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1
FLIGHT PATH DEVELOPMENT FOR
REMOTE SENSING VEHICLES IN A MOVING
REFERENCE FRAME

CROSS-REFERENCE TO RELATED
APPLICATION

The present application claims the benefit of U.S. Provi-
sional Application Ser. No. 61/837,620, filed Jun. 20, 2013,
which is hereby incorporated by reference herein in its
entirety, including any figures, tables, or drawings.

BACKGROUND OF INVENTION

Remote sensing by aerial vehicles is a practice that has
been around for several decades. Recent advancements in
small Unmanned Aerial Systems (sUAS), paralleled with
miniaturization of high quality cameras systems, has led to
the development of a new platform for aerial photography and
data collection. The unique flight profile of sUAS and their
novelty leaves much work to be done in the area of controls
research known as coverage planning. Currently the flight
planning is manual and entirely dependent on an operator.
Often the optimal path is counter-intuitive, either by selecting
a direction for flight that is not obvious or by turning to the
adjacent flightline by first turning away from it.

Precision maps acquired using aerial photography are a
truly cross-industry product that is ubiquitous with the Inter-
net age. The geospatial industry has been around in its modern
form for nearly two decades, and now products like Google
Maps™ and Bing™ Maps bring geospatial data to the masses
in a manner never before seen. Advances in optics and sensors
have increased the quality of the data product. However, the
methods of acquisition have remained largely the same.

Satellites now provide frequent large scale imaging, but
their timing and position are largely pre-determined. Further-
more the capital cost of developing, launching, and maintain-
ing a satellite precludes rapid evolution of satellite-based
imagery. Therefore, aerial platforms have been the method of
choice for on-demand data. Small to midsized aircraft are
outfitted with large cameras and sensing equipment, and are
available for scheduled flights nearly world-wide [25].

Recently, a new technology has matured to the point of
wide-scale adoption for this same purpose. Small Unmanned
Aerial Systems (sUAS) have become reliable and robust
enough to now be considered for routine use in aerial photog-
raphy missions [17]. These sUAS in fact are an ideal candi-
date platform for small scale (sub 1000 acre) surveys because
of their low operational cost, ease of deployment, and flight
profile.

Emerging civilian data collection projects are utilizing
military sUAS for a role they were not designed to fill. Mili-
tary sUAS are designed to fill an operational gap in real time
intelligence, surveillance, and reconnaissance (ISR) at the
squad level. These vehicles trade robustness and ease of
operations for performance, endurance, and stability. Fixed or
gimbaled cameras stream live video back to a single operator,
who flies the vehicle much like a video game through the
forward looking camera. The first forays into using sUAS for
remote sensing focused on these types of surplus military
systems [24].

When military sUAS are adapted to civilian mapping mis-
sions, the design tradeoffs of the military sUAS severely limit
the performance of the systems. One prominent case is the
acquisition of dozens of Raven systems by the (United States
Geological Service) USGS in support of their sUAS program
[16]. Ravens were designed by AeroVironment in 2002 for
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the U.S. Army’s SUAV program to complete ISR missions.
These systems employ both full color and near infrared cam-
eras, operating at 480x600 lines of (National Television Sys-
tem Committee) NTSC resolution. While these imaging sys-
tems may be adequate for locating a man-sized object on the
move from 300 m, they are less effective at geospatial data
collection.

While it is possible to collect geospatial data from real time
video, it is sub-optimal [18]. Video-photography and still-
photography are essentially a trade off between resolution
and frame rate. Moreover, progressive scan cameras add fur-
ther image loss as compared to stills. A still camera operates
at very high resolution and low frame rate, while a video
camera operates at a low resolution and high-frame rate.
While more “pictures” will guarantee coverage, the use of
real time video results in the need for extra processing and
larger logistical footprint in exchange for the extra coverage.
Video generates large amounts of data that can be cost pro-
hibitive to store on board the aircraft, and, therefore, the data
is typically sent back to the ground via a line-of-sight radio
modem. Any break in the link between the aircraft and the
recording station on the ground results in lost coverage. Fur-
thermore, the processing of excessive image overlap is more
time consuming than processing the data acquired from stills
that have less image overlap.

An early UAS vehicle, the Tadpole, led to the NOVA series
of aircraft. By the mid 2000s, miniaturization of all compo-
nents for UAS allowed full navigation and guidance, such as
in the Procerus® Kestrel™ autopilot. A still camera of suffi-
cient resolution was placed on the aircraft to use direct-geo-
referencing techniques. Furthermore, batteries could power
an aircraft for enough time to collect a statistically relevant
sample of imagery. The NOVA 1 [23] aircraft incorporated
such a still camera, batteries, and full navigation and guid-
ance.

The NOVA 2 incorporated improved navigation and con-
trol technology in the form of a Kestrel™ v2 system, the
accompanying ground station software Virtual Cockpit™
v4.0, and Ground Control Station (GCS) hardware. Wilkin-
son’s work on the system architecture highlighted the need
for proper flight planning, and this was the first system where
flight planning was injected into the workflow as a critical
process [24].

When discussing the motion of vehicle UAV in the air,
“flightlines” are typically defined as the path, commonly
linear, from one waypoint to the next. Curved flightlines can
also be used. Two or more flightlines form a flight path, or the
total intended path of the aircraft. The “target area” is defined
as the area on the ground of interest for data collecting, such
as photography, and the flight path is generally centered
above the target area.

The NOVA 2 [24] had a limited flight envelope of 22 m/s
for safe slow-flight. Additionally, the early payloads were
only capable of taking an image every 2.5 seconds. A typical
wind speed of ~4 m/s downwind at this image rate resulted in
an Airbase (B), or the distance between the centroid of pic-
tures, of 65 m. For many missions the required B based on the
desired resolution was on the order of ~50 m, thus limiting
flights to flying against the wind (upwind), lowering the B to
45 m. Therefore, wind effects led to flightplans where the
target acquisition flew “upwind” only, resulting in the pattern
shown in FIG. 1, which is known as a “dipole.”

These first flightplans were effective but highly inefficient.
No inflight adjustments were made, and, therefore, the plans
were created to account for the worst wind conditions. The
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vehicle traveled downwind outside of the target area, and
there were no constraints on maneuvering to the next flight-
line.

The NOVA 2.1 is the current iteration of the NOVA series
of aircraft, and like its predecessors incorporates the latest in
guidance and navigation. The NOVA 2.1 features a Kestre] ™
v2.23 and Virtual Cockpit™ v6.0. For the first time in the
NOVA series, this system had custom software written for
automated pre-flight procedures and very rudimentary flight
planning. Based on the dipole patterns developed for the
NOVA 2, a flightplan could be generated with simple inputs
of flightline width, number of lines, length of lines, and direc-
tion. This is in no way optimal, but decreased the Concept of
Operations (CONOPS) of flight planning from 45 minutes
down to 10.

The performance envelope of the NOVA 2.1 also improved
over the NOVA 2 platform, with the minimum safe working
speed decreased from 22 m/s down to 15 m/s, and the flight
time from ~50 minutes to ~90 minutes at an optimum 17 m/s.
Furthermore, improvements in the payload brought acquisi-
tion time from 2.5 seconds down to 2.3 seconds. At an optimal
flight speed, even with a 4 nV/s tailwind the B is under the
typical requirement of 50 m.

The NOVA series of aircraft are “all electric”, meaning an
electric motoris used for propulsion. This has direct coverage
planning implications because the mass of the vehicle does
not decrease as the flight continues, with traditional combus-
tion propulsion. Therefore, traditional range and efficiency
calculations are invalid and speed-to-fly theory as used by
Evers becomes applicable [5]. In his study, Evers concludes
that modifying the airspeed of an aircraft in the presence of
wind, either by increasing ground coverage and speeding up
into the wind, or slowing to optimal cruise and “floating”
downwind, results in an increased range of the aircraft.

The NOVA 2.1 was the first successfully deployed version
of the NOVA aircraft series, and was routinely deployed to
South Florida in the summer of 2010. Even with the increased
efficiency of creating flightplans, it became quickly apparent
that there was much to improve on the CONOPS. The
improved dynamics of the vehicle, along with payload
improvements, removed the constraints behind the inefficient
“dipole” pattern. More traditional flightplans could now be
pursued.

The Kestrel™ 2.23, when fully tuned, is capable of follow-
ing a linear path with error on the same magnitude of that of
lateral GPS (around 5 meters) [20]. Kestre]™ autopilots are
capable of completely autonomous navigation and control,
but flight planning is completely dependent on pilot-on-the-
loop involvement. In other words, the aircraft is capable of
flying itself with operator oversight. An extensive preflight
procedure has been developed for the NOVA series of aircraft
as part of the CONOPS, and part of that procedure is carefully
determining where the aircraft will go in-flight to ensure
coverage. The Kestrel™ series is not designed for coverage
planning, but, instead, is designed for ISR missions, and,
therefore, loose waypoint following.

The flight-planning portion of the Kestrel™ series utilizes
only the ground station software, Virtual Cockpit™. The
hardware has no capabilities to determine the aircraft’s path.
Seemingly autonomous functions, such as return-to-home
failsafes, are simply a pre-loaded set of commands that are
executed with no on board intelligence. Virtual Cockpit™ is
further limited by the fact that vehicle dynamics are not
considered, and only linear flight paths are allowed. This
means that the operator can command a flight path that the
dynamics of the vehicle will not execute on. Such a case is
examined in FIG. 2, where a turn with too tight of a radius is
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commanded. The vehicle overshoots waypoint 3 and has
trouble intercepting the flightline back to waypoint 4.

This scenario is described for farming equipment by Jin,
where the local curvature between farm lines is too great for
the field equipment to follow. As a result, some area in the
field lines will not be covered (Jin & Tang, 2010). Analogous
to this case, when the commanded local curvature is beyond
what the vehicle is capable of, some area in the target area will
be missed. This behavior is quickly recognized by even nov-
ice pilots, and in real world deployments, this limitation is
typically accounted for by the operator attempting to com-
pensate with a “best-guess” approach, armed with a general
knowledge of vehicle dynamics, or by just observing the
actual flight path of the vehicle. FIG. 3 shows the same
desired flight path, but with operator compensation in the
form of a “turning waypoint™ labeled here as 3. With this
waypoint, the vehicle reintercepts the flightline from way-
point 4 to 5 successfully. This approach is non optimal, and
completely dependent on, and of, the operator.

An additional problem is in the way the Kestrel™ series
executes the navigation algorithm. Waypoints have a singu-
larly defined “radius”, that when entered, triggers the next
command in the navigation script. The autopilot continuously
calculates the absolute difference between its current latitude
and longitude, and the latitude and longitude of the desired
waypoint [20]. When that distance, or error, becomes less
than the radius, it is considered to be at that waypoint.

Osborne and Rysdyk highlight the problem with this type
of'navigation [15]. FIG. 4A shows a tracking pattern with zero
radius, where the vehicle passes 2 before turning; FIG. 4B
shows an optimized radius, where the vehicle starts to turn
before 2 and overshoots the next path line before aligning
with the next path line; and FIG. 4C shows too much of a
radius, where the vehicle starts to turn well before 2 and
slowly aligns with the next path line. The Kestrel™ autopilot
systems allow the operator to tune this value. However, this
value is the same for all waypoints, all inbound orientations,
and all wind magnitudes. Osborne suggested a correction for
this by using a lookup table and variable waypoint radii based
onthe wind speed, magnitude, and incoming flight angle [15].
Osborne’s suggestions did improve ground tracking. How-
ever, the fundamental problem still exists for paths that
exceed vehicle dynamics, as is the case with the NOVA 2.1
aircraft.

The radius is optimally tuned for orthogonal turns. How-
ever, the incoming angle to the i+1 flightline makes a signifi-
cant difference in the tracking performance of the aircraft as
shown in FIGS. 5A-5C. Among obtuse, right, and acute
incoming angles, the obtuse angle has the best performance,
the right angle has some slight overshoot, and the acute angle
has severe re-intercept problems. It should be noted that pho-
togrammetric flightplans most commonly use acute and right
angles, and rarely use obtuse angles.

Accordingly, there is a need in the art for a method and
system to produce a flight path for sUAS’s.

BRIEF SUMMARY

Embodiments of the invention relate to a method and appa-
ratus to produce a flightplan for a sSUAS. Embodiments can
produce such a flightplan for a variety of environmental and/
or geographical parameters. A specific embodiment produces
anoptimal flightplan based on one or more metrics and/or one
or more assumptions or boundary conditions. Embodiments
take in vehicle parameters and/or the properties of the sensor
systems used forimaging, and compute a partial, or complete,
flightplan. Such a flightplan can include altitude, airspeeds,
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flight paths encompassing the target area, and/or the direction
and/or path to turn in-between flightlines. Embodiments can
improve the flight planning procedure compared to a manual
process, which can be completely dependent on the operator,
to implement a partially, or totally, automated process. Spe-
cific embodiments can produce a flightplan that results in the
optimal data collection path.

BRIEF DESCRIPTION OF DRAWINGS

FIG. 1 shows a dipole flight path from NOVA 2 missions.

FIG. 2 shows two flightlines without a turning waypoint,
where the vehicle has poor tracking.

FIG. 3 shows two flightlines with a “turning waypoint,”
where the vehicle tracks as desired.

FIGS. 4A-4C show flightlines for varying waypoint radii
(FIG. 4A) 0 m (FIG. 4B) 50 m (FIG. 4C) 100 m.

FIGS. 5A-5C show waypoint tracking with (FIG. 5A)
Right angle, (FIG. 5B) Obtuse angle, and (FIG. 5C) Acute
angle.

FIG. 6 shows photogrammetric flight planning for
CONOPS.

FIGS. 7A-7B show a concave polygon (FIG. 7A) vs. a
convex polygon (FIG. 7B).

FIGS. 8 A-8C show lines of support for Vertex-Vertex (FIG.
8A), Face-Vertex (FIG. 8B), and Face-Face (FIG. 8C).

FIGS. 9A-9B show Principal Direction of n/2 with a dia-
mond (FIG. 9A) and a rectangle (FIG. 9B).

FIG. 10 shows forces on an aircraft during flight.

FIG. 11 shows an embodiment of a method for reducing the
complexity of the search area for the span of a polygon, where
for a given Vertex (V,), and its Antipodal Vertex (V,), the V,
of V(,,,) through V(,_,) will only exist in V() through

i—1/"

FIG. 12 shows a safety constricted headland with a road.

FIG. 13 shows flight with terrain.

FIG. 14 shows creation of untrimmed flightlines with slope
>0.

FIG. 15 shows geometry for inclusion algorithm, where the
line formed from P, to P, is being tested on the Face from V,
toV,,,

FIG. 16 shows completely labeled polygon for inclusion
testing.

FIG. 17 shows trimmed flightlines after the applied inclu-
sion algorithm.

FIG. 18 shows parallel paths with a dipole path on the left,
and a boustrophedon path on the right.

FIGS.19A-19D show possible flight path orders near to far
(FIG. 19A), far to near (FIG. 19B), far to near inverted (FIG.
19C), and near to far inverted (FIG. 19D), where the house
represents the home position, or the location of the GCS.

FIG. 20 shows a Virtual Cockpit™ screenshot, flightlines
of waypoints 1, 2, 4, 5, and a turning point of waypoint 3.

FIG. 21 shows vectors of flight.

FIG. 22 shows correction heading, or heading direction
offset to achieve desired course.

FIG. 23 shows how determination of whether (i+1) flight-
line is right or left Of i flightline, where Vector 1 is defined
with Angle (b), and Vector 2 is tested with Angle (a) (since (b)
minus (a) is greater than zero, as defined by the algorithm,
Vector 2 is to the right of Vector 1).

FIG. 24 shows turn types, from left to right: FLAT, U,
HOOK, and BULB.

FIG. 25 shows headland, where pre-turn and/or post-turn
phase is added when the edge of the field and the flightline are
not orthogonal.
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FIGS. 26A-26C shows Dubins turn types (FIG. 26 A) RLR,
(FIG. 26B) LRL, and (FIG. 26C) RSR.

FIG. 27 shows turn vectors, turn width, flightline width,
turn height, and flightline height.

FIG. 28 shows a half turn (a turn subtending = radians) at
17 m/s airspeed with a 4 m/s wind speed to the North.

FIG. 29 shows an example of a turn with height.

FIG. 30 shows two separate crosswind turns, both with
Origin (0,0), fora 17 m/s airspeed in a 4 m/s wind to the East,
where wind causes the width of the turn on the left to be less
than the turn on the right.

FIG. 31 shows a flow chart for determining a complete turn.

FIG. 32 shows two separate turns for pre-computation,
witha 17 m/s airspeed with 4 m/s wind to the North, where the
upper turn has a COURSE set to 7T, and the lower turn has a
COURSE set to —m/2, and both have an origin of (0,0).

FIG. 33 shows a complete FLAT Turn, with a 17 m/s
airspeed with a 4 m/s wind to the North, with IP at [0,0], EP
at [-96,0], and Target is [-100,0], which is within GPS error
of 5 m.

FIG. 34 shows a complete Procerus® flat turn, with a 17
m/s airspeed with a 4 m/s wind to the North, with IP at [0,0],
EP at [-104,-17], and Target is [-100,0].

FIG. 35 shows a Procerus® general oversized turn, with a
17 m/s airspeed with a 4 m/s wind to North, with IP at [0,0],
EP at [20,-38], and Target is [40,0].

FIGS. 36 A-36B show an example of turns in a crosswind,
with a BULB turn on the left (FIG. 36 A) and a HOOK turn on
the right (FIG. 36B), where both have 17 m/s airspeed, and 4
ny/s wind to East.

FIG. 37 shows a HOOK turn comparison, where the turn
with the larger height turns away from the next flightline,
while the turn with the smaller height turns toward the next
flightline, and both have airspeed of 17 m/s with a 4 m/s wind
to the North, with IP for both is [0,0], and Target is [40,0].

FIG. 38 shows a HOOK turn comparison, where the turn
with the larger height turns toward the next flightline, while
the turn with the smaller height turns away from the next
flightline, where both have an airspeed of 17 m/s with a 4 m/s
wind to the South, with IP for both is [0,0], and Target is
[40,0].

FIG. 39 shows HOOK turn computations for three turns of
the HOOK turn all having origin [0,0], and each at 17 m/s
airspeed with a 4 m/s wind to the North, with the largest turn
subtending « radians shown above, and the two turns shown
below are what makes this a HOOK turn.

FIG. 40 shows a complete HOOK turn when the three turns
of FIG. 39 are put together.

FIG. 41 shows a BULB turn precomputation of four turns,
each with 17 m/s airspeed, 4 m/s wind to the East, and origin
at [0,0].

FIG. 42 shows a complete BULB turn, putting the four
turns from FIG. 41 together.

FIG. 43 shows a flightline overview.

FIG. 44 shows a complete path with FLAT turns generated
by the Procerus® Kestrel™.

FIG. 45 shows a complete path with FLAT turns generated
by an embodiment of the subject algorithm.

FIG. 46 shows a complete path with HOOK turns gener-
ated by an embodiment of the subject algorithm.

FIG. 47 shows a complete path with HOOK turns gener-
ated by the Procerus® Kestre]™.

FIG. 48 shows a complete path with BULB turns generated
by an embodiment of the subject algorithm.

FIG. 49 shows a complete path with BULB turns generated
by the Procerus® Kestrel™.
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FIG. 50 shows a completely automated flight path genera-
tion from an embodiment of the subject algorithm.

FIG. 51 shows an assisted flight path generation from Pro-
cerus® Kestre]™.

FIG. 52 shows a completely automated flight path gener-
ated by an embodiment of the subject algorithm.

FIG. 53 shows a path utilizing non-boustrophedonic par-
allel paths.

DETAILED DISCLOSURE

Embodiments of the invention relate to a method and appa-
ratus to produce a flightplan for a sUAS. Embodiments can
produce such a flightplan for a variety of environmental and/
or geographical parameters. A specific embodiment produces
anoptimal flightplan based on one or more metrics and/or one
or more assumptions or boundary conditions. Embodiments
take in vehicle parameters and/or the properties of the sensor
systems used for imaging, and compute a partial, or complete,
flightplan. Such a flightplan can include altitude, airspeeds,
flight paths encompassing the target area, and/or the direction
and/or path to turn in-between flightlines. Embodiments can
improve the flight planning procedure compared to a manual
process, which can be completely dependent on the operator,
to implement a partially, or totally, automated process. Spe-
cific embodiments can produce a flightplan that results in the
optimal data collection path.

Optimizing Data Collection

FAA Regulations

Embodiments can be applied to missions to produce mosa-
iced images where flight planning can be important. Embodi-
ments can meet the requirements of the FAA regulations
regarding what is legally allowed for UAS flight.

The largest limiting factor in the design of the NOVA series
of aircraft is what is known to the aviation community as the
operators ability to “see and avoid” other aircraft [22]. In
short, “see and avoid” is used by the FAA to ensure that
aircraft do not run into each other. The nature of UAS makes
it difficult to meet this requirement, or in the case of the
NOVA which lacks any sort of real-time optical sensor,
impossible. Accordingly, to fly in the National Airspace Sys-
tem (NAS), without a way to meet “see and avoid”, such as a
real-time optical sensor, special permits are needed to fly.

Recognizing the difficulty to achieve the “See and Avoid”
Standard, the FAA is considering broadening the requirement
to “Sense and Avoid”. In the future “next gen” architecture,
every aircraft is required to have a transponder broadcasting
the aircraft’s position. Transponder technology has been min-
iaturized enough to be useful on sUAS, and the NOVA 2.1
carries such a device when required.

In the interim, in order to allow UAS to fly, the FAA allows
ground based “observers” to fulfill the “see” requirement of
“see and avoid”, and has required operators to have at least a
private pilots license to fly the UAS to fulfill the “avoid”
requirement [6]. This stipulation, while allowing aircraft into
the airspace, limits the range of UAS to 1 mile Line of Sight
(LOS) from the observer. Additionally, observers must
remain stationary, limiting a single flight to a maximum cov-
erage area of 3.14 square miles, or about 2000 acres.

This limitation can have direct implications on the design
of the aircraft. Photogrammetric concerns aside, the flight
speed and dynamics of the aircraft are typically limited such
that the aircraft is small and agile enough capable of maneu-
vering within the limits of the LOS requirement. A small and
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agile vehicle is therefore preferred. Furthermore, strictly for
coverage planning, an aircraft capable of covering more than
2000 acres of coverage can have inefficiencies.

The FAA has additional operational stipulations for UAS.
Flight is restricted to “non-populated areas”, as defined by
areas shown on an FAA Sectional map. This restriction is
safety based, and is designed to minimize collateral damage if
a UAV impacts the ground with sufficient kinetic energy.
Furthering this restriction, UAS are prohibited from flight
over roads and highways.

Photogrammetric Parameters

Embodiments of the invention can be applied to UAS, as
well as other vehicles, such as a terrestrial robot, submarines,
land vehicles, and/or watercraft. The sensor can be “inputted”
into an embodiment of a system in accordance with the sub-
ject invention as a set of parameters. Embodiments can uti-
lize, and/or account for, sensors, such as optical imaging
sensors, cameras, video apparatus, or other devices used for
data collection or area coverage. For a UAS, the sensor can be
a photogrammetric camera, a LIDAR system, and/or other
sensor, where LIDAR is a remote sensing technology that
measures distances by illuminating a target with a laser and
analyzing the reflected (backscattered) light. Likewise, for a
farm tractor the sensor can be the boom collecting crops or the
nozzle array delivering a substance (e.g., fertilizer, pesticide,
or water).

In specific embodiments, the sensor is described in the
system in terms of the sensor’s “footprint”, or width and
height, as projected onto the ground or other coverage area.
For some embodiments, such as farm equipment, this foot-
print can have a height of 0, and a width based on the imple-
ment being used. For other embodiments, such as a lawn-
mowet, the height and width can be a direct projection of the
cutting area. For specific aircraft, this projection is given by
Equation (2-1) where f is focal length of the camera, y is the
sensor length of the imager in the camera, G is ground cov-
erage.

G = Altitudex (%) 2-1)

This footprint is a secondary consideration, and is actually
a driven dimension. The flight planning process can begin
with the selection of desired resolution, such as in units of
centimeters per pixel. Given the fixed optics of the imaging
system, this specification gives the maximum distance away
from the target to achieve this resolution. For aerial applica-
tions this distance is typically altitude, and the target is the
ground. Equation (2-2) gives the resolution, with G defined as
above and y,, is given as the number of pixels of the sensor in
the y direction.

G R
Resolution= — 2

Yp

Another parameter is the “side overlap” of each image, and
is determined based on a requirement of 2-D or 3-D image
products. Typically, 3-D overlap is specified so as to result in
66% overlap laterally from image to image. This percentage
then impacts the width of the flightlines. Percent Side Lap
(PS) is given by Equation (2-3) with G defined as above and
W as the width between flightlines.
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w
PS:( ]><100

The “height” of each image is also a factor, and can depend
onthe frequency at which images are taken. Forward Overlap,
or Percent End Lap (PE), is a similar parameter to PS and
typically is also 66%. PE is calculated in Equation (2-5) using
G, and the distance between picture exposures defined as the
Airbase (B). For the NOVA 2.1 aircraft, the image rate is
limited to one image every 2.3 seconds, setting B in Equation
(2-4), with A being airspeed and t,, being time between pic-
tures.

-4

(25

Table 2-1. shows the parameters used for the NOVA 2.1
aircraft. The results from Equations (2-1) through (2-5) using
Table 2-1. are combined and displayed in the CONOPS table
shown in FIG. 6. FIG. 6 is read as follows: Given the mission,
choose a resolution desired on the left and read off the
required width for flightlines. Next, read off the altitude
required for that resolution. Finally, based on wind, choose a
groundspeed to give the desired coverage. For boxes to the
lower right, groundspeeds are only valid for individual pho-
tos. Boxes in the middle are good for 2-D mosaics. Boxes in
the upper left are valid for 3-D mosaics.

The wind can be a limiting factor, and given the perfor-
mance of the aircraft, there are many scenarios where 3-D
coverage may not be possible for a given wind condition.

Evers shows that a better flight envelope can be achieved
with the addition of flaps, and the minimum flight speed can
be decreased even further, e.g., from 15 m/s down to 13 m/s
[5]. The imaging problem can be considered a bandwidth-
limitation based problem, due to the bandwidth required to
send 10 Megapixel (29.9 MegaByte) images uncompressed
over a USB2 protocol (480 MegaBit/Second). An improved
payload that incorporates a newer DSLR camera with differ-
ent protocols, or an industrial camera that supports full GigE
transmission standard, can reduce or eliminate this transfer
problem, and increase the imaging rate as high as, for
example, video standards (24-30 fps).

TABLE 2-1

Photogrammetric parameters

Variable Name Variable Symbol Value Units
Exposure Interval t, 23 sec
Focal Length f 2.5 mm
Sensor X X 12.85 mm
SensorY vy 17.15 mm
Sensor X Pixels X, 2736 pixels
SensorY Pixels Vp 3648 pixels
Setting Flightlines

Embodiments of the invention can break up the determi-
nation of a flightplan into two parts, namely, determining the
optimal flightlines and determining the best way to travel
between said flightlines. In general, optimizing the flightlines
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will have the largest impact on the overall efficiency of the
flight, as most of the time spent during the flight is traversing
flightlines. Furthermore, the turns between flightlines can be
determined independently of the flightline parameters once
the optimal flightlines are selected. Specific embodiments
can determine flight curves, which can have curvatures, turns,
arcs, or other shapes. Such curves are preferably determined
such that the vehicle, such as an aircraft can continue to gather
sensor data of the target while traveling along such curves
(e.g., the aircraft is not tilted at an angle that the sensor no
longer collect data that can be used).

The Target Area

The search area, or target area, is received and taken into
account by the subject algorithm, also defined as the target
area. In general, the search area is defined as a closed, con-
tinuous set of lines defined by n vertices (V) in the Cartesian
coordinate system. These closed lines form polygons (P) with
n faces. Generally, non-intersecting polygons are divided into
two categories. A polygon is classified as convex if, given any
two points on any face, the line drawn between those two
points lies (inclusively) in the polygon, bounded by the faces.
A concave polygon is simply non-convex [12]. FIGS. 7A-7B
show the difference between two arbitrary polygons.

In a specific embodiment of the subject algorithm, the
search area is entered as one or more convex polygons, where
concave polygons can always be decomposed into constituent
convex polygons. Choset summarizes several methods to use
exact cellular decomposition to decompose these concave
polygons into subsets of convex polygons [3], which is incor-
porated herein by reference for such teaching. Li teaches a
method more defined to this particular case, and solves sev-
eral of the problems associated with decomposition, such as
global optimization, coverage charting, and transition from
one cell to another [11]. The convex polygon can be used as
the base geometric unit for arbitrary search areas, in accor-
dance with an embodiment of the subject algorithm. Embodi-
ments of the subject algorithm can be as a “plug in” to
embodiments utilizing methods of Li and Choset incorpo-
rated by reference for the optimization of each cell.

Specific embodiments can receive the target area as any
shape and then determine a convex polygon that includes the
target area as a modified target area for which a flight path can
be determined.

Regarding convex polygons inputted to, or determined by,
embodiments of the subject algorithm, a “line of support” (1)
is any line that intersects the polygon P, and is such that the
interior of P lies to one side of 1 [19]. Lines of support can
occur collinear to any faces of'a convex polygon, collinear to
any non-intersecting face of a concave polygon, or at a vertex,
such that the line does not intersect the polygon. These cases
are shown for a convex polygon in FIGS. 8 A-8C. The span (S)
of'a polygon is the distance between a pair of parallel lines of
support. The width (W) of a convex polygon is the minimum
span. As stated by Prizadeh, W is the smallest size opening
that the polygon can “fit through”.

There are only three possibilities for combinations of par-
allel lines of support. The first case is the most general, and is
when both lines are anchored by a vertex, as shown by FIG.
8A. The second case is less general, and occurs when one of
the lines is collinear to a face of the polygon, and the other line
of support is anchored on a vertex, as shown by FIG. 8B. The
third case is a special case of the second case, and is when
both lines are collinear to separate faces of the polygon, as
shown in FIG. 8C. Obviously, the third case can only occur if
the polygon has a set of parallel faces.
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As proven by Prizadeh, and implemented by Li, the width
ofapolygon only occurs in the vertex-edge case of span (or by
extension edge-edge). Intuitively, it makes sense that the
minimum width is along one of the edges of the polygon. The
challenge of the optimization problem addressed by embodi-
ments of the invention is to optimize based on conflicting
factors, such as geometry, a moving reference frame (wind),
and real world parameters (arbitrarily constricting the search
space). The largest factor, and, consequently, the one evalu-
ated first, is the most efficient path based on geometry.

Specific embodiments of the subject method to determine
a flight path can allow a user to enter a desired orientation to
align the flightlines with respect to the target area. This can be
useful if the user wishes to have the vehicle fly in a certain
direction or directions. In this case, lines of support can be
selected that are parallel to such orientation, even if the lines
of support are not “true” lines of support.

In an embodiment, it is assumed that the photogrammetric
parameters remain constant for the entire search area. There-
fore, at a certain height for the vehicle (altitude), the width of
the sensor footprint remains constant, and the number of
flightlines required to completely cover the target area is
given by Equation (3-1), where [ | is the ceiling function, S is
the aforementioned span, and G is the ground base, or ground
coverage as defined in equation 2-1, which incorporates alti-
tude.

S -
No. Flightlines= [5} 3-1

The span used in Equation (3-1) is dependent on the spe-
cific lines of support used. The direction of the parallel lines
of support can be defined as the Principal Direction (PD). As
this is a coverage algorithm, the area covered will remain the
same for any number of flightlines, and, consequently, any
PD. However, the number of turns required for that coverage
is linearly dependent on the span. In an embodiment, if the
goal is to optimize the flight path, assuming coverage of the
target area, the optimization of the flight path by minimizing
the number of turns can be simplified into finding the smallest
span, or width, of the polygon, thereby minimizing the num-
ber of turns. Specific embodiments can select lines of support
that do not result in the smallest span, such that the “width” of
the polygon based on a span that is not the smallest span can
be larger than the width of the polygon, based on the lines of
support that produce the smallest span. Such selection of lines
of support that produce a larger width can be done, for
example, to meet another desired criterion. Oksanen similarly
states this assumption in a similar problem for agricultural
robots [14].

FIGS. 9A-9B show two cases where the PD is set at /2. In
FIGS. 9A-9B, the exact same target area is used with sides of
length 20 m, where the target area is rotated 90 degrees
around its centroid from FIG. 9A to FIG. 9B. A sensor width
is arbitrarily defined at 1 m for simplicity. In FIGS. 9A-9B,
the span is 28.284 m in FIG. 9A, while the spanis 20 m in FI1G.
9B. Referring to equation (3-1), and the target areas in FIGS.
9A-9B, there are 29 flightlines in FIG. 9A, and only 20
flightlines in FIG. 9B.

Kinematic optimization also favors minimizing the num-
ber of turns. Turning the aircraft is typically the largest opti-
mization penalty to time and energy. From a flight perspec-
tive, FIG. 10 shows that, while the aircraft is banking, the lift
vector needs to be increased in comparison to the lift vector
when the aircraft is not banking, in order to maintain altitude
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and airspeed. Equation (1-6) shows that the Lift required in a
turn is a function of the cosine of the angle of the turn, or roll
angle.

_ Weight

Lift= {1-6)
cost

Since the lift vector is now a function of the roll angle 6,
more energy is required to maintain the aircraft at the same
altitude and airspeed. Finally, from a photogrammetric per-
spective, in certain embodiments, the aircraft is poised at an
angle above a threshold angle, the sensor is assumed to no
longer be capable of collecting sensor data that can be used. In
a specific embodiment, this threshold angle is 10 degrees
from nadir. For angles greater than the threshold angle, the
data collected can accumulate too much error to be useful,
and the data collection footprint shrinks to zero, which can
cause turns to be a large, if not the largest, driving factor in
optimizing a flight path. Even in cases where the flight direc-
tion is in the most inefficient orientation with respect to the
wind, the vehicle is still within its target area and is still
collecting data for a larger percentage of the time when the
number of turns is minimized.

In an embodiment, the most optimal flight path is deter-
mined, where the most optimal flight path is a flight path that
minimizes turns. Minimizing turns minimizes the time the
vehicle is off target, or time the vehicle is not acquiring useful
sensor data. Again, in further specific embodiments, flight
paths that do not have the minimum number of turns can be
determined, the principle direction can be such that the flight
path does not have the minimum number of flightlines, and/or
flight paths can be based on orientations of the flightlines to
the polygon that do not result in the minimum number of
flightlines and/or turns.

Once target parameters are received that provide a descrip-
tion of the location of the target area, and a geometric repre-
sentation of the target area is created, such as a convex poly-
gon, data about the polygon can be entered into the algorithm.
In an embodiment, the polygon is defined by the common
method where vertices are given in Cartesian coordinates, in
a counter-clockwise manner starting with the lowermost, left-
most vertex. The faces (F) of an n-face polygon are then
defined from the vertices, with F, being comprised of vertices
(1) and (i+1), except for face (n), where the vertices are (n, i).
No two consecutive edges are collinear, meaning that each
edge has a finite difference in angle. In a specific embodi-
ment, the target parameters are the vertices in Cartesian coor-
dinates in a counter-clockwise manner starting with the low-
ermost, leftmost vertex. In further specific embodiments, the
vertices can be entered in a clockwise manner, and/or starting
with any vertex. In further specific embodiments, one or more
of the following features can be implemented: (i) polygon is
limited to a rectangle or other set of specific polygons; (ii)
circles are accepted,; (iii) circles and ellipses are accepted; (iv)
longitudes and latitudes are accepted; graphical representa-
tions are accepted; and/or other data is accepted that conveys
the location of the target area. The method can then create a
geometric representation of the target area from the target
parameters and/or data. An embodiment is described that
creates a convex polygon, but other geometrical representa-
tion can also be utilized.

Once the geometric representation is received and/or cre-
ated, the method can next determine the span for each face. Li
teaches an algorithm that optimizes flight path strictly on the
geometric parameters of the flight area. The Li algorithm has
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some severely restricting assumptions, such as the turn radius
of'the vehicle is exactly that of the flightline width [11]. The
Li algorithm also assumes stereoscopic vision using video
cameras looking ahead of the aircraft, where embodiments of
the invention can be applied to the use of other sensors, such
as the use of nadir still photography. Nevertheless, Li does
introduce a method that reduces the time complexity of find-
ing the span of a convex polygon from (0)n? to (0)n. Specific
embodiments can incorporate the i algorithm, which is
incorporated herein by reference, to find the span of a convex
polygon.

The span of a particular side is given by Equation (3-3),
where i and j are indices for vertices, and Vyand V. are the X
and Y components of the vertices.

‘ (V¥ = W VXjur — 33
(Vxiyp — Vx;)Vijrl + Vxi Vy, = VgV

\/(V}’M = V)% + (Vay — Va2

‘ (Wpr = Vo)V =
(Vxiey = VE)Vy; + Vi Vy, - ViV,

Vi = Vo + (Vi — Vi

Li[11] points out that the numerators in Equation (3-3) have
the same sign. Furthermore, because of the nature of convex
polygons, the span found between F,, and F,,,, are mono-
tonically increasing to a global maximum, and then are mono-
tonically decreasing. Therefore, the search area for minimum
span can be decreased by looking for the change in sign in
magnitude of a line drawn from a vertex V,,, and all other
vertices not on F, (Vi+1 through'V,_,).

Li[11] is able to further reduce the search space, as shown
in FIG. 11. If the antipodal vertex (V) is defined as the vertex
that is diametrically opposed to Fy; y;, ,, that admits lines of
support [21]. Li [11] invokes the following summarized
theory: Given a convex polygon defined as above, the antipo-
dal vertex of F ; 5;, ,,18 V5, and the antipodal vertex of F,, , is
V- or subsequent vertices. FIG. 11 clearly shows how the
search area decreases based on the antipodal vertex condition
presented here. Any span involving vertex V, through V.,
will not be the width, thus decreasing the search space from
(o)n® to (o)n.

In a specific embodiment, the width found from the mini-
mum span search space is then used in accordance with the
decision tree Table 3-1. In alternative embodiments, the PD
can also be the same direction as the wind, or can be selected
based on any other desired criteria. Preferably, the PD is
selected such that turns do not need to be made into headland
where the height of a turn is greater than or equal to the
headland.

Real World Considerations

There are several real-world factors that may further limit
the search space a PD for the of the target area. Excluding
vehicle kinematics, the first consideration that impacts the
search for a PD is the geometry of the target area itself,
followed by the 3-d nature of terrain, and, finally, any wind
that might be present.

Analogous to agricultural applications, the area where the
vehicle makes its turn between flightlines may need to be
accounted for to ensure safe flight. In farming this area in
which the vehicle turns is called “headland”, and is present in
nearly every field [ 14]. Headland can be separated into three
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categories: unlimited width, limited width, and zero width.
Headland width is defined in FIG. 12. Headland with unlim-
ited width is the case where there is no constraint on the turn
radius of the vehicle, and it can stray as far out of the target
area as needed to make a turn, without penalty. The second
category is where there is a known and finite width to the
headland. This case occurs when there is some obstruction a
finite distance from the target area (such as a tower, park, or
habited area), and is shown in FIG. 12. In a specific embodi-
ment, computation of the turning “height (H)”, defined as the
distance in a direction parallel to the flightline and encroach-
ing on the headland the vehicle has to travel during a turn, is
calculated and taken into account during determination of
PD. In a specific embodiment, if the height of the turn is less
than the headland, then the direction of the PD is not limited
by the headland. The third category is for zero width head-
lands, as in the scenario where a feature directly abuts the
search area (such as aroad, fence, or power line). Flight safety
and legal considerations will typically override other aspects
of optimization. In a specific embodiment, with a zero width
headland, the search space for flightline orientation is
restricted such that no orientation can be selected where the
turns will encroach into the headland. Further embodiments
can choose PD based on no turns toward a headland, no turns
toward a headland where the turn height is at least a certain
percentage of the headland width, such as at least 95%, 90%,
85%, 80%, and/or 75%.

Terrain is another “real world” scenario that can cause the
flightplan to diverge from the optimal flightplan based solely
on geometric consideration. As an example, the scenario of a
survey of a mountainside, as shown in FIG. 13, can present
this issue. If the terrain were sufficiently steep such that
variations in elevation have secondary impacts on resolution
through direct impact on relative altitude, the flightlines can
be oriented to accommodate for this parameter, such as set-
ting the flightlines so that they follow the contour lines of the
feature being mapped. Specific embodiments can incorporate
curved flightlines to accommodate such situations. Prefer-
ably, the angle of the aircraft remains less than the threshold
angle where the sensor does not acquire meaningful data.

As discussed herein, wind magnitude and direction have a
large impact on the turns of the vehicle, and are often a
meaningful consideration in optimizing the turns. However,
for search areas with aspect ratios near 1, with infinite head-
land, and without terrain considerations, wind direction and
magnitude have the largest impact on PD. For many natural
resource applications, such a scenario is common for data
collection. Target areas are often away from populated areas,
in flat land, and are used for sampling so an arbitrary box is
selected for the target site [2]. In this case, the most optimal
flightplan is typically the one that uses the aggregated least
amount of energy for the flightlines themselves.

For geometric considerations, given an arbitrary target
area, the most efficient case is typically where the PD is
collinear to the wind vector. If this is not the case, the vehi-
cle’s heading will differ from its course to track a flightline,
reducing overlap and requiring a smaller flightline width, and
by Equation (3-1) increase the number of required flightlines.
The same argument applies to minimizing flight energy, as
with the walking in the same motion as a crab, more energy is
expended per unit of flightline traversed when the heading
differs from its course to track a flightline. Furthermore, work
done by Evers shows that air vehicles designed to take advan-
tage of speed-to-fly theory can optimize energy consumption
when in line with the wind. By changing the camber of the
wing, the drag can be minimized for any given airspeed. In
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short, Evers concludes that decambering the flight surface
and traveling faster upwind is more efficient than a constant
flight speed.

Table 3-1 shows the methodology for PD selection in
accordance with a specific embodiment of the subject method
to determine a flight path. If the target area is for sampling,
and, therefore, is a box, then the algorithm attempts to select
the PD that is collinear to the wind. If the target area is a
polygon, then the PD attempts to be collinear to the lines of
support. If headland constraints are present, then the algo-
rithm adjusts accordingly.

Creating Flightlines

Setting the principal direction (PD) for flight is important.
However, the flightlines themselves still need to be generated.
The manner in which flightlines are generated depends on the
slope of the principal direction with respect to a Cartesian
coordinate system. There are four general cases for the slope
of'the principal direction as described in Table 3-2. The Cross
Track Direction is defined as the direction orthogonal to the
PD.

In a specific embodiment, the general search pattern is as
follows: (i) the algorithm calculates the line parallel to the
principal direction, and propagates flightlines in that direc-
tion, essentially creating a new coordinate frame. In this
frame, the principle direction is the positive Y', and the right-
hand perpendicular direction is X'; (ii) the maximum and
minimum X' and Y' points are calculated, bounding the poly-
gon. The origin of this new frame is the “minimum” and is
converted backto X, andY,,,,, while Y'max and X'max are
similarly converted; and (iii) the flightlines are propagated
out according to Table 3-2, and similarly shown in FIG. 14.

If the principal direction is Inf or —Inf, then X' is collinear
to X and the search is along the X axis only. If the principal
direction is O, then X' is collinear to Y, and the search is along
theY axis only. In a specific implementation, regardless of the
direction, the generated flightlines are larger than the portion
of the flightline through the target area and pass through the
polygon on both sides. This is important for the following step
where the flightlines are trimmed down to be exclusively
within the target area. One algorithm that accomplishes this
requires that a line pass completely through the polygon.
However, this is only for computation and is never physically
implemented.

Inclusion of Lines in a Polygon

The next step is to determine if a particular flightline exists

in the target polygon, and this inquiry can be performed by a
sub-algorithm. For this sub-algorithm, a base method imple-
mented by Foley called “parametric line-clipping” can be
used [7], and is hereby incorporated herein by reference. For
this sub-algorithm the conventions discussed above apply,
namely, that a polygon is defined in a CCW manner by vertex.
The flightline can be defined by its endpoints, P, and P, the
parametric parameter (t), and the vector defined from these
points as the same face vector (F). The line segment created
from F can be parametrically defined by Equation (3-4)
Py =P ot(P)~Po)y=P+iF (3-4)
where the value oft is the percentage of the line defined from

Ost=1 (3-5)

where t, entered into Equation (3-4) results in P, and t;
entered into Equation (3-4) results in P, . If't, is defined as the
value of P, where the flightline enters the polygon, and t, as
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the value of P ,, where the flightline leaves the polygon. Each
flightline will have its own vector. However, only one flight-
line is computed at a time.

Next, an outward pointing normal vector N from face F, is
defined such that

Ni:_FiL (3-6)

Since the polygon is defined in a CCW manner, the out-
ward pointing normal vector will always be to the face vec-
tor’s right.

Using the dot product and the defined polygon, it can now
be determined whether a point is outside or inside of the
polygon, and where the transition occurs. Given the orthogo-
nal properties of dot products (the dot product of two orthogo-
nal vectors is equal to zero), the intersection occurs at

PayV)N=0 G-7

where, when the left hand side of Equation (3-7) is positive,
the point is outside the polygon; and when the left hand side
of Equation (3-7) is negative, the point is inside the polygon.
FIG. 15 shows this in greater detail.

Solving Equation (3-7) for t produces

(Vi = Po)-N;
T (P -Py)-N;

(3-3)

i

This result is the basis of the logic tree to seta t, for each F
such that the maximum t is the parametric value where the
flightline enters the polygon, and the minimum t is the para-
metric value where the flightline leaves the polygon. A spe-
cific embodiment implements the following:

For each flightline, an initial t, and t, are set at 0 and 1,
respectively. For each face, Equation (3-8) is evaluated result-
ing in a value of t. The denominator and numerator can each
be evaluated, simplifying the process. The denominator and
numerator can be split into logical cases [=0, <0, >0]. The
goal is to find the maximum t, and minimum t, in the search
space of each F of P. For each edge, the algorithm evaluates
the statements in Table 3-3. FIG. 16 shows an example of a
complete polygon testing for a single line of inclusion and
FIG. 17 shows an example of the completed process.

Ordering Flightlines

Once the target area is defined, the principal direction is
selected, and the flightlines are generated. The flightlines can
then be ordered to create a flightplan. Continuing to analogize
to farming, for terrestrial cases, the slope of the land often
dictates the order of lines, and parallel paths are typically
selected to minimize wasted space. Traveling these parallel
paths in a manner so as to go down one flightline and back up
the adjacent flightline is referred to as a boustrophedon path
from the Greek term “as the ox turns”. The principle is that
adjacent flightlines are traversed in opposite directions and in
sequence. Embodiments of the invention, which will be
described, can restrict flightplans to having boustrophedonic
flightlines. Further embodiments can implement flightplans
that have other parallel-type paths, such as the dipoles used
with prior NOVA systems, or a combination of dipoles and
boustrophedon. FIG. 18 shows a dipole path for flightlines on
the left and a boustrophedonic path for flightlines on the right.
A dipole path may be selected, for example, in a situation
where the turn height is greater than the headland width for a
flightline width between adjacent flightlines, but the turn
height is less than the headland width for a flightline width
double, triple, or larger than the flightline width, such that
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taking a longer path to turn can allow the turn to stay within
the headland and, therefore, allow the PD to be parallel to the
wind direction where the PD would otherwise not be parallel
to the wind.

If the flightlines are limited to boustrophedonic flightlines
as shown on the right in FIG. 18, then four choices for order
exist. Unless the launch and recovery point is in the direct
center of the target area, the order can be such that the vehicle
tracks lines “towards” the ground station, or “away” from the
ground station as depicted in FIGS. 19A-19D, where FIG.
19A (top left) and FIG. 19D (bottom right) are away from the
GCS and FIG. 19B (top right) and FIG. 19C (bottom lett) are
towards the GCS.

In an embodiment of the algorithm for generating flight-
paths, an emphasis is placed on tracking towards the GCS,
shown in FIGS. 19A-19D as FIG. 19B or F1G. 19C, such that,
all other considerations being equal, tracking toward the GCS
is selected. Tracking towards the GCS is preferred, as an error
occurring in stable flight tends to occur towards the end of the
flight when problems from vibration, heat, and other time
dependent physical properties are more likely to occur. By
preferring to track towards the GCS, the vehicle can be as
close to home as possible later in the flight when problems are
more likely, and not progressing up a set of lines “away” from
the ground crew.

Optimal coverage paths would tend to locate the ground
crew at exactly the middle of a 1 mile target area. However,
operational data suggests that the crew is much more often set
up closer to a side or corner of the target area. In a specific
embodiment, if the crew is in the middle of the area, then the
final point in the flightplan is chosen to be “upwind” of the
ground crew, so the vehicle has a better chance of returning
home. Further embodiments can have the final point in the
flightplan “downwind,” or at any other angle with respect to
the wind direction, depending on the specifics of the flight.

TABLE 3-1

Principal direction selection

Infinite Headland Limited Headland ~ No Headland
Arbitrary PD= if (height PD = PD=
Box Wind ofturn < Wind collinear
(sampling) height of to limiting
headland) headland face
else PD=
limiting
headland
face
Constricted PD = if (height PD = PD=
Convex orthogonal ofturn <  orthogonal collinear
Polygon to width height of  to width  to limiting
headland) headland face
else PD=
limiting
Headland
Face
TABLE 3-2

Criteria for cross track direction

Slope of Principal

Direction Cross Search Track

Inf, -Inf Along X axis
0 AlongY axis
>0 Along X axis across Y,,;, from X, to X,,.;,,, then up
Y axis along X,,;, t0 Y.,
<0 Along X axis Y,,,;,, from X,,;,, to X,,,..,, then up

Y axis along X, 10 Yo
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TABLE 3-3

Inclusion logic

First Second
Test Test Third Result
if (D=0)
if (N<0) Outside
else Since parallel, cannot enter or leave
on edge;, Iterate.
elseif
D=<0)
t,=max
if Enters edge after leaving P, cannot
(t.>t) intersect.
else t.=t; Entering edge
elseif
D>0)
t;=min
if Leaves edge entering P,

cannot intersect.
t;=t; Leaving edge

(t;<t,)
else

Setting Turns

Determining how the vehicle will travel from one flightline
to the next is typically the most time intensive part of flight
planning, and, in specific embodiments of the subject method,
the most computationally intensive. Simulations have shown
that flight efficiencies can be improved up to 19 percent by
optimizing the turns between flightlines.

In the field, turns between boustrophedonic lines are typi-
cally accomplished with a single “turning waypoint™. In spe-
cific embodiments of the subject algorithm, this waypoint
serves to position the vehicle so that, at the exit of the vehi-
cle’s maneuver, the vehicle will intercept the next flightline at
the desired starting point, at an attitude and poise required for
data collection. In FIG. 20, a vehicle on the flightline from 1
to 2 uses waypoint 3 is a turning waypoint and enters the next
flightline from 4 to 5 at 4.

The following operational procedure is typically used to set
turns:

1) Launch aircraft, let orbit one rotation and retrieve wind
data;

2) Based on wind magnitude and direction, modify “turn-
ing waypoints™; and

3) Observe behavior and modify “turning waypoints”

based on first turn.
This operational procedure is crude, and requires a good deal
of “engineering judgment” to accomplish. In practice, the
turns end up being much longer than necessary, as the opera-
tor tends to err on the side of caution so that data is collected
when the vehicle reenters the target area.

For the simulations provided below, a discrete-time
method was used to simplify the development, implementa-
tion, and visualization of this algorithm. The two basic ele-
ments involved herein are the Heading Vector (HV) and the
Velocity Vector (VV). The HV is always pointed in the X
direction of the vehicle (direction of travel) with a collinear
heading. The direction of the HV is defined as the HEADING,
and the magnitude of the HV is defined as the AIRSPEED. If
there is no wind, then the HV has the same heading and
magnitude as the VV. If there is any wind, then the VV will
differ from the HV as described in Equation (4-5). The direc-
tion of the VV is defined as the COURSE, and the magnitude
ofthe VV is defined as the GROUNDSPEED. FIG. 21 shows
the HV and VV in detail, where HV extends from the front of
the vehicle, the wind vector extends from the tip of HV and
points in the direction of the wind, and VV is the vector
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extending from the front of the vehicle to the tip of the wind
vector. This is because HV plus the wind vector is VV.

Solving for VV with a known HV is a simple vector addi-
tion problem. Begin with the HV components in the X and Y
directions and sum the X and Y components of the Wind
Vector to get VV. A more complicated problem is setting the
HV for a desired VV in the presence of wind. Because wind
changes the magnitude of the V'V, it is not as simple as vector
addition.

Consider the kinematic model described below, which con-
stricts vehicle motion to linear motion on a plane. Similar to
McGee’s analysis, x and y are defined as vehicle motion in the
longitudinal and lateral directions with respect to the vehicle,
and  as the orientation [13]. Next A is defined as the mag-
nitude of the velocity of the vehicle (Airspeed) and w as the
wind vector.

X Acosyf + wx

y
¥

@1

X = X =| Asin + w,

u

Next 9 is defined as the ratio of the magnitudes of w and A.

ol
1Al

@-2)

To simplity further equations, 41} is defined by setting the
origin to the direction of the wind vector.

cosy+ 6
siny

u

(43
X =

The velocity vector direction or COURSE (v), is defined
by:

V= atanZ(%] = atanZ( Sl

singy ]

costy + &

Backsolving Equation (4-4) with a given desired v for the
required 1 yields

W = sin~! (—Jsinv) — g +v (4-5)

FIG. 22 shows Equation (4-5) given over all headings [0,
2mx] and for several 9, such that =0 is a flat line having a value
of zero; 8=2 starts at zero for a desired course of zero, as do all
the curves, increases and falls back to zero at a desired course
of &, and then goes negative and then back to zero as the
desired course goes from = to 2, as do all the curves; as
increases, the amount the heading offset peaks at increases
until =1 (i.e., wind speed equals airspeed); for 6>1. Addi-
tionally, FIG. 22 shows the limiting case when the ratio in §
approaches 1. For this scenario (and d=1) the vehicle is not
able to maneuver as desired and is limited to headings parallel
to the wind.

Furthermore, the additive or deleterious effects of wind
will change the magnitude of the velocity vector. This head-
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ing-specific value makes pure-geometrical calculation of an
optimal turn very difficult For this reason, in specific embodi-
ments, determining the turns can incorporate discrete simu-
lation.

Further, determining if a turn is to the left or to the right is
not trivial. Simply, the definitions of “left” and “right” are
arbitrary, and can only be decisively concluded to be comple-
mentary directions. This is relevant to embodiments of the
invention for determination of turns, when defining whether
the i+1 turnis to the “right” or “left” of the preceding turn, and
becomes a critical parameter.

Instead of left and right, clockwise and counterclockwise
can be defined. A review of the literature defines “clockwise”
and “counterclockwise” with self-referential definitions,
such as “in the direction of the hands of a clock”, and creating
a mathematical definition for a computer is challenging.

In an embodiment, rather than precisely defining right/left
or cw/ccw, the standard defined Cartesian system can be
implemented, with a heading of “zero” being collinear to the
positive X axis. This coordinate system is pre-defined within
Matlab® and many common languages in math libraries. A
common function can be written and used to determine
whether the direction of one vector was “clockwise” or
“counterclockwise” in relation to another vector, and from
there the definition of “left” and “right” can be extrapolated.
As an example, left (counterclockwise) can be defined when
the difference in angle between a vector being tested, and a
reference vector, is positive, and right (counterclockwise)
defined when the difference is negative. FIG. 23 shows an
example of this. Here V| is defined with angle (b), and V, is
tested with V ;4 ,» defined from the origin of V, to the end of
V,, forming angle (a). Since (b) minus (a) is positive, V, is to
the right of V.

In an embodiment, a class was written specifically for turns
in Matlab®, dealing with HV, VV, and all of the associated
functions required for the computation. The primary method-
ology of the class is an event-driven “update” that iterates HV
and VV to drive a given error to zero. That error changes based
on the goal, but common options are a desired COURSE,
desired HEADING, and a ground distance error (GDE). Spe-
cific embodiments of the subject algorithm need at most four
desired COURSEs, and they can be referenced here as:
COURSE,;724z, COURSE,,;;, COURSE,,, and
COURSE 4z - Further specific embodiments can incorpo-
rate more than four desired courses, which typically increases
the amount of computations.

A tradeoff between the accuracy of the determination and
the speed of calculation can be made by decreasing the step
size in the updates. As step-size decreases, the finite course
control between each iteration is greater, and the algorithm
has greater fidelity. When small enough (found to be <8 Hz),
the algorithm will converge on ground distance error to sub-
centimeter accuracy. However, the simulation time was very
large when using such a step size during turn determinations,
and, of course, using such a step size during determination of
entire flightplans greatly increases the simulation time. Fur-
thermore, the GDE of the actual vehicle for typical applica-
tions is limited to GPS accuracy of ~5 meters. Therefore, in a
specific embodiment, a step size of 3 Hz was selected, which
gave a GDE of <5 meters and allowed the algorithm to per-
form with sufficient speed for common applications. Further
embodiments can use different step sizes, depending on the
specifications and outputs desired

Motivation

In an embodiment, in determining the turns, the search
space is limited by restricting the flightlines to boustrophe-
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donic flightlines, which means the turns are boustrophedonic
turns. Further specific embodiments can limit the flightlines
in other manners such as, but not limited to, flightlines turn to
either the adjacent flightline or the flightline next to the adja-
cent flightline (second flightline over), and for flightlines
exiting into headland where the turn height for a turn to the
adjacent flightline is greater than headland width the turn is
always a second flightline over (e.g., a possible path is up
flightline, down is “flightline” 3, up is “flightline” 2, down is
“flightline” 4, up is “flightline” 5, down is “flightline” 7, up is
“flightline” 6, down flightline 8, etc., where exiting flightlines
1, 2, 5 and 6 is into the headland).

Work done by Jin divides turns into four general types [9].
The four major turn types are shown in FIG. 24 and are
defined, from left to right, as FLAT, U, HOOK, and BULB. A
U turn can be considered a special case of a FLAT turn, where
the straight portion of the FLAT turn between the initial turn
and the final turn has a zero length. A fifth type is mentioned
for limited headland. However, this fifth type is just a special
case of one of the four shown in FIG. 24.

An embodiment of the subject method can implement an
algorithm that simulates and/or selects one of these four
major turn types, similar to the approach for decomposing
turns, such that one or more elements remain constant to all
turn types. Having one or more elements remain constant for
all the turn types can reduce computation time for the simu-
lations. In a specific embodiment, each turn has a “pre-turn”
and “post-turn” phase that extends the turn collinear to the
flightline to insure complete coverage when, for example, the
edge of the field, or face, and the flightlines are not orthogo-
nal, and/or the starting flightline and ending flightline of the
turn are not terminating at the same face. This scenario is
depicted in FIG. 25. Although FIG. 25 shows both pre-turn
length and post-turn length added, typically only one of these
is added and turn may add neither.

Jin teaches a method for selecting the turns based on sev-
eral simple criteria, the main logic branches being reached
through a comparison of turning radius to flightline width.
The specific turn type was then decided by Jin based on other
criteria, such as the angle of the edge in relation to the flight-
line, width of the sensor, etc. Jin, however, is planning for
terrestrial applications, where the reference frame remains
fixed. In particular, the sensor is on a vehicle traveling on the
ground and the target is on the ground, such that the reference
frame the sensor is moved in remains fixed with respect to the
reference frame of the target.

In a related algorithm, McGee comes to some of the same
conclusions as Jin, while planning in a moving reference
frame [13], which is incorporated herein by reference. In
McGee, turns are restricted to Dubins path types, having three
parts. The first and last part are always a turn to the right or
left, and the middle part can be a third turn or a straight
section. These path types are defined by their parts. As an
example, a turn beginning to the right, then changing to the
left, and finally back to the right is defined as RLR, which is
shown in FIG. 26A. These turn types can be expanded to
include the turn types described by Jin. A RLS can be con-
sidered a HOOK, a LRL can be considered a BULB (see FIG.
26B), and a RSR can be considered a FLAT turn (see FIG.
260).

Both the Jin algorithm and the McGee algorithm have
limitations when determining turns involving a sensor trav-
eling in or on a medium having a reference frame moving with
respect to the reference frame of the target (e.g., an aircraft
flying in wind to acquire data with respect to a ground based
target). Jin’s algorithm is limited to a fixed reference frame,
and is more tailored to an optimal result based on a time cost

10

15

20

25

30

35

40

45

50

55

60

65

22

function, whereas McGee’s algorithm can determine a turn
for a moving reference frame, but often in a very non-optimal
way. In some cases, McGee’s algorithm is self-intersecting.
Embodiments of the subject method pertain to a method using
an algorithm for determining turns involving a sensor travel-
ing in or on a medium having a reference frame moving with
respect to the reference frame of the target. Specific embodi-
ments are not limited to Dubins path types, although further
embodiments can limit the path types to Dubins path types.

Common Methodology

Once a PD has been selected for the flightlines and the
width of the flightlines (distance between adjacent flightlines)
are determined (typically fixed due to sensor limitations), the
height of each turn can be set from the line-clipping algo-
rithm. The task is then to determine how to transition from
flightline 1to i+1, or, stated another way, to determine the turn
path from the end of flightline i to the beginning of flightline
i+1 such that a tangent to the turn path at the end of the i”*
flightline is parallel with the i” flightline and a tangent to the
turn path at the beginning of the (i+1)™ flightline is parallel to
the (i+1)” flightline. To compute complete turns, several aux-
iliary computations can first be made to determine which type
of'turn to use. The distance between the adjacent flightlines is
typically determined based on the sensor parameters, often in
combination with other parameters. In a specific embodi-
ment, where the sensor is an imaging device, and the vehicle
is an aircraft, the distance between adjacent flightlines is
based on the imaging device parameters such as focal length
and overlap needed for accurate data, in combination with
other parameters such as the altitude of the aircraft while
imaging.

In a specific embodiment, the method can perform certain
determinations that can be common to all turn types, such as:

(i) determine whether the (i+1)” flightline is to the “right”
or “left” of the i” flightline;

(i) determine the width and height of the turns; and

(iii) a half turn (subtending & radians) is executed in the
correct direction as defined by Parameter 1.

A determination as to whether the (i+1)” flightline is to the
“right” or “left” of the i” flightline provide information
regarding the general direction of the flight. If the (i+1)”
flightline does not exist (as in the case of the n” flightline), the
algorithm can break and a turn does not need to be computed.
A unitscalar can be added in front of turn calculations to force
aclockwise (right) or counterclockwise (left) result. This unit
scalar can be defined as Parameter 1. In an embodiment,
Parameter 1 can be determined by comparing the difference
in direction between two vectors, as shown in FIG. 23 and
defined in Table 4-1. Other techniques for determining
whether the next flightline is to the right or left can also be
utilized.

Determining the width and height of turns that are com-
puted for simulations allows the widths of turns to be com-
pared with the width between adjacent flightlines and/or
widths of multiple turns to be summed to get a combined
width of a series of turns performed in sequence, such that the
combined width can be compared to the width between adja-
cent flightlines. In a specific embodiment, width and height
are computed for each turn segment in the following manner.
Define the starting point of the turn as the Initial Point (IP) and
the ending point of the turn as the Ending Point (EP). A unit
vector is created parallel to the flightline, collinear to the i”
flightline, called the Initial Vector (IV). A second unit vector
is created perpendicular to the i flightline, in the direction of
the i+1 flightline called the Cross Vector (CV). A third tem-
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porary vector (temp) is created from the IP to the EP. The
turning radius for turns in variable wind condition can be
defined interchangeably as the turning width (W), defined by
Equation (4-6). Similarly the height of the turns is given by
Equation (4-7). Equation (4-6) and Equation (4-7) are then
evaluated to produce Parameters 2 and 3, where * is the vector
dot product. FIG. 31 shows a comparison between R and W,
where W is the width between adjacent flightlines and R is the
turn width.

_ (CV - temp) (4-6)
flevi

_ (1V -temp) @7
v

The resulting conventions are that a positive height is in the
direction of the IV and a positive width is the direction of the
CV, just as in FIG. 27. In a specific embodiment, heuristic
methods are used to drive the combined height (flightline
height plus turn height) and the combined width (flightline
width plus turn width) to zero.

Executing a half turn (subtending = radicans) in the direc-
tion indicated by Parameter 1 allows a determination to be
made as to whether the width of such a turn is larger or smaller
than a width between adjacent flightlines so that a determi-
nation can be made as to which direction the initial turn is
made. An example turn in wind is shown in FIG. 28. In FIG.
28, and for all s simulating turns, the VV (velocity vectors) are
smoothly connected as the flight path of the vehicle, while the
HV (heading vectors) are discontinuous, showing the direc-
tion the vehicle is pointing.

Since ground motion is not identical to air motion due to
wind, turns when wind is present will not be truly circular.
Because a half turn subtending it in wind forms halfan ellipse,
the radius of such a half turn (or half ellipse having a semi-
minor axis and a semi-major axis) would have a different
interpretation than the radius of a circle (e.g., a turn with no
wind, where the turn width would be twice the turn radius).
Just as in Jin’s algorithm, the relationship of the width of the
flightlines to the width of the half turn can define the turn
profile. This is the most deterministic variable in the logic
tree, and is referred to as Parameter 2, given in Equation (4-8).
In other words, when twice the “radius”, or width of the half
turn, is larger than the spacing between flightlines, Parameter
2 is negative.

Parameter 2=Flightline width-halfturn width (4-8)

Similarly, Parameter 3 is defined as the difference in height
between the adjacent flightlines” heights in the direction of IV
and the turn height, H. This is explicitly defined in Equation
(4-9). In other words, when the i and (i+1)™ flightlines inter-
cept the same face and the half-turn ends at a height “above”
the face intercepting the i” and (i+1)” flightlines, Parameter 3
will be positive and “post-turn length” can be added. When
the halfturn ends at a height “below” the face intercepting the
i and (i+1)" flightlines, Parameter 3 will be negative and
“pre-turn length” can be added. FIG. 29 shows a case where
the i and (i+1)” flightlines do not intercept the same face. In
such a case, a half turn may end below the face intercepted by
the i flightline without being below the face intercepted by
the (i+1)” flightline such that no pre-turn length is needed.

Parameter 3=halfturn height-Flightline height (4-9)

The second derivative of height differential (the difference
in the difference of height in turns from one turn to the next)
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tends to remain small or constant with convex polygons.
There is a case for significant difference when adjacent flight-
lines are on two different search area faces, as shown in FIG.
29.

FIG. 30 shows two turns, both with origins at (0,0), sub-
tending rt radians with a 4 m/s wind to the East. The turn on
the left is subtending more degrees into the wind than the turn
on the right. Thus, the width of the turn on the right is greater
than the width of the turn on the left. Even though the turn on
the right traverses more in the Y direction, height and width
are defined at the ending points of the turn. Therefore, the
heights of both turns remain the same.

For certain wind conditions, efficiency gains can be accom-
plished by initially turning in the opposite direction of the
general direction of the turn, or in the opposite direction of the
next flightline. These gains are largely determined by consid-
ering the relative angle of wind to the flightline. Osborne
highlights the problems of turning in a moving reference
frame when planning a flight [15]. As pointed out in Osborne,
vehicles of the NOVA size class (under 20 1bs.) are heavily
influenced by the wind magnitude and direction. Osborne’s
algorithm, however, is not for coverage planning, and, in fact,
allows for “zero or negative groundspeed”, which for photo-
grammetric missions is not feasible and is non-optimal.

In an embodiment, wind direction relative to the direction
of the IV is defined as Parameter 4. Parameter 4 is used to
determine the initial turn direction when Parameter 2 is posi-
tive. Table 4-2 shows the decision logic for choosing Param-
eter 4, which can be upwind, downwind, or cross wind. In this
way, if the vehicle s flying “with the wind” on the i flightline
then Parameter 4 is downwind.

An embodiment of the subject method of determining a
turn and/or determining a flight path breaks into several logi-
cal cases depending on parameter 1, parameter 2, parameter
3, and parameter 4. The full decision tree for a specific
embodiment is shown in FIG. 31. As with standard flow-
charts, ovals are start and end points, diamonds are decisions
(for this algorithm Parameters 1-4), and squares are pro-
cesses. At the end, the branches merge back into a single
stream common to all turns.

For simulation, a cue of headings to track, and iterations to
spend tracking that heading once established, is generated
and executed. Table 4-3 shows the cues for headings for each
of the turn types, flat, hook, and bulb. Note that a U turn can
be considered a special case of a flat turn. Using this meth-
odology, the algorithm can generate a path in a consistent,
common manner, regardless of the idiosyncrasies of the par-
ticular turn. In a specific embodiment, for the subsequent
iterations, the changes in course can be set at an amount that
balances speed and cost of computation. In a specific embodi-
ment, the change in course for subsequent iterations can be set
at the maximum turning radius, until, for example, the width
error of the vehicle is within a threshold amount, such as 10 m.
At that point, the change in course for additional iterations
can be reduced (slowed). In an embodiment, once the width
error of the vehicle is within the threshold amount, the change
in course for additional iterations is reduced to Y4 of the
maximum turn radius. The width error can then be drivento a
further threshold, such as to within GPS error bounds (i.e., <5
m). Specific embodiments can use a different initial incre-
ment for changes in course, different thresholds for changing
the increment, different revised increments, more or less
changes in increment, and/or different error threshold(s).

In an embodiment, the computations for each of these steps
begin from the same origin, which makes their individual
heights and widths easier to sum. Other specific embodiments
can start a turn at the endpoint of the prior turn. An example
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of a simple set of turns is given in FIG. 32, which are com-
putations for a FLAT turn, with COURSE,,;77,; set to m/2,
COURSE, ;5 setto i, and COURSE ;. setto (=/2). Both
turns have an origin of (0,0). Furthermore, the CV for this
FLAT turn is in the & direction (not shown), which aligns the
Y' axis with the Y axis, and the X' axis as the inverse of the X
axis. Therefore, movement in the negative X direction is seen
as positive width. The first turn is the upper portion, and has
a width of 54 m and a height of 60 m. The second turn is the
bottom portion, and has a width of 32 m and a height of -30
m.

Turning Radius is Less than Flightline Width

If the turning width is smaller than the width of the flight-
lines, such that the vehicle will “make the turn”, and Param-
eter 2 is negative. For this case, COURSE, ,,,, is defined from
Equation (4-10).

Fie
COURSEyp1 = COURSEjymiar, + (Parameterl 5) (4-10)

At this point, two turns are pre-computed: one from the
COURSE ;774 to COURSE,,, and one from
COURSE, ;;5»; to COURSE;,,;. The heights and widths of
each of these turns are measured and summed, totaling
Weonmmep 4 Heonmpvep, respectively.

As the vehicle’s turn width is smaller than the flightline’s
width, or distance between adjacent flightlines, Parameter 2 is
negative. Flattening out the turn, by the pause at
COURSE, ,;,,, will affect the difference between W ., sz rven
and the width between adjacent flightlines slightly. The
amount of time spent at midcourse is then calculated as shown
in Equation (4-11).

(W — WCOMBINED)J
GROUNDSPEED

Iterations at COURSEyp; = [ (4-11)

Since the sign on Parameter 2 is negative, no determination
as to the relationship of the wind direction and IV needs to be
made to determine the initial turn direction, and the initial
turn is in the same direction as the next flightline when Param-
eter 2 is negative.

The sign of Parameter 3 can then be considered. If the
height difference of the flightlines is less than the height of the
turn, the sign of Parameter 3 is positive, and length can be
added to the upwind portion of the turn by adding post-turn
length, which decreases the turn height (H 3 zvepn)- If the
height difference of the flightlines is less than the height of the
turn, the sign of Parameter 3 is negative, and length can be
added to the turn by adding pre-turn length, which increases
the turn height. The amount of time spent at either
COURSE ;7774 or COURSE,,,,; is shown in Equation
(4-12).

Parameter3
GROUNDSPEED

Iterations to reduce H = (4-12)

The final turn, which combines the first turn, the pause, the
final turn, and the post-turn length, is shown in FIG. 33. For
this simulation case, the turn took 10.66 seconds and tra-
versed 167 meters.
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The results of entering this exact desired turn into the
standard flight planner Procerus® (complete Procerus® flat
turn, 17 m/s airspeed with a 4 nm/s wind to the North. IP at
[0,0], EP at [-104,-17]. Target is [-100,0]) are shown in F1G.
34. It can be seen that the autopilot will naturally attempt to
intercept the waypoint, in the manner described by Osborne.
For this path, the turn was executed in 11 seconds, while
traveling 169.2 m, showing that the embodiment of the sub-
ject method used to determine the path shown in FIG. 33 has
slight efficiency gains in both time and distance, for this
particular case. Furthermore, the natural path taken by the
autopilot would cause the data set to lose an image, as the
aircraft does not level out until [-104,-17], in what would be
the second picture once the vehicle re-enters the target area at
[-100,0].

Turning Radius is Equal to Width

When twice the “radius”, or width of the turn matches the
width of the flightlines exactly, this can be considered as a
special case of the FLAT scenario, e.g. a turn. The turn is
executed at maximum bank angle, and either a pre or post turn
length is added, based on Parameter 3.

Turning Radius is Greater than Width

If the turning width is larger than the width of the flight-
lines, then the vehicle will not “make the turn”, and Parameter
2 is positive. That is not to say that the vehicle is not capable
of intercepting the end point of the next flightline, but the
vehicle is not able to turn toward the next flightline and in a
single turn in one direction turn so as to intercept the endpoint
of the next flightline such that the tangent of the turn when
intercepting the endpoint of the next flightline is parallel to
the next flightline, in the required height, and, therefore, some
of'the target area will be missed if such a turn is made. Using
the standard navigation algorithm provided with the Pro-
cerus® autopilot, the Procerus® autopilot will attempt to
intercept each waypoint directly as seen in FIG. 35, which
would result in some of the target being missed.

Referring to FIG. 31, when the turning width is larger than
the width of the flightlines, the next branch in the algorithm is
to evaluate the direction of the wind with respect to the direc-
tion of IV to produce Parameter 4. In a specific embodiment,
evaluating the direction of the wind with respect to the direc-
tion of IV results in three cases, UPWIND, DOWNWIND,
and CROSSWIND. In a specific embodiment, for each spe-
cific case, the direction of the wind is exploited as much as
possible for the aircraft to either travel upwind or downwind
to lengthen or shorten Parameters 2 and 3, and also to subtend
as much angle as possible, while turning “into the wind” to
reduce ground travel.

It was found through extensive trial and error that for
UPWIND and DOWNWIND cases, the HOOK style of turn
is more efficient, unless [Parameter 3] is larger than the diam-
eter of the turn. The short explanation for this is that as
Parameter 2 increases, the vehicle unnecessarily travels fur-
ther and further away from the EP while in the HOOK
scheme. In BULB, the vehicle stays closer to EP, and when
properly executed finishes the turn without any Pre-Turn or
Post-Turn length needed. In a specific embodiment, for
upwind and downwind cases, only hook turns are simulated.
It was found that for CROSSWIND cases, the BULB style of
turn is more efficient. FIGS. 36 A-36B show a HOOK (FIG.
36B) and BULB (FIG. 36A) turn for the same IP and EP, and
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a cross wind (airspeed 17 m/s and 4 m/s wind to East), and
Table 4-4 summarizes the results regarding time of the turn
and distance of the turn.

Common elements to both the HOOK and BULB turn can
be computed. Both HOOK and BULB turns can be thought of
splines that have bounded end conditions. Both ends are
required to be tangent to the flightline they are connected to,
and thus their direction and position are fixed. One turn sub-
tending x radians is required, and the other turns are thought
of as the connecting pieces to drive the error in H and W to
zero. These turns have courses defined through their target
courses COURSE, ,,,,; and COURSE,,,,,. HOOK has the
former, while BULB has both. These combinations of head-
ings, and if required as determined by Parameters 1 and 2, the
accompanying straightaways, form “cues”, which are
executed once optimized. Generalized “cues” are described
in Table 4-3.

If Parameter 2 is positive and the vehicle is traveling
“upwind”, then the first turn will be in the opposite direction
of the direction from the i” flightline to the (i+1) flightline.
The vehicle subtends more radians in this upwind configura-
tion, and, therefore, does so without moving too far in the
parallel direction. This results in minimizing the overall
height difference, and, thus, a shorter time off target. Table
4-5 shows generalized upwind cues. I[f Parameter 2 is positive
and the vehicle is traveling “downwind”, then the opposite of
the upwind case is true, and the first turn will be in the same
direction as the (i+1) flightline, which is indicated as “down-
wind” in FIG. 31. Similarly, this results in more of the sub-
tended radians to be “into the wind”, minimizing the height
difference. Table 4-6 shows generalized downwind cues.

FIG. 37 shows the difference between a hook turn when
flying downwind and turn away from (i+1) flightline and a
hook turn when flying downwind and turn toward the (i+1)”
flightline. FIG. 37 shows that most of the turning “cost”
comes from turning “with the wind”, as opposed to “into the
wind”. Table 4-7 summarizes the results. For case of flying
downwind, the result of turning towards the i+1 flightline
seems intuitive. However this is only because the wind is in
the same direction of the i” flightline.

FIG. 38 shows the opposing case, where the wind is in the
opposite direction of the i* flightline. FIG. 38 shows a hook
turn that starts by turning toward the (i+1) flightline and a
hook turn that starts by turning away from the (i+1) flightline,
for the case of flying upwind. Here the turn is more efficient
by turning away from the i+1 flightline, which is indicated as
“upwind” in FIG. 31. This non-intuitive result is summarized
in Table 4-8.

When Parameter 2 is positive and the wind is crosswind, a
BULB turn is implemented. The nature of a BULB turn does
not allow variation in initial turn direction. The first turn is
always in the opposite direction ofthe i+1 flightline. Since the
BULB turn subtends all angles, full advantage ofthe airspeed/
groundspeed differential can be exploited, lengthening or
shortening any segment as required.

For both HOOK and BULB turns, the turns are separated
into segments, with the BULB turn having two more seg-
ments than the HOOK turn. For HOOK, the turn is separated
into three segments as shown in FIG. 39. As in FIG. 32, FIG.
39 shows separate turns, each with their IP at [0,0]. In other
embodiments, the turns can be calculated to start at the end of
the prior turn. Preferably, the previously computed turn (sub-
tending m radians) used to determine Parameter 2 can be used
for known width and height, in order to reduce computations.
During simulation the two additional segments are iterated
with increasing COURSE, ,,,; and at each iteration, and the
heights and widths of the three segments are summed. In a
specific embodiment, is the iterations are continued until the
width error is smaller than a threshold, such as the GPS error.
Specific embodiments can use a different threshold to discon-
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tinue iterating. The composite curve’s height is then com-
pared to the turn’s height in a similar manner to FLAT turns,
and the same method for reducing height error is imple-
mented, such as adding pre-turn or post-turn length as appro-
priate.

For FIG. 39, COURSE ;7.4 is setatt/2, COURSE, ;1 is
set at -37w/4, and COURSE,,,,; is set at -m/2. FIG. 40 shows
the same turns as shown in FIG. 39 connected end to end.

BULB turns are implemented in a similar manner as
HOOK turns, but with an additional 2 turn segments.
COURSE, ;;,, 1s used to drive these additional segments. In
the same manner as COURSE, ,;,,, was iterated with HOOK
turns, COURSE, ,;,,, and COURSE, ,;,,, are iterated from
their initialized headings so that the sum of all 5 turn widths
drives the width error to within a threshold, such as GPS
limits. FIG. 41 shows an example of this. Again, all turns in
FIG. 41 have an IP of [0,0]. FIG. 42 Shows the same com-
pleted turns of FIG. 41 end to end.

Embodiments of the invention relate to a method for flight
planning for photogrammetric missions for sUAS in wind.
Virtual Cockpit™ does have a crude area coverage method,
but is really more of a process to quickly generate boustro-
phedonic paths North-South and East-West. There is no input
for photogrammetric parameters or even a way to change the
width of flightlines.

The manual process of generating flightlines before a flight
takes between 30 and 45 minutes per flightplan, and even then
requires extensive operator management once in flight. These
paths are generally limited to the cardinal directions, and
turns are managed through a single waypoint in an attempt to
force behavior from the autopilot. Using this manual method,
any change in the PD would require the operator to com-
pletely re-do the complete flightplan.

The process for determining a flightplan in accordance
with embodiment of the subject method reduce the operator
input to the selection of the target vertices. From there, the
algorithm determines the most efficient direction, while tak-
ing into account alone or more external parameters (e.g.,
headland, wind, etc.). Once the direction is determined, the
embodiments of the subject method generates the appropriate
flightlines from the vehicle parameters and photogrammetric
parameters of the payload. Finally, once flightlines are gen-
erated, the algorithm is able to predict the most efficient turns
from flightline to flightline, thus completing the entire flight-
plan.

This process not only cuts down on the amount of operator
input needed, but ensures the most optimal total flightpath.
Often the most optimal flightpath involves a PD that would
seem inefficient, or turns that would seem counter-intuitive
and not normally entered by an operator. Table 6-1 shows the
results from each type of turn, for randomly generated poly-
gons.

Specific embodiments are constrained to convex polygons.
Specific embodiments can incorporate the methods of Choset
and Huang in the area of polygon decomposition [4,8], which
are hereby incorporated by reference in their entirety, to apply
the methods of the subject invention to a target area having
any arbitrary shape. embodiments can determine the globally
optimal path given many decomposed convex polygons, by,
for example, incorporating the methods of Li [11], which is
hereby incorporated by reference in its entirety.

Specific embodiments can implement the methods of the
subject invention in real-time and onboard vehicle, for
example with a dedicated microprocessor or using the vehi-
cle’s processor. Specific embodiments can allow the vehicle
to run the code, and generate real-time flightplans as condi-
tions change, such as wind, obstacles, etc. Embodiments of
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the subject algorithm can be implemented using Matlab®
Class structure, using any microprocessor based real-time
code using a compiled language, and/or other hardware and/
or software implementation.

Specific embodiments can use non-boustrophedonic
flightlines. In specific embodiments, where the turning radius
of the vehicle is larger than the width of the flightlines, a
flightline order that is equal to or larger than the turning radius
of the vehicle and/or incorporates turn from a flightline to a

30
TABLE 4-6

Downwind course cues

COURSE,;;p; = offset from COURSE zyanz.
COURSE, 15 = COURSEgn.qz
TABLE 4-7

non-adjacent flightline can be utilized. An example of sucha 10 Upwind/downwind comparison
flightpath is shown in FIG. 53. Implementing a method to
produce such a path can be accomplished via optimizing the Time Distance
oyder of the ﬂightlinps, based.on one or more criteﬁa, such as Turn away from i + 1 flightline 2033 s 3233m
distance traveled, time of flight, fuel consumption, and/or Turn towards i + 1 flightline 13.33s 211 m
other performance based criteria, since the algorithm is 15
capable of handling the resulting turns already.
TABLE 4-8
TABLE 4-1
. Non-intuitive turns
Parameter 1 logic 20
Time Distance
Test Result
. T - - Turn away from i + 1 flightline 12.66 s 200 m
if (direction(V,) — direction(V rzazp)) > 0 Right (clockwise) Turn towards i + 1 flightline 2133 s 338 m
Parameter 1 = -1
else Left (counterclockwise)
Parameter 1 =1 25
Complete Simulation Results
TABLE 4-2 Overview of Designing a Flight Path
Parameter 4 logic 30 An embodiment of the invention can combine one or more
of the embodiments described for determining various
Test Result parameters and/or portions of a flightplan into a method for
if abs(directon(Wind) - direction(IV)) =< pi/4 Parameter 4 = determlnlng a ﬂlghtplan.. "Two major phases can be combined
‘Upwind’ to produce a complete flightplan. FIG. 43 shows an example
elseif abs(direction(Wind) — direction(IV)) => 3*pi/4 Pumet§r4 = 35 of the ﬂight planning process, beginning with the Imagery
else P]ifa‘f;‘;l?i _ Parameters from the target requirements, then the Geometric
“Crosswind’ Parameters from the specific requirements, and then the Envi-
ronmental Parameters from specific temporal considerations.
The Imagery Parameters include the distance from sensor to
TABLE 4-3
Turn cues
Step 1 Step 2 Step 3 Step 4 Step 5 Step 6
FLAT  COURSEpyzs. COURSEy;p  COURSEqp
HOOK COURSE,;z,; COURSE,;p, COURSEpg;y, COURSEqpyr
BULB COURSEpyzs, COURSEy;p, COURSEpzy, COURSEpny COURSEzn, COURSEmy
0 . . .
TABLE 4-4 target area (ground sample distance), which can provide the
altitude for an aircraft; and percent side overlap and image
BULB vs. HOOK device width, which can be combined to create a flightline
width (distance between adjacent flightlines). The Geometric
. . Parameters can include the target geometry (such as moun-
Tum Type Time Distance 55 . . . . s .
tains), which create a bounding box of flight restrictions in the
HOOK 19 13 airspace, which prqv1de headland. .The . EnVlronmental
Parameters from specific temporal considerations can include
BULB 18 279 . L . . - .
wind, direction, and magnitude, which can provide PD if
applicable and determination of turns; and speed to fly theory,
60 which can provide commanded airspeed.
TABLE 4-5 Various embodiments incorporate one or more of the fol-
lowing:
Upwind course cues 1) Enter camera parameters;
COURSE,yp, = offset from COURSE,yyzray 2) Enter desired target area, such as via entry of vertices of a
COURSE, 7, = COURSE w174z 65 convex polygon;

3) Enter any real-world restrictions on the flight area, and
constrict the headland accordingly;
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4) Setthe PD, such as based on wind direction, headland, and
turn height;

5)Setthe airspeed, such as based on speed to fly (STF) theory;

6) Create, trim, and order the flightlines; and

7) Compute the turn for moving from the i? flightline to the
(@i+1)” flightline.

Comparisons

Comparisons between flightplans created by the Pro-
cerus® flight planning software and an embodiment of the
subject invention are provided below, where the comparisons
are based on the use of the same camera parameters, the same
target area, and same flightlines for each comparison. The
principal direction will be limited to cardinal directions (N,
NE, E, SE and their reciprocals), and the turns will behave in
accordance with the standard Procerus® algorithm. These
control turns only differ from actual deployments in that the
exact turn is dependent on the operator.

Simulations can be used as described. The flight planning
software provided by Procerus® is limited to a single camera
setting for entering the desired target area as rectangular
polygons, does not provide for constricting the headland,
limited to N-S or E-W, the flightlines are always in a left-right
pattern, and determining the turns is limited by vehicle
dynamics.

FLAT Turns

The first comparison is for a flat turn. This type of turn can
be forced by setting the width of the flightlines to a value
larger than the turning radius of the vehicle. For this particular
case, the width was set to 200 m. The principal direction for
FLAT turns does not matter, and was set at /2 for conve-
nience. FIG. 44 shows the control pattern, generated via the
Procerus® flight planning software and FIG. 45 shows the
path generated via a specific embodiment of the subject
invention, referred to as the subject algorithm. Table 5-1
shows the results of the Procerus® and the algorithm.

The FLAT turn is the only case where the Procerus® navi-
gation algorithm performs close to acceptably. For this par-
ticular case, the Procerus® turns executed in less time and
distance than the subject algorithm by 15 seconds and 189
meters. However, as will be the case for the remaining
examples, the turns generated by the Procerus® software did
not intercept the next flightline before re-entering the target
area. The worse of the two cases is downwind, where the
width error is 20 m and horizontal error is 40 m. Because this
particular target area is so large, the combined area missed is
only about 2%. However, for missions requiring complete
coverage this would not be acceptable.

HOOK Turns

Next, we examine the HOOK turn pattern. This can be
forced by setting the flightline width smaller than the turning
radius, and the principal direction in line with the wind so the
flightlines are DOWNWIND and UPWIND. The target area
is a square polygon of random size. FIG. 46 shows the path
generated by the subject algorithm, while FIG. 47 shows the
control pattern generated via the Procerus® software. The
control pattern clearly does not ensure complete coverage.

Table 5-2 summarizes the results for HOOK turns. In this
case, the turns generated by the subject algorithm outper-
formed the standard turns in time, but are nearly 250 m longer.
That being said, the standard turns (generated by the Pro-
cerus® software) had gross errors (24 meters downwind and
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83 meters upwind), and deeply encroached onto the target
area, greatly diminishing the usefulness of the data collected
useless.

BULB Turns

Next, we examine the BULB turn pattern. The BULB turns
are forced by setting the flightline width to less than the turn
radius, and setting the principal direction orthogonal to the
wind, thus forcing both turns to be CROSSWIND. FIG. 48
shows the path generated by the subject algorithm, while FIG.
49 shows the control pattern (generated by the Procerus®
software). Again, the control pattern does not ensure com-
plete coverage.

The Procerus® generated turns performed much better in
the CROSSWIND scenario than other scenarios. For this
particular case, the turns happened to subtend more radians
into the wind than the previous case, thus shortening the
turning radius. Furthermore, because the turns were CROSS-
WIND, the vehicle was not blown upwind or downwind
excessively in the turn. Even so, the Procerus® turns had
height and width errors of about 10 meters, causing some of
the target area to miss coverage.

The BULB turns produced by the subject algorithm took an
additional 14 seconds more than the Procerus®, and an addi-
tional 226 meters of turn. This, by the statistics, seems to
perform worse than the Procerus® turns. However, the sub-
ject algorithm’s BULB turns reintercepted the target area
with 2 meters of width error, and no height error, thus ensur-
ing complete coverage of the target area. The height and
width errors for the Procerus® turns would increase dramati-
cally when the flightline width is reduced further. Given the
goal of complete coverage, the subject algorithm’s BULB
turns performed better than the Procerus® turns, regardless of
the amount of time required or distance covered. Table 5-3
summarizes these results.

General Results

For the final comparison, a random convex polygon is
generated of relevant size for a NOVA aircraft. It is assumed
for this case that there is infinite headland, and a 4 m/s wind
is assigned from the North. The algorithm selected Face 3 and
Vertex 8 for the minimum Span, and, thus, the lines of support
are parallel to Face 3. FIG. 50 shows the complete simulation.
FIG. 51 similarly shows what the Procerus® turns would be
without the operator actively managing turns.

Table 5-4 summarizes the results of this comparison. The
flightplan produced by the subject algorithm outperforms the
Procerus® plan in both time and distance. One major difter-
ence in this polygon as opposed to the FLAT turns in FIG. 44,
is that this polygon has varying height associated with each
turn. The Procerus® flightplan does not account for this at all,
and does not intercept the next flightline until after encroach-
ing on the target area. As before, the subject algorithm takes
height into account and intercepts the next flightline at the
beginning of the target area.

A second random polygon was generated, this time with
the flightline width set at 40 m forcing either HOOK or BULB
turns. In this case, as FIG. 52 shows, the subject algorithm
chose HOOK turns. With a wind of 4 m/s to the WNW, this
follows the logic tree and is the most efficient type of turn.
Table 5-5 shows the comparison between the algorithm, and
the turns generated via the standard Procerus® method.
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TABLE 5-1

FLAT turn comparison

Time Distance
Procerus Turns 25m35s 2.58 km
Algorithm Turns 26m10s 2.77 km
TABLE 5-2
HOOK turn comparison
Time Distance
Procerus ® Turns 720s 0.764 km
Algorithm Turns 578 s 1.1km
TABLE 5-3
BULB comparison
Time Distance
Procerus ® Turns 686 s 457 m
Algorithm Turns 700 s 683 m
TABLE 5-4

Comparison of random polygon with 100 m flightline width

Time Distance

Procerus ® Turns 289.3 s 2608 m

Algorithm Turns 276's 2398 m
TABLE 5-5

Comparison of random polygon with 40 m flightline width

Time Distance

Procerus ® Turns 289 s 2.60 km

Algorithm Turns 387 s 7.22 km

TABLE 6-1
Summary of results

Polygon Turn Type Algorithm Selection Time Distance
Forced FLAT Procerus ® 1555 s 22.58 km
Algorithm 1570 s 22.77 km
Forced HOOK Procerus ® 720's 0.76 km
Algorithm 578 s 1.12km
Forced BULB Procerus ® 112s 1.75 km
Algorithm 146 s 2.34km
Randomly FLAT Procerus ® 289 s 2.61 km
Generated Algorithm 276's 2.39km
Randomly BULB Procerus ® 289 s 5.68 km
Generated Algorithm 387s 7.22km

Aspects of the invention, such as performing iterations of
flight paths or portions of flight paths to reach threshold
conditions (such as error), calculating PD, turns, flightlines,
and other parameters of a flightplan, may be described in the
general context of computer-executable instructions, such as
program modules, being executed by a computer. Generally,
program modules include routines, programs, objects, com-
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ponents, data structures, etc., that perform particular tasks or
implement particular abstract data types. Moreover, those
skilled in the art will appreciate that the invention may be
practiced with a variety of computer-system configurations,
including multiprocessor systems, microprocessor-based or
programmable-consumer electronics, minicomputers, main-
frame computers, and the like. Any number of computer-
systems and computer networks are acceptable for use with
the present invention.

Specific hardware devices, programming languages, com-
ponents, processes, protocols, and numerous details includ-
ing operating environments and the like are set forth to pro-
vide a thorough understanding of the present invention. In
other instances, structures, devices, and processes are shown
in block-diagram form, rather than in detail, to avoid obscur-
ing the present invention. But an ordinary-skilled artisan
would understand that the present invention may be practiced
without these specific details. Computer systems, servers,
work stations, and other machines may be connected to one
another across a communication medium including, for
example, a network or networks.

As one skilled in the art will appreciate, embodiments of
the present invention may be embodied as, among other
things: a method, system, or computer-program product.
Accordingly, the embodiments may take the form of a hard-
ware embodiment, a software embodiment, or an embodi-
ment combining software and hardware. In an embodiment,
the present invention takes the form of a computer-program
product that includes computer-useable instructions embod-
ied on one or more computer-readable media.

Computer-readable media include both volatile and non-
volatile media, transitory and non-transitory, transient and
non-transient media, removable and nonremovable media,
and contemplate media readable by a database, a switch, and
various other network devices. By way of example, and not
limitation, computer-readable media comprise media imple-
mented in any method or technology for storing information.
Examples of stored information include computer-useable
instructions, data structures, program modules, and other data
representations. Media examples include, but are not limited
to, information-delivery media, RAM, ROM, EEPROM,
flash memory or other memory technology, CD-ROM, digital
versatile disks (DVD), holographic media or other optical
disk storage, magnetic cassettes, magnetic tape, magnetic
disk storage, and other magnetic storage devices. These tech-
nologies can store data momentarily, temporarily, or perma-
nently.

The invention may be practiced in distributed-computing
environments where tasks are performed by remote-process-
ing devices that are linked through a communications net-
work. In a distributed-computing environment, program
modules may be located in both local and remote computer-
storage media including memory storage devices. The com-
puter-useable instructions form an interface to allow a com-
puter to react according to a source of input. The instructions
cooperate with other code segments to initiate a variety of
tasks in response to data received in conjunction with the
source of the received data.

The present invention may be practiced in a network envi-
ronment such as a communications network. Such networks
are widely used to connect various types of network elements,
such as routers, servers, gateways, and so forth. Further, the
invention may be practiced in a multi-network environment
having various, connected public and/or private networks.

Communication between network elements may be wire-
less or wireline (wired). As will be appreciated by those
skilled in the art, communication networks may take several
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different forms and may use several different communication
protocols. And the present invention is not limited by the
forms and communication protocols described herein.

All patents, patent applications, provisional applications,
and publications referred to or cited herein are incorporated
by reference in their entirety, including all figures and tables,
to the extent they are not inconsistent with the explicit teach-
ings of this specification.

It should be understood that the examples and embodi-
ments described herein are for illustrative purposes only and
that various modifications or changes in light thereof will be
suggested to persons skilled in the art and are to be included
within the spirit and purview of this application.

LIST OF ABBREVIATIONS

A Airspeed

B Airbase

CCW Counterclockwise

CV Cross Vector

CW Clockwise

d Ratio of Airspeed to Groundspeed
DSLR Digital Single Lens Reflex

EP End Point

EV End Vector

F Upward Force

F Faces of the Polygon

f Focal Length

fps frames per second

G Groundbase

GCS8 Ground Control Station

GDE Ground Distance Error

GigE Gigabit Ethernet

GPS Global Positioning System

HV Heading Vector

IP Initial Point

1V Initial Vector

ISR Intelligence Surveillance and Reconnaissance
1 Line of Support

LOS Line Of Sight

m Meters

MAE Mechanical and Aerospace Engineering
N Outward Pointing Normal Vector
NTSC National Television System Committee
® Wind Vector

1 Direction of Vehicle

P Polygon

P Point

PD Principal Direction

PE Percent Endlap

PS Percent Sidelap

S Span of a Polygon

sUAS small Unmanned Aerial System
SUAV Small Unmanned Aerial Vehicle
t Parametric

t, Time Between Photo Sites

temp Temporary Vector

0 Roll Angle

UAS Unmanned Aerial System

UAV Unmanned Aerial Vehicle

USB2 Universal Serial Bus 2" Generation
USGS United States Geological Service
V Vertices

V- Antipodal Vertex

VV Velocity Vector

W Flightline Width

W Width of a Polygon
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x Sensor Length in the x Direction

X' Orthogonal Direction in Coordinate System of Target Area
x,, Number of Pixels in the x Direction

Y' Principal Direction in Coordinate System of Target Area
y Sensor Length in the y Direction

¥, Number of Pixels in the y Direction
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The invention claimed is:

1. A method of producing a travel path for a vehicle, com-
prising: providing a processor; receiving target parameters
via the processor, wherein the target parameters determine a
location of a target area with respect to a first reference frame;
receiving a velocity a second reference frame is moving with
respect to the first reference frame via the processor; receiv-
ing one or more sensor parameters relating to a sensor to be
transported by a vehicle traveling in the second reference
frame so as to travel along a travel path with respect to the
target via the processor; determining a travel path for the
vehicle with respect to the target area via the processor,
wherein the travel path includes travel curves and turns,
wherein when the vehicle travels along the travel curves the
sensor acquires sensor data with respect to the target area to
be used to provide information regarding the target area and
when the vehicle travels along the turns the sensor does not
acquire sensor data with respect to the target area to be used to
provide information regarding the target area, wherein the
turns connect the travel curves to form the travel path; and
traveling the vehicle along the travel path with respect to the
target area.

2. The method according to claim 1, wherein the vehicle is
an aircraft, wherein the travel path is a flight path, wherein the
first reference frame is earth, wherein the sensor is an imaging
device, wherein the second reference frame is airspace above
the earth, wherein the flight curves are flightlines, wherein a
velocity of the second reference frame is moving with respect
to the first reference frame is wind.

3. The method according to claim 2, wherein determining
the flight path comprises:

determining a representation of the target area based on the

target parameters.

4. The method according to claim 3, wherein the represen-
tation of the target area is a convex polygon.

5. The method according to claim 2, wherein the imaging
device is a still camera.

6. The method according to claim 2, wherein determining
the flight path comprises determining the turns, wherein the
turns are selected from a flat turn, a hook turn, and a bulb turn.

7. The method according to claim 2, wherein determining
the flight path comprises determining the turns, wherein
determining the turns comprises:

determining whether a width of a turn of the aircraft con-

ducted at a desired turning radius of the vehicle is larger
than a flightline width, wherein the flightline width is a
distance between an i” flightline from which the turn
starts and an (i+1)” flightline at which the turn ends.

8. The method according to claim 7, wherein the desired
turning radius is a maximum turning radius of the vehicle.
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9. The method according to claim 1, wherein the target
parameters include one or more of the following:

location of target area in first reference frame;

geographic information regarding the target area; and

restrictions regarding aircraft flight above the target area.

10. The method according to claim 2, further comprising
determining a flight plan, wherein the flight plan includes one
or more of the following:

altitude of the aircraft, airspeed of the aircraft, location of

flightlines, path of turns, and direction of travel along
flightlines.

11. The method according to claim 4, wherein determining
the flight path further comprises:

for a given distance between adjacent flightlines, determin-

ing an orientation of the flightlines to the convex poly-
gon that minimizes a number of flightlines.

12. The method according to claim 4, wherein determining
the flight path further comprises:

orienting the flightlines parallel to the wind.

13. The method according to claim 11, wherein determin-
ing the flight path comprises determining the turns, wherein
determining the turns comprises:

determining whether a width of a turn of the aircraft con-

ducted at a desired turning radius of the vehicle is larger
than a flightline width, wherein the flightline width is a
distance between an i flightline from which the turn
starts and an (i+1)” flightline at which the turn ends.

14. The method according to claim 13, wherein if the width
of'the turn is larger than the flightline width and the wind is a
crosswind or the aircraft is traveling upwind, the turn starts
away from the (i+1)” flightline, wherein if the width of the
turn is not larger than the flightline width, or the width of the
turn is larger than the flightline width and the aircraft is flying
downwind, the turn starts toward the (i+1)” flightline.

15. The method according to claim 14, wherein if a height
of'the turn is greater than a flightline height, post-turn length
is added to the turn, wherein if the height of the turn is less
than the flightline height, pre-turn length is added to the turn.

16. The method according to claim 14, wherein if the width
of'the turn is larger than the flightline width and the wind is a
crosswind or the aircraft is traveling upwind, the turn is a bulb
turn, wherein if the width of the turn is larger than the flight-
line width and the aircraft is traveling upwind, the turn is a
hook turn, wherein if the width of the turn is larger than the
flightline width and the aircraft is flying downwind, the turn is
ahook turn, wherein if the width of the turn is not larger than
the flightline width the turn is a flat turn.

17. A method of acquiring sensor data with respect to a
target area, comprising:

traveling a vehicle along a travel path with respect to a

target area, wherein a sensor is transported by the vehicle
and acquires sensor data with respect to the target area
while the vehicle travels along the travel path, wherein
the travel path is produced via:

receiving target parameters, wherein the target parameters

determine a location of a target area with respect to a first
reference frame;

receiving a velocity a second reference frame is moving

with respect to the first reference frame;

receiving one or more sensor parameters relating to a sen-

sor to be transported by a vehicle traveling in the second
reference frame so as to travel along a travel path with
respect to the target, and

determining a travel path for the vehicle with respect to the

target area, wherein the travel path includes travel curves
and turns, wherein when the vehicle travels along the
travel curves the sensor acquires sensor data with respect



US 9,266,611 B2

39

to the target area to be used to provide information
regarding the target area and when the vehicle travels
along the turns the sensor does not acquire sensor data
with respect to the target area to be used to provide
information regarding the target area, wherein the turns
connect the travel curves to form the travel path.

18. The method according to claim 17, wherein the vehicle
is an aircraft, wherein the travel path is a flight path, wherein
the first reference frame is earth, wherein the sensor is an
imaging device, wherein the second reference frame is air-
space above the earth, wherein the flight curves are flight-
lines, wherein a velocity of the second reference frame is
moving with respect to the first reference frame is wind.

19. A non-transitory computer-readable medium contain-
ing a set of instructions that when executed cause a computer
to perform a method, the method comprising:

receiving target parameters, wherein the target parameters

determine a location of a target area with respect to a first
reference frame;

receiving a velocity a second reference frame is moving

with respect to the first reference frame;

receiving one or more sensor parameters relating to a sen-

sor to be transported by a vehicle traveling in the second
reference frame so as to travel along a travel path with
respect to the target, and

determining a travel path for the vehicle with respect to the

target area, wherein the travel path includes travel curves
and turns, wherein when the vehicle travels along the
travel curves the sensor acquires sensor data with respect
to the target area to be used to provide information
regarding the target area and when the vehicle travels
along the turns the sensor does not acquire sensor data
with respect to the target area to be used to provide
information regarding the target area, wherein the turns
connect the travel curves to form the travel path.

20. The medium according to claim 19, wherein the vehicle
is an aircraft, wherein the travel path is a flight path, wherein
the first reference frame is earth, wherein the sensor is an
imaging device, wherein the second reference frame is air-
space above the earth, wherein the flight curves are flight-
lines, wherein a velocity of the second reference frame is
moving with respect to the first reference frame is wind.

21. The method according to claim 18, wherein determin-
ing the flight path comprises: determining a representation of
the target area based on the target parameters.

22. The method according to claim 21, wherein the repre-
sentation of the target area is a convex polygon.

23. The method according to claim 18, wherein the imag-
ing device is a still camera.

24. The method according to claim 18, wherein determin-
ing the flight path comprises determining the turns, wherein
the turns are selected from a flat turn, a hook turn, and a bulb
turn.

25. The method according to claim 18, wherein determin-
ing the flight path comprises determining the turns, wherein
determining the turns comprises: determining whether a
width of a turn of the aircraft conducted at a desired turning
radius of the vehicle is larger than a flightline width, wherein
the flightline width is a distance between an ith flightline from
which the turn starts and an (i+1)th flightline at which the turn
ends.

26. The method according to claim 25, wherein the desired
turning radius is a maximum turning radius of the vehicle.

27. The method according to claim 17, wherein the target
parameters include one or more of the following: location of
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target area in first reference frame; geographic information
regarding the target area; and restrictions regarding aircraft
flight above the target area.

28. The method according to claim 18, further comprising
determining a flight plan, wherein the flight plan includes one
or more of the following: altitude of the aircraft, airspeed of
the aircraft, location of flightlines, path of turns, and direction
of travel along flightlines.

29. The method according to claim 22, wherein determin-
ing the flight path further comprises: for a given distance
between adjacent flightlines, determining an orientation of
the flightlines to the convex polygon that minimizes a number
of flightlines.

30. The method according to claim 22, wherein determin-
ing the flight path further comprises: orienting the flightlines
parallel to the wind.

31. The method according to claim 29, wherein determin-
ing the flight path comprises determining the turns, wherein
determining the turns comprises: determining whether a
width of a turn of the aircraft conducted at a desired turning
radius of the vehicle is larger than a flightline width, wherein
the flightline width is a distance between an ith flightline from
which the turn starts and an (i+1)th flightline at which the turn
ends.

32. The method according to claim 31, wherein if the width
of'the turn is larger than the flightline width and the wind is a
crosswind or the aircraft is traveling upwind, the turn starts
away from the (i+1)th flightline, wherein if the width of the
turn is not larger than the flightline width, or the width of the
turn is larger than the flightline width and the aircraft is flying
downwind, the turn starts toward the (i+1)th flightline.

33. The method according to claim 32, wherein if a height
of'the turn is greater than a flightline height, post-turn length
is added to the turn, wherein if the height of the turn is less
than the flightline height, pre-turn length is added to the turn.

34. The method according to claim 32, wherein if the width
of'the turn is larger than the flightline width and the wind is a
crosswind or the aircraft is traveling upwind, the turn is a bulb
turn, wherein if the width of the turn is larger than the flight-
line width and the aircraft is traveling upwind, the turn is a
hook turn, wherein if the width of the turn is larger than the
flightline width and the aircraft is flying downwind, the turn is
ahook turn, wherein if the width of the turn is not larger than
the flightline width the turn is a flat turn.

35. The method according to claim 20, wherein determin-
ing the flight path comprises: determining a representation of
the target area based on the target parameters.

36. The method according to claim 35, wherein the repre-
sentation of the target area is a convex polygon.

37. The method according to claim 20, wherein the imag-
ing device is a still camera.

38. The method according to claim 20, wherein determin-
ing the flight path comprises determining the turns, wherein
the turns are selected from a flat turn, a hook turn, and a bulb
turn.

39. The method according to claim 20, wherein determin-
ing the flight path comprises determining the turns, wherein
determining the turns comprises: determining whether a
width of a turn of the aircraft conducted at a desired turning
radius of the vehicle is larger than a flightline width, wherein
the flightline width is a distance between an ith flightline from
which the turn starts and an (i+1)th flightline at which the turn
ends.

40. The method according to claim 39, wherein the desired
turning radius is a maximum turning radius of the vehicle.

41. The method according to claim 19, wherein the target
parameters include one or more of the following: location of
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target area in first reference frame; geographic information
regarding the target area; and restrictions regarding aircraft
flight above the target area.

42. The method according to claim 20, further comprising
determining a flight plan, wherein the flight plan includes one
or more of the following: altitude of the aircraft, airspeed of
the aircraft, location of flightlines, path of turns, and direction
of travel along flightlines.

43. The method according to claim 36, wherein determin-
ing the flight path further comprises: for a given distance
between adjacent flightlines, determining an orientation of
the flightlines to the convex polygon that minimizes a number
of flightlines.

44. The method according to claim 36, wherein determin-
ing the flight path further comprises: orienting the flightlines
parallel to the wind.

45. The method according to claim 43, wherein determin-
ing the flight path comprises determining the turns, wherein
determining the turns comprises: determining whether a
width of a turn of the aircraft conducted at a desired turning
radius of the vehicle is larger than a flightline width, wherein
the flightline width is a distance between an ith flightline from
which the turn starts and an (i+1)th flightline at which the turn
ends.
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46. The method according to claim 45, wherein if the width
of'the turn is larger than the flightline width and the wind is a
crosswind or the aircraft is traveling upwind, the turn starts
away from the (i+1)th flightline, wherein if the width of the
turn is not larger than the flightline width, or the width of the
turn is larger than the flightline width and the aircraft is flying
downwind, the turn starts toward the (i+1)th flightline.

47. The method according to claim 46, wherein if a height
of'the turn is greater than a flightline height, post-turn length
is added to the turn, wherein if the height of the turn is less
than the flightline height, pre-turn length is added to the turn.

48. The method according to claim 46, wherein if the width
of'the turn is larger than the flightline width and the wind is a
crosswind or the aircraft is traveling upwind, the turn is a bulb
turn, wherein if the width of the turn is larger than the flight-
line width and the aircraft is traveling upwind, the turn is a
hook turn, wherein if the width of the turn is larger than the
flightline width and the aircraft is flying downwind, the turn is
ahook turn, wherein if the width of the turn is not larger than
the flightline width the turn is a flat turn.
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