications or software
components, each designed to handle and make use of
the data or communications made by the control device
75. First, one application or software component is pref-
erably designed to process the two or more different au-
dio signals that are transmitted by the control device 75
directly or that the control device causes to be transmitted
over the vehicle sound system. Using audio detection,
filtering, and digital processing techniques, this first ap-
plication is able to determine the approximate location of
each such mobile device within the vehicle (i.e., whether
or not such mobile device is located within the driver
space or quadrant of the vehicle). In preferred embodi-
ments, the first application is also able to determine when
the mobile device is not within the driver space or quad-
rant of the vehicle, but is positioned or oriented in a man-
ner that it can still be used, viewed, or accessed by the
driver in such a way that it could still distract the driver
while driving. The second application or software com-
ponent, whether being run on a mobile device or by the

vehicle itself, is preferably designed to receive the vehic-
ular status data from the control device 75 and then re-
spond accordingly - based primarily upon the specific
one or more applications 190 for which the system is
intended to be used. Additionally, in many situations, the
second application or software component will also make
use of the mobile device location information (and driver
identification) determined by the first application or soft-
ware component. For example, the second application
or software component can be configured to block or limit
specific functionality of the mobile device to reduce the
risk of distracted driving, but only when the device is in
the driver space or quadrant.

Exemplary Control Device

[0063] FIG. 2 illustrates a perspective view 200, from
within a vehicle 110, in which an exemplary control device
75 is mounted conveniently on the interior surface of the
windshield 210 of the vehicle 110, near the central rear
view mirror 220 of the vehicle 110. This mounting location
on the interior windshield 210, near the central rear view
mirror 220, is convenient since it does not obstruct the
visibility of the driver of the vehicle sitting in the driver’s
seat 230, since it can be installed in an after-market en-
vironment, and since it is strategically located along or
near the central axis 250 of the vehicle 110 along an
invisible dividing line between the driver’s seat 230 and
the front passenger’s seat 240. Preferably, the control
device 75 includes a first speaker 260 that is configured
to transmit a first audio signal 265 aimed generally toward
the driver space or quadrant of the vehicle. Preferably,
the control device 75 includes a second speaker 270 that
is configured to transmit a second audio signal 275 aimed
generally toward the passenger space or quadrant of the
vehicle.
[0064] Although the mounting location for the control
device 75 shown in FIG. 2 is preferred, it will be appre-
ciated by those of skill in the art that the control device
75 can be placed, mounted, or installed in different loca-
tions within the vehicle compartment. For example, the
control device 75 can be placed anywhere along the cen-
tral axis 250, such as lower on the windshield 210, on
the dashboard 280, on the center console area 290, along
the ceiling console area (not shown), or even on the back
windshield (not shown), or the rear dashboard surface
(also not shown). The exact location is not critical as long
as one audio signal is aimed toward the driver space and
the other audio signal is aimed toward the passenger
space. As will be understood by those of skill in the art,
the first application or software component installed on
or used by the mobile device can be configured to work
with control devices 75 positioned in front of or behind
the driver’s seat 230, as long as the configuration spec-
ifies which speaker 260, 270 and correspondingly which
audio signal 265, 275 is aimed toward the driver space
and which is aimed toward the passenger space. Like-
wise, the first application or software component can also
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be configured to work with the control device 75 that are
used in countries or in vehicles in which the driver’s seat
and passenger’s seat are on opposite sides of the vehicle
(as compared to that shown in FIG. 2). Further, it will also
be appreciated by those of skill in the art that the control
device 75 does not have to be placed directly on the
central axis 250 as long as the configuration of the first
application or software component specifies which
speaker 260, 270 and correspondingly which audio sig-
nal 265, 275 is aimed toward the driver space and which
is aimed toward the passenger space.
[0065] In some embodiment, the control device 75 can
make use of its on-board accelerometer to determine its
orientation relative to gravity. Thus, the control device 75
can determine whether it has ben installed correctly or
whether it has been installed upside down, in which case
the standard speaker configuration (one pointing toward
the driver space and one pointing toward the passenger)
would be reversed.
[0066] FIG. 3 is similar to FIG. 2, but illustrates a top
view 300 of a conventional vehicle 110 in which the ex-
emplary control device 75 is mounted conveniently on
the interior surface of the windshield 210 of the vehicle
110, near the central rear view mirror 220 of the vehicle
110. This mounting location on the interior windshield
210, near the central rear view mirror 220, is convenient
since it does not obstruct the visibility of the driver of the
vehicle sitting in the driver’s seat 230, since it can be
installed in an after-market environment, and since it is
strategically located along or near the central axis 250
of the vehicle 110 along an invisible dividing line between
the driver’s seat 230 and the front passenger’s seat 240.
Preferably, the control device 75 includes a first speaker
260 that is configured to transmit a first audio signal 265
aimed generally toward the driver’s space or quadrant of
the vehicle. Preferably, the control device 75 includes a
second speaker 270 that is configured to transmit a sec-
ond audio signal 275 aimed generally toward the pas-
senger’s space or quadrant of the vehicle.
[0067] As with the exemplary system of FIG. 2, al-
though the mounting location for the control device 75
shown in FIG. 3 is preferred, it will be appreciated by
those of skill in the art that the control device 75 can be
placed in different locations within the vehicle cabin. For
example, the control device 75 can be placed anywhere
along or near the central axis 250, such as lower on the
windshield 210, on the dashboard, on the center console
area 290, along the ceiling console area (not shown), or
even on the back windshield 215, or the rear dashboard
surface 225. The exact location is not critical as long as
one audio signal is aimed toward the driver space and
the other audio signal is aimed toward the passenger
space.
[0068] FIG. 4 is a schematic that illustrates, at a high
level, the primary components of the control device 75
used in the exemplary embodiments of the system de-
scribed in association with FIGS. 1-3. The control device
75 preferably includes a main microprocessor 410, a

power supply 440, and an audio processor 470. The main
processor 410 receives power from the power supply 440
and controls the audio processor 470. Preferably, the
control device 75 also includes an accelerometer 415, a
GPS component 425, a Bluetooth (BT) module 435, and
memory 420. The power supply 440 preferably includes
a primary solar power component 445 and a rechargea-
ble battery 455. Optionally, the power supply 440 also
includes a USB power supply input to enable the control
device 75 to connect to the power supply of the vehicle
110 in conventional manner. The audio microprocessor
470 preferably controls a left amplifier and filter 475 and
left speaker 485 and a right amplifier and filter 480 and
right speaker 490. In some embodiments, the control de-
vice 75 also includes a built-in microphone 430. As will
be appreciated by those of skill in the art, the control
device is able to detect ambient light levels based on the
level of sunlight detected by the solar power component.
Additionally, although not shown, the control device may
also include a temperature sensor, which can detect and
determine the ambient temperature level within the cabin
of the vehicle, which may be of value in some end use
applications.
[0069] Installing the control device 75 on the wind-
shield of the vehicle allows solar power to be used as the
primary power supply, with battery used for back-up pur-
poses or when there is insufficient sunlight. This has the
advantage of not requiring any wires or plugs to be con-
nected during initial installation. It also allows more free-
dom in placement of the control device 75 within the ve-
hicle 110. Power can be conserved by detecting long
periods of time without any movement, as measured by
the accelerometer 415 or other motion sensor, and then
going into a low power (or "sleep") mode. Similarly, the
control device 75 is preferably configured to power up
(or "awaken") upon movement, again, as measured by
the accelerometer 415 or other motion sensor. When the
control device 75 is in regular power mode, the GPS 425
can be used for obtaining more accurate motion, speed,
and position data. In some embodiments, it is still useful
to have a USB power supply input on the control device
75 to be able to connect the control device 75 to the
vehicle’s power supply for occasions in which there is
insufficient sunlight or in case the battery does not have
sufficient charge to power the control device.
[0070] Having an independent and self contained con-
trol device 75 that can detect movement, at a minimum,
and that has its own GPS tracking capability, which is
not dependent upon data that must be obtained from the
vehicle 110 or from the vehicle’s on-board computer, of-
fers many advantages. For example, the built-in accel-
erometer 415 can be used to determine when the vehicle,
in which the control device is mounted, is moving. Be-
cause the control device 75 is physically connected to
the vehicle, it would be assumed that any acceleration
is likely caused by the vehicle in motion. Once the accel-
erometer 415 detects movement, the vehicle status (the
fact that the vehicle is moving, the degree of acceleration,
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or the actual velocity - if GPS data is available) can be
transmitted to any mobile devices within the vehicle using
any of the data transmission protocols described herein,
including Bluetooth, BTLE, WIFI, or audio. Similarly, rap-
id deceleration, sharp braking, or vehicle veering move-
ments can also be detected by the accelerometer 415
and then transmitted. In preferred embodiments, the
Bluetooth module 435 transmits the vehicle status data
using classic Bluetooth and/or BTLE protocols.
[0071] From a practical standpoint, it is possible to use
non-removable industrial, double-sided tape for mount-
ing the control device to a windshield to prevent tamper-
ing, or to use tamper tape to detect tampering of the con-
trol device while still allowing eventual removal, when
desired and authorized. As stated previously, the control
device preferably is placed near or along the center axis
of the vehicle. This control device preferably has one
speaker pointing towards the driver quadrant and a sec-
ond speaker pointing towards the passenger quadrant.
Optionally, a third speaker can be placed pointing to-
wards the back of the vehicle for better accuracy and
filtering of back seat passengers. This control device
could transmit or broadcast audio signals utilizing any
one or combination of methods for mobile device location
and corresponding driver identification, as will be de-
scribed in greater detail hereinafter.
[0072] Advantageously, by being solar-powered, the
control device 75 can be used for far more than distracted
driving applications. For example, since the system can
be used to identify drivers as compared to passengers,
it is possible to automatically log drivers in and out of
vehicles for electronic log books or hours of service type
applications. The system can also be used for low cost
UBI (usage based insurance) applications. Because the
control device 75 can be installed by simply sticking,
mounting, or otherwise attaching it to the vehicle wind-
shield, consumers or fleet operators can easily install the
device without needing any special equipment or expen-
sive professional installs. This ease of installation and
ability to "self power," provides a huge advantage in UBI,
traditional telematics, insurance, and other driver or ve-
hicle-usage applications.
[0073] The accelerometer 415 of the control device 75
is useful for detecting motion, braking, veering/swerving,
and acceleration events associated with the vehicle. The
GPS module 425 is useful for recording driving speed,
collecting mileage information, and tracking vehicle lo-
cation at any point in time during operation of the vehicle.
The Bluetooth module 435 enables the system to com-
municate vehicular status data, as captured, obtained,
or made available from the accelerometer and GPS mod-
ule, to one or more mobile devices within the vehicle
and/or to one or more applications being run by the ve-
hicle. The Bluetooth module 435 could also be used to
collect information from nearby sensor devices. For ex-
ample, an OBDII device installed within the vehicle, as
described in US Patent No. 8,527,013, can also have a
Bluetooth module, which can communicate vehicle diag-

nostic and other detailed information obtainable from the
vehicle’s on-board computer, to the control device 75. A
cellular component can also be added to the control de-
vice 75 to allow it to easily communicate data directly
back to the at least one system server 180 using con-
vention cellular communications. This allows the solar-
powered control device 75 to have a function similar to
a central hub within the vehicle for gathering information.
[0074] In one embodiment, rather than sending data
directly from the control device 75 to a system server
180, such data can first be transmitted to one or more
mobile devices within the vehicle, which can then upload
such data to the system server 180. Finally, in some em-
bodiments, vehicular status data may be provided sep-
arately to mobile devices within the vehicle both from the
control device 75 as well as from any other data collection
and communication devices within the vehicle (e.g. OB-
DII, JBUS, etc.). These arrangements provide a dynamic
vehicle and data collection system that reduces cost
while maintaining 24x7 connectivity.

Locating Mobile Devices in Vehicles Using Control De-
vice

[0075] As stated previously, the control device 75 is
designed to perform at least two primary functions. The
first primary function is to transmit one or more signals
that can be detected and then used by the mobile device
to determine where the mobile device is located within
the vehicle. There are a variety of ways to determine if a
mobile device is in the driver quadrant (or side, for vehi-
cles with no backseat) of a vehicle. One preferred method
described herein is to use audio signals. Preferably, such
audio signals are above 19 kHz, to prevent normal hu-
mans from being able to hear the tones, while still being
in the range of typical audio output speakers and detect-
ible by microphones on typical mobile devices. However,
audible tones could also be utilized.
[0076] In a preferred embodiment, a first audio signal
is played out of a speaker on the control device 75 and
directed toward the driver space. A second audio signal
is played out of a speaker on the control device 75 and
directed toward the passenger space. Preferably, the first
audio signal is a set of specific audio frequencies (1 or
more) and the second audio signal is another set of spe-
cific audio frequencies (1 or more). Preferably, the fre-
quencies used by the first and second audio signals are
different from each other.
[0077] For example, in one implementation, the first
audio signal includes three separate audio frequencies
(e.g., 19100hz, 19250hz, and 19500hz) played for a spe-
cific period of time, such as 50ms. After 50ms of playing,
all sound playing stops for another predetermined period
of time, such 200ms. After 200ms of silence, the second
audio signal includes three different audio frequencies
(e.g., 19200hz, 19300hz, and 19450hz) played for an-
other specific period of time, such as 50ms. After 50ms
of playing, the system again pauses another predeter-
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mined period of time, such 200ms, with silence before
starting over by transmitting the first audio signal again.
The frequencies, duration of playing or transmission, and
duration of pause times are all exemplary and, as will be
appreciated by one of skill in the art, could be configured
using any number of combinations.
[0078] This method has several benefits in practice.
For example, by spacing the playback out of each speak-
er, it is possible to reduce the potential for frequencies
to interfere with one another. Also, the periods of silence
allow any reverberations introduced within the vehicle
cabin to dampen. Another benefit provided by this em-
bodiment is the ability to detect relative distances. Be-
cause the play back timings are known or predetermined,
it can be determined when to expect the frequencies to
arrive at a mobile device based on its location within the
vehicle. This deviation in the timings enables the system
to identify accurately the quadrant of the vehicle within
which the mobile device is located. The time from the
beginning of the left audio to the beginning of the right
audio, and vice-versa, is equal and fixed with a high de-
gree of accuracy. Based on the speed of sound, the sys-
tem can detect left-to-right versus right-to-left start times
as being slightly different, depending on the position of
the microphone of the mobile device relative to the speak-
ers.
[0079] In another embodiment and as stated previous-
ly, the control device 75 can be integrated with the sound
system of the vehicle. In such a configuration, the first
and second audio signals can be played out of speakers
built into the vehicle. In such embodiment, the first audio
signal would be output through the speaker (or speakers)
closest to the driver and the second audio signal would
be output through the speaker (or speakers) closest to
the passenger. Preferably, the control device 75 would
control the audio outputs.
[0080] In yet a further embodiment, it is possible to
broadcast first and second audio signals simultaneously.
Such signals could either be broadcast from speakers
on the control device 75 or by speakers of the vehicle
under control of the control device 75. For example, the
speaker aimed toward the driver or closest to the driver
may broadcast a short duration tone at a first frequency,
such as 19,100Hz, while the speaker aimed toward the
passenger or closest to the passenger may broadcast a
short duration tone at a different frequency, such as
19,200Hz. The length of the tones are predetermined.
Preferably, the tones could be short, such as ten (10)
milliseconds (ms), or longer, such as one (1) second.
[0081] As will be appreciated by those of skill in the art,
any tone duration could realistically be used; the overall
concept remains the same. Since, in this particular em-
bodiment, the two tones are broadcast simultaneously,
the frequency tone received first by a particular mobile
device can aid in determining its location. For example,
if the left tone reaches the mobile device first, this would
indicate the mobile device is closer to the left side of the
vehicle than right - which in certain countries would indi-

cate that the mobile device is in the driver quadrant rather
than the passenger quadrant. By utilizing more speakers
and frequencies, exact quadrants could be determined.
For instance, multiple control devices (one at the front of
the vehicle and one at the back of the vehicle) could be
used to provide four separate speakers, each having a
dedicated audio frequency. Alternatively, each of the four
speakers of the vehicle could be used in similar fashion.
For example, the front left speaker (or speaker closest
to the driver or aimed at the driver quadrant) could broad-
cast a tone at 19,100Hz, the front right speaker at
19,200Hz, back left speaker at 19,300Hz, and back right
speaker at 19,400Hz. From these four different frequency
audio signal, one could determine the location of the mo-
bile device by comparing the order in which the frequen-
cies are received by the mobile device(s). For example,
if the first two frequencies received are from the front left
speaker followed by the back left speaker, the mobile
device is likely located in the driver seat.
[0082] The position is determined by comparing the
relative start time of the different frequency tones, as ob-
served by the microphone of each mobile device. Thus,
each mobile device will observe the audio for each fre-
quency to start frequently, up to multiple times per sec-
ond. For this to work properly, the sample rate should be
at least twice the maximum frequency emitted by any of
the speakers, preferably higher. The exact start time of
the frequency would preferably be determined using
known digital signal processing (DSP) techniques.
[0083] One such technique is to perform a Fourier
transform on a sub-window of the recorded audio. In this
case, one would look for a spike at each of the frequen-
cies emitted by the speakers. The time at which each
frequency is marked as "started" would be the time at
which the value of the Fourier transform for that frequency
and window position exceeds a given threshold. That
threshold may be fixed, or may be adaptive. Additionally,
the threshold may be different for different speakers. This
is especially helpful to overcome the frequency response
of the speakers and the microphone of the mobile device,
especially at high frequencies.
[0084] Preferably, each speaker will emit its tone for a
fixed period, followed by a fixed period of silence. This
allows each mobile device to take multiple samples. This
procedure can be used to help each mobile device de-
termine the desired information in spite of a noisy envi-
ronment or being near a middle point between two speak-
ers. The processing of this information may be processor-
intensive. Depending on the speed of the CPU of the
mobile device(s) and its data connection, it may make
sense to process the audio locally, or upload it to a server
for processing. In the latter case, the audio may be sent
raw, or may be preprocessed to reduce size.
[0085] In yet another embodiment, the mobile device
and the control device can be programmed to perform a
set of pings. Once the mobile device detects the control
device in the vehicle for which it is allowed to communi-
cate, the mobile device can be configured to emit a short

21 22 



EP 3 425 809 B1

13

5

10

15

20

25

30

35

40

45

50

55

duration high frequency tone. The control device in the
vehicle would be configured to detect this high frequency
tone and, in response, emit its own short duration tone.
The mobile device would then compare the time from
which it emitted its tone until the response tone from the
control device was detected.
[0086] In one implementation, the mobile device would
accomplish this by starting to record audio before pro-
ducing its tone. It would then record for a set amount of
time, long enough for the response tone to have come
back. The mobile device would then use this audio cap-
ture to determine, using one or more DSP techniques,
the difference in time between the start of its own tone
and the start of the responding tone. Preferably, the mo-
bile device’s tone and the responding tone would be suf-
ficiently different in frequency to be able to be clearly
separated using DSP techniques. Using this information,
the processing software on the mobile device would be
capable of calculating the distance between mobile de-
vice and the system control device. Based on the dis-
tance, it would be possible to determine whether the mo-
bile device is in the drivers quadrant, passenger quad-
rant, or in the back seat. For this method to operate prop-
erly, the responding tone generated by the control device
would have to be reliably produced at a fixed time interval
after the control device first detects the tone produced
by the mobile device. Processing the audio capture can
be performed locally on the phone, or remotely in the
cloud. This method could further be enhanced by having
multiple control devices located within the vehicle to help
pinpoint the quadrant within which the mobile device is
located with better accuracy.
[0087] In a slight variation of the above embodiment,
it is not necessary to determine precise distances be-
tween the mobile device and the control device or to de-
termine conclusively within which quadrant the mobile
device is located. For example, just determining which
mobile is closest to the control device may be enough
information to determine what action to take, such as
which mobile device should be blocked, scored, or
logged. In this variation, the response time from emitting
the tone from the mobile device until receiving the re-
sponse tone from the control device would be shared
with other mobile devices located within the vehicle. If
the control device is placed nearest to the driver or driv-
er’s quadrant of the vehicle, then the mobile device with
the shortest tone transmission and response time would
be considered in the driver quadrant. Conversely, the
mobile device with the longest tone transmission and re-
sponse time would be considered in the driver quadrant
depending on alternative placements (such as a location
furthest away from the driver’s quadrant) of the control
device. The tone transmission and response times can
be shared with the other mobile devices in the vehicle in
many different ways. One way would be by uploading
the information to the cloud and allowing an application
running on a remote web server to determine the shortest
(or longest) distance. Another way would be to share the

information locally through standard Bluetooth, BTLE, or
by changing a discoverable field on the mobile device,
such as Friendly Name, to represent the information. For
these methods to operate properly, the responding tone
would have to be reliably produced at a fixed interval after
the responding system control unit first detects one or
more tones from mobile devices within the vehicle.
Processing of the data could be performed locally on one
or more mobile devices, or remotely in the cloud.
[0088] In yet a further embodiment, the amplitude of
the various frequencies may be enough to determine mo-
bile device location within the vehicle. One or more con-
trol devices could be installed or prebuilt into a vehicle,
which simultaneously sends tones out of two or more
speakers. All of the frequencies would be broadcast with
the same relative power. The frequency, which is the
loudest, would indicate the speaker that is closest to that
respective mobile device. This would be accomplished
on the mobile device by recording the audio and using
one or more DSP techniques, such as Fourier transform,
to determine amplitude. The average amplitude at the
desired frequencies would be calculated across the re-
corded sample.
[0089] Again, the actual processing of the recorded au-
dio could be performed locally or in the cloud. Utilizing
this procedure, the frequencies could be broadcast in
short duration bursts or played continuously into the cab-
in of the vehicle. The exact quadrant could again be de-
termined by utilizing multiple speakers. However, this
procedure could work using just two speakers or four
speakers - in a manner as described above - with each
speaker broadcasting at its predetermined and pre-set
frequency. Each (or all) speakers could be continuously
playing their tone or alternating each tone with periods
of silence. The mobile devices within the vehicle can then
compare the relative amplitude of each of the speakers
to determine approximate location within the vehicle. It
should be noted that the tone does not have to be played
continuously, it can be played in short duration bursts,
continuously, long bursts, or any combination thereof. It
should also be noted that the use of signals out of each
speaker in this embodiment could be any combination of
frequency - both audible and in-audible tones could be
used. To account for various frequency responses of the
speakers and/or receiving mobile devices, the power at
which each speaker is playing may be varied to account
for the frequency response. The particular frequencies
chosen will depend on several factors. For example, high
noise and/or low fidelity environments will benefit from
wider separation between the frequencies of the different
speakers. In addition, wider separation of the frequencies
can reduce the calculation load of the DSP performed,
which may be beneficial for some handsets or mobile
devices.
[0090] In another embodiment or as a variation of any
of the above embodiments, one or more "presence" fre-
quency tone may also be emitted from the speakers.
These frequencies tone(s) would be emitted in equal
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power by all speakers. Preferably, such "presence" fre-
quency tone(s) would be at a different frequency from
any of the frequencies used for positioning determina-
tions, as described above. These presence frequency
tone(s) would enable the mobile device to determine that
it is inside the vehicle or other designated/protected area.
When the presence tone is used in the current system,
the handset or other mobile device must first detect the
presence frequency tone before it will interpret any other
frequency tone for the purpose of determining its location
within the vehicle. This may be especially useful in high
noise and/or low fidelity environments. These "presence"
signals could be utilized to improve the reliability of all of
the above driver detection embodiments discussed
above or, alternatively, such presence frequencies could
be used as a standalone system.
[0091] For the various audio implementations dis-
cussed above, it is recommended that the frequencies
used by the system not be harmonics of one another, as
this could cause potential detection issues. Also, another
aspect of operation is detecting the signal emitted from
the speakers amid the ambient noise of the environment
within the vehicle. Various procedures can be used to
make this determination. For example, the powers at all
measured frequencies, except the ones expected, can
be averaged. This will represent the noise level. The pow-
er level at the expected frequencies can then also be
measured. The expected frequencies must then exceed
the noise by some threshold in order to be considered
detected. The threshold for detecting the presence fre-
quency may be the same or different from the threshold
required for the positioning frequencies. Alternatively, the
powers seen at all frequencies may be averaged over
time to prevent false positives.
[0092] If the presence frequency is detected, but no
positioning frequency is thereafter detected, then, after
some predetermined period of time, the threshold for the
positioning frequency may be lowered. In addition, if
there is some external signal that the mobile device is
inside the vehicle, such as a specific Bluetooth signal,
for example, but the presence frequency is not detected,
the threshold for the presence frequency may be lowered
as well.
[0093] In a feature of any of the above mobile device
location (and corresponding driver detection) embodi-
ments, it is useful to be able to determine when the driver
may be attempting to circumvent the system by reaching
out and holding the mobile device on the passenger side
of the vehicle, by having a passenger hold the mobile
device for the driver but in a manner in which it is viewable
or useable by the driver, or by having the mobile device
mounted or positioned outside the driver’s seat area but
still oriented so that the driver can see and interact with
the mobile device.
[0094] Determining when a mobile device is being
held, position, or oriented in a manner that can be viewed
or used by the driver, even when not in the driver’s seat
area of the vehicle can be accomplished in several dif-

ferent ways. For example, it is possible to compare the
heading of the vehicle with the orientation of the mobile
device. In one implementation, this can be accomplished
using only the sensors on the mobile device as follows:
using the GPS on the mobile device, the heading of the
mobile device can be detected. As this matches the head-
ing of the vehicle, this provides a number range between
0-360 degrees - indicating the orientation of the vehicle
relative to magnetic north. Using the magnetic sensor on
the mobile device, the orientation of the mobile device
relative to magnetic north can also be determined - also
as a number range between 0-360 degrees. This is the
compass orientation of the vector perpendicular to the
back side of the phone (the side opposite the display).
These two numbers can then be compared. For example,
if the heading of the car is 0 degrees (straight north) while
the orientation of the phone is 90 degrees (back side of
the phone is pointing due east), then the system deter-
mines that the mobile device may be in a circumventing
use orientation. Clearly, a passenger would not typically
hold her mobile device in this position.
[0095] As a second example, if the heading of the car
is 0 degrees (straight north) while the orientation of the
mobile device is 10 degrees (back side of the device is
pointing just slightly east of north), then the system de-
termines that the mobile device is in an "allowed" use
orientation, as this would be considered within a valid
range of orientation for passenger use. The exact thresh-
old of degree of difference is configurable, so as to ac-
commodate varying vehicle cabin geometries, individual
user movement patterns, and parent/administrator strict-
ness.
[0096] In some instances, it may be desirable for the
passenger to hold her mobile device in a position in which
the screen is facing the driver. One example would be
when the passenger holds her mobile device against her
ear, in which case the screen could still be "facing" the
driver, but would not in fact be viewable by the driver.
This scenario can be filtered out as an exception - using
additional data available from the mobile device, such as
screen proximity sensor, screen on state, or the current
call status.
[0097] The gyroscope and magnetometer of the mo-
bile device can also provide useful information to help
identify the orientation of the mobile device in the vehicle
since many applications can be viewed in either a portrait
screen orientation or in a landscape screen orientation.
[0098] As stated previously in conjunction with FIG. 1,
the mobile device 150 preferably makes use of two em-
bedded or downloaded applications or software compo-
nents, each designed to handle and make use of the data
or communications made by the control device 75. The
first application or software component is preferably de-
signed to process the audio signals that are transmitted
to the mobile device for enabling the mobile device to
determine whether it is located in the driver quadrant or,
in a feature, located in the passenger quadrant but being
positioned or held in such a manner that it is likely to be
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useable or viewable by the driver, which is important to
prevent a driver from trying to circumvent a distracted
driving application.
[0099] The flow chart of FIG. 5 illustrates the process
500 by which the mobile device 150 determines whether
it is located within the driver quadrant of a vehicle 110
when used in conjunction with a control device 75 con-
figured, according to the preferred embodiment, to trans-
mit a first audio signal toward the driver and a second
audio signal directed toward the passenger. Preferably,
the first audio signal includes three separate audio fre-
quencies (e.g., 19100hz, 19250hz, and 19500hz) played
for a specific period of time, such as 50ms. After 50ms
of playing, all sound playing stops for another predeter-
mined period of time, such 200ms. After 200ms of si-
lence, the second audio signal includes three different
audio frequencies (e.g., 19200hz, 19300hz, and
19450hz) played for another specific period of time, such
as 50ms. After 50ms of playing, the system again pauses
another predetermined period of time, such 200ms, with
silence before starting over by transmitting the first audio
signal again.
[0100] The audio processing application of the mobile
device first samples the audio signals transmitted to the
mobile device (Step 505). Filtering, such as high pass
and other filtering, is used to reduce or minimize noise
from the audio sample (Step 510). A baseline of inten-
tional and ambient noise captured during the sampled
audio is calculated (Step 515). The process 500 then
determines whether there are any audio signal spikes
that exceed the calculated baseline and that conform to
the predetermined or pre-set audio signals - based on
frequency and based on expected duration of such sig-
nals and delays between such signals (Step 520). If no
audio signal spikes are detected, the process assumes
that the mobile device is not in a vehicle, not in a vehicle
that is moving, or not in a vehicle that has a suitable
control device installed or activated (Step 525). In such
a scenario, the mobile device cannot determine its loca-
tion in the vehicle based on any signals from a control
device; therefore, the process for seeking audio signals
from a control device either ends or starts over again
(Step 590).
[0101] If one or more audio signal spikes are detected
at Step 520, the process 500 then labels each such de-
tected audio signal spike as either a "driver" or "passen-
ger" audio signal using Goetzel analysis (Step 530).
Three separate analyses are then performed by the proc-
ess 500 on each labeled audio signal spike. In one anal-
ysis, the spike times for driver-to-passenger and passen-
ger-to-driver are compared (Step 540). In a second anal-
ysis, the highest frequency power audio signal is identi-
fied (Step 550). In a third analysis, a Goetzel analysis
sweep is performed across all of the detected spikes and
a maximum area under the curve is calculated (Step 560).
[0102] The process 500 then compares the results
from the three separate analyses and initially determines
whether the mobile device is located in the driver quad-

rant or not - based on the results of at least two of the
three analyses performed on the audio sample (Step
570). The audio processing application of the mobile de-
vice then finally determines whether the mobile device
is located in the driver quadrant or not - based on the
results of at least three of the determinations made at
Step 570 (Step 580).
[0103] All of the above methods using the control de-
vice (and any of the exemplary methods described below
that do not use the control device) for determining if a
mobile device is in the driver quadrant or one of the other
quadrants within the vehicle are useful for a variety of
reasons based on the end use application. For example,
in some instances, a decision of whether to block or not
to block functionality of the mobile device may be made
based on the location of the mobile device. In other sce-
narios, deciding whether to audit the mobile device’s ac-
tivities may be made based on the quadrant. For exam-
ple, in a UBI scoring application, the mobile device may
not go into blocking mode, but by knowing this mobile
device is the one that is in the driver quadrant and using
the mobile device as a proxy to identify the individual
driving, more accurate scoring models can be construct-
ed. In other uses, the mobile device in the driver quadrant
may be used automatically to "sign in" for hours-of-use
type applications, commonly found in FMCSA vehicles.
Yet another use of quadrant identification could be for
accident reconstruction. An accident could be recon-
structed in which the location of various mobile devices
within the vehicle could be used and potentially cross-
referenced with carrier data corresponding to each mo-
bile device before, during, and after the accident.
[0104] It should also be noted that the quadrant in
which a mobile device is located may change over time.
For instance, when a vehicle first starts moving, the mo-
bile device in the driver quadrant may be identified and
go into blocking/auditing/scoring modes. The system
could be continuously monitoring its location to help de-
termine when its quadrant location within the vehicle may
have changed. Upon quadrant change, different actions
may occur. For example, call blocking may change to a
new mobile device that moves into the driver quadrant,
while the mobile device that has moved out of the driver
quadrant may be freed up to make calls. Similarly, block-
ing/auditing/scoring applications can switch from one
mobile device to another depending upon which one is
within the driver quadrant at any given time.
[0105] It may also be useful to know if more than one
person is in the vehicle. For instance, if only one person
is in the vehicle, it may be desirable for that user’s mobile
device or devices to be blocked/audited/scored regard-
less of the quadrant in which such device(s) are located.
Therefore, various methods outlined above may be use-
ful in determining if more than one mobile device is in the
vehicle and where each mobile device is located within
the vehicle. Each mobile device may communicate with
a centralized server to help facilitate this discovery, or
mobile devices locally may be configured to communi-
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cate with each other using Bluetooth or other short-range
communication mechanisms. In some implementations
the mobile devices may broadcast their own audible
tones to help with this determination. For example, while
in the vehicle, or in motion only, the mobile device may
pick an unused frequency and broadcast its own audio
signal. This could be accomplished in many ways, such
as having a pool of available frequencies from which to
choose. The other mobile devices in the vehicle can de-
tect and sample this pool of frequencies to determine if
another mobile device has "checked in" within the vehi-
cle. In yet another implementation, vehicle specific sen-
sors may be utilized. Such vehicle specific sensors in-
clude, but are not limited to, seat belt detectors that detect
which seat belts are engaged, weight sensors on the
seats that help identify if the seat is occupied, and the like.

Transmission of Vehicular Status Data from Control De-
vice

[0106] As stated previously, in addition to transmitting
signals used to determine the location of the mobile de-
vice within the vehicle, the control device 75 is also con-
figured to transmit or broadcast vehicular status data.
Preferably, the vehicular status data includes information
that can be determined or detected by the control device
itself, such as motion of the vehicle, speed of the vehicle,
location of the vehicle, cabin temperature within the ve-
hicle, sound or ambient noise within the cabin of the ve-
hicle at any point in time. Preferably, such vehicular sta-
tus data can be transmitted or broadcast by the control
device 75 using classic Bluetooth (BT) communication
protocols, using Bluetooth Low Energy (BTLE) commu-
nication protocols, or both. Preferably, such vehicular
status data is transmitted in real time, on a periodic basis;
however, in some embodiments or circumstances, es-
pecially if vehicular status data has accumulated and
been stored in memory on the control device 75 without
previously being transmitted to a receiving mobile device
or vehicle application, such vehicular status data may be
transmitted in bulk or in non-real time scenarios to a mo-
bile device - once one such receptive device comes within
communication range of the control device 75.
[0107] The flow chart of FIG. 6 illustrates the process
600 by which the control device 75 communicates vehic-
ular status data to one or more mobile devices within a
vehicle. As stated previously, the control device 75 pref-
erably remains in a powered-down state to preserve its
battery. Thus, the control device 75 monitors its built-in
accelerometer in order to detect when the vehicle in
which it is installed or mounted begins to move (Step
605). Upon detection of movement, the control device 75
powers on. The process 600 continues to monitor the
output of its accelerometer to determine any changes in
movement of the vehicle (Step 610). Any change in
movement of the vehicle, including its rate of acceleration
or deceleration, is recorded and stored in memory on the
control device. Preferably, such information is embedded

in a suitable data field that will be transmitted by the con-
trol device using one of many potential communication
protocols (Step 620). As stated previously, such vehicu-
lar status data can be transmitted or broadcast by the
control device 75 using classic Bluetooth (BT) commu-
nication protocols, using Bluetooth Low Energy (BTLE)
communication protocols, or both. Specific details about
transmission of such data using classic BT and BTLE are
described in greater detail hereinafter.
[0108] If the accelerometer of the control device de-
tects (Step 625) that the vehicle has not moved for a
predetermined period of time, such as ten (10) seconds,
then the control device returns to a sleep or powered-
down state (Step 630). The control device remains in its
sleep of powered-down state until movement is again
detected (Step 635).
[0109] Preferably, the control device 75 periodically
updates the vehicular status data embedded in the suit-
able data fields that will be transmitted by the control
device (Step 650). In a preferred embodiment, such in-
formation is updated every five (5) seconds (Step 655).
[0110] As will be appreciated, for control devices that
include a GPS module, the vehicular status data includes
not only the accelerometer data, but also geographic lo-
cation data, vehicle speed, and corresponding time-
based correlation data associated with such information.
[0111] Finally, it will be appreciated by one of skill in
the art that the control device described herein can be
configured just to perform one or the other of its primary
functions. For example, one embodiment of the control
device can be configured just to transmit audio signals
for use in detecting the location of mobile devices within
a vehicle. Such control devices can be constructed with-
out inclusion of an accelerometer, GPS, data transmis-
sion module, and other sensors described above. Con-
versely, another embodiment of the control device can
be configured just to detect and transmit vehicular status
data. In such embodiments, such control devices can be
configured without an audio microprocessor and speak-
ers.

Transmissions Using Classic Bluetooth Protocols and 
Friendly Name Broadcasts

[0112] As will be appreciated from an understanding
of US Patent No. 8,527,013, classic Bluetooth (BT) com-
munication protocols can be used by the control device
75 of the present invention to transmit relevant vehicular
status data to one or more mobile devices located within
a vehicle and/or to one or more computer systems and
applications associated with the vehicle.
[0113] As will be appreciated by one of skill in the art,
with conventional Bluetooth communication protocols,
once a single mobile device 150 has "paired" and con-
nected with the Bluetooth module of the control device,
other mobile devices are not able to connect with the
Bluetooth module of the control device until the original
mobile device disconnects and the pairing is dropped.
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Thus, with conventional Bluetooth connectivity, only one
mobile device can be used in a vehicle at a time. That
may be fine for some or many applications and uses, but
not for all.
[0114] Therefore, preferably, the Bluetooth connective
modules on the control device and installed within the
system application or software component installed or
used by each compliant mobile device in the vehicle and
compliant computer system associated with the vehicle
is configured to allow for "one to many" connections with
the Bluetooth module of the control device.
[0115] In one embodiment, multiple mobile devices
and vehicle computer systems can connect simultane-
ously to the Bluetooth module of the control device
through the use of piconets. The Bluetooth module of the
control device acts as the "server" and is designated as
the "master" device and each associated mobile device
or vehicle computer system is designated as a "slave."
However, to initiate the connection, the mobile device or
vehicle computer system initiates the connection initially
as the "master" device. Conventional Bluetooth protocols
support a procedure called the master-slave switch,
which allows the mobile device or vehicle computer sys-
tem to become the slave after initiating this initial con-
nection. However, not all mobile devices or vehicle com-
puter systems, at least currently, are configured to enable
master-slave switching.
[0116] For this reason, in another preferred embodi-
ment, the present system does not use the "normal" or
"orthodox" connection or paired oriented protocol for
Bluetooth connections. Instead of initiating a connection
in the normal Bluetooth sense using the mobile device,
the Bluetooth module of the control device communicates
its "state" or vehicular status data in a broadcast manner
to any listening mobile devices or vehicle computer sys-
tems in Bluetooth range. It does this by changing its
"friendly name" to represent the current state of the ve-
hicle and any available vehicular status information. This
technique enables the system to support a much wider
array of mobile devices and vehicle computer systems
while also retaining the ability to communicate vehicular
status data to multiple mobile devices or vehicle compu-
ter systems in the same vehicle using a single Bluetooth
transmitter associated with the Bluetooth module of the
control device. For example, in one simple embodiment,
when the control device detects vehicle movement, an
acceleration value can be obtained from the accelerom-
eter built into the control device. Likewise, if the control
device has its own GPS component, vehicle location and
speed can also be obtained. This data can then be em-
bedded and incorporated into the "friendly name" of the
Bluetooth module on the control device that is then broad-
cast to any listening devices within range of the control
device, which would typically include any mobile devices
within the cabin of the vehicle and, potentially, one or
more vehicle computer systems. Each mobile device or
vehicle computer system, having the system software
installed thereon, would then be able to detect the "friend-

ly name" broadcast and extract the relevant vehicular
status data. This vehicular status data, along with the
previously determined mobile device location data, can
then be used to advantage for a wide range of purposes
- depending upon the other software applications, com-
ponents, or modules installed on each mobile device or
vehicle computer system. Each mobile device or vehicle
computer system can then be configured to search for
and detect the Bluetooth "friendly name" at pre-set inter-
vals to ensure that updated vehicular status data is ob-
tained on a desired and periodic basis.
[0117] In another preferred and more sophisticated
embodiment, the Bluetooth friendly name of the Blue-
tooth module of the control device can be updated on a
periodic basis (e.g., every 3 seconds) to provide multiple
pieces of vehicular status data - when the amount of avail-
able data exceeds the field parameters of the Bluetooth
friendly name. Since it may not be possible to send all
potentially relevant vehicle state or status data in a single
friendly name data transmission, the information trans-
mitted can be divided into frames. Obviously, the more
characters that the transmitter is capable of using as its
Bluetooth friendly name, the fewer frames and fewer cy-
cles of name transmissions required to pass on all rele-
vant data to the listening devices.
[0118] The amount of data and information that can be
sent as part of the Bluetooth "friendly name" depends
upon the software and hardware used. For example,
some Bluetooth transmitters have a 16 character limita-
tion in regards to how long the "friendly name" can be;
others have 20, 28, or 30 character limits, but the exact
length is not important and will vary based on the appli-
cation and the Bluetooth hardware in use at the time.
Regardless of the exact size or character limitation of the
"friendly name," the system is able to accommodate any
amount of information transmitted by using frames and
pre-set protocols that identify what information is being
transmitted and by identifying or knowing the number of
character fields that follow a specific frame identifier and,
potentially, how many friendly names are transmitted as
part of a single data broadcast Such information can be
pre-set or identified within the friendly name itself through
use of an "end" character that specifies the end or last
piece of information in a series of broadcasts and which
would indicate that the next broadcast would represent
the start of a new broadcast of information.

Transmissions Using BTLE Protocols

[0119] Bluetooth low energy (BTLE) wireless technol-
ogy is an ultra-low power (ULP) 2.4GHz RF technology
designed to bring wireless links to products that currently
use: proprietary wireless that is unable to communicate
with other wireless protocols; wired connections; or have
(at present) no wireless communication provision but
would benefit from one.
[0120] Bluetooth low energy (BTLE) wireless technol-
ogy is a ULP wireless solution featuring:
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• Ultra-low peak, average and idle mode power con-
sumption;

• Ultra-low cost plus small size for accessories and
human interface devices (HID);

• Minimal cost and size addition to handsets and PCs;
and

• Global, intuitive, and secure multi-vendor interoper-
ability.

[0121] Bluetooth low energy (BTLE) wireless technol-
ogy was designed from the outset to be a ULP technology
whereas classic Bluetooth technology is a "low power"
wireless technology. This difference dictates that the op-
erational characteristics of Bluetooth low energy wireless
technology and classic Bluetooth wireless technology
are opposites. Classic Bluetooth wireless technology is
a "connection oriented" radio with a fixed connection in-
terval ideal for high activity links like mobile phones com-
municating with wireless headsets. Among several
measures to reduce the power consumption, BTLE wire-
less technology employs a variable connection interval
that can be set from a few milliseconds to several sec-
onds depending on the application. In addition, because
it features a very rapid connection, Bluetooth low energy
wireless technology can normally be in a "not connected"
state (saving power) where the two ends of a link are
aware of each other, but only link up when necessary
and then for as short a time as possible.
[0122] There are three characteristics of Bluetooth low
energy technology that underlie its ULP performance: (i)
maximized standby time, (ii) fast connection, and (iii) low
peak transmit/receive power. Bluetooth low energy tech-
nology uses just three "advertising" channels to search
for other devices or promote its own presence to devices
that might be looking to make a connection. In compar-
ison, classic Bluetooth wireless technology uses 32
channels. This means Bluetooth low energy wireless
technology has to switch "on" for just 0.6 to 1.2ms to scan
for other devices, while classic Bluetooth wireless tech-
nology requires 22.5ms to scan its 32 channels. Conse-
quently, Bluetooth low energy wireless technology uses
10 to 20 times less power than classic Bluetooth wireless
technology to locate other radios.
[0123] Once connected, Bluetooth low energy wireless
technology switches to one of its 37 data channels. Dur-
ing the short data transmission period the radio switches
between channels in a pseudo-random pattern using the
Adaptive Frequency Hopping (AFH) technology pio-
neered by classic Bluetooth wireless technology (al-
though classic Bluetooth wireless technology uses 79
Bluetooth low energy wireless technology features a raw
data bandwidth of 1 Mbps) - greater bandwidth allows
more information to be sent in less time. A competing
technology that features a bandwidth of 250kbps, for ex-
ample, has to be "on" for eight times as long (using more

battery energy) to send the same amount of information.
Bluetooth low energy wireless technology can "complete"
a connection (i.e., scan for other devices, link, send data,
authenticate and "gracefully" terminate) in just 3ms. With
classic Bluetooth wireless technology, a similar connec-
tion cycle is measured in hundreds of milliseconds; more
time on air requires more energy from the battery.
[0124] Bluetooth low energy wireless technology also
keeps a lid on peak power in two other ways: by employ-
ing more "relaxed" RF parameters than classic Bluetooth
wireless technology, and by sending very short packets.
[0125] When using BTLE to communicate vehicular
status data to one or more mobile devices, there are sev-
eral things to consider. By default, BTLE allows for the
communication of data without requiring pairing. The
BTLE specification also allows for multiple devices to be
simultaneously connected and sharing data. However,
in practice, it has been found that most BTLE modules
on the market can only support one device connected at
a time. This introduces issues if more than one person
or mobile device is in the cabin of the vehicle. To over-
come this limitation, several workaround methods have
been developed.
[0126] In one method, a unique identifier is embedded
in the BTLE advertising data, so the mobile device can
immediately recognize the unit as the one with which it
will interact. In addition, vehicle status information can
be embedded into the service UUID being advertised. In
this manner, it is possible to transmit basic information,
such as moving, not moving, and vehicle off status infor-
mation by utilizing 3 different service UUIDs. The service
UUID that is present indicates which mode the mobile
device should be in. Utilizing this method, it is possible
to prevent the mobile device from initiating a "connection"
to the BTLE device. By not connecting, it is possible to
have multiple devices simultaneously retrieve vehicle
status data.
[0127] In addition to utilizing the service UUID, it is pos-
sible to overwrite the advertising data with additional in-
formation, such as, for example, using an approach out-
lined previously consisting of various frames of data. This
allows the system not only to communicate vehicle status
without connecting, but also to communicate additional
vehicle metrics, such as braking, mileage, and speed.
[0128] In another implementation, it is possible to cre-
ate a custom BTLE profile. This profile has multiple char-
acteristics consisting of ASCII strings. Once the mobile
device connects, it will read all characteristics. Once all
characteristics are read, or a timeout is exceeded, the
mobile device automatically disconnects from the BTLE
device. In an alternative implementation, these charac-
teristics can use the BTLE indication mechanism. Using
the indication mechanism, the remote BTLE device can
determine when the mobile device has read all of the
characteristics. The BTLE unit will then disconnect the
mobile device. Having the external hardware device au-
tomatically disconnect the mobile device at a set interval
or at the completion of reading characteristics is critical
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to ensure multiple devices can retrieve the requested da-
ta in a timely fashion. This allows one unit to service mul-
tiple mobile devices and prevents possible denial of serv-
ice.
[0129] Data can be retrieved via BTLE in multiple man-
ners. For example, multiple custom characteristics are
pre-defined. More than one custom characteristic is nec-
essary since there is a length limit on a single character-
istic, and the sum width of available data fields will likely
exceed that value. These characteristics will be read-only
by the client, and are configured such that the client is
notified when the characteristics change.
[0130] Another method for BTLE data transmission is
to use two custom characteristics. The first characteristic
will hold a chunk of data - the next chunk of the data in
the stream of data to be transmitted. The second char-
acteristic will be readable and writable by the BTLE client,
with notify enabled. It will be in one of two states. In state
A, it will indicate that there is a new chunk available to
be read. After the client has read the chunk, it will write
state B. The BTLE server will then see that the client has
read the chunk, and will load the next chunk, again setting
the state back to state A.

Transmissions Using Other, Non-Bluetooth Communica-
tion Protocols

[0131] Instead of BT or BTLE communications, it is al-
so possible, in alternative embodiments, for WiFi to be
used as a means for transmitting or broadcasting vehic-
ular status data from the control device. Such information
may be streamed over WiFi directly from the vehicle to
a receiving device. In a mechanism similar to non-pairing
Bluetooth implementations describe previously, the
SSID of the WiFi network may be altered to communicate
vehicle status. Furthermore, a web service could be run-
ning on the control device within the vehicle. Again, such
device or hardware may be either aftermarket or OEM
installed. This web service would respond to various que-
ries indicating the state of the vehicle to such receiving
device.
[0132] In an alternative embodiment, audio itself could
also be used to transmit or broadcast vehicular status
data. Using DSP techniques, data can be transmitted
from the vehicle to software on mobile devices within the
vehicle or to software being run by or on the vehicle itself.
Essentially, any of the techniques used in analog mo-
dems may be used here, since the basic constraints are
the same: transmit data via audible sounds over a noisy
channel. These techniques include frequency modula-
tion, amplitude modulation, or phase modulation. The
number of different allowed frequencies/amplitude/phas-
es will determine throughput, with more allowing higher
throughput, but less allowing better operation in high sig-
nal-to-noise environments. Combinations, where more
than one of these factors is modulated, may also be use-
ful. Also, error detection schemes, such as parity or
CRC32, are useful for finding and correcting errors.

Determining Location of Mobile Device In a Vehicle With-
out Use of a Control Device

[0133] Numerous procedures for determining the loca-
tion of a mobile device within a vehicle, whether in the
driver quadrant or in a passenger quadrant, using the
control device of the present invention, are described in
detail above. However, there are other procedures and
techniques described in greater detail below, using suit-
ably configured applications or software components in-
stalled or embedded on the mobile device, that can be
used by such mobile device to determine its location with-
in the vehicle.
[0134] In one embodiment, the location of the mobile
device can be determined based on common engine
noises and frequencies. For example, when driving, the
left side of the engine will generate different sound pat-
terns than the right side. Using this information, it is pos-
sible to determine if the mobile device is on the left or
right side of the vehicle. After determining the vehicle’s
year/make/model, the mobile device would download a
configuration file for the year/make/model of the current
vehicle. This configuration file contains parameters for
this vehicle, which can then be loaded into variables used
by a combination of DSP and neural network algorithms.
These algorithms are then used to determine the position
of the mobile device within the cabin of the vehicle. In an
alternative implementation, the mobile device preferably
already contains all known configurations and can proc-
ess the sounds without downloading additional informa-
tion. In yet another implementation, the recorded sound
capture will be sent to the cloud for further processing
and to match the sound with the appropriate vehicle and
to determine the quadrant in which the mobile device is
located.
[0135] In another embodiment, the location of the mo-
bile device within a vehicle or other closed environment
can be determined by using various sensors on the mo-
bile device. One such sensor is the magnetometer found
on many mobile devices. When the mobile device is on
the left side of the vehicle, the left door speaker will be
closer than the right door speaker. Using this information
one can determine if the mobile device is located in the
driver quadrant. Accuracy of this will depend on orienta-
tion of the mobile device relative to the vehicle. However,
this is not an issue, since the mobile device will typically
be held in a common position when the driver actually
tries to use it. Further, orientation of the mobile device
relative to the ground can be helpful as well. In some
situations, the magnetometer reading may be best uti-
lized relative to the other mobile device located within
the vehicle to account for other magnetic instruments dis-
torting the signal. The comparison data can be sent to a
cloud-based server, or transmitted locally among the mo-
bile devices located within the vehicle. In another imple-
mentation, using a combination of sensors on the vehicle,
such as magnetometer, accelerometer, gyroscopes, and
other common sensors, it is possible to determine the
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approximate location of a mobile device within the vehi-
cle. For example, when a vehicle makes a right turn, the
vehicle tilts on its suspension. The side closest to the
right side will feel a force pushing downward while the
side closest to the left side will feel a force rising upwards
while the suspension tilts. Utilizing this information, mo-
bile devices within the vehicle can make assumptions
about which quadrant it is likely located. This processing
could happen individually with each mobile device, or in
a manner in which the information is shared amongst the
mobile devices within the vehicle either locally utilizing
Bluetooth or other short range signals, or by uploading
the data to a cloud-based server for further processing.
[0136] With regard to the orientation of the mobile de-
vice relative to the vehicle, another technique may also
be used. The mobile device can determine the heading,
and thus orientation, of the vehicle via GPS. Additionally,
the mobile device can determine its own orientation via
magnetometer and tilt sensors. Thus, the mobile device
can determine its orientation with respect to the vehicle.
The vector seen by the magnetometer of the mobile de-
vice may change as the mobile device rotates. However,
it may also change as the position of the mobile device
relative to a speaker changes. The mobile device can
differentiate between these two conditions by looking for
corresponding changes in the gyroscope to correlate with
the observed rotation seen by the magnetometer. If there
is no correlation, then the mobile device may be near a
speaker. This information, combined with determination
of its orientation relative to the vehicle, allows the mobile
device to identify if it is near a speaker on the right side
or the left side of the vehicle, allowing yet another method
for driver identification.
[0137] In yet another embodiment, Bluetooth signal
strength can be used. The mobile device with the highest
Bluetooth signal strength relative to the control device
would likely represent the mobile device closest to the
control device. Again, this signal strength information,
along with the model information of the mobile device
and its orientation to ground, can be sent to the cloud,
where variances in model sensitivity of the mobile device
to Bluetooth at a given orientation can be taken into ac-
count.
[0138] In another embodiment, a challenge and re-
sponse system can be used. If the control device is con-
figured with a means of detecting cellular signal usage
in the driver’s seat area only, the control device can issue
a challenge to each mobile device in the vehicle. For
mobile device A, the control device may request the mo-
bile device to make multiple quick data connections. If
the control device detects that the mobile device in the
driver seat performs this action, the driver mobile device
would be identified. The control device would then issue
a challenge to the remaining mobile devices. After each
challenge/response session, the control device will have
determined which mobile device(s) are located in the
driver quadrant and policy can then be applied accord-
ingly to all the mobile devices in the vehicle. If the control

device is capable of differentiating calls vs. SMS vs. data
transmissions, some combination of these may be used
for more sophisticated challenge/response sessions.
[0139] Another embodiment, using cellular signal de-
tection, can be implemented without requiring software
to be installed on the mobile device. In this implementa-
tion, the control device monitors usage of the mobile de-
vice and compares generated signals to the known ac-
tivity generated by mobile device(s) potentially used by
the driver. For example, assume that the control device
detects two (2) incoming SMS messages and one (1)
outgoing SMS message at times x, y, and z, respectively.
By comparing usage details contained within the carrier’s
network at times x, y, and z, the mobile device positioned
within the driver’s quadrant could be identified in real
time. Once the proper mobile device has been identified
as being in the driver quadrant, usage of the mobile de-
vice can be shut off within the carrier’s network, or a signal
can be sent to software running on the mobile device
instructing it to block further activity.
[0140] The mobile device in the driver quadrant can
also be narrowed down and/or identified without any ac-
tivity manually being generated by the mobile device. For
instance, by detecting patterns in the cellular signal gen-
erated by the mobile device in the driver quadrant, the
model of the mobile device can be determined - which
can further aid in identifying the mobile device. The meth-
od for detecting patterns within the cellular signal uses
all methods known in the art, including neural networks
and other AI methods. In addition to detecting patterns,
signals can be generated by the carrier network and then
detected locally within the driver quadrant. An example
would be for the cellular network to send information to
each mobile device within the vehicle and potentially
within the driver quadrant of the vehicle. The control de-
vice would then match the generated signal with the ap-
propriate mobile device.
[0141] In another embodiment, consider the scenario
in which there is a mechanism to detect data bursts from
the mobile device in the driver quadrant. This procedure
is capable of building a data set of when the mobile device
in the driver quadrant and what data is used over time.
Consider, also, that there is an application on each mobile
device in the cabin that monitors data usage on the mo-
bile device over time or monitoring is provided through
the carrier network without requiring an application on
the mobile device itself. Mobile devices periodically per-
form data transactions even when in standby, such as
checking email or Facebook status. Clearly, all of these
data sets can be uploaded to a server, where they can
be processed and a correlation found between the data
set from the data detection mechanism for the driver
quadrant and the data set from one or more other mobile
devices in the vehicle. These correlation results can then
be sent back down to the mobile devices within the ve-
hicle, letting the mobile devices determine whether they
are in the driver quadrant or in one of the passenger
quadrants. Instead of uploading the data for processing
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via a server, the data may also be processed in-cabin
using local communication techniques to transmit the da-
ta to a processing unit. The data may be transmitted via
audible sound, ultrasonic sound, Bluetooth, BTLE, WiFi,
NFC, infrared, visible light, or other mechanism. The
processing unit may be one of the mobile devices itself
or an application installed on one of the mobile devices,
may be installed on or part of the control device, or may
be a dedicated processing unit or processor installed on
or within the vehicle.
[0142] In another embodiment, it is possible to use
more than one mobile device to record or detect infor-
mation from various sensors: GPS, accelerometer, ma-
nometer, light detector, camera, etc. The information can
then be collected and compared to one another - either
locally or within the cloud - to help determine the relative
location of the mobile devices within the cabin of the ve-
hicle. For example, imagine a scenario in which two mo-
bile devices are running system software and collecting
GPS location. GPS is typically accurate within a few feet.
If, over the course of a drive (or vehicle outing), one mo-
bile device continually reports a GPS location slightly to
the left of the other mobile device, it could be determined
which mobile device is the driver quadrant and which is
in the passenger quadrant - depending upon the country
and type of vehicle, and based on whether the driver of
the vehicle is likely positioned to the right or left of pas-
sengers in the vehicle. Similar data could show whether
one mobile device is further to the front or rear of the
vehicle. Such data can then be used to determine which
mobile device belongs to the driver. Similar scenarios
could be constructed using any number of sensor data
collected. Comparing the relative tilt or angular acceler-
ation recorded by the mobile devices while turning rep-
resents another data point that may be used to advan-
tage.
[0143] In another embodiment, it is possible to use an
application installed on the mobile device, such as iBea-
con, which is capable of transmitting a BTLE transmis-
sion, which can be detected and responded to by an OB-
DII device or control device. The BTLE data exchange
provides distance data that can be used by the mobile
device to determine how far away it is from the respond-
ing OBDII device or control device. Such distance data
can be used alone, or in conjunction with one or more of
the device location techniques described herein, to de-
termine the likely location of the mobile device - whether
in the driver quadrant, front seat passenger quadrant, or
back seat passenger space.
[0144] All of the methods for determining or aiding in
determining which mobile devices are located within par-
ticular quadrants (whether using the control device or
not) could be used in various combinations with one an-
other. While the methods are presented herein individu-
ally for ease of explanation, a real world solution can use
one or more of these techniques for more accurately de-
termining the location of mobile devices within vehicles.

Applications Making Advantageous Use of Device Loca-
tion and Vehicular Status Data

(1) Distracted Driving Applications for Conventional Mo-
bile Devices

[0145] In a distracted driving prevention or risk reduc-
tion system, there is a significant need and it would be
very advantageous to be able determine the location of
a mobile device within the vehicle - whether in the pos-
session of the driver, a front seat passenger, or a pas-
senger in the backseat. Once the location (or relative
location) of the mobile device is known within the vehicle,
the distracted driving prevention or risk reduction system
can be configured to behave differently with different mo-
bile devices - based on such location determinations.
[0146] For example, in some circumstances or appli-
cations, only the driver’s mobile device needs to be
blocked (i.e., monitored, controlled, etc.) - while the pas-
senger devices (front seat and/or backseat) are allowed
to remain unaffected. Alternatively, there may be circum-
stances or applications in which it is desirable for the
system to be configured to block all mobile devices re-
gardless of which mobile device is in the driver seat, or
to open up certain aspects of the mobile device for non-
drivers.
[0147] Preferably, such distracted driving prevention
or risk reduction are designed to improve upon the safe
operation of a vehicle by a driver who has a mobile device,
by limiting, controlling, managing, or preventing use of
some or all functionality of the mobile device while the
vehicle is in operation by the driver and/or in motion
above a threshold speed, whether in reverse or forward
direction. Preferably, a default or configurable policy, rule
base, or set of protocols are installed on, uploaded to, or
otherwise accessible by the mobile device to define what
functionality of the mobile device is limited, controlled,
managed, or prevented and under what circumstances.
[0148] Preferably, the distracted driving prevention or
risk reduction applications described herein use rules-
based policies that are defined and targeted to individual
users, devices, and vehicles, or they may be targeted to
fleets of vehicles and selectively to groups or subgroups
of employees or other categories of people using a cen-
tralized policy distribution and management system.
[0149] Preferably, there are one or more "default" or
pre-defined policies usable and preconfigured for indi-
vidual or corporate users and for different types of mobile
devices - based on the capabilities and functionality of
such mobile devices and based on the typical functions
of the mobile device that are prevented, based on when
such functionality needs to be prevented, and based on
what functionality should not be prevented or is selec-
tively permitted (such as the ability to make an emergen-
cy phone call, access a GPS map application, and the
ability to text or call to or from specific numbers or people
included on a "white" list or permitted list).
[0150] In addition, some companies may want to allow
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some of their corporate software applications to be ac-
cessible to their employee drivers even while operating
a vehicle, as part of their job. The system allows an ad-
ministrator to define customized policies for individuals
or for larger groups of people (e.g., all family members,
all kids in the family, employees of a division, specific
types of employees, or all employees of the company,
and the like). In a preferred embodiment, mobile devices
and/or vehicles that are not integrated into the system or
that do not have suitable system software application(s)
installed on the mobile device will not be impacted or
interfered with by the system.
[0151] Preferably, the vehicular status data provided
by the control device and transmitted to the mobile device
is used by software application installed on the mobile
device, along with the mobile device location determina-
tion, to limit, control, manage, or prevent use of some or
all functionality of the mobile device based on the appli-
cable rules-based policy in effect on the relevant mobile
device.
[0152] Once it has been determined which mobile de-
vice(s) within a vehicle should be disabled, the user must
be prevented from accessing some or all functions of the
mobile device, based on the policy associated with the
user, with the vehicle, or with the mobile device - as may
be customized based on environmental or other factors,
such as location of the vehicle, time of day, weather con-
ditions, etc.
[0153] Preventing a user from accessing specified
functions of the mobile device may be accomplished in
a number of ways. For example, one way to prevent ac-
cess to all functions of a mobile device is to continuously
display pop-up dialogs on the screen of the mobile de-
vice. These would appear at a rate such that no matter
how fast the user dismisses the box, he never has time
to access any function of his mobile device. Another way
is to continuously throw up a full screen dialog or screen,
potentially containing graphics and text. All touchscreen
presses will be intercepted and thrown away by this di-
alog. Pressing the home button will simply cause the di-
alog to disappear for a very short time, due the continuous
nature of its appearance. Another way is to allow the user
to attempt to access some functionality of their mobile
device, but to immediately close any application that is
opened by the user. This may be accompanied by dis-
playing a dialog box or other notification warning the user
to be safe.

(2) Distracted Driving Applications for Apple iOS-Types 
of Mobile Devices

[0154] Traditionally, distracted driving prevention and
risk reduction systems have relied on a software appli-
cation installed on or accessible by the mobile device
located within the vehicle that receives a signal that then
triggers a restriction of usage of the mobile device. This
signal may originate locally from a sensor on the cell
phone, such as GPS or accelerometer, or may originate

from an external device either in the cloud or communi-
cating over some wireless protocol (such as a transmis-
sion from the control device). Once the application re-
ceives or detects the trigger signal, the application on the
conventional mobile device itself implements the usage
restriction of the mobile device - thus, interfering with all
or selected other applications and functionality of the mo-
bile device. A common mechanism to perform mobile
device blocking is to simply put up a screen on the mobile
device that prevents the user from interacting with other
applications. In addition, many applications will also
watch for incoming/outgoing calls and forcibly end a
phone call using APIs supplied by the operating system
on the mobile device.
[0155] This well-established mechanism has worked
well for most types of mobile devices. However, several
manufacturers of mobile devices, such as Apple, do not
allow one installed application to "interfere with" other
applications on the mobile device. This restriction or pro-
hibition has prevented distracted driving software appli-
cations from working on these platforms. Even if one
could design a solution or means to enable one applica-
tion to restrict usage of other applications, such distracted
driving solutions must still be submitted through Apple’s
application review and approval process, which results
in such application not being approved for sale or support
through the Apple App Store, since such an application
violates Apple’s standard "application terms of service."
[0156] For these types of platforms, a different method
for device restriction can be implemented. Instead of re-
lying on the application installed on or accessed by the
mobile device to perform the actual usage restriction, it
is possible to use an external hardware device (in this
case, the control device) to perform the restrictions of the
mobile device. For example, many mobile devices have
supported external keyboards for a number of years.
These external keyboards operate on standard proto-
cols, such as HID (human interface device) or HID over
GATT, for Bluetooth low energy applications.
[0157] Utilizing these established protocols, a system
can be developed that is capable of restricting usage on
these mobile platforms. For example, when the mobile
device user opens an application, such external hard-
ware device will receive a signal indicating improper us-
age and transmit a "key press," which has the same effect
as if the user had pressed a key on an external keyboard.
In most cases, a key press such as "home key" or "power
key" is desirable. In the example in which a user opened
or attempted to use an inappropriate or unauthorized ap-
plication (e.g. based on the rules-based policy), it is pos-
sible to transmit a "home key" press, which would have
the effect of minimizing this inappropriate or unauthorized
application. This produces the desired effect of applica-
tion restriction. This opens up a whole new class of mobile
devices, which can implement a distracted driving policy
and not have to worry about the application not being
approved.
[0158] This mechanism could also be utilized in stan-
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dalone manner - without any application needing to be
installed on the mobile device. In this implementation,
the external hardware device (e.g. control device) sends
appropriate key presses on set intervals making it very
difficult for a user to continue normal operation of the
mobile device. In a preferred embodiment, it is possible
to use both a software application and an external hard-
ware device. The software application would be similar
in communication and functionality as the other applica-
tions described herein. However, the primary difference
is that at least part of the mobile device restriction would
require the external hardware device sending the equiv-
alent of key presses over a protocol, such as HID. The
software application on the mobile device would alert the
external hardware device of improper usage, which
would then trigger the sending of the key presses. In this
example, this type of application could likely be approved
since it would not directly violate the manufacturer’s ap-
plication terms of service. In particular, such application
does not restrict usage of other applications. Instead, it
simply informs an external hardware component of the
current state of the mobile device. The external compo-
nent then issues whatever commands are appropriate,
based on state of the mobile device, vehicle state, and
policy.

(3) Alternative Triggers for Initiating Distracted Driving 
and Other Applications

[0159] It is sometimes useful to trigger a mobile device
to go into "blocking" mode using a signal from the carrier
network or from a cloud-based data network that is sent
down to the mobile device. In network-based call block-
ing, a vehicle is equipped with a unit that is able to both
determine vehicle status and communicate that informa-
tion to a cloud-based network or server. The mobile de-
vice associated with that vehicle will then receive this
information from the network and begin blocking/audit-
ing/scoring. One problem with this particular technique
is that the user’s mobile device will be blocked, even if
the user and his mobile device are not in the vehicle but
if that vehicle is being driven by someone else. Most sys-
tems utilizing a signal from the cloud to trigger blocking
work on a one-to-one basis. Meaning, one mobile device
is tied to one vehicle. This is not an ideal situation. Below
are some solutions to this problem.
[0160] One solution is to use the control device de-
scribed herein, in conjunction with one or more mobile
devices within the vehicle, to determine location of such
mobile devices and then to determine the likely driver of
the vehicle based upon such location determinations.
Armed with this information, it is then possible for the
control device or a software application on the mobile
device of the driver to communicate vehicle status infor-
mation and driver information to the carrier network,
which can then intelligently send back a suitable signal
to cause the mobile device to go into blocking/audit-
ing/scoring mode. Alternatively, the carrier itself could

impose a block, at least on cellular voice and data com-
munications controlled by the carrier, to prevent such
functionality until the control device or mobile device
sends a suitable signal indicating that the vehicle is no
longer being driven by the user of the mobile device
and/or that the mobile device is no longer located in the
driver space of the vehicle. It will also be appreciated by
those of skill in the art that, armed with the information
concerning who is driving the vehicle, it is then possible
for the control device or a software application on the
mobile device of the driver to communicate vehicle status
information and driver information to a remote application
server, which can then intelligently send back driver-spe-
cific data and information that can be used by software
applications installed on the mobile device, for purposes
other than distracted driving prevention.
[0161] Another solution is to use the GPS of the mobile
device to determine if the mobile device is in motion. This
would be performed only upon notification from the cloud
that the vehicle associated with that mobile device is in
motion, so as to preserve battery life on the mobile de-
vice. Further, the GPS position of the mobile device can
be compared to that of the vehicle. This would allow the
user to continue to have use of his mobile device when
riding with someone else in another vehicle - even if his
vehicle is being used by another at the same time.
[0162] Yet another solution is to use the accelerometer
of the mobile device to determine if there has been a
period of "walking" before getting a signal from the cloud
that the vehicle is in motion. This would identify a scenario
in which the user was likely walking to his vehicle. Further,
it would allow someone in a stationary position to contin-
ue using his mobile device while someone else was driv-
ing his vehicle. Any "walking" detected long before, or
after the signal from the cloud indicating vehicle move-
ment, could be ignored.
[0163] In another case, significant changes in temper-
ature can be used to indicate that the user is moving
toward her vehicle. For example, the user may be getting
into her vehicle and turning on the heat or air conditioner.
Alternately, the user may be walking from inside to out-
side to get in her vehicle. In either case, the rapid change
in temperature will give some indication of a change in
environment that, when correlated with the vehicle mov-
ing signal from the cloud, gives a higher level of certainty
that the user is indeed driving her vehicle. This temper-
ature can be correlated with the outside temperature of
that location at that time, determined using the GPS co-
ordinates from the vehicle and a third-party weather API,
giving even better results.
[0164] Additionally, changes in barometric pressure
can be used in a similar manner as temperature. Due to
the nature of HVAC systems, barometric pressure is of-
ten different inside of buildings and vehicles than it is in
the open environment. Some modern mobile device have
barometric pressure sensors capable of detecting these
differences. Again, this reading could be correlated with
third-party data for increased accuracy.
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[0165] Software running on the mobile device can an-
alyze sounds captured within the vehicle, such as distinct
engine noises, that could be used to determine the mobile
device receiving the signal is actually in a vehicle. The
sounds could be compared independently of the system
control device in the vehicle, or sound samples captured
by both a control device in the vehicle as well as the
mobile device itself could be compared. For example,
algorithms can be used to determine that the sounds
heard by a mobile device are consistent with sounds that
would be heard while in a vehicle. More specifically, the
captured sounds may be used to determine the type of
vehicle in which the mobile device is located to further
verify that the mobile device is located in the intended or
expected vehicle. Furthermore, if a sample was taken by
both the control device and by the mobile device, the
sounds can be compared to see if they were taken from
the same vehicle. To aid in comparison, the control de-
vice or mobile device may broadcast a high frequency
tone to signify an identifiable sound that can be detected
by the other device to confirm that both are within the
same vehicle.
[0166] In another implementation, the mobile device
or control device may be periodically broadcasting a tone
at a specified frequency to help with identification - as
outlined above for identifying in which quadrant the mo-
bile device is located. Using any of the above-mentioned
methods, the control device in the vehicle may play audio
tones, which are then picked up by the mobile device.
Once the sounds have been picked up by the mobile
device, a decision can be made as to whether the mobile
device should be "blocked." Furthermore, using the
quadrant-identifying techniques described above, a mo-
bile device triggered to go into blocking mode from the
network could be configured not to go into blocking mode,
notwithstanding the network signal, if the mobile device
determined that it was not within the driver quadrant of
the vehicle.
[0167] If the mobile device is connected to a Bluetooth
device, such as a vehicle navigation system or a hands-
free phone application, such information could be valu-
able in determining if the mobile device is currently lo-
cated within the "correct" or expected vehicle when the
network "blocking" signal is generated.
[0168] As WiFi and connected-vehicle initiatives be-
come increasingly more popular, using WiFi to identify
that a particular mobile device is in a particular vehicle
is becoming more viable. For example, merely determin-
ing with which WiFi network a mobile device is connected
may be sufficient to confirm that such mobile device is in
a particular vehicle. Another implementation may be to
send data over the WiFi network in a challenge/response
configuration. Another use of WiFi could be in an after-
market hardware device added to a vehicle or integrated
as part of the vehicle by the OEM that is running a web
service which can be queried locally by a mobile device
connected to the WiFi to determine state of the vehicle
or to determine within which vehicle a mobile device is

located.
[0169] Another detection mechanism is to use cellular
signal characteristics, as detected by a hardware device
located within the vehicle. Activity occurring on the mobile
device, such as received or sent SMS messages, phone
calls, or data transfers, can be used to narrow down which
mobile device may be located in that particular vehicle.
Absent any noticeable activity by the mobile device, the
cellular signal detection hardware may be able to distin-
guish certain identifiable traits of the mobile device. Such
as connected cell tower, relative cellular signal strength,
cellular technology in use for example GSM vs. CDMA,
2G vs. 3G vs. LTE. Even characteristics produced by
sensors running on the mobile device, such as Bluetooth,
can be utilized.
[0170] It should be noted that all of the above methods
could utilize and process the collected data within the
mobile device, within the system control device, remotely
from the vehicle, using a cloud-based server or proces-
sor, or any suitable combination of the above.
[0171] In another implementation, simply having the
presence of various audio frequencies could be enough
to trigger the application on the mobile device. One ex-
ample could be to go into blocking/auditing/scoring mode
whenever a consistent 19200Hz and 19300Hz signal is
detected, as outlined in the various audio signal trans-
mission methods discussed previously. If both signals
are identified and consistently being played, the mobile
device may use this as a signal to engage. To help pre-
vent false positives related to the presence of the two
signals, a third frequency may be used as a control or
"presence" frequency. In one implementation, the left
speaker might play a 19200Hz tone and a 19300Hz tone,
whereas the right speaker would play a 19400Hz tone
and a 19300Hz tone. In this example, the 19300hz signal
is the control signal. Further determination related to
quadrant may be used as outlined above. It should be
further stressed that all frequencies presented herein are
intended only as examples. Any number of frequencies
could be utilized in the presented solutions.
[0172] Another embodiment not requiring any hard-
ware to be installed within the vehicle relies upon audio
captured by the mobile device. Once the audio has been
analyzed and determined to be in a vehicle, the acceler-
ometer or GPS of the mobile device could be used to
trigger motion and instruct the software on the mobile
device to go into blocking mode. Through further analy-
sis, the specific vehicle or type of vehicle could be deter-
mined. This would allow for a GPS or accelerometer
based system to remove false positives and ensure that
the mobile device is blocked only in intended vehicles.
[0173] In one implementation it may be desirable pe-
riodically to record background audio. Once the audio
indicates that the mobile device is potentially in a vehicle,
based on engine noises, known frequencies being played
through the vehicle speakers, or other predetermined
sounds that are used to detect that a mobile device is in
a vehicle, the system can transition to using GPS or ac-
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celerometer for motion to launch the blocking software
on the mobile device. A GPS triggered or accelerometer
triggered solution implemented in this fashion would have
substantially reduced battery drain.
[0174] In another implementation, GPS or accelerom-
eter data may be used to indicate movement. Once
movement has been indicated, the mobile device can
record background audio to determine if it is in a vehicle
and/or specifically in which quadrant within the vehicle
the mobile device is located. Using this information, a
determination for blocking/auditing/scoring can be made
by the software on the mobile device.
[0175] Light (either visible or not visible to the human
eye) could be picked up by light sensors built into many
mobile devices. Changes in light could be an indication
of change in environment, which may precede a mobile
device entering a vehicle. Light could also be unique to
a vehicle and used as a way of distinguishing one vehicle
from another. For example, lights emitted by various in-
struments and gadgets found within a vehicle, or light
from outside the vehicle filtered by window tint may be
used and calibrated to apply to a specific vehicle - with
calibration being adjusted based on time of day and cur-
rent weather conditions retrieved for the current location
of the vehicle or the mobile device. The intensity, hue,
and saturation of light(s) detected could all be useful in
making this determination. Light itself could also be a
triggering mechanism, with different lights being emitted
into the cabin of a vehicle and detected by the mobile
device. Data can be communicated through this method
as well, using frequency modulation techniques. Using
infrared may be especially advantageous in this context,
as it would be invisible to humans, while most digital cam-
eras are capable of seeing near-infrared light.
[0176] By utilizing all of the above triggering mecha-
nisms, the blocking/auditing/scoring applications de-
scribed herein can have multiple mobile devices associ-
ated with a single vehicle or with multiple vehicles.
[0177] All of the above methods of determining which
mobile device (or the likelihood of a mobile device) being
in a vehicle could also be used to conserve battery on
the mobile device for various blocking/auditing/scoring
applications. Some of these sensors use less energy
than BT, for example. Thus, first determining that a mo-
bile device is in a vehicle, using one or more the above
information, such as audio, light, temperature, magne-
tometer, etc., may be useful before the mobile device
initiates any Bluetooth discovery protocols, which would
help conserve battery life on the mobile device.
[0178] In all references above to blocking or triggering,
the solution should be understood to mean a blocking
solution, auditing, scoring, UBI, or hours of service type
application.

(4) Logging, Collection, and Auditing of Driver Activity 
and Vehicle Usage Applications

[0179] Advantageously, the systems, methods, and

devices described herein are also capable of monitoring
usage of a vehicle to detect, log, and report on dangerous
or abusive operator behavior, such as excessive speed-
ing or excessive idling of the vehicle.
[0180] For example, a mobile application could record
the number of phone calls made, the duration of phone
calls, SMS sent and/or received, applications used, du-
ration of application(s) used, screen dimming/un-dim-
ming, screen locked or unlocked status, and other vari-
ables to reconstruct a picture of how the mobile device
was utilized while the user was driving.
[0181] In another example, the microphone of the con-
trol device can be used to detect breaking glass associ-
ated with the vehicle. Such detection in combination with
vehicle movement, based on data from the accelerome-
ter or the GPS module, could be used to indicate that the
vehicle has been in an accident. In contrast, detection of
breaking glass in combination with non-movement of the
vehicle, again based on data from the accelerometer or
the GPS module, could be used to indicate that the ve-
hicle has been broken into. Applications running on a
mobile device or running on the vehicle itself could then
use this data to, in the first case, send an automated call
to 911 and to a spouse or closest relative indicating that
an accident has occurred. In the second case, applica-
tions running on a mobile device or running on the vehicle
itself could then use this data to call 911 and call or text
the owner of the vehicle indicating that a break-in may
have occurred. The GPS location of the device could also
be provided in such communication.
[0182] In another example, being able to detect noise
in the cabin of the vehicle, such as a dog barking or a
child crying, in combination with data detecting that the
vehicle is not in motion and has not been in motion for a
predetermined period of time, in combination with a high
in-cabin temperature reading, could trigger an applica-
tion to notify send an emergency alert call or text to the
owner of the vehicle (or to authorities) depending upon
the settings made in the application.
[0183] In a further example, the accelerometer of the
control device can be used to detect rapid changes in
orientation of the control device. If such rapid change in
orientation is detected while the vehicle is in motion, such
information could indicate that the vehicle has been in-
volved in a potentially serious accident, indicating that
the vehicle has rolled or flipped. On the other hand, such
rapid change in orientation of the control device while the
vehicle is not in motion could indicate that the user is
attempting to remove the control device from its mounted
position. Additional vehicular data detectible by the con-
trol device can further aid in validating if either of these
conditions is actually occurring.

(5) UBI Scoring and Insurance Applications

[0184] Another advantage of knowing which mobile
device is in the driver quadrant of a vehicle is to identify
the owner of the mobile device as the likely driver of the
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vehicle, which can then be used for UBI scoring, rewards
programs, electronic driver logging, and the like.
[0185] For purposes of UBI scoring, there can be indi-
vidual scores for various factors associated with the driv-
er. These factors can then be combined into a single
cumulative score. Further, impaired driving can poten-
tially be detected by swerving, hard braking, and hard
acceleration. Each of these can be detected via acceler-
ometer associated with the vehicle, with the control de-
vice installed in a vehicle, or with the mobile device, or
any combination of the above.
[0186] For example, a mobile application could record
the number of phone calls made, the duration of phone
calls, SMS sent and/or received, applications used, du-
ration of application(s) used, screen dimming/un-dim-
ming, screen locked or unlocked status, and other vari-
ables to reconstruct a picture of how the mobile device
was utilized while the user was driving. This usage infor-
mation can then be formulated into a score to aid in UBI
scoring, reward programs, or behavioral modification
programs.
[0187] Utilizing a device capable of detecting signals
emitting from the driver quadrant of a vehicle, UBI, re-
wards, or behavioral scoring could also be performed
without needing an application to run on the mobile de-
vice. Such as outlined above, the signal detection system
could record various uses of the mobile device while lo-
cated within the driver quadrant.
[0188] Driving conditions can also play a role in such
scoring. For example, if someone is driving into the sun,
while it is at a low angle, this in a dangerous condition.
This can be detected by heading information, latitude and
longitude data (all gathered via GPS) combined with
ephemeris data for the sun, at that time, and in that lo-
cation. A threshold for both heading versus sun azimuth,
as well as minimum and maximum sun altitude, could be
used for this score, as well as length of time and speed
while in this condition.
[0189] Driver fatigue can also be a contributing factor
to accidents. This can be measured by tracking how
many hours the driver has driven that day, as well as how
many hours in a row the driver has driven. Additionally,
late night interstate driving is more dangerous than late
night city driving. Interstate driving can be detected by a
continuous high speed or by collection of GPS data.
[0190] Additionally, the control device can be used to
help detect, identify, and manage insurance fraud and
collision management by monitoring/collecting data,
such as accelerometer activity, g-force/impact, com-
bined with GPS location and other data elements includ-
ing driver/passenger identification. For instance, if an im-
pact event happens, while a teenage-driver was driving
the vehicle near the parent-vehicle-owner’s home, the
collected data would prevent the parent-vehicle-owner
from moving the vehicle and staging a fraudulent acci-
dent at a later time, at a different location, and with a
different driver.

(6) Smart Pairing Applications

[0191] Another use for driver identification (or identify-
ing within which quadrant of the vehicle a mobile device
is located) includes "smart pairing." For example, it is
becoming more and more common for vehicles to adapt
to the person who is driving. Many aspects of the driving
experience (such as which mobile device is currently con-
nected to hands free, which address book is shared,
which music is being streamed, seat adjustments, etc.)
can be configured within the vehicle based on driver. Us-
ing technology to identify which mobile device is within
the driver quadrant can be used to make these technol-
ogies more efficient. For example, an application running
on a mobile device can be configured to notify the head
unit or head rest when the mobile device is in the driver
quadrant. This would allow the vehicle’s adjustments to
take place automatically.
[0192] A common use case would be determining
which mobile device is currently connected via Bluetooth
to the head unit. If two family members enter into a vehicle
today, only one of those mobile devices will connect to
the head unit for music streaming, address book synch-
ing, and hands free calling. Typically, the mobile device
that has been designated as the "primary" device asso-
ciated with the vehicle will prevail - even if such device
is not being carried by the driver. Using the control device
disclosed herein and using one or more methods for de-
termining whether the mobile device is located in the driv-
er quadrant, the head unit could drop the connection to
the "primary" mobile device when it has been determined
that the primary mobile device is not located within the
driver quadrant. This would free up the connection for
the mobile device (and the customized vehicle settings)
of the user who is actually sitting in the driver quadrant.
Head unit technology can take advantage of this smart
association without blindly relying upon which mobile de-
vice has been identified as the "primary" device associ-
ated with the vehicle and, instead, the system would dy-
namically designate whichever mobile device is in the
driver quadrant as the currently active or primary device
and associate the vehicle settings to the user associated
with the detected mobile device.
[0193] The various technologies and techniques for
determining whether the mobile device is located in the
driver quadrant can also be used outside of today’s cur-
rent head unit use cases. For example, SMS could be
withheld by the head unit automatically, calls could be
routed to voice mail, auto responding messages could
be sent. Any number of adjustments can be made to com-
munications that are allowed - based on the mobile de-
vice located within the driver quadrant. Even behavioral
modification technologies could benefit, being able to di-
rect instructions tailored towards the actual driver or pas-
sengers based on the various locations of the mobile
devices within the cabin of the vehicle.
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(7) Industry Specific Applications

[0194] Another use for driver identification (or identify-
ing within which quadrant of the vehicle a mobile device
is located) includes the ability to communicate with third
party route management software as to GPS location,
start/stop time, etc. Such data can also be cross-refer-
enced for route optimization, re-routing due to traffic con-
gestion data, validation and/or verification of home
healthcare visits, compliance with house arrest or parole
obligations, delivery notifications and confirmations, and
the like.
[0195] In view of the foregoing detailed description of
preferred embodiments of the present invention, it readily
will be understood by those persons skilled in the art that
the present invention is susceptible to broad utility and
application. While various aspects have been described
herein, additional aspects, features, and methodologies
of the present invention will be readily discernable there-
from. Many embodiments and adaptations of the present
invention other than those herein described, as well as
many variations, modifications, and equivalent arrange-
ments and methodologies, will be apparent from or rea-
sonably suggested by the present invention and the fore-
going description thereof, without departing from the sub-
stance or scope of the present invention. Furthermore,
any sequence(s) and/or temporal order of steps of vari-
ous processes described and claimed herein arc those
considered to be the best mode contemplated for carry-
ing out the present invention. It should also be understood
that, although steps of various processes may be shown
and described as being in a preferred sequence or tem-
poral order, the steps of any such processes are not lim-
ited to being carried out in any particular sequence or
order, absent a specific indication of such to achieve a
particular intended result. In most cases, the steps of
such processes may be carried out in various different
sequences and orders, while still falling within the scope
of the present inventions. In addition, some steps may
be carried out simultaneously. Accordingly, while the
present invention has been described herein in detail in
relation to preferred embodiments, it is to be understood
that this disclosure is only illustrative and exemplary of
the present invention and is made merely for purposes
of providing a full and enabling disclosure of the invention.
The foregoing disclosure is not intended nor is to be con-
strued to limit the present invention or otherwise to ex-
clude any such other embodiments, adaptations, varia-
tions, modifications and equivalent arrangements, the
present invention being limited only by the claims ap-
pended hereto.

Claims

1. A system (100) for determining a location of a mobile
device (150) within a vehicle (110), comprising:

a controller (75) located within a vehicle (110)
and configured to transmit two audio signals
(265, 275) including a first audio signal (265)
directed generally into a driver space (230) with-
in the vehicle (110) and a second audio signal
(275) directed generally into a passenger space
(240) within the vehicle (110), wherein the two
audio signals have the same relative power; and
software code stored in the memory of the mo-
bile device (150) and having instructions, which,
when executed by a processor of the mobile de-
vice (150), cause the mobile device (150) to (i)
detect the audio signals, (ii) sample the audio
signals for a predetermined amount of time, (iii)
perform digital signal processing on the sampled
audio signals, wherein the digital signal process-
ing includes determining the amplitude of the
first and second audio signals and (iv) deter-
mine, based on the relative amplitudes, whether
the mobile device (150) is located within the driv-
er space (240) of the vehicle (110) during the
predetermined amount of time.

2. The system (100) of claim 1, wherein the controller
(75) is mounted within the vehicle (110) in proximity
to a central axis of the vehicle (110) and wherein the
central axis (250) extends generally between the
driver space (230) and the passenger space (240).

3. The system (100) of claim 1, wherein the controller
(75) includes a speaker system having a first speaker
(260) and a second speaker (270), wherein the first
speaker (260) is configured to transmit the first audio
(265) generally into the driver space (230), and
wherein the second speaker (270) is configured to
transmit the second audio (275) generally into the
passenger space (240).

4. The system (100) of claim 1, wherein the controller
(75) is in electronic communication with a sound sys-
tem of the vehicle, the sound system having a plu-
rality of speakers, and wherein the first audio signal
(265) is output through one of the plurality of speak-
ers in proximity to the driver space (230) within the
vehicle (110) and the second audio signal (275) is
output through another of the plurality of speakers
in proximity to the passenger space (240) within the
vehicle (110).

5. The system (100) of claim 1, wherein each of the
first audio signal (265) and the second audio signal
(275) is transmitted at a predetermined frequency
and wherein the first audio signal and the second
audio signal are transmitted simultaneously.

6. The system (100) of claim 1, wherein the first audio
signal (265) and the second audio signal (275) are
transmitted repeatedly in sequence and wherein
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each transmission lasts for a first duration and is sep-
arated by a period of silence lasting a second dura-
tion therebetween.

7. The system (100) of claim 1, wherein the first audio
signal (265) includes a first plurality of tones, each
of the first plurality of tones having its own frequency,
wherein each of the first plurality of tones is trans-
mitted simultaneously, wherein the second audio
signal (275) includes a second plurality of tones,
each of the second plurality of tones having its own
frequency, wherein the respective frequency of each
of the second plurality of tones is distinct from the
respective frequency of each of the first plurality of
tones, and wherein the second plurality of tones are
transmitted simultaneously.

8. The system (100) of claim 1, wherein the instructions
further cause the mobile device (150) to:

filter the sampled audio signals; and
perform digital signal processing on the filtered
audio signals.

9. The system (100) of claim 1, wherein the determi-
nation of whether the mobile device (150) is located
within the driver space (230) is used to identify a user
of the mobile device (150) as a driver of the vehicle
(110) during the predetermined amount of time.

10. The system (100) of claim 1, wherein the instructions
further cause the mobile device (150) to:
determine whether the mobile device (150) is orient-
ed in a circumventing manner, wherein the mobile
device (150) is not located in the driver space (230),
but the mobile device (150) is oriented and located
in view of the driver.

11. The system (100) of claim 1 wherein the instructions
further cause the first audio signal (265) to be de-
tected prior to the second audio signal (275), the first
audio (265) to be sampled prior to the second audio
signal (275) and the digital signal processing to be
performed on the sampled first audio signal (265)
prior to the digital signal processing is performed on
the sampled second digital audio (275).

12. The system (100) of claim 1 wherein the instructions
further cause the second audio signal (275) to be
detected prior to the first audio signal (265), the sec-
ond audio (275) to be sampled prior to the first audio
signal (265) and the digital signal processing to be
performed on the sampled second audio signal (275)
prior to the digital signal processing is performed on
the sampled first digital audio (265).

Patentansprüche

1. System (100) zum Bestimmen des Standorts eines
mobilen Geräts (150) innerhalb eines Fahrzeugs
(110), umfassend:

einen Controller (75), der sich in dem Fahrzeug
(110) befindet und so konfiguriert ist, dass er
zwei Audiosignale (265, 275), darunter ein ers-
tes Audiosignal (265), das hauptsächlich in den
Fahrerraum (230) innerhalb des Fahrzeugs
(110) gerichtet ist, und ein zweites Audiosignal
(275), das hauptsächlich in den Fahrgastraum
(240) innerhalb des Fahrzeugs (110) gerichtet
ist, überträgt, wobei die beiden Audiosignale die
gleiche relative Leistung haben, und
Software, die in dem Speicher des mobilen Ge-
räts (150) gespeichert ist und Befehle aufweist,
die, wenn sie von einem Prozessor des mobilen
Geräts (150) ausgeführt werden, das mobile
Gerät (150) veranlassen, (i) die Audiosignale zu
erfassen, (ii) die Audiosignale über eine vorbe-
stimmte Zeitdauer abzutasten, (iii) an den ab-
getasteten Audiosignalen eine digitale Signal-
verarbeitung auszuführen, wobei die digitale Si-
gnalverarbeitung das Bestimmen der Amplitude
des ersten und des zweiten Audiosignals um-
fasst und (iv) auf der Grundlage der relativen
Amplituden festzustellen, ob sich das mobile
Gerät (150) während der vorbestimmten Zeit-
dauer innerhalb des Fahrerraums (240) des
Fahrzeugs (110) befindet.

2. System (100) nach Anspruch 1, bei dem der Cont-
roller (75) innerhalb des Fahrzeugs (110) in der Nähe
der Mittelachse des Fahrzeugs (110) angebracht ist
und bei dem die Mittelachse (250) hauptsächlich zwi-
schen dem Fahrerraum (230) und dem Fahrgas-
traum (240) verläuft.

3. System (100) nach Anspruch 1, wobei der Controller
(75) ein Lautsprechersystem mit einem ersten Laut-
sprecher (260) und einem zweiten Lautsprecher
(270) umfasst, wobei der erste Lautsprecher (260)
so konfiguriert ist, dass er den ersten Ton (265)
hauptsächlich in den Fahrerraum (230) überträgt,
und wobei der zweite Lautsprecher (270) so konfi-
guriert ist, dass er den zweiten Ton (275) hauptsäch-
lich in den Fahrgastraum (240) überträgt.

4. System (100) nach Anspruch 1, wobei der Controller
(75) in elektronischer Kommunikation mit einem
Soundsystem des Fahrzeugs steht, wobei das
Soundsystem eine Vielzahl von Lautsprechern auf-
weist, und wobei das erste Audiosignal (265) durch
einen der Vielzahl von Lautsprechern in der Nähe
des Fahrerraums (230) innerhalb des Fahrzeugs
(110) ausgegeben wird und das zweite Audiosignal
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(275) durch einen anderen der Vielzahl von Laut-
sprechern in der Nähe des Fahrgastraums (240) in-
nerhalb des Fahrzeugs (110) ausgegeben wird.

5. System (100) nach Anspruch 1, wobei sowohl das
erste Audiosignal (265) als auch das zweite Audio-
signal (275) mit einer vorbestimmten Frequenz über-
tragen wird und wobei das erste Audiosignal und das
zweite Audiosignal gleichzeitig übertragen werden.

6. System (100) nach Anspruch 1, bei dem das erste
Audiosignal (265) und das zweite Audiosignal (275)
wiederholt nacheinander übertragen werden und bei
dem jede Übertragung einen ersten Zeitraum andau-
ert und durch eine dazwischen liegende, einen zwei-
ten Zeitraum andauernde Schweigeperiode abge-
trennt ist.

7. System (100) nach Anspruch 1, wobei das erste Au-
diosignal (265) eine erste Vielzahl von Tönen ent-
hält, wobei jeder der ersten Vielzahl von Tönen seine
eigene Frequenz hat, wobei jeder der ersten Vielzahl
von Tönen gleichzeitig übertragen wird, wobei das
zweite Audiosignal (275) eine zweite Vielzahl von
Tönen enthält, wobei jeder der zweiten Vielzahl von
Tönen seine eigene Frequenz hat, wobei die jewei-
lige Frequenz jedes der zweiten Vielzahl von Tönen
sich von der jeweiligen Frequenz jedes der ersten
Vielzahl von Tönen unterscheidet, und wobei die
zweite Vielzahl von Tönen gleichzeitig übertragen
wird.

8. System (100) nach Anspruch 1, wobei die Befehle
ferner das Mobilgerät (150) veranlassen:

die abgetasteten Audiosignale zu filtern, und
die gefilterten Audiosignale einer digitalen Sig-
nalverarbeitung zu unterziehen.

9. System (100) nach Anspruch 1, wobei die Feststel-
lung, ob sich die mobile Gerät (150) innerhalb des
Fahrerraums (230) befindet, dazu verwendet wird,
den Benutzer des mobilen Geräts (150) während der
vorbestimmten Zeitdauer als Fahrer des Fahrzeugs
(110) zu identifizieren.

10. System (100) nach Anspruch 1, wobei die Befehle
ferner das mobile Gerät (150) veranlassen:
festzustellen, ob das mobile Gerät (150) auf eine un-
terlaufende Art ausgerichtet ist, wobei sich das mo-
bile Gerät (150) nicht im Fahrerraum (230) befindet,
jedoch im Blickfeld des Fahrers angeordnet und aus-
gerichtet ist.

11. System (100) nach Anspruch 1, bei dem die Befehle
ferner bewirken, dass das erste Audiosignal (265)
vor dem zweiten Audiosignal (275) erfasst wird, dass
das erste Audiosignal (265) vor dem zweiten Audi-

osignal (275) abgetastet wird und dass die digitale
Signalverarbeitung des abgetasteten ersten Audio-
signals (265) ausgeführt wird, bevor die digitale Si-
gnalverarbeitung des abgetasteten zweiten digitalen
Audiosignals (275) ausgeführt wird.

12. System (100) nach Anspruch 1, bei dem die Befehle
ferner bewirken, dass das zweite Audiosignal (275)
vor dem ersten Audiosignal (265) erfasst wird, dass
das zweite Audiosignal (275) vor dem ersten Audi-
osignal (265) abgetastet wird und dass die digitale
Signalverarbeitung des abgetasteten zweiten Audi-
osignals (275) ausgeführt wird, bevor die digitale Si-
gnalverarbeitung des abgetasteten ersten digitalen
Audiosignals (265) ausgeführt wird.

Revendications

1. Système (100) pour déterminer la position d’un dis-
positif mobile (150) dans un véhicule (110)
comprenant :

- un contrôleur (75) situé dans le véhicule (110)
et configuré pour transmettre deux signaux
audio (265, 275) comprenant un premier signal
audio (265) dirigé généralement dans l’espace
conducteur (230) dans le véhicule (110) et un
second signal audio (275) dirigé généralement
dans l’espace passager (240) dans le véhicule
(110), les deux signaux audio ayant la même
puissance relative, et
- un code programme enregistré dans la mémoi-
re du dispositif mobile (150) et ayant des ins-
tructions qui, exécutées par un processeur du
dispositif mobile (150) font que le dispositif mo-
bile (150),

i) détecte les signaux audio,
ii) échantillonne les signaux audio pendant
une durée prédéterminée
iii) effectue un traitement numérique de si-
gnal appliqué aux signaux audio échan-
tillonnés,
* le traitement de signal numérique compre-
nant la détermination de l’amplitude du pre-
mier et du second signal audio, et
iv) détermine en fonction des amplitudes re-
latives, si le dispositif mobile (150) se trouve
dans l’espace conducteur (240) du véhicule
(110) pendant la durée prédéterminé.

2. Système (100) selon la revendication 1,
dans lequel
le contrôleur (75) est installé dans le véhicule (110)
à proximité de l’axe central du véhicule (110), et
l’axe central (250) s’étend de façon générale entre
l’espace conducteur (230) et l’espace passager
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(240).

3. Système (100) selon la revendication 1,
dans lequel
le contrôleur (75) comprend un système de haut-
parleur ayant un premier hautparleur (260) et un se-
cond hautparleur (270),
le premier hautparleur (260) est configuré pour trans-
mettre le premier signal audio (265) de façon géné-
rale dans l’espace conducteur (230), et le second
hautparleur (270) est configuré pour transmettre le
second signal audio (275) de façon générale dans
l’espace passager (240).

4. Système (100) selon la revendication 1,
dans lequel
le contrôleur (75) est en communication électronique
avec le système son du véhicule, le système son
ayant un ensemble de haut-parleurs, et
le premier signal audio (265) est émis par un haut-
parleur de l’ensemble des hautparleurs à proximité
de l’espace conducteur (230) dans le véhicule (110)
et le second signal audio (275) est émis par un autre
haut-parleur de l’ensemble des hautparleurs à proxi-
mité de l’espace passager (240) dans le véhicule
(110).

5. Système (100) selon la revendication 1
dans lequel
le premier signal (265) et le second signal audio
(275) sont transmis à une fréquence prédéterminée,
et
le premier signal audio et le second signal audio sont
transmis simultanément.

6. Système (100) selon la revendication 1,
dans lequel
le premier signal audio (265) et le second signal
audio (275) sont transmis de façon répétée en sé-
quence, et
chaque transmission dure au moins pendant une
première durée et elle est séparée d’une période de
silence pendant une seconde durée.

7. Système (100) selon la revendication 1,
dans lequel
le premier signal audio (265) comprend une premiè-
re pluralité de sons, chaque son de la première plu-
ralité de sons ayant sa propre fréquence,
* chaque son de la première pluralité de sons est
transmis simultanément,
le second signal audio (275) comprend une seconde
pluralité de sons, chaque son de la seconde pluralité
de sons a sa propre fréquence,
* la fréquence respective de chaque son de la se-
conde pluralité étant distinct de la fréquence respec-
tive de chaque son de la première pluralité, et
la seconde pluralité de sons est transmise simulta-

nément.

8. Système (100) selon la revendication 1,
dans lequel les instructions font en outre que le dis-
positif mobile (150) :

filtre les signaux audio échantillonnés, et
effectue le traitement de signal numérique ap-
pliqué aux signaux audio filtrés.

9. Système (100) selon la revendication 1,
dans lequel
la détermination pour savoir si le dispositif mobile
(150) se trouve dans l’espace conducteur (230) est
utilisée pour identifier un utilisateur du dispositif mo-
bile (150) tel que le conducteur du véhicule (110)
pendant la durée prédéfinie.

10. Système (100) selon la revendication 1,
dans lequel
les instructions en outre font que le dispositif mobile
(150) :

- détermine si le dispositif mobile (150) est orien-
té de façon circulaire,

dans lequel
le dispositif mobile (150) n’est pas situé dans l’es-
pace conducteur (230) mais le dispositif mobile (150)
est orienté et est situé de façon visible du conduc-
teur.

11. Système (100) selon la revendication 1,
dans lequel
les instructions en outre font que le premier signal
audio (265) soit détecté avant le second signal audio
(275),
le premier signal audio (265) est échantillonné avant
le second signal audio (275) et le traitement de signal
numérique est appliqué au premier signal audio
échantillonné (265) avant que le traitement de signal
numérique soit appliqué au second signal audio nu-
mérique (275).

12. Système (100) selon la revendication 1,
dans lequel
les instructions font en outre que le second signal
audio (275) soit détecté avant le premier signal audio
(265), que le second signal audio (275) soit échan-
tillonné avant le premier signal audio (265) et que le
traitement de signal numérique soit appliqué au se-
cond signal audio échantillonné (275) avant que le
traitement de signal numérique ne soit appliqué au
premier signal audio numérique échantillonné (265).
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