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(54) SYSTEMS AND METHODS FOR DETECT AND AVOID SYSTEM FOR BEYOND VISUAL LINE
OF SIGHT OPERATIONS OF URBAN AIR MOBILITY IN AIRSPACE
(57) Disclosed are methods and systems, for a de-

tection and avoidance system for beyond visual line of
sight operations of urban air mobility in airspace. For in-
stance, the method may include: receiving tracking data
from afirst source, the tracking data including information
identifying a position of a tracked object within a radius
of the vehicle, receiving map data from a second source,
the map data comprising information identifying a posi-
tion and/or a status of a mapped object within a radius

of the vehicle, receiving sensor data from one or more
sensors, determining a position of a target object within
aradius of the vehicle by analyzing the tracking data, the
map data, and/or the sensor data, and continuously de-
termining whether to perform an adjustment to a route of
the vehicle based on the determined position of each
target object within the third predetermined radius of the
vehicle.
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Description

CROSS-REFERENCE TO RELATED APPLICA-
TION(S)

[0001] This application claims the benefit of priority un-
der 35 U.S.C. §119 from Indian Patent Application No.
202111012531, filed on March 23, 2021, the contents of
which are incorporated by reference in their entirety.

TECHNICAL FIELD

[0002] Various embodiments of the present disclosure
relate generally to systems and methods for vehicle nav-
igation and, more particularly, to systems and methods
for a detection and avoidance system for beyond visual
line of sight operations of urban air mobility in airspace.

BACKGROUND

[0003] The infrastructure and processes of urban air
mobility (UAM) may present several challenges. For in-
stance, UAM may require large amounts of data gather-
ing, communication, processing, and reporting to ensure
timely, safe, and efficient resource allocation for travel in
the UAM environment. Further, safe UAM operations
may require UAM vehicles to safely operate beyond their
operator’s visual line of sight (BVLOS). For instance, cer-
tification authorities may require that operators of UAM
vehicles ensure certain tolerances on vehicle operations,
such as, among other things, sufficient vehicle spacing
within traffic limitations, and intruder avoidance. Data for
each of these types of tolerances may need to be report-
ed and checked every few seconds or even multiple times
per second during the course of a flight fora UAM vehicle,
to ensure thatthe UAM vehicles in the urban environment
are operating safely. Moreover, the same data may be
used to efficiently manage UAM vehicles (e.g., for main-
tenance and dispatch purposes). As the amount of UAM
trafficincreases, the challenge of ensuring traffic spacing
and intruder avoidance may become difficult without ad-
ditional infrastructure and processes to detect vehicle po-
sitioning and intruder vehicles, determine status of vehi-
cles, determine whether safety tolerances are satisfied,
and report for corrective or avoidance action.

[0004] The present disclosure is directed to overcom-
ing one or more of these above-referenced challenges.

SUMMARY OF THE DISCLOSURE

[0005] According to certain aspects of the disclosure,
systems and methods are disclosed for detecting and
avoiding vehicles.

[0006] Forinstance, a computer-implemented method
for managing a vehicle may include receiving tracking
data from a first source, the tracking data comprising in-
formation identifying a position of a tracked object within
a first predetermined radius of the vehicle; receiving map
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data from a second source, the map data comprising
information identifying a position and/or a status of a
mapped object within a second predetermined radius of
the vehicle; receiving sensor data from one or more sen-
sors; determining a position of a target object within a
third predetermined radius of the vehicle by analyzing
the tracking data, the map data, and/or the sensor data;
and continuously determining whether to perform an ad-
justmentto aroute of the vehicle based on the determined
position of each target object within the third predeter-
mined radius of the vehicle.

[0007] A system for managing a vehicle, may include
atleast one memory storing instructions; and atleast one
processor executing the instructions to perform opera-
tions including receiving tracking data from a first source,
the tracking data comprising information identifying a po-
sition of a tracked object within a first predetermined ra-
dius of the vehicle; receiving map data from a second
source, the map data comprising information identifying
a position and/or a status of a mapped object within a
second predetermined radius of the vehicle; receiving
sensor data from one or more sensors; determining a
position of a target object within a third predetermined
radius of the vehicle by analyzing the tracking data, the
map data, and/or the sensor data; and continuously de-
termining whether to perform an adjustment to a route of
the vehicle based on the determined position of each
target object within the third predetermined radius of the
vehicle.

[0008] A non-transitory computer-readable medium
may store instructions that, when executed by a proces-
sor, cause the processor to perform a method. The meth-
od may include receiving tracking data from a first source,
the tracking data comprising information identifying a po-
sition of a tracked object within a first predetermined ra-
dius of the vehicle; receiving map data from a second
source, the map data comprising information identifying
a position and/or a status of a mapped object within a
second predetermined radius of the vehicle; receiving
sensor data from one or more sensors; determining a
position of a target object within a third predetermined
radius of the vehicle by analyzing the tracking data, the
map data, and/or the sensor data; and continuously de-
termining whether to perform an adjustment to a route of
the vehicle based on the determined position of each
target object within the third predetermined radius of the
vehicle.

[0009] Additional objects and advantages of the dis-
closed embodiments will be set forth in part in the de-
scription that follows, and in part will be apparent from
the description, or may be learned by practice of the dis-
closed embodiments.

[0010] It is to be understood that both the foregoing
general description and the following detailed description
are exemplary and explanatory only and are not restric-
tive of the disclosed embodiments, as claimed.
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BRIEF DESCRIPTION OF THE DRAWINGS

[0011] The accompanying drawings, which are incor-
porated in and constitute a part of this specification, il-
lustrate various exemplary embodiments and together
with the description, serve to explain the principles of the
disclosed embodiments.

FIG. 1 depicts an example environment in which
methods, systems, and other aspects of the present
disclosure may be implemented.

FIG. 2 depicts an exemplary system, according to
one or more embodiments.

FIGS. 3A and 3B depict exemplary block diagrams
of a vehicle of a system, according to one or more
embodiments.

FIG. 4 depicts an exemplary block diagram of vehicle
and computing systems for an urban air mobility de-
tectand avoid system, according to one or more em-
bodiments.

FIG. 5 depicts an exemplary output for an urban air
traffic management dashboard, according to one or
more embodiments.

FIG. 6 depicts a flowchart for a method of performing
detection and avoidance for a UAM vehicle, accord-
ing to one or more embodiments.

FIG. 7 depicts an example system that may execute
techniques presented herein.

DETAILED DESCRIPTION OF EMBODIMENTS

[0012] Various embodiments of the present disclosure
relate generally to improving the safety of UAM vehicles
by providing an improved detection and avoidance sys-
tem for beyond visual line of sight operations of UAM in
airspace.

[0013] Urban air traffic management (UTM) supervi-
sion may require constant connectivity to cloud services
in order to avoid any conflicts in real-time traffic. Main-
taining active communications over long distances via
cellular networks, satellite connectivity or other solutions
may be difficult in many environments. UAM vehicles
(e.g., air taxis) should maintain safe operations even if
communication channels are interrupted. Thus, the
present disclosure provides an improved detect and
avoid system that makes the UAM vehicles more auton-
omous, intelligent, and self-reliant, which leads to a re-
duced dependency on UTMs.

[0014] In the traditional aircraft system, the Federal
Aviation Administration (FAA) entrusts pilots to see and
avoid other aircraft in the sky, either visually or using
onboard instruments. Applying the same standard to
UAM vehicles, a remote pilot (or a visual observer that
acts as an extension of the pilot’s eyes) must have line
of sight to the UAM vehicle. The present disclosure pro-
vides for an integration between an onboard UAM system
and a ground based UTM monitoring system to ensure
maximum safety in the event that there are interrupted
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communication links.

[0015] While this disclosure describes the systems and
methods with reference to aircraft, it should be appreci-
ated that the present systems and methods are applica-
ble to managementof vehicles, including those of drones,
automobiles, ships, or any other autonomous and/or In-
ternet-connected vehicle.

[0016] As shown inFIG. 1, there is depicted an exam-
ple environment in which methods, systems, and other
aspects of the present disclosure may be implemented.
The environment of FIG. 1 may include an airspace 100
and one or more hubs 111-117. A hub, such as any one
of 111-117, may be a ground facility where aircraft may
take off, land, or remain parked (e.g., airport, vertiport,
heliport, vertistop, helistop, temporary landing/takeoff fa-
cility, or the like). The airspace 100 may accommodate
aircraft of various types 131-133 (collectively, "aircraft
131" unless indicated otherwise herein), flying at various
altitudes and via various routes 141. An aircraft, such as
any one of aircraft 131a-133b, may be any apparatus or
vehicle of air transportation capable of traveling between
two or more hubs 111-117, such as an airplane, a vertical
take-off and landing aircraft (VTOL), a drone, a helicop-
ter, an unmanned aerial vehicle (UAV), a hot-air balloon,
a military aircraft, etc. Any one of the aircraft 131a-133b
may be connected to one another and/or to one or more
of the hubs 111-117, over a communication network, us-
ing a vehicle management computer corresponding to
each aircraft or each hub. Each vehicle management
computer may comprise a computing device and/or a
communication device, as described in more detail below
in FIGS. 3A and 3B. As shown in FIG. 1, different types
of aircraft that share the airspace 100 are illustrated,
which are distinguished, by way of example, as model
131 (aircraft 131a and 131b), model 132 (aircraft 132a,
132b, and 132c), and model 133 (aircraft 133a and 133b).
[0017] AsfurthershowninFIG. 1, anairspace 100 may
have one or more weather constraints 121, spatial re-
strictions 122 (e.g., buildings), and temporary flight re-
strictions (TFR) 123. These are exemplary factors that a
vehicle management computer of an aircraft may be re-
quired to consider and/or analyze in order to derive the
safest and optimal flight trajectory of the aircraft. For ex-
ample, if a vehicle management computer of an aircraft
planning to travel from hub 112 to hub 115 predicts that
the aircraft may be affected by an adverse weather con-
dition, such as weather constraint 121, in the airspace,
the vehicle management computer may modify a direct
path (e.g., the route 141 between hub 112 and hub 115)
with a slight curvature away from the weather constraint
121 (e.g., a northward detour) to form a deviated route
142. For instance, the deviated route 142 may ensure
that the path and the time of the aircraft (e.g., 4-D coor-
dinates of the flight trajectory) do not intersect any posi-
tion and time coordinates of the weather constraint 121
(e.g., 4-D coordinates of the weather constraint 121).
[0018] As another example, the vehicle management
computer of aircraft 131b may predict, prior to take-off,
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that spatial restriction 122, caused by buildings, would
hinder the direct flight path of aircraft 131b flying from
hub 112 to hub 117, as depicted in FIG. 1. In response
to that prediction, the vehicle management computer of
aircraft 131b may generate a 4-D trajectory with a vehicle
path that bypasses a 3-dimensional zone (e.g., zone in-
cluding the location and the altitude) associated with
those particular buildings. As yet another example, the
vehicle management computer of aircraft 133b may pre-
dict, prior to take-off, that TFR 123, as well as some po-
tential 4-D trajectories of another aircraft 132c, would
hinder or conflict with the direct flight path of aircraft 133b,
as depicted in FIG. 1. In response, the vehicle manage-
ment computer of aircraft 133b may generate a 4-D tra-
jectory with path and time coordinates that do not inter-
sect either the 4-D coordinates of the TFR 123 or the 4-
D trajectory of the other aircraft 132c. In this case, the
TFR 123 and collision risk with another aircraft 132c are
examples of dynamic factors which may or may not be
in effect, depending on the scheduled time of travel, the
effective times of TFR, and the path and schedule of the
other aircraft 132c. As described in these examples, the
4-D trajectory derivation process, including any modifi-
cation or re-negotiation, may be completed prior to take-
off of the aircraft.

[0019] As another example, the vehicle management
computer of aircraft 131b may determine to use one of
the routes 141 that are set aside for aircraft 131 to use,
either exclusively or non-exclusively. The aircraft 131b
may generate a 4-D trajectory with a vehicle path that
follows one of the routes 141.

[0020] As indicated above, FIG. 1 is provided merely
as an example environment of an airspace that includes
exemplary types of aircraft, hubs, zones, restrictions, and
routes. Regarding particular details of the aircraft, hubs,
zones, restrictions, and routes, other examples are pos-
sible and may differ from what was described with respect
to FIG. 1. For example, types of zones and restrictions
which may become a factor in trajectory derivation, other
than those described above, may include availability of
hubs, reserved paths or sky lanes (e.g., routes 141), any
ground-originating obstacle which extends out to certain
levels of altitudes, any known zones of avoidance (e.g.,
noise sensitive zones), air transport regulations (e.g.,
closeness to airports), etc. Any factor that renders the 4-
D trajectory to be modified from the direct or the shortest
path between two hubs may be considered during the
derivation process.

[0021] FIG. 2 depicts an exemplary a system, accord-
ing to one or more embodiments. The system 200 de-
picted in FIG. 2 may include one or more aircraft, such
as aircraft 131, one or more intruder aircraft 230, a cloud
service 205, one or more communications station(s) 210,
and/or one or more ground station(s) 215. The one or
more aircraft 131 may be traveling from a first hub (e.g.,
hub 114) to a second hub (e.g., hub 112) along a route
of routes 141. Between, near, and/or on hubs, such as
hubs 111-117, the one or more ground station(s) 215
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may be distributed (e.g., evenly, based on traffic consid-
erations, etc.) along/near/on/under routes 141. Between,
near, and/or on hubs, such as hubs 111-117, the one or
more communications station(s) 210 may be distributed
(e.g., evenly, based on traffic considerations, etc.). Some
(or all) of the one or more ground station(s) 215 may be
paired with a communication station 210 of the one or
more communications station(s) 210.

[0022] Each of the one or more ground station(s) 215
may include a transponder system, a radar system,
and/or a datalink system.

[0023] The radar system of a ground station 215 may
include a directional radar system. The directional radar
system may be pointed upward (e.g., from ground to-
wards sky) and the directional radar system may transmit
a beam 220 to provide three-dimensional coverage over
a section of aroute 141. The beam 220 may be a narrow
beam. The three-dimensional coverage of the beam 220
may be directly above the ground station 215 or at various
skewed angles (from a vertical direction). The directional
radar system may detect objects, such as aircraft 131,
within the three-dimensional coverage of the beam 220.
The directional radar system may detect objects by skin
detection. In the case of the ground station 215 being
positioned on a hub, such as the hub 112, the directional
radar system may transmit a beam 225 to provide three-
dimensional coverage over the hub 112. The beam 225
may be also be skewed at an angle (from a vertical di-
rection) to detect objects arriving at, descending to, and
landing on the hub 112. The beams 220/225 may be con-
trolled either mechanically (by moving the radar system),
electronically (e.g., phased arrays), or by software (e.g.,
digital phased array radars), or any combination thereof.
[0024] The transponder system of a ground station215
may include an ADS-B (Automatic Dependent Surveil-
lance Broadcast) and/or a Mode S transponder, and/or
other transponder system (collectively, interrogator sys-
tem). The interrogator system may have at least one di-
rectional antenna. The directional antenna may target a
section of a route 141. Forinstance, targeting the section
of the route 141 may reduce the likelihood of overwhelm-
ing the ecosystem (e.g., aircraft 131) with interrogations,
as would be the case if the interrogator system used an
omnidirectional antenna. The directional antenna may
target a specific section of a route 141 by transmitting
signals in a same or different beam pattern as the beam
220/225 discussed above for the radar system. The in-
terrogator system may transmit interrogation messages
to aircraft, such as aircraft 131, within the section of the
route 141. The interrogation messages may include an
identifier of the interrogator system and/or request the
aircraft, such as aircraft 131, to transmit an identification
message. The interrogator system may receive the iden-
tification message from the aircraft, such as aircraft 131.
The identification message may include an identifier of
the aircraft and/or transponder aircraft data (e.g., speed,
position, track, etc.) of the aircraft.

[0025] If the radar system detects an object and the
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transponder system does not receive a corresponding
identification message from the object (or does receive
an identification message, butitis an invalid identification
message, e.g., an identifier of un-authorized aircraft), the
ground station 215 may determine that the object is an
intruder aircraft 230. The ground station 215 may then
transmit an intruder alert message to the cloud service
205. If the radar system detects an object and the trans-
ponder system receives a corresponding identification
message from the object, the ground station 215 may
determine the objectis a valid aircraft. The ground station
215 may then transmit a valid aircraft message to the
cloud service 205. Additionally or alternatively, the
ground station 215 may transmit a detection message
based on the detection of the object and whether the
ground station 215 receives the identification message
("a response message"); therefore, the ground station
215 may not make a determination as to whether the
detected object is an intruder aircraft or a valid aircraft,
butinstead send the detection message to the cloud serv-
ice 205 for the cloud service 205 to determine whether
the detected objectis anintruder aircraftor a valid aircraft.
[0026] The datalink system of ground station 215 may
communicate with at least one of the one or more com-
munications station(s) 210. Each of the one or more com-
munications station(s) 210 may communicate with at
least one of the one or more ground station(s) 215 within
a region around the communications station 210 to re-
ceive and transmit data from/to the one or more ground
station(s) 215. Some or none of the communications sta-
tion(s) 210 may not communicate directly with the ground
station(s) 215, but may instead be relays from other com-
munications station(s) 210 that are in direct communica-
tion with the ground station(s) 215. For instance, each of
the ground station(s) 215 may communicate with a near-
est one of the communications station(s) 210 (directly or
indirectly). Additionally or alternatively, the ground sta-
tion(s) 215 may communicate with a communications
station 210 that has a best signal to the ground station
215, best bandwidth, etc. The one or more communica-
tions station(s) 210 may include a wireless communica-
tion system to communicate with the datalink system of
ground station(s) 215. The wireless communication sys-
tem may enable cellular communication, in accordance
with, e.g., 3G/4G/5G standards. The wireless communi-
cation system may enable Wi-Fi communications, Blue-
tooth communications, or other short range wireless
communications. Additionally or alternatively, the one or
more communications station(s) 210 may communicate
with the one or more of the one or more ground station(s)
215 based on wired communication, such as Ethernet,
fiber optic, etc.

[0027] Forinstance, aground station 215 may transmit
an intruder alert message or a valid aircraft message
(and/or a detection message) to a communications sta-
tion 210. The communications station 210 may then relay
the intruder alert message or the valid aircraft message
(and/or the detection message) to the cloud service 205
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(either directly or indirectly through another communica-
tions station 210).

[0028] Theoneor more communications station(s)210
may also communicate with one or more aircraft, such
as aircraft 131, to receive and transmit data from/to the
one or more aircraft. For instance, one or more commu-
nications station(s) 210 may relay data between the cloud
service 205 and a vehicle, such as aircraft 131.

[0029] The cloud service 205 may communicate with
the one or more communications station(s) 210 and/or
directly (e.g., via satellite communications) with aircraft,
such as aircraft 131. The cloud service 205 may provide
instructions, data, and/or warnings to the aircraft 131.
The cloud service 205 may receive acknowledgements
from the aircraft 131, aircraft data from the aircraft 131,
and/or other information from the aircraft 131. For in-
stance, the cloud service 205 may provide, to the aircraft
131, weather data, traffic data, landing zone data for the
hubs, such as hubs 111-117, updated obstacle data,
flight plan data, etc. The cloud service 205 may also pro-
vide software as a service (SaaS) to aircraft 131 to per-
form various software functions, such as navigation serv-
ices, Flight Management System (FMS) services, etc.,
in accordance with service contracts, API requests from
aircraft 131, etc.

[0030] FIGS. 3A and 3B depict exemplary block dia-
grams of a vehicle of a system, according to one or more
embodiments. FIG. 3A may depict a block diagram 300A
and FIG. 3B may depict a block diagram 300B, respec-
tively, of a vehicle, such as aircraft 131-133. Generally,
the block diagram 300A may depict systems, informa-
tion/data, and communications between the systems of
a piloted or semi-autonomous vehicle, while the block
diagram 300B may depict systems, information/data, and
communications between the systems of a fully autono-
mous vehicle. The aircraft 131 may be one of the piloted
or semi-autonomous vehicle and/or the fully autonomous
vehicle.

[0031] The block diagram 300A of an aircraft 131 may
include a vehicle management computer 302 and elec-
trical, mechanical, and/or software systems (collectively,
"vehicle systems"). The vehicle systems may include:
one or more display(s) 304; communications systems
306; one or more transponder(s) 308; pilot/user inter-
face(s) 324 toreceive and communicate information from
pilots and/or users 310 of the aircraft 131; edge sensors
312 on structures 346 of the aircraft 131 (such as doors,
seats, tires, etc.); power systems 378 to provide power
to actuation systems 360; camera(s) 316; GPS systems
354; on-board vehicle navigation systems 314; flight con-
trol computer 370; and/or one or more data storage sys-
tems. The vehicle management computer 302 and the
vehicle systems may be connected by one or a combi-
nation of wired or wireless communication interfaces,
such as TCP/IP communication over Wi-Fi or Ethernet
(with or without switches), RS-422, ARINC-429, or other
communication standards (with or without protocol
switches, as needed).
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[0032] The vehicle management computer 302 may
include at least a network interface, a processor, and a
memory, each coupled to each other via a bus or indi-
rectly via wired or wireless connections (e.g., Wi-Fi, Eth-
ernet, parallel or serial ATA, etc.). The memory may
store, and the processor may execute, a vehicle man-
agement program. The vehicle management program
may include a weather program 322, a Detect and Avoid
(DAA) program 334, a flight routing program 344, a ve-
hicle status/health program 352, a communications pro-
gram 368, a flight control program 370, and/or a vertiport
status program 372 (collectively, "sub-programs"). The
vehicle management program may obtain inputs from
the sub-programs and send outputs to the sub-programs
to manage the aircraft 131, in accordance with program
code of the vehicle management program. The vehicle
management program may also obtain inputs from the
vehicle systems and output instructions/data to the ve-
hicle systems, in accordance with the program code of
the vehicle management program.

[0033] The vehicle management computer 302 may
transmit instructions/data/graphical user interface(s) to
the one or more display(s) 304 and/or the pilot/user in-
terface(s) 324. The one or more display(s) 304 and/or
the pilot/user interface(s) 324 may receive user inputs,
and transmit the user inputs to the vehicle management
computer 302.

[0034] The communications systems 306 may include
various data links systems (e.g., satellite communica-
tions systems), cellular communications systems (e.g.,
LTE, 4G, 5G, etc.), radio communications systems (e.g.,
HF, VHF, etc.), and/or wireless local area network com-
munications systems (e.g., Wi-Fi, Bluetooth, etc.). The
communications systems 306 may enable communica-
tions, in accordance with the communications program
368, between the aircraft 131 and external networks,
services, and the cloud service 205, discussed above.
An example of the external networks may include a wide
area network, such as the internet. Examples of the serv-
ices may include weather information services 318, traffic
information services, etc.

[0035] The one or more transponder(s) 308 may in-
clude an interrogator system. The interrogator system of
the aircraft 131 may be an ADS-B, a Mode S transponder,
and/or other transponder system. The interrogator sys-
tem may have an omnidirectional antenna and/or a di-
rectional antenna (interrogator system antenna). The in-
terrogator system antenna may transmit/receive signals
to transmit/receive interrogation messages and trans-
mit/receive identification messages. For instance, in re-
sponse to receiving an interrogation message, the inter-
rogator system may obtain an identifier of the aircraft 131
and/or transponder aircraft data (e.g., speed, position,
track, etc.) of the aircraft 131, e.g., from the on-board
vehicle navigation systems 314; and transmit an identi-
fication message. Contra-wise, the interrogator system
may transmit interrogation messages to nearby aircraft;
and receive identification messages. The one or more
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transponder(s) 308 may send messages to the vehicle
management computer 302 to report interrogation mes-
sages and/or identification messages received
from/transmitted to other aircraft and/or the ground sta-
tion(s) 215. As discussed above, the interrogation mes-
sages may include an identifier of the interrogator system
(in this case, the aircraft 131), request the nearby aircraft
to transmit an identification message, and/or (different
than above) transponder aircraft data (e.g., speed, posi-
tion, track, etc.) of the aircraft 131; the identification mes-
sage may include an identifier of the aircraft 131 and/or
the transponder aircraft data of the aircraft 131.

[0036] The edge sensors 312 on the structures 346 of
the aircraft 131 may be sensors to detect various envi-
ronmental and/or system status information. For in-
stance, some of the edge sensors 312 may monitor for
discrete signals, such as edge sensors on seats (e.g.,
occupied or not), doors (e.g., closed or not), etc. of the
aircraft 131. Some of the edge sensors 312 may monitor
continuous signals, such as edge sensors on tires (e.g.,
tire pressure), brakes (e.g., engaged or not, amount of
wear, etc.), passenger compartment (e.g., compartment
air pressure, air composition, temperature, etc.), support
structure (e.g., deformation, strain, etc.), etc., of the air-
craft 131. The edge sensors 312 may transmit edge sen-
sor data to the vehicle management computer 302 to
report the discrete and/or continuous signals.

[0037] The power systems 378 may include one or
more battery systems, fuel cell systems, and/or other
chemical power systems to power the actuation systems
360 and/or the vehicle systems in general. In one aspect
of the disclosure, the power systems 378 may be a bat-
tery pack. The power systems 378 may have various
sensors to detect one or more of temperature, fuel/elec-
trical charge remaining, discharge rate, etc. (collectively,
power system data 348). The power systems 378 may
transmit power system data 348 to the vehicle manage-
ment computer 302 so that power system status 350 (or
battery pack status) may be monitored by the vehicle
status/health program 352.

[0038] The actuation systems 360 may include: mo-
tors, engines, and/or propellers to generate thrust, lift,
and/or directional force for the aircraft 131; flaps or other
surface controls to augment the thrust, lift, and/or direc-
tional force for the aircraft 131; and/or aircraft mechanical
systems (e.g., to deploy landing gear, windshield wiper
blades, signal lights, etc.). The vehicle management
computer 302 may control the actuation systems 360 by
transmitting instructions, in accordance with the flight
control program 370, and the actuation systems 360 may
transmit feedback/current status of the actuation sys-
tems 360 to the vehicle management computer 302
(which may be referred to as actuation systems data).
[0039] The camera(s) 316 may include inferred or op-
tical cameras, LIDAR, or other visual imaging systems
to record internal or external environments of the aircraft
131. The camera(s) 316 may obtain inferred images; op-
tical images; and/or LIDAR point cloud data, or any com-
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bination thereof (collectively "imaging data"). The LIDAR
point cloud data may include coordinates (which may in-
clude, e.g., location, intensity, time information, etc.) of
each data point received by the LIDAR. The camera(s)
316 and/or the vehicle management computer 302 may
include a machine vision function. The machine vision
function may process the obtained imaging data to detect
objects, locations of the detected objects, speed/velocity
(relative and/or absolute) of the detected objects, size
and/or shape of the detected objects, etc. (collectively,
"machine vision outputs"). For instance, the machine vi-
sion function may be used to image a landing zone to
confirm the landing zone is clear/unobstructed (a landing
zone (LZ) status 362). Additionally or alternatively, the
machine vision function may determine whether physical
environment (e.g., buildings, structures, cranes, etc.)
around the aircraft 131 and/or on/near the routes 141
may be or will be (e.g., based on location, speed, flight
plan of the aircraft 131) within a safe flight envelope of
the aircraft 131. The imaging data and/or the machine
vision outputs may be referred to as "imaging output da-
ta." The camera(s) 316 may transmit the imaging data
and/or the machine vision outputs of the machine vision
function to the vehicle management computer 302. The
camera(s) 316 may determine whether elements detect-
ed in the physical environment are known or unknown
based on obstacle data stored in an obstacle database
356, such as by determining a location of the detected
object and determining if an obstacle in the obstacle da-
tabase has the same location (or within a defined range
of distance). The imaging output data may include any
obstacles determined to not be in the obstacle data of
the obstacle database 356 (unknown obstacles informa-
tion).

[0040] The GPS systems 354 may include one or more
global navigation satellite (GNSS) receivers. The GNSS
receivers may receive signals from the United States de-
veloped Global Position System (GPS), the Russian de-
veloped Global Navigation Satellite System (GLO-
NASS), the European Union developed Galileo system,
and/or the Chinese developed BeiDou system, or other
global or regional satellite navigation systems. The
GNSS receivers may determine positioning information
for the aircraft 131. The positioning information may in-
clude information about one or more of position (e.g.,
latitude and longitude, or Cartesian coordinates), alti-
tude, speed, heading, or track, etc. for the vehicle. The
GPS systems 354 may transmit the positioning informa-
tion to the on-board vehicle navigation systems 314
and/or to the vehicle management computer 302.
[0041] The on-board vehicle navigation systems 314
may include one or more radar(s), one or more magne-
tometer(s), an attitude heading reference system
(AHRS), one or more inertial measurement units (IMUs),
and/or one or more air data module(s). The one or more
radar(s) may be weather radar(s) to scan for weather
and/or digital phased array radar(s) (either omnidirec-
tional and/or directional) to scan for terrain/ground/ob-
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jects/obstacles. The one or more radar(s) (collectively
"radar systems") may obtain radar information. The radar
information may include information about the local
weather and the terrain/ground/objects/obstacles (e.g.,
aircraft or obstacles and associated locations/move-
ment). The one or more magnetometer(s) may measure
magnetism to obtain bearing information for the aircraft
131. The AHRS may include sensors (e.g., three sensors
on three axes) to obtain attitude information for the air-
craft 131. The attitude information may include roll, pitch,
and yaw of the aircraft 131. The one or more IMUs may
each include one or more accelerometer(s), one or more
gyroscope(s), and/or one or more magnetometer(s) to
determine current position and/or current orientation
based on integration of acceleration from the one or more
accelerometer(s), angular rate from the one or more gy-
roscope(s), and the orientation of the body from the one
or more magnetometer(s). The current position and cur-
rent orientation may be IMU information. The air data
module(s) may sense external air pressure to obtain air-
speed information for the aircraft 131. The radar infor-
mation, the bearing information, the attitude information,
the IMU information, the airspeed information, and/or the
positioning information (collectively, navigation informa-
tion) may be transmitted to the vehicle management com-
puter 302.

[0042] The weather program 322 may, using the com-
munications systems 306, transmit and/or receive weath-
er information from one or more of the weather informa-
tion services 318. Forinstance, the weather program 322
may obtain local weather information from weather ra-
dars and the on-board vehicle navigation systems 314,
such as the air data module(s). The weather program
may also transmit requests for weather information 320.
For instance, the request may be for weather information
320 along a route 141 of the aircraft 131 (route weather
information). The route weather information may include
information about precipitation, wind, turbulence, storms,
cloud coverage, visibility, etc. of the external environment
ofthe aircraft 131 along/near aflight path, at a destination
and/or departure location (e.g., one of the hubs 111-117),
or for a general area around the flight path, destination
location, and/or departure location. The one or more of
the weather information services 318 may transmit re-
sponses that include the route weather information. Ad-
ditionally or alternatively, the one or more of the weather
information services 318 may transmit update messages
to the aircraft 131 that includes the route weather infor-
mation and/or updates to the route weather information.
[0043] The DAA program 334 (e.g., D/IS&AA program)
may, using the one or more transponders 308 and/or the
pilot/user interface(s) 324, detect and avoid objects that
may pose a potential threat to the aircraft 131. As an
example, the pilot/user interface(s) 324 may receive user
input(s) from the pilots and/or users of the vehicle 310
(or radar/imaging detection) to indicate a detection of an
object; the pilot/user interface(s) 324 (or radar/imaging
detection) may transmit the user input(s) (or radar or im-
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aging information) to the vehicle management computer
302; the vehicle management computer 302 may invoke
the DAA program 334 to perform an object detection
process 328 to determine whether the detected object is
a non-cooperative object 332 (e.g., itis an aircraft that is
not participating in transponder communication); option-
ally, the vehicle management computer 302 may deter-
mine a position, speed, track for the non-cooperative ob-
ject 332 (non-cooperative object information), such as
by radar tracking or image tracking; in response to de-
termining the object is a non-cooperative object 332, the
vehicle management computer 302 may determine a
course of action, such as instruct the flight control pro-
gram 370 to avoid the non-cooperative object 332. As
another example, the one or more transponder(s) 308
may detect an intruder aircraft (such as intruder aircraft
230) based on an identification message from the intrud-
eraircraft; the one or more transponder(s) 308 may trans-
mita message to the vehicle management computer 302
that includes the identification message from the intruder
aircraft; the vehicle management computer 302 may ex-
tract an identifier and/or transponder aircraft data from
the identification message to obtain the identifier and/or
speed, position, track, etc. of the intruder aircraft; the
vehicle management computer 302 may invoke the DAA
program 334 to perform a position detection process 326
to determine whether the detected objectis a cooperative
object 330 and its location, speed, heading, track, etc.;
in response to determining the object is a cooperative
object 330, the vehicle management computer 302 may
determine a course of action, such as instruct the flight
control program 370 to avoid the cooperative object 330.
Forinstance, the course of action may be different or the
same for non-cooperative and cooperative objects
330/332, in accordance with rules based on regulations
and/or scenarios.

[0044] The flight routing program 344 may, using the
communications systems 306, generate/receive flight
plan information 338 and receive system vehicle infor-
mation 336 from the cloud service 205. The flight plan
information 338 may include a departure location (e.g.,
one of the hubs 111-117), a destination location (e.g.,
one of the hubs 111-117), intermediate locations (if any)
(e.g., waypoints or one or more of the hubs 111-117)
between the departure and destination locations, and/or
one or more routes 141 to be used (or not used). The
system vehicle information 336 may include other aircraft
positioning information for other aircraft with respect to
the aircraft 131 (called a "receiving aircraft 131" for ref-
erence). For instance, the other aircraft positioning infor-
mation may include positioning information of the other
aircraft. The other aircraft may include: all aircraft
131-133 and/or intruder aircraft 230; aircraft 131-133
and/or intruder aircraft 230 within a threshold distance of
the receiving aircraft 131; aircraft 131-133 and/or intruder
aircraft 230 using a same route 141 (or is going to use
the same route 141 or crossing over the same route 141)
of the receiving aircraft; and/or aircraft 131-133 and/or
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intruder aircraft 230 within a same geographic area (e.g.,
city, town, metropolitan area, or sub-division thereof) of
the receiving aircraft.

[0045] The flight routing program 344 may determine
or receive a planned flight path 340. The flight routing
program 344 may receive the planned flight path 340
from another aircraft 131 or the cloud service 205 (or
other service, such as an operating service of the aircraft
131). The flight routing program 344 may determine the
planned flight path 340 using various planning algorithms
(e.g., flight planning services on-board or off-board the
aircraft 131), aircraft constraints (e.g., cruising speed,
maximum speed, maximum/minimum altitude, maximum
range, etc.) of the aircraft 131, and/or external constraints
(e.g., restricted airspace, noise abatement zones, etc.).
The planned/received flight path may include a 4-D tra-
jectory of a flight trajectory with 4-D coordinates, a flight
path based on waypoints, any suitable flight path for the
aircraft 131, or any combination thereof, in accordance
with the flight plan information 338 and/or the system
vehicle information 336. The 4-D coordinates may in-
clude 3-D coordinates of space (e.g., latitude, longitude,
and altitude) for a flight path and time coordinate.
[0046] The flight routing program 344 may determine
an unplanned flight path 342 based on the planned flight
path 340 and unplanned event triggers, and using the
various planning algorithms, the aircraft constraints of
the aircraft 131, and/or the external constraints. The ve-
hicle management computer 302 may determine the un-
planned event triggers based on data/information the ve-
hicle management computer 302 receives from other ve-
hicle systems or from the cloud service 205. The un-
planned event triggers may include one or a combination
of: (1) emergency landing, as indicated by the vehicle
status/health program 352 discussed below or by a user
input to one or more display(s) 304 and/or the pilot/user
interface(s) 324; (2) intruder aircraft 230, cooperative ob-
ject 330, or non-cooperative object 332 encroaching on
a safe flight envelope of the aircraft 131; (3) weather
changes indicated by the route weather information (or
updates thereto); (4) the machine vision outputs indicat-
ing a portion of the physical environment may be or will
be within the safe flight envelope of the aircraft 131;
and/or (5) the machine vision outputs indicating a landing
zone is obstructed.

[0047] Collectively, the unplanned flight path 342/the
planned flight path 340 and other aircraft positioning in-
formation may be called flight plan data.

[0048] The vehicle status/health program 352 may
monitor vehicle systems for status/health, and perform
actions based on the monitored status/health, such as
periodically report status/health, indicate emergency sta-
tus, etc. The vehicle may obtain the edge sensor data
and the power system data 348. The vehicle sta-
tus/health program 352 may process the edge sensor
data and the power system data 348 to determine sta-
tuses of the power system 378 and the various structures
and systems monitored by the edge sensors 312, and/or
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track a health of the power system 378 and structures
and systems monitored by the edge sensors 312. For
instance, the vehicle status/health program 352 may ob-
tain the power systems data 348; determine a battery
status 350; and perform actions based thereon, such as
reduce consumption of non-essential systems, report
battery status, etc. The vehicle status/health program
352 may determine an emergency landing condition
based on one or more of the power system 378 and struc-
tures and systems monitored by the edge sensors 312
has a state that indicates the power system 378 and
structures and systems monitored by the edge sensors
312 has or will fail soon. Moreover, the vehicle sta-
tus/health program 352 may transmit status/health data
to the cloud service 205 as status/health messages (or
as a part of other messages to the cloud service). The
status/health data may include the actuation systems da-
ta, all of the edge sensor data and/or the power system
data, portions thereof, summaries of the edge sensor da-
ta and the power system data, and/or system status in-
dicators (e.g., operating normal, degraded wear, inoper-
able, etc.) based on the edge sensor data and the power
system data.

[0049] The flight control program 370 may control the
actuation system 360 in accordance with the unplanned
flight path 342/the planned flight path 340, the other air-
craft positioning information, control laws 358, navigation
rules 374, and/or user inputs (e.g., of a pilot if aircraft 131
is a piloted or semi-autonomous vehicle). The flight con-
trol program 370 may receive the planned flight path
340/unplanned flight path 342 and/or the user inputs (col-
lectively, "course"), and determine inputs to the actuation
system 360 to change speed, heading, attitude of the
aircraft 131 to match the course based on the control
laws 358 and navigation rules 374. The control laws 358
may dictate a range of actions possible of the actuation
system 360 and map inputs to the range of actions to
effectuate the course by, e.g., physics of flight of the air-
craft 131. The navigation rules 374 may indicate accept-
able actions based on location, waypoint, portion of flight
path, context, etc. (collectively, "circumstance"). For in-
stance, the navigation rules 374 may indicate a mini-
mum/maximum altitude, minimum/maximum speed,
minimum separation distance, a heading or range of ac-
ceptable headings, etc. for a given circumstance.
[0050] The vertiport status program 372 may control
the aircraft 131 during takeoff (by executing a takeoff
process 364) and during landing (by executing a landing
process 366). The takeoff process 364 may determine
whether the landing zone from which the aircraft 131 is
to leave and the flight environment during the ascent is
clear (e.g., based on the control laws 358, the navigation
rules 374, the imaging data, the obstacle data, the un-
planned flight path 342/the planned flight path 340, the
other aircraft positioning information, user inputs, etc.),
and control the aircraft or guide the pilot through the as-
cent (e.g., based on the control laws 358, the navigation
rules 374, the imaging data, the obstacle data, the flight
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plan data, user inputs, etc.). The landing process 366
may determine whether the landing zone on which the
aircraft 131 is to land and the flight environment during
the descent s clear (e.g., based on the control laws 358,
the navigation rules 374, the imaging data, the obstacle
data, the flight plan data, user inputs, the landing zone
status, etc.), and control the aircraft or guide the pilot
through the descent (e.g., based on the control laws 358,
the navigation rules 374, the imaging data, the obstacle
data, the flight plan data, user inputs, the landing zone
status, etc.).

[0051] The one or more data storage systems may
store data/information received, generated, or obtained
onboard the aircraft. The one or more data storage sys-
tems may also store software for one or more of the com-
puters onboard the aircraft.

[0052] The block diagram 300B may be the same as
the block diagram 300A, but the block diagram 300B may
omit the pilot/userinterface(s) 324 and/or the one or more
displays 304, and include a vehicle position/speed/alti-
tude system 376. The vehicle position/speed/altitude
system 376 may include or not include the on-board ve-
hicle navigation systems 314 and/or the GPS systems
354, discussed above. In the case that the vehicle posi-
tion/speed/altitude system 376 does not include the on-
board vehicle navigation systems 314 and/or the GPS
systems 354, the vehicle position/speed/altitude system
376 may obtain the navigation information from the cloud
service 205.

[0053] Inone aspect of the disclosure, the ground sta-
tion(s) 215 (referred to as "node" or "nodes") may control
the radar systems and the interrogator systems of the
respective nodes to scan for vehicles, such as aircraft
131, in a three-dimensional coverage of a beam 220 of
the nodes; detect vehicles, such as aircraft 131, using
radar return information from the radar systems or based
on interrogator signals of the interrogator systems; and
in response to detecting the vehicles, transmit detection
messages to the cloud service 205.

[0054] For instance, a node may scan and detect ve-
hicles in various sequences using the interrogator sys-
tems and the radar systems. In one aspect of the disclo-
sure, a node may scan for vehicles using the radar sys-
tems to detect a vehicle; interrogate a detected vehicle
using the interrogator systems; wait for a response (e.g.,
identification messages) from the detected vehicle; and
transmit a detection message to the cloud service 205,
based on whether a response is received. In another as-
pect of the disclosure, in addition or as an alternative,
the node may scan for vehicles by transmitting interro-
gation messages using the interrogator systems; await
aresponse from a vehicle using the interrogator systems;
optionally, confirm the vehicle position, speed, track, etc.
using the radar systems; and transmit a detection mes-
sage to the cloud service 205. In another aspect of the
disclosure, in addition or as an alternative, the node may
receive interrogator messages from vehicles; respond to
the vehicles; optionally, confirm the vehicle position,
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speed, track, etc. using the radar systems; and transmit
adetection message to the cloud service 205. One skilled
in the art would recognize that the nodes may be pro-
grammed to scan for and detect vehicles in various com-
binations as described above, and transmit detection
messages to the cloud service 205.

[0055] In the case that the detected vehicle responds
with an identification message or transmits an interroga-
tormessage received by the node, the node may proceed
to generate a first type of detection message. As dis-
cussed above with respect to FIGS. 3A and 3B, the iden-
tification message or interrogator message from an air-
craft 131 may include a vehicle identifier and transponder
aircraft data of the aircraft 131. The first type of detection
message may include an identifier of the node, a coop-
erative vehicle indicator, the vehicle identifier, the trans-
ponder aircraft data, and/or confirmation data. The co-
operative vehicle indicator may indicate that the vehicle
is cooperative in responding to the interrogator systems.
The confirmation data may include (1) speed, position,
track, etc. of the detected vehicle as determined by the
radar systems; and (2) vehicle configuration data. The
vehicle configuration data may indicate the size, shape,
etc. of the vehicle. Alternatively, the confirmation data
may include an indicator that the confirmation data is the
same or within a threshold difference from the transpond-
er aircraft data.

[0056] In the case the detected vehicle does not re-
spond with an identification message for a threshold wait
period, the node may proceed to generate a second type
of detection message. The second type of detection mes-
sage may include the identifier of the node, an identifier
ofthe vehicle, a non-cooperative vehicle indicator, and/or
the confirmation data. The identifier of the vehicle may
be a predefined identifier for non-cooperative vehicles.
The non-cooperative vehicle indicator may indicate that
the vehicle is not being cooperative in responding to the
interrogator systems.

[0057] Asdiscussed above, the node may transmit the
detection messages to the cloud service 205 via the da-
talink system of the node. The cloud service 205 may
receive the detection messages from the node. In re-
sponse to receiving a detection message from a node,
the cloud service 205 may then initiate a cross-vehicle
analysis process by executing a cross-vehicle analysis
program. To execute the cross-vehicle analysis of the
cross-vehicle analysis program, the cloud service 205
may obtain vehicle state information based on the detec-
tion message; perform an analysis on the detection mes-
sage and the vehicle state information; and transmit a
status message to relevant vehicle(s). The cloud service
205 may continue to await receipt of another detection
message from the node or another node to initiate the
cross-vehicle analysis process again. The vehicle state
information may include, for a list of all other vehicles as
discussed below, (1) the planned flight path 340/un-
planned flight path 342 received from other aircraft 131
and/or (2) speed, position, track of other aircraft 131 (in-
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cluding non-cooperative aircraft).

[0058] Asdiscussed above, the cloud service 205 may
receive aircraft positioning data from the aircraft 131 on
a continuous/periodic basis. The cloud service 205 may
store the received aircraft positioning data in a manner
to track the aircraft 131 (hereinafter referred to as "col-
lective vehicle state information"). The cloud service 205
may update the collective vehicle state information as
individual aircraft 131 report their aircraft positioning da-
ta. The cloud service 205 may also receive previous de-
tection messages of other vehicles (e.g., non-coopera-
tive aircraft), and track their positions (or estimates there-
of) in the collective vehicle state information.

[0059] The cloud service 205 may also receive all
planned flight path 340/unplanned flight path 342 for the
aircraft 131. The cloud service 205 may store the re-
ceived planned flight path 340/unplanned flight path 342
in the collective vehicle state information.

[0060] To obtain vehicle state information based on
the detection message, the cloud service 205 may extract
the identifier of the node from the detection message;
determine a location/position of the node based on the
identifier of the node; and obtain the vehicle state infor-
mation based on the location/position of the node. To
determine the location/position of the node, the cloud
service 205 may retrieve a location/position from, e.g., a
database of identifiers of nodes associated with loca-
tions/positions of the nodes.

[0061] To obtain the vehicle state information based
on the location/position of the node, the cloud service
205 may determine a list of all other vehicles based on
the collective vehicle state information; and obtain the
vehicle state information based the list of the all other
vehicles. For instance, the cloud service 205 may deter-
mine the list by: determining the aircraft 131 that have a
position within a threshold distance of the location/posi-
tion of node; determining the aircraft 131 that have a po-
sition within an arbitrary three-dimensional volume of
space around the location/position of the node; determin-
ing the aircraft 131 that have a position on a same route
141 of the node (if the node is associated with a route
141); determining the aircraft 131 that have a position
within a same geographic region (e.g., city, metropolitan
area, or portion thereof); and/or determining the aircraft
131 that are likely to intercept any one of the proceeding
conditions within a time period (e.g., based on a speed
of the detected object). To obtain the vehicle state infor-
mation, the cloud service 205 may filter the collective
vehicle state information to obtain (1) the planned flight
path 340/unplanned flight path 342 received from other
aircraft 131 and/or (2) speed, position, track of other air-
craft 131 (including non-cooperative aircraft).

[0062] To perform the analysis on the detection mes-
sage and the vehicle state information, the cloud service
205 may extract a vehicle identifier (or identification
number (ID)) and vehicle information from the detection
message; determine whether the vehicle ID is known;
and perform one of two process (either a known vehicle
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process or an unknown vehicle process) based on wheth-
er the vehicle ID is known or not.

[0063] To extract the vehicle ID, the cloud service 205
may parse the detection message and retrieve the vehi-
cle identifier of the first type of detection message or the
identifier of the vehicle of the second type of detection
message. To extract the vehicle information, the cloud
service 205 may parse the detection message and re-
trieve (1) the transponder aircraft data and/or the confir-
mation data (if different than the transponder aircraft da-
ta) of the first type of detection message or (2) the con-
firmation data of the second type of detection message.
[0064] To determine whether the vehicle ID is known,
the cloud service 205 may search, e.g., a known vehicle
database with the vehicle ID and determine if any known
vehicles have a matching ID. If the vehicle ID is known,
the cloud service 205 may perform the known vehicle
process; if the vehicle ID is not known, the cloud service
205 may perform the unknown vehicle process.

[0065] The unknown vehicle process may determine
whether the detected (unknown) vehicle is a danger to
any other vehicle (either based on current speed, posi-
tion, etc. of planned/unplanned flight paths of the other
vehicles). To perform the unknown vehicle process, the
cloud service 205 may compare the vehicle information
to the vehicle state information; determine whether the
detected (unknown) vehicle is within a first threshold en-
velope of any vehicle of the vehicle state information
and/or within the first threshold envelope of the planned
flight path 340/unplanned flight path 342 for any vehicle
of the vehicle state information; and generate a message
based on a result of the determining.

[0066] The known vehicle process may determine
whether the detected (known) vehicle is: (1) following a
planned/unplanned flight path; and/or (2) in danger of
any other vehicle. To perform the known vehicle process,
the cloud service 205 may compare the vehicle informa-
tion to the vehicle state information; determine whether
the detected (known) vehicle is within a second threshold
envelope of any vehicle of the vehicle state information
and/or within the second threshold envelope of the
planned flight path 340/unplanned flight path 342 for the
detected (known) vehicle; and generate a message
based on a result of the determining.

[0067] To compare the vehicle information to the ve-
hicle state information, the cloud service 205 may (1)
compare speed, position, etc. of the detected vehicle to
speed, position, etc. of all of the vehicles; (2) compare
speed, position, etc. of the detected vehicle to the
speeds, positions (adjusted for time, travel, track, etc.)
of the planned/unplanned flight paths of all the vehicles;
and if a detected (known) vehicle (3) compare speed,
position, etc. of the detected vehicle to the speed, posi-
tion, etc. of the planned/unplanned flight paths for the
detected vehicle. The cloud service 205 may filter the list
of vehicles to those likely to be near the detected vehicle.
[0068] To determine whether the detected vehicle is
within a threshold envelope of any vehicle of the vehicle
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state information, the cloud service 205 may determine
the position of the detected vehicle is within a threshold
distance of a position of a vehicle; determine the detected
vehicle has a position within an arbitrary three-dimen-
sional volume of space around the position of a vehicle;
and/or determine the detected vehicle is likely to intercept
any one of the proceeding conditions within a time period
(e.g., based on a speed of the detected object).

[0069] To determine whether the detected vehicle is
within a threshold envelope of any of the planned flight
path 340/unplanned flight path 342, the cloud service 205
may determine the position of the detected vehicle is with-
in a threshold distance of a position of a planned flight
path 340/unplanned flight path 342 of a vehicle; deter-
mine the detected vehicle has a position within an arbi-
trary three-dimensional volume of space around the po-
sition of the planned flight path 340/unplanned flight path
342 of the vehicle; and/or determine the detected vehicle
is likely to intercept any one of the proceeding conditions
within a time period (e.g., based on a speed of the de-
tected object).

[0070] The first threshold envelope and the second
threshold envelope may be the same or different. The
thresholds for position, arbitrary three-dimensional vol-
umes, and likelihood of intercept may be the same or
different for the first threshold envelope and the second
threshold envelope. The thresholds for position, arbitrary
three-dimensional volumes, and likelihood of intercept
may be the same or different for known vehicles and for
non-cooperative vehicles being tracked by the cloud
service 205.

[0071] Generally, the cloud service 205 may deter-
mine: (1) the detected (known) vehicle is: (A) following
its planned/unplannedflight path, (B) in danger of another
known vehicle based on position or the flight path of the
another known vehicle, and/or (C) in danger of another
non-cooperative vehicle based on position of the another
non-cooperative vehicle; and/or (2) the detected (un-
known) vehicle is: (A) putting another known vehicle in
danger based on position or the flight path of the another
known vehicle.

[0072] Forinstance, the cloud service 205 may gener-
ate one or more messages based on the analysis result
of the known vehicle process or the unknown vehicle
process. The one or more messages may be: (1) a con-
firmation message if the detected (known) vehicle is with-
in the second threshold envelope of the planned/un-
planned flight path of detected (known) vehicle and/or
not in danger of any other vehicle; (2) an alert message
if the detected known vehicle is outside the second
threshold envelope of the planned/unplanned flight path
of detected (known) vehicle; (3) an alert message if the
detected (known) vehicle is in danger of any other vehi-
cle; (4) an intruder message if the detected (unknown)
vehicle is within the first threshold envelope of any other
vehicle (for instance such as a known vehicle that also
has been detected); and (5) a possible intruder message
if the detected (unknown) vehicle is not within the first
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threshold envelope of any other vehicle.

[0073] The confirmation message may include a time
stamp, an indicator, and/or the confirmation data. The
time stamp may correspond to when the detected
(known) vehicle was detected or when the detection mes-
sage was transmitted by the node.

[0074] The alert message may include the time stamp,
the indicator, the confirmation data, and/or instructions.
The instructions may include corrective action so that the
detected (known) vehicle can change course to remain
within the second envelope of the planned/unplanned
flight path, and/or actions to avoid a vehicle endangering
the detected (known) vehicle.

[0075] The intruder message may include an intruder
time stamp, the indicator, the confirmation data of the
detected (unknown) vehicle, and/or intruder instructions.
The possible intruder message may include the intruder
time stamp, the indicator, the confirmation data of the
detected (unknown) vehicle, and/or the intruder instruc-
tions. The intruder time stamp may be the same as the
time stamp above, but for the detected (unknown) vehi-
cle. The intruder instructions may include actions to avoid
a vehicle endangering the receiving vehicle now or ac-
tions to avoid the vehicle if encountered.

[0076] The indicator may be a confirmation indicator,
an alert indicator, an intruder indicator, and/or a possible
intruder indicator. The confirmation indicator may indi-
cate the detected (known) vehicle is following the
planned/unplanned path within the second threshold en-
velope. The alert indicator may indicate one or both of:
(1) detected (known) vehicle is outside second threshold
envelope, and (2) other vehicle is endangering the de-
tected (known vehicle). The intruder indicator may indi-
cate that a detected (unknown) vehicle is endangering
the vehicle now. The possible intruder indicator may in-
dicate that a detected (unknown) vehicle may endanger
the vehicle.

[0077] The cloud service 205 may transmit the one or
more messages to the relevant vehicles. For instance, if
the detected (unknown) vehicle causes an intruder mes-
sage to be generated, the cloud service 205 may transmit
the intruder message to the vehicles that the detected
(unknown) vehicle may endanger; if the detected (un-
known) vehicle causes a possible intruder message to
be generated, the cloud service 205 may transmit the
possible intruder message to the vehicles that are in a
same region/route 141 as the detected (unknown) vehi-
cle; if the detected (known) vehicle causes an confirma-
tion message to be generated, the cloud service 205 may
transmit the confirmation message to the detected
(known) vehicle; if the detected (known) vehicle causes
an alert message to be generated, the cloud service 205
may transmit the alert message to the detected (known)
vehicle to inform the detected (known) vehicle that the
detected (known) vehicle is outside the second threshold
envelope of the planned/unplanned flight path.

[0078] In another aspect of the disclosure, the cloud
service 205 may determine whether other information to
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be transmitted to the detected (known) vehicle or other
relevant vehicles (e.g., the known vehicles in danger of
a detected (unknown) vehicle). For instance, the other
information may include (1) vertiport status; (2) vertiport
landing-takeoff sequencing; (3) vehicle spacing informa-
tion; and/or (4) updated weather information. For in-
stance, the cloud service 205 may determine that the
detected (known) vehicle is approaching a vertiport (e.g.,
as the node that transmitted the detection message is
located at a vertiport or one or several leading to a vert-
iport), then the cloud service may determine to transmit
the vertiport status and/or vertiport land-takeoff sequenc-
inginformation; the cloud service 205 may determine that
weather near the node (or between the node and a next
node) has changed since last transmitting weather infor-
mation to the detected (known) vehicle, then the cloud
service 205 may determine to transmit the updated
weather information. Moreover, the cloud service 205
may determine that the vehicles to be messaged based
on adetected (unknown) vehicle may change destination
to a closest vertiport, so the cloud service 205 may in-
clude vertiport status and/or landing-takeoff sequencing
information for the closest vertiport and instructions to
change destination to the closest vertiport, so as to avoid
mid-air collisions with the detected (unknown) vehicle.
[0079] In another aspect of the disclosure, an aircraft
131 may suddenly lose track of position (e.g., because
of poor GPS signal in a dense urban environment), and
the on-board vehicle navigation systems 314 (or the ve-
hicle management computer 302) may instruct the radar
system (e.g., the digital phased array radar) to look for-
ward to perform radar confirmation of vehicle position.
For instance, the one or more IMUs of the on-board ve-
hicle navigation systems 314 may track a current position
of the aircraft 131. The aircraft 131 may cross reference
the current position with one or more ground truth data-
bases to determine relevant ground references (e.g.,
based on positions of ground references within a thresh-
old distance of the current position of the aircraft 1341).
The aircraft 131 may control the radar system to confirm
the presence and/or relative location of the relevant
ground references (from the aircraft 131 to the relevant
ground references). In response to confirming the pres-
ence and/or relative location of the relevant ground ref-
erences, the aircraft 131 may determine a confirmed ve-
hicle position. The confirmed vehicle position may be in-
cluded in the navigation information so that the aircraft
131 may navigate. This may be possible since UAM
flights are of a relatively short distance, thus lower expo-
sure time leads to lower IMU drift. As there may be lower
IMU drift, the aircraft 131 may be able to stay within safety
parameters of vehicle separation and spacing. Addition-
ally or alternatively, position information may also be ob-
tained from 5G cellular system as a backup.

[0080] Therefore, the methods and system of the
present disclosure may ensure traffic spacing and intrud-
er avoidance by using ground stations throughout the
urban air environment. The methods and systems of the



23 EP 4 064 245 A1 24

present disclosure may use the ground stations to detect
vehicle positioning and intruder vehicles, determine sta-
tus of vehicles, determine whether safety tolerances are
satisfied, and/orreportfor corrective or avoidance action.
[0081] FIG. 4 depicts an exemplary block diagram 400
of a vehicle and computing system 400 for an urban air
mobility detect and avoid system, according to one or
more embodiments.

[0082] The vehicle computing system 400 may include
a UAM DAA system 401, an ADS-B tracker 402, Airmap
data 403, a flight planner 404, on-board sensors 405, a
safe re-routing function 406, a transmitter 407, and an
air taxi controller 408.

[0083] According to an exemplary embodiment, the
DAA system 401 is controlled using the vehicle manage-
ment computer 302. The DAA system 401 may include
a DAA integrator and decision-making process that re-
ceives data from the ADS-B tracker 402, the Airmap data
403, the flight planner 404, and the on-board sensors.
Similarly to the DAA program 334 described above, the
DAA system 401 may process the data received from
many sources to control the aircraft 131 to detect and
avoid objects that may pose a potential threat to the air-
craft 131.

[0084] Forexample, the DAA system 401 may receive
information from the ADS-B tracker 402. The ADS-B
tracker 402 may be used to gather and integrate the ADS-
B input data to continuously receive the airspace activity
in real-time within a predetermined DAA radius. The
ADS-B data may contain the altitude, position of the air-
space vehicles around the host system in real time. The
ADS-B tracker 402 may be implemented using the trans-
ponder(s) 308 described above. Further, exemplary em-
bodiments are not limited to an ADS-B tracker. The one
or more transponder(s) 308 may include an interrogator
system. The interrogator system of the aircraft 131 may
be an ADS-B, a Mode S transponder, and/or other trans-
ponder system. The interrogator system may have an
omnidirectional antenna and/or a directional antenna (in-
terrogator system antenna). The interrogator system an-
tenna may transmit/receive signals to transmit/receive
interrogation messages and transmit/receive identifica-
tion messages. For instance, in response to receiving an
interrogation message, the interrogator system may ob-
tain an identifier of the aircraft 131 and/or transponder
aircraft data (e.g., speed, position, track, etc.) of the air-
craft 131, e.g., from the on-board vehicle navigation sys-
tems 314; and transmit an identification message. Con-
tra-wise, the interrogator system may transmit interroga-
tion messages to nearby aircraft; and receive identifica-
tion messages. The one or more transponder(s) 308 may
send messages to the vehicle management computer
302 to report interrogation messages and/or identifica-
tion messages received from/transmitted to other aircraft
and/or the ground station(s) 215. As discussed above,
the interrogation messages may include an identifier of
the interrogator system (in this case, the aircraft 131),
request the nearby aircraft to transmit an identification
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message, and/or (different than above) transponder air-
craft data (e.g., speed, position, track, etc.) of the aircraft
131; the identification message may include an identifier
of the aircraft 131 and/or the transponder aircraft data of
the aircraft 131.

[0085] According to an embodiment, the DAA system
401 may receive Airmap data 403 from an Airmap
streaming program. The Airmap streaming program may
gather Airmap data 403 through datalink and/or other
sources. The datalink system of ground station 215 may
communicate with at least one of the one or more com-
munications station(s) 210. Each of the one or more com-
munications station(s) 210 may communicate with at
least one of the one or more ground station(s) 215 within
a region around the communications station 210 to re-
ceive and transmit data from/to the one or more ground
station(s) 215. Some or none of the communications sta-
tion(s) 210 may not communicate directly with the ground
station(s) 215, but may instead be relays from other com-
munications station(s) 210 that are in direct communica-
tion with the ground station(s) 215. For instance, each of
the ground station(s) 215 may communicate with a near-
est one of the communications station(s) 210 (directly or
indirectly). Additionally or alternatively, the ground sta-
tion(s) 215 may communicate with a communications
station 210 that has a best signal to the ground station
215, best bandwidth, etc. The one or more communica-
tions station(s) 210 may include a wireless communica-
tion system to communicate with the datalink system of
ground station(s) 215. The wireless communication sys-
tem may enable cellular communication, in accordance
with, e.g., 3G/4G/5G standards. The wireless communi-
cation system may enable Wi-Fi communications, Blue-
tooth communications, or other short range wireless
communications. Additionally or alternatively, the one or
more communications station(s) 210 may communicate
with the one or more of the one or more ground station(s)
215 based on wired communication, such as Ethernet,
fiber optic, etc.

[0086] The Airmap data 403 may be sent to the DAA
system 401 for analysis. The Airmap data may refer to
maps at the UTM stations that draws data from many
sources for airplanes and aircraft 131 outfitted with ADS-
B Out, ground-based radar systems, and weather infor-
mation 320, which offers hyperlocal weather data for air-
craft operators. The data received by the DAA system
401 may include information about the position of the
nearby traffic, and authorization status (i.e., Pending/Ac-
cepted /Rejected) of nearby traffic. The authorization sta-
tus may be managed by one or more UTM operators.
For example, UTM supervision with the Airmap performs
asimilar function as the air traffic controllers for traditional
aircraft, approving and re-routing flights automatically.
However, under the current FAA framework, air taxis
(e.g., aircraft 131) are responsible for detecting and
avoiding threats automatically. Thus, in a case of a com-
munication failure between the UTM stations and aircraft
131, the DAA system 401 may extrapolate and calculate
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current positions of the air traffic based on the data pre-
viously received for the nearby aircrafts’ position, speed,
altitude, etc.

[0087] According to an embodiment, the DAA system
401 may receive information from a flight planner 404.
The flight planner 404 may would gather information of
the flight plans planned by the operators of all vehicles
in an area ahead of schedule with the help of UTM. This
service may be provided by the UASTM (Unmanned Air
system traffic management). The flight planner 404 may
include information similar to flight plan information 338
described above. The flight planner 404 may include a
departure location (e.g., one of the hubs 111-117), a des-
tination location (e.g., one of the hubs 111-117), inter-
mediate locations (if any) (e.g., waypoints or one or more
of the hubs 111-117) between the departure and desti-
nation locations, and/or one or more routes 141 to be
used (or not used).

[0088] According to an embodiment, the DAA system
401 may receive information from on-board sensors 405.
The sensors installed on an aircraft 131 may depend on
a vehicle configuration and/or mission of the aircraft 131.
The vehicle configuration may indicate a size, shape,
etc., of the vehicle. The sensors may include TCAS (Traf-
fic Collision Avoidance System), radars, optical sensors,
and/or image cameras. The sensors may include edge
sensors 312 on the structures 346 of the aircraft 131,
which may be sensors to detect various environmental
and/or system status information. The power systems
378 may have various sensors to detect one or more of
temperature, fuel/electrical charge remaining, discharge
rate, etc. (collectively, power system data 348). The pow-
er systems 378 may transmit power system data 348 to
the vehicle management computer 302 so that power
system status 350 (or battery pack status) may be mon-
itored by the vehicle status/health program 352.

[0089] The DAA system 401 may combine the data
received from all of the sensors 405 with data from other
sources (e.g., ADS-B tracker 402, Airmap data 403, and
flight planner 404), and use the data to detect any intru-
sions to the surrounding area of aircraft 131. If any intru-
sions are detected, a re-routing may be performed. For
example, a safe re-routing function 406 may be per-
formed after analyzing the information from all sources.
Receiving and analyzing information from each of the
ADS-B tracker 402, Airmap data 403, flight planner 404,
and sensors 405, ensures that the best possible infor-
mation is analyzed for safe routing, re-routing, and/or re-
planning of the route of aircraft 131, to avoid any possible
collisions with other aircraft. The DAA system 401 may
perform dynamic route modification if the DAA system
401 identifies an intrusion into the safe operational radius
and/or zone. The zone may be defined as a predeter-
mined radius around the aircraft 131. The predetermined
radius may be based on the mission and configuration
ofthe aircraft 131. If an intrusion into this zone is detected,
alerts may be sent to a transmitter 407, and appropriate
re-routing may be performed using the safe re-routing
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function 406 and air taxi controller 408.

[0090] Transmitter 407 may include a datalink trans-
mitter function, which may transmit the outcomes of the
DAA decision making function to the UTM for better sit-
uational awareness and real time position alerting. Trans-
mitter 407 may be similar to communications systems
306, and may include various data links systems (e.g.,
satellite communications systems), cellular communica-
tions systems (e.g., LTE, 4G, 5G, etc.), radio communi-
cations systems (e.g., HF, VHF, etc.), and/or wireless
local area network communications systems (e.g., Wi-
Fi, Bluetooth, etc.). The communications systems 306
may enable communications, in accordance with the
communications program 368, between the aircraft 131
and external networks, services, and the cloud service
205, discussed above.

[0091] In dense or controlled airspace, automatic
deconfliction provided by DAA system 401 may help air-
space managers ensure safe routing of low altitude traf-
fic. As described above, the DAA system 401 may per-
form dynamic route modification if the DAA system 401
identifies an intrusion into the safe operational radius
and/or zone. If an intrusion into this zone is detected,
alerts may be sent to a transmitter 407, and appropriate
re-routing may be performed using the safe re-routing
function 406. When it is determined that re-routing is nec-
essary, air taxi controller 408 may be used to control the
aircraft 131. For example, using the vehicle management
computer 302, DAA system 401 may determine a posi-
tion, speed, track for an intruding object, such as by radar
tracking or image tracking. The DAA system 401 may
then determine a course of action, and instruct the flight
control program 370 to avoid the intrusive object.
[0092] According to an exemplary embodiment, the
DAA system 401 may be implemented with a machine
learning model as a trained policy (e.g., if the machine
learning model is trained using a reinforcement learning
technique), an analytical model, a neural network, and/or,
generally, a model that that takes inputs (e.g., a feature
set) and outputs a target (e.g., a target position) based
on a trained function. The function may be trained using
a training set of labeled data, while deployed in an envi-
ronment (simulated or real), or while deployed in parallel
to a different model to observe how the function would
have performed if it was deployed.

[0093] FIG. 5 depicts an example output of a UTM
Dashboard. The UTM dashboard uses Airmap data to
identify positions, altitudes, and speeds, etc., for all air-
craftin a particular area. As described above, the Airmap
data may refer to maps at the UTM stations that draws
data from many sources for airplanes and aircraft 131
outfitted with ADS-B Out, ground-based radar systems,
and weather information 320, which offers hyperlocal
weather data for aircraft operators. As illustrated in FIG.
5, the location of all aircraft in an area displayed. For
example, aircraft 501 is flying at 35,000 feet. Aircraft 501
may be a traditional aircraft. Aircraft 502 is flying at 42m
above ground level (AGL). Aircraft 502 may be a UAM
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vehicle. UAM vehicles may request authorization to file
in particular areas. For example, area 503 and 504 may
be designated as one or more of class B airspace, class
C airspace, class D airspace, class E airspace, airport
facilities, encouraged to fly area, temporary flight restrict-
ed area, restricted airspace, and/or national park area.
The authorization status 505 foreach ofthe UAM vehicles
may be identified by a color of the ring surrounding the
icon identifying the UAM vehicle. For example, the UAM
vehicle 502 may be surrounded by a green circle if its
authorization has been accepted, or it may be surround-
ed by a red circle if its authorization has been rejected.
The authorization status may be managed by one or more
UTM operators.

[0094] FIG. 6 depicts a flowchart for a method 600 of
performing the detection and avoidance for a UAM vehi-
cle, according to one or more embodiments.

[0095] In step 601, the method may include receiving
tracking data from a first source, the tracking data iden-
tifying a position of a tracked object within a first prede-
termined radius of the vehicle. The first source may be
an ADS-B tracker 402. The ADS-B tracker 402 may be
used to gather and integrate the ADS-B in data to con-
tinuously receive the airspace activity in real-time within
a defined DAA radius. The ADS-B data may contain the
altitude, position of the airspace vehicles around the host
system in real time. The ADS-B tracker 402 may be im-
plemented using the transponder(s) 308 described
above. Further, exemplary embodiments are not limited
to an ADS-B tracker. The one or more transponder(s)
308 may include an interrogator system. The first prede-
termined radius may be determined based on may de-
pend on a vehicle configuration and/or mission of the
aircraft 131. The vehicle configuration may indicate a
size, shape, etc., of the vehicle.

[0096] In step 602, the method may include receiving
map data from a second source, the map data identifying
a position and/or a status of a mapped object within a
second predetermined radius of the vehicle. The second
source may be Airmap streaming program that gathers
Airmap data 403 through datalink and/or other sources.
The datalink system of ground station 215 may commu-
nicate with at least one of the one or more communica-
tions station(s) 210. Each of the one or more communi-
cations station(s) 210 may communicate with atleastone
of the one or more ground station(s) 215 within a region
around the communications station 210 to receive and
transmit data from/to the one or more ground station(s)
215.

[0097] In step 603, the method may include receiving
sensor data. The sensor data may be received from one
or more on-board sensors 405 connected to the vehicle
and/or one or more sensors remotely located away from
the vehicle. on-board sensors 405. The sensors installed
on an aircraft 131 may depend on a vehicle configuration
and/or mission of the aircraft 131. The vehicle configu-
ration may indicate a size, shape, etc., of the vehicle.
The sensors may include TCAS (Traffic Collision Avoid-
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ance System), radars, optical sensors, and/or image
cameras. The sensors may include edge sensors 312 on
the structures 346 of the aircraft 131, which may be sen-
sors to detect various environmental and/or system sta-
tus information. The power systems 378 may have var-
ious sensors to detect one or more of temperature, fu-
el/electrical charge remaining, discharge rate, etc. (col-
lectively, power system data 348). The power systems
378 may transmit power system data 348 to the vehicle
management computer 302 so that power system status
350 (or battery pack status) may be monitored by the
vehicle status/health program 352.

[0098] In step 604, the method may include determin-
ing a position of a target object within a third predeter-
mined radius using tracking data, map data, and/or sen-
sordata. Forexample, the DAA system 401 may combine
the data received from all of the sensors 405 with data
from other sources (e.g., ADS-B tracker 402, Airmap data
403, and flight planner 404), and use the data to detect
any intrusions to the surrounding area of aircraft 131.
Receiving and analyzing information from each of the
ADS-B tracker 402, Airmap data 403, flight planner 404,
and sensors 405, ensures that the best possible infor-
mation is analyzed for safe routing, re-routing, and/or re-
planning of the route of aircraft 131, to avoid any possible
collisions with other aircraft.

[0099] According to an exemplary embodiment, each
of the first predetermined radius, the second predeter-
mined radius, and the third predetermined radius may be
determined based on atleast one of aspeed of the vehicle
or an altitude of the vehicle. According to anembodiment,
any one or any combination of the first predetermined
radius, the second predetermined radius, and the third
predetermined radius may be equal to each other. How-
ever, exemplary embodiments are not limited to this. For
example, according to an embodiment, any one or any
combination of the first predetermined radius, the second
predetermined radius, and the third predetermined radi-
us may be unequal to each other. Each of the first pre-
determined radius, the second predetermined radius,
and the third predetermined radius may be determined
automatically and/or may be set by user input.

[0100] In step 605, the method may include determin-
ing whether a loss of communication with the UAM ve-
hicle occurs. If a loss of communication is detected, the
method may include determining a position of each object
within the third predetermined radius using extrapolation.
[0101] In step 606, a determination may be made of
whether an object is detected in the path of the vehicle.
If no intrusions (e.g., objects) are detected (block 606:
NO), then the path of the vehicle may be maintained (e.g.,
step 607). If an objected is detected in the path of the
UAM vehicle (block 606: YES), then the route may be
adjusted. If any intrusions (e.g., objects) are detected
(block 606: YES), a re-routing may be performed (e.g.,
step 608). For example, a safe re-routing function 406
may be performed after analyzing the information from
all sources. The DAA system 401 may perform dynamic
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route modification if the DAA system 401 identifies an
intrusion into the safe operational radius and/or zone.
The zone may be defined as a predetermined radius
around the aircraft 131. The predetermined radius may
be based on the mission and configuration of the aircraft
131. According to an embodiment, the determining
whether to perform the adjustment to the route of the
vehicle may include determining a speed and/or a direc-
tion of each target object.

[0102] FIG. 7 depicts an example system that may ex-
ecute techniques presented herein. FIG. 7 is a simplified
functional block diagram of a computer that may be con-
figured to execute techniques described herein, accord-
ing to exemplary embodiments of the present disclosure.
Specifically, the computer (or "platform” as it may not be
a single physical computer infrastructure) may include a
data communication interface 760 for packet data com-
munication. The platform may also include a central
processing unit ("CPU") 720, in the form of one or more
processors, for executing program instructions. The plat-
form may include an internal communication bus 710,
and the platform may also include a program storage
and/or a data storage for various data files to be proc-
essed and/or communicated by the platform such as
ROM 730 and RAM 740, although the system 700 may
receive programming and data via network communica-
tions. The system 700 also may include input and output
ports 750 to connect with input and output devices such
as keyboards, mice, touchscreens, monitors, displays,
etc. Of course, the various system functions may be im-
plemented in a distributed fashion on a number of similar
platforms, to distribute the processing load. Alternatively,
the systems may be implemented by appropriate pro-
gramming of one computer hardware platform.

[0103] The general discussion of this disclosure pro-
vides a brief, general description of a suitable computing
environment in which the present disclosure may be im-
plemented. In one embodiment, any of the disclosed sys-
tems, methods, and/or graphical user interfaces may be
executed by orimplemented by a computing system con-
sistent with or similar to that depicted and/or explained
in this disclosure. Although not required, aspects of the
present disclosure are described in the context of com-
puter-executable instructions, such as routines executed
by a data processing device, e.g., a server computer,
wireless device, and/or personal computer. Those skilled
in the relevant art will appreciate that aspects of the
present disclosure can be practiced with other commu-
nications, data processing, or computer system config-
urations, including: Internet appliances, hand-held devic-
es (including personal digital assistants ("PDAs")), wear-
able computers, all manner of cellular or mobile phones
(including Voice over IP ("VolP") phones), dumb termi-
nals, media players, gaming devices, virtual reality de-
vices, multi-processor systems, microprocessor-based
or programmable consumer electronics, set-top boxes,
network PCs, minicomputers, mainframe computers,
and the like. Indeed, the terms "computer,” "server," and
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the like, are generally used interchangeably herein, and
refer to any of the above devices and systems, as well
as any data processor.

[0104] Aspects of the present disclosure may be em-
bodied in a special purpose computer and/or data proc-
essor thatis specifically programmed, configured, and/or
constructed to perform one or more of the computer-ex-
ecutable instructions explained in detail herein. While as-
pects of the presentdisclosure, such as certain functions,
are described as being performed exclusively on a single
device, the present disclosure may also be practiced in
distributed environments where functions or modules are
shared among disparate processing devices, which are
linked through a communications network, such as a Lo-
cal Area Network ("LAN"), Wide Area Network ("WAN"),
and/orthe Internet. Similarly, techniques presented here-
in as involving multiple devices may be implemented in
a single device. In a distributed computing environment,
program modules may be located in both local and/or
remote memory storage devices.

[0105] Aspectsofthe presentdisclosure may be stored
and/or distributed on non-transitory computer-readable
media, including magnetically or optically readable com-
puter discs, hard-wired or preprogrammed chips (e.g.,
EEPROM semiconductor chips), nanotechnology mem-
ory, biological memory, or other data storage media. Al-
ternatively, computer implemented instructions, data
structures, screendisplays, and other data under aspects
of the present disclosure may be distributed over the In-
ternet and/or over other networks (including wireless net-
works), on a propagated signal on a propagation medium
(e.g., an electromagnetic wave(s), a sound wave, etc.)
over a period of time, and/or they may be provided on
any analog or digital network (packet switched, circuit
switched, or other scheme).

[0106] Program aspects of the technology may be
thought of as "products" or "articles of manufacture" typ-
ically in the form of executable code and/or associated
data that is carried on or embodied in a type of machine-
readable medium. "Storage" type media include any or
all of the tangible memory of the computers, processors
or the like, or associated modules thereof, such as vari-
ous semiconductor memories, tape drives, disk drives
and the like, which may provide non-transitory storage
at any time for the software programming. All or portions
of the software may at times be communicated through
the Internet or various other telecommunication net-
works. Such communications, for example, may enable
loading of the software from one computer or processor
into another, for example, from a management server or
host computer of the mobile communication network into
the computer platform of a server and/or from a server
to the mobile device. Thus, another type of media that
may bear the software elements includes optical, elec-
trical and electromagnetic waves, such as used across
physical interfaces between local devices, through wired
and optical landline networks and over various air-links.
The physical elements that carry such waves, such as
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wired or wireless links, optical links, or the like, also may
be considered as media bearing the software. As used
herein, unless restricted to non-transitory, tangible "stor-
age" media, terms such as computer or machine "read-
able medium" refer to any medium that participates in
providing instructions to a processor for execution.
[0107] Theterminology used above may be interpreted
inits broadestreasonable manner, even thoughitis being
used in conjunction with a detailed description of certain
specific examples of the present disclosure. Indeed, cer-
tain terms may even be emphasized above; however,
any terminology intended to be interpreted in any restrict-
ed manner will be overtly and specifically defined as such
in this Detailed Description section. Both the foregoing
general description and the detailed description are ex-
emplary and explanatory only and are not restrictive of
the features, as claimed.

[0108] As used herein, the terms "comprises," "com-
prising," "having," including," or other variations thereof,
are intended to cover a non-exclusive inclusion such that
a process, method, article, or apparatus that comprises
a list of elements does not include only those elements,
but may include other elements not expressly listed or
inherentto such a process, method, article, or apparatus.
[0109] In this disclosure, relative terms, such as, for
example, "about," "substantially," "generally," and "ap-
proximately" are used to indicate a possible variation of
+10% in a stated value.

[0110] The term "exemplary" is used in the sense of
"example" rather than "ideal." As used herein, the singu-
lar forms "a," "an," and "the" include plural reference un-
less the context dictates otherwise.

[0111] Otherembodiments of the disclosure will be ap-
parent to those skilled in the art from consideration of the
specification and practice of the invention disclosed here-
in. It is intended that the specification and examples be
considered as exemplary only, with a true scope and spirit
of the invention being indicated by the following claims.

Claims

1. A system for managing a vehicle, the system com-
prising:

at least one memory storing instructions; and
atleast one processor executing the instructions
to perform operations comprising:

receiving tracking data from a first source,
the tracking data comprising information
identifying a position of a tracked object
within a first predetermined radius of the ve-
hicle;

receiving map data from a second source,
the map data comprising information iden-
tifying a position and/or a status of a
mapped object within a second predeter-
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32

mined radius of the vehicle;

receiving sensor data fromone or more sen-
sors;

determining a position of a target object
within a third predetermined radius of the
vehicle by analyzing the tracking data, the
map data, and/or the sensor data; and
continuously determining whether to per-
form an adjustment to a route of the vehicle
based on the determined position of each
target object within the third predetermined
radius of the vehicle.

The system of claim 1, the operations further com-
prising determining, in response to detecting a loss
of communication between the vehicle and an exter-
nal source, the position of each target object within
the third predetermined radius of the vehicle using
extrapolation.

The system of claim 1, wherein each of the first pre-
determined radius, the second predetermined radi-
us, and the third predetermined radius are deter-
mined based on atleast one of a speed of the vehicle
or an altitude of the vehicle.

The system of claim 1, wherein the first predeter-
mined radius is equal to the second predetermined
radius.

The system of claim 4, wherein the second prede-
termined radius is equal to the third predetermined
radius.

The system of claim 4, wherein the second prede-
termined radius is greater than the third predeter-
mined radius.

The system of claim 1, wherein the first predeter-
mined radius is unequal to the second predeter-
mined radius.

The system of claim 1, wherein the one or more sen-
sors are connected to the vehicle.

The system of claim 1, wherein the one or more sen-
sors comprise at least one of a Traffic Collision
Avoidance System (TCAS), radar, an optical sensor,
or an image camera.

The system of claim 1, wherein determining whether
to perform the adjustment to the route of the vehicle
comprises determining a speed and/or a direction of
each target object.
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Amended claims in accordance with Rule 137(2) 6.
EPC.

The system of claim 1, wherein the first predeter-

A system for managing a vehicle (131), the system

mined radius is unequal to the second predeter-
mined radius.

comprising: 5 7. Thesystemofclaim 1, wherein the one or more sen-
sors (405) are connected to the vehicle (131).
at least one memory (730, 740) storing instruc-
tions; and 8. The system of claim 1, wherein the one or more sen-
at least one processor (720) executing the in- sors (405) comprise atleast one of a Traffic Collision
structions to perform operations comprising: 10 Avoidance System, TCAS, radar, an optical sensor,
or an image camera.
receiving tracking data from a first source
(402), the tracking data comprising informa- 9. The system of claim 1, wherein determining whether
tion identifying a position of a tracked object to perform the adjustment to the route of the vehicle
within a first predetermined radius of the ve- 715 (131) comprises determining a speed and/or a direc-
hicle (131); tion of the target object.
receiving map data from a second source
(403), the map data comprising information 10. A method for managing a vehicle (131), the method
identifying a position and/or a status of a comprising:
mapped object within a second predeter- 20
mined radius of the vehicle (131); receiving tracking data from a first source (402),
receiving sensor data from one or more sen- the tracking data comprising information identi-
sors (405); fying a position of a tracked object within a first
determining a position of a target object predetermined radius of the vehicle (131);
within a predetermined safe operational ra- 25 receiving map data from a second source (403),
dius of the vehicle (131) by analyzing the the map data comprising information identifying
tracking data, the map data, and/or the sen- a position and/or a status of a mapped object
sor data; within a second predetermined radius of the ve-
continuously determining whether to per- hicle (131);
form an adjustment to a route (141) of the 30 receiving sensor data from one or more sensors
vehicle (131) based on the determined po- (405);
sition of the target object within the prede- determining a position of a target object within
termined safe operational radius of the ve- a predetermined safe operational radius of the
hicle; and vehicle (131) by analyzing the tracking data, the
determining, in response to detectingaloss 35 map data, and/or the sensor data;
of communication between the vehicle continuously determining whether to perform an
(131) and an external source, the position adjustment to a route (141) of the vehicle (131)
of the target object within the predetermined based on the determined position of the target
safe operational radius of the vehicle (131) object withinthe predetermined safe operational
using extrapolation. 40 radius of the vehicle; and
determining, in response to detecting a loss of
The system of claim 1, wherein each of the first pre- communication between the vehicle (131) and
determined radius, the second predetermined radi- an external source, the position of the target ob-
us, and the predetermined safe operational radius ject within the predetermined safe operational
are determined based on at least one of a speed of 45 radius of the vehicle (131) using extrapolation.
the vehicle (131) or an altitude of the vehicle (131).
The system of claim 1, wherein the first predeter-
mined radius is equal to the second predetermined
radius. 50
The system of claim 3, wherein the second prede-
termined radius is equal to the predetermined safe
operational radius.
55

The system of claim 3, wherein the second prede-
termined radius is greater than the predetermined
safe operational radius.
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600
~ RECEIVING TRACKING DATA FROMA FIRST SOURCE, THE TRACKING DATA IDENTIFYING A
601 POSITION OF ATRACKED OBJECT WITHIN AFIRST PREDETERMINED RADIUS OF THE VEHICLE
!
RECEIVING MAP DATA FROM A SECOND SOURCE, THE MAP DATA IDENTIFYING
602~/ APOSITION AND/OR A STATUS OF AMAPPED OBJECT WITHIN A
SECOND PREDETERMINED RADIUS OF THE VEHICLE
'
603 ~_/ RECEIVING SENSOR DATA
A 4
604~_]  DETERMINING APOSITION OF EACH OBJECT WITHIN A THIRD PREDETERMINED
RADIUS USING TRACKING DATA, MAP DATA, AND/OR SENSOR DATA
|
IN RESPONSE TO DETECTING LOSS OF COMMUNICATION
605~/ DETECTED, DETERMINING A POSITION OF EACH OBJECT WITHIN
THE THIRD PREDETERMINED RADIUS USING EXTRAPOLATION
YES
OBJECT DETECTED IN THE PATH OF VEHICLE?
608~ ADJUSTING ROUTE 607~—{ MAINTAINING PATH

FIG. 6
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