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1
WEATHER RADAR SYSTEM AND METHOD

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application is a continuation-in-part of and claims
priority to co-pending U.S. patent application Ser. No.
12/075,103, filed on Mar. 7, 2008, which is herein incorpo-
rated by reference in its entirety.

BACKGROUND

This application relates generally to the identification of
turbulence. More particularly, this application relates to the
identification of turbulence by analysis of convective cells
detected by aircraft hazard warning systems.

Hazardous weather is generally associated with convective
weather cells. Convective weather cells can produce turbu-
lence, high winds, lightning, hail, and other weather hazards.
With the large amount of air traffic and rising fuel costs, pilots
are interested in identifying convective cells (e.g., often haz-
ardous weather) from non-convective cells (e.g., stratiform
rain) so they do not unnecessarily avoid flight routes through
non-hazardous weather. Convective cells can also provide
dangerous and uncomfortable flight conditions for the crew
and passengers.

Weather radar systems generally include an antenna, a
receiver/transmitter circuit, a processor, and display. The pro-
cessor is coupled between the display and the receiver/trans-
mitter circuit. The receiver/transmitter circuit is coupled
between the processor and the antenna. The processor pro-
vides transmit signals through the receiver/transmitter circuit
to the antenna to transmit radar beams. The processor receives
radar return signals derived from radar returns received by the
antenna. The radar return signals are provided to the proces-
sor via the receiver/transmitter circuit.

Conventionally, pilots use weather radar systems to detect
and avoid hazardous weather. The radar return signals are
processed to provide graphical images to a radar display. The
radar display is typically a color display providing graphical
images in color to represent the severity of weather. Some
aircraft systems also include other hazard warning systems
such as a turbulence detection system. The turbulence detec-
tion system can provide indications of the presence of turbu-
lence or other hazards.

Conventional aircraft hazard weather radar systems, such
as the WXR 2100 MultiScan™ radar system manufactured
by Rockwell Collins, Inc., have Doppler capabilities and are
capable of detecting four parameters: weather range, weather
reflectivity, weather velocity, and weather spectral width or
velocity variation. The weather reflectivity is typically scaled
to green, yellow, and red color levels that are related to rainfall
rate. The radar-detected radial velocity variation can be
scaled to a turbulence level and displayed as magenta.

Although radar-detected reflectivity and radar-detected
velocity variation are correlated to aircraft hazards, they may
not provide a complete picture to the pilot. For example,
rainfall rates derived from radar reflectivity data are generally
related to the most visible weather related advisory on the
flight deck. However, heavy rain is not inherently hazardous
to the aircraft. Heavy rain is displayed to the flight crew
because it is often associated with true weather hazards such
as lightning, hail, and turbulence. As another example, the
airspeed of the aircraft may vary. The aircraft may be travel-
ing faster or slower at given altitudes in a given area, increas-
ing or decreasing the impact a hazard may have on the air-
craft. As yet another example, the wing loading of the aircraft
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may vary, which may result in the aircraft being more or less
prone to the effects of hazards on the aircraft.

Thus, there is a need for an aircraft hazard warning system
and method capable of providing more accurate indications
ofhazard levels. Further, there is a need for an aircraft hazard
warning system and method that adjusts hazard levels based
on aircraft parameters. Further still, there is a need for a
system and method of providing hazard levels to pilots based
on airspeed, altitude, and the wing loading of the aircraft.

It would be desirable to provide a system and/or method
that provides one or more of these or other advantageous
features. Other features and advantages will be made appar-
ent from the present specification. The teachings disclosed
extend to those embodiments which fall within the scope of
the appended claims, regardless of whether they accomplish
one or more of the aforementioned needs.

SUMMARY

One embodiment of the present disclosure relates to an
aircraft hazard warning system configured to provide an indi-
cation of a hazard level to an electronic display. The system
includes an input configured to receive first input data and
second input data. The first input data includes at least one of
lightning detection data, radar reflectivity data, turbulence
data, geographic location data, vertical structure analysis
data, and temperature data. The second input data includes at
least one of aircraft speed data and wing loading data. The
system further includes processing electronics configured to
determine a hazard level of the aircraft based on the first input
data. The processing electronics updates at least one charac-
teristic of the hazard level based on the second input data. The
processing electronics provides an indication of the hazard
level including the at least one updated characteristic to the
electronic display.

Another embodiment of the present disclosure relates to a
method of providing an indication of a hazard to an electronic
aircraft display in an avionics system. The method includes
receiving first input data including at least one of lightning
detection data, radar reflectivity data, turbulence data, geo-
graphic location data, vertical structure analysis data, and
temperature data. The method also includes receiving second
input data including at least one of aircraft speed data, alti-
tude, and wing loading data. The method further includes
determining a hazard level of the aircraft based on the first
input data, updating at least one characteristic of the hazard
level based on the second input data, and providing an indi-
cation of the hazard level including the at least one updated
characteristic to the electronic aircraft display.

Yet another embodiment of the present disclosure relates to
an apparatus for providing an indication of a hazard to an
aircraft display in an avionics system. The apparatus includes
means for receiving first input data comprising at least one of
lightning detection data, radar reflectivity data, turbulence
data, geographic location data, vertical structure analysis
data, and temperature data. The apparatus also includes
means for receiving second input data comprising at least one
of aircraft speed data, altitude, and wing loading data. The
apparatus further includes means for determining a hazard
level of the aircraft based on the first input data, means for
updating at least one characteristic of the hazard level based
on the second input data, and means for providing an indica-
tion of the hazard level including the at least one updated
characteristic to the electronic aircraft display.
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Alternative exemplary embodiments relate to other fea-
tures and combinations of features as may be generally
recited in the claims.

BRIEF DESCRIPTION OF THE DRAWINGS

The invention will become more fully understood from the
following detailed description, taken in conjunction with the
accompanying drawings, wherein like reference numerals
refer to like elements, in which:

FIG. 1A is an environment view of an aircraft control
center of an aircraft with an electronic display, according to
an exemplary embodiment;

FIG. 1B is an environment view of a radar system and nose
of'the aircraft of FIG. 1A, according to an exemplary embodi-
ment;

FIG. 1C is a block diagram of a weather radar system,
according to an exemplary embodiment;

FIG. 2 is a block diagram of a hazard warning system,
according to an exemplary embodiment;

FIG. 3 is a functional flow diagram of various processes
executed in the hazard warning system of FIG. 2, according to
an exemplary embodiment;

FIGS. 4A-B are more detailed versions of the function flow
diagram of FIG. 3, according to exemplary embodiments;

FIG. 5 is a screenshot of the horizontal display in the
functional flow diagrams of FIGS. 4A and 4B according to an
exemplary embodiment; and

FIG. 6 is a screenshot of the vertical display in the func-
tional flow diagrams of FIGS. 4A and 4B according to an
exemplary embodiment.

DETAILED DESCRIPTION OF THE
EXEMPLARY EMBODIMENTS

Referring generally to the FIGS, an aircraft hazard warning
system or other avionics system may infer turbulence and
change or adjust detection parameters as a function of other
sensor information and geographical location. The hazard
warning system can scale reflectivity with air temperature to
better represent hazards from convective cells at altitudes
above the freezing layer where reflectivity tends to fall off.
The weather hazards vary greatly with geography. In some
geographical regions, heavy rain may be typical while con-
vective activity that produces turbulence, hail, and lightning
may be rare. In other locations, storms rain out at low altitude
and reflectivity at high altitude is very low even though the
high altitude turbulence above the convective area is still
present. Satellite data and worldwide test flight data may
allow selection of display thresholds to better characterize
weather threats at different geographic locations. The hazard
warning system further can adjust the representation of haz-
ards using data such as aircraft speed data and wing loading
data.

By providing better weather interpretation, the hazard
warning system may infer the nature or level of aircraft haz-
ards such as hail, lightning, and turbulence from more basic
sensor information. According to one exemplary embodiment
relating to turbulence, the basic sensor information (e.g.,
radar measured spectral width) does not change with geo-
graphical location. The inferred turbulence, however, does
change with geographical location.

The current regulatory environment as defined by govern-
mental regulatory agencies supports display of basic radar
sensor information as red, yellow, and green for radar reflec-
tivity calibrated to rainfall rate and magenta as turbulence.
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The regulatory agencies do not currently provide guidance for
changing the definition of the radar display based on inferred
hazards. The radar display format may be selected to display
radar colors consistent with turbulence and rainfall rate as
currently defined by regulatory authorities or as defined in the
future by such authorities. A hazard assessment indication
can be provided in a manner that does not interfere with
display of standard weather data. Further, the use of data such
as aircraft speed data and wing loading data may be used to
more accurately assess the danger a particular hazard may
present. For example, a hazard generally configured to show
as yellow on a radar may be displayed as red if aircraft data
suggests a low wing-loading or high aircraft speed may
increase the risk to the aircraft.

Referring now to FIG. 1A, an illustration of an aircraft
control center or cockpit 1 of an aircraft is shown, according
to one exemplary embodiment. Aircraft control center 1
includes flight displays 16 which are used to increase visual
range and to enhance decision-making abilities. In an exem-
plary embodiment, flight displays 16 may provide a rendered
display from the systems and methods of the present disclo-
sure. According to an exemplary embodiment, the systems
and methods of the present disclosure may be used for a flight
display of an aircraft. According to various other exemplary
embodiments, the systems and methods of the present disclo-
sure may be used by any system in any other embodiment for
rendering computer graphics and displaying an output, (e.g.,
in another aircraft, a space vehicle, a ground vehicle, or in a
non-vehicle application, etc.).

Referring now to FIG. 1B, the front of an aircraft is shown
with aircraft control center 1 and nose 2, according to an
exemplary embodiment. A radar system 4 or other system is
generally located inside nose 2 of the aircraft. According to
other exemplary embodiments, radar system 4 may be located
on the top of the aircraft or on the tail of the aircraft. Accord-
ing to one exemplary embodiment, radar system 4 is a
weather radar configured to provide weather information to
flight displays 16 for use by a user of the aircraft. Radar
system 4 may be any radar system configured to detect infor-
mation for the systems and methods of the present disclosure.

Referring to FIG. 1C, a block diagram of a weather radar
system 3 that may be used with the systems and methods of
the present disclosure is shown, according to an exemplary
embodiment. Weather radar system 3 generally includes a
receiver/transmitter circuit 6 and antenna 8. According to an
exemplary embodiment, circuit 6 and antenna 8 may be
located in the nose 2 or another area of the aircraft. Weather
radar system 3 also includes a display 16 (e.g., the display of
FIG.1A)and a processor 14. Processor 14 is coupled between
display 16 and receiver/transmitter circuit 6. Receiver/trans-
mitter circuit 6 is coupled between processor 14 and antenna
8. Processor 14 provides transmit signals through receiver/
transmitter circuit 6 to antenna 8 to transmit radar beams.
Processor 14 receives radar return signals derived from radar
returns received by antenna 8. The radar return signals are
provided to processor 14 via the receiver/transmitter circuit.

According to an exemplary embodiment, processor 14
includes processing electronics for executing the systems and
methods of the present disclosure. In the embodiment of F1G.
1C, processor 14 and display 16 may be part of a hazard
warning system as described in subsequent FIGS. According
to an exemplary embodiment, processor 14 may be generally
configured to receive data relating to various potential haz-
ards (e.g., precipitation, lightning, turbulence, temperature,
vertical structures, and other obstacles) and to determine a
hazard level based on the inputs. Processor 14 may be further
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configured to receive data relating to an air speed, altitude, or
wing load of the aircraft, and may adjust a determined hazard
level based on the inputs.

Referring to FIG. 2, a block diagram of a hazard warning
system is shown, according to an exemplary embodiment. A
weather radar system or hazard warning system 10 includes
sensor inputs 12, a processor 14, a display 16, a user input 18,
a memory 20, and sensors for measuring and calculating
aircraft parameters 50. Hazard warning system 10 may
acquire horizontal and/or vertical reflectivity profiles and
direct turbulence detection information via sensor inputs 12.
Sensor inputs 12 generally include a radar antenna 22, a
lightning detector 24, and a temperature sensor 26. According
to other exemplary embodiments, sensor inputs 12 may
include any type of sensor or detector that may provide data
related to direct or inferred measurement or detection of
weather conditions and/or hazards. Hazard warning system
10 may additionally acquire various data from aircraft param-
eters 50. Aircraft parameters 50 may include particle size data
51, an airspeed or aircraft speed 52 data for the aircraft, an
altitude 54 of the aircraft, and wing loading 56 data, including
the weight 58 and configuration 60 of the aircraft.

Aircraft parameters 50 includes the aircraft speed or air-
speed 52 of the aircraft. The aircraft speed may influence the
impact of hazards to the aircraft. The aircraft speed may be
variable based on the conditions surrounding the aircraft, and
the turbulence of the aircraft may vary as a result. The faster
anaircraft approaches and penetrates the turbulence, the more
damage the aircraft may incur from hazards. Additionally, if
an aircraft penetrates an area of turbulence at a high speed,
raindrops or ice crystals (or other precipitation) may hit the
aircraft at a higher speed and cause more damage to the
aircraft than precipitation at lower speeds. Particle size data
51 may include air particles, precipitation, obstacles, etc.
Larger particles may cause a higher hazard level than smaller
particles. Altitude data 54 may include data about the altitude
of the aircraft. Particle size data 51 and altitude data 54 may
be used to determine a hazard level relating to aircraft speed
52 (e.g., the faster the aircraft is traveling, the more impact
particle size data 51 has on the hazard level).

Wing loading 56 may also influence the effect turbulence
related hazards have on an aircraft. A lighter wing load may
generally cause a higher hazard level than a heavier wing
load. Lighter wing-loaded aircrafts have little inertia for the
amount of lift force which can be applied to an aircraft wing,
allowing for turbulence to impact the aircraft more severely.
Various configuration 60 data may impact the wing loading of
the aircraft. For example, flap configuration, landing gear
position, speed brake status, spoiler configuration, wing size,
wing geometry, and the like may change the aircraft wing
loading and, thus, the effective hazard associated with a spe-
cific turbulence environment.

Lightning detector 24 may be an airborne lightning sensor
that provides polarity, strike rate, range, bearing, strike
strength, lightning type (e.g., cloud to cloud, cloud to ground,
etc.), and rate history for each lightning flash relative to the
aircraft. Detector 24 can derive a range interval from the
amplitude information. Lightning detector 24 is a lightning
sensor that can be integrated within system 10 or be a separate
unit from system 10. Lightning detector 24 can be aboard the
aircraft associated with system 10 or can be an onboard sys-
tem communicating wirelessly with system 10.

Alternatively, lightning data can be provided from ground
based systems or other systems not aboard the aircraft. The
lightning data can be correlated with respect to the present
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location of the aircraft for comparison with other weather
data sensed by other sensors, such as weather radar systems,
optical sensors, etc.

Detector 24 preferably provides lightning data indicative
of'the presence and/or location of lightning strikes. The light-
ning data can be raw data from detector 24 or processed data
that indicates a location and presence for each lightning strike
and the rate of lighting strikes in a given cell. In one embodi-
ment, the lightning data points toward or indicates the bearing
of detected lightning strikes. The lightning sensor may also
provide inferential information related to turbulence and/or
hail.

Lightning detector 24 is preferably a Storm Scope™ light-
ning sensor, narrow band optical imaging system, or other
sensor for determining the presence of lightning strikes.
Detector 24 preferably also provides a bearing to lightning
strikes and an estimated location of lightning strikes. Detector
24 may also provide lightning strike rate, polarity of lightning
strike and lightning strike type: cloud-to-ground, cloud-to-
cloud, etc. In one example, the lightning detector can be an
LD-250 lightning detector configured for communication
with detector processor 14.

In one embodiment, detector 24 provides the data in range
and azimuth form to processor 14 indicating the location and
presence of lightning strikes or at least the bearing from the
aircraft to the lightning strike. Alternatively, processor 14 can
obtain raw data from lightning detector 24 and determine
presence and location of lightning strikes from the raw data.

Detector 24 can be a detector purchased from Boltek Com-
pany or L3 modified to be used with system 10. In one
embodiment, detector 24 is simplified by only providing
angle to lightning strike information so that detector 24 can be
of'a simpler and less expensive wideband ADF design.

An antenna for detector 24 can be located at a base of a
pedestal boom and utilize the pedestal power associated with
aircraft hazard warning system 10 and its interface to aremote
or wireless radar transceiver circuit. In addition, the antenna
for detector 24 can use the current weather radar mechanical
pedestal structure associated with radar antenna 22.

The hybrid approach of hazard warning system 10 corre-
lates radar reflectivity and lightning data to overcome the
shortcomings of the lightning strike inaccuracy. The hybrid
approach determines lightning strike position relative to radar
reflectivity measurements, with sufficient accuracy, to make a
convective assessment on a weather event.

Processor 14 is generally configured to process data
received from sensor inputs 12 and aircraft parameters 50 to
determine a hazard threat level, receive input from user input
18, and provide a hazard indication on display 16. Processor
14 includes turbulence detector 28, inferred turbulence detec-
tor 29, and cell tracker 30. Processor 14 can generate a veloc-
ity parameter 32 or other Doppler data, a spectral width
parameter 34, a reflectivity parameter 36, and a range param-
eter 38 based on return data from sensor inputs 12, aircraft
parameters 50, data or commands from user input 18, or data
or instructions from memory 20. According to various exem-
plary embodiments, processor 14 can be any hardware and/or
software processor or processing architecture capable of
executing instructions and operating on data related to hazard
detection. According to various exemplary embodiments,
memory 20 can be any volatile or non-volatile memory
capable of storing data and/or instructions related to hazard
warning system 10.

Direct turbulence detector 28 is configured to provide tur-
bulence data based on a direct measurement of spectral width,
for example spectral width parameter 34, from radar antenna
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22. A large spectral width corresponds to turbulence. Direct
turbulence detector 28 can provide a turbulence hazard indi-
cation on display 16.

Inferred turbulence detector 29 is configured to provide
inferred or unmeasured turbulence data using measured data.
Inferred turbulence detector 29 can receive data inputs
derived from one or more of spectral width parameter 34,
reflectivity parameter 36, and/or range parameter 38.

Inferred turbulence detector 29 can also receive tempera-
ture data from temperature sensor 26 and data from lightning
detector 24. Temperature data can include a local atmospheric
temperature, local temperature variations with time, local
temperature variations with altitude, a remotely determined
temperature, and/or remotely determined temperature gradi-
ents in either range or altitude. Detector 29 can further receive
data from aircraft parameters 50 relating to the airspeed or
altitude of the aircraft and properties relating to the wing
loading of the aircraft.

The detection of lightning generally indicates the presence
of a convective cell and of turbulence within the cell. Detec-
tion of a single lightning bolt can infer the presence of turbu-
lence. The use of lightning history data may provide a more
accurate inferred turbulence assessment. If lighting history
indicates a high lighting strike rate in a given cell the prob-
ability of turbulence with high magnitude within that cell is
high. Furthermore, if the lightning history indicates that the
lightning strike rate is increasing or decreasing in a given cell,
then the probability of turbulence with high magnitude asso-
ciated with the cell is correspondingly increasing or decreas-
ing.

Reflectivity parameter 36 can include data related to area
reflectivity, gradient reflectivity, magnitude reflectivity,
reflectivity shape, and/or a sharp change in reflectivity. Very
high gradients (e.g., rapid changes from red to black to yel-
low) can indicate the presence of a convective cell and thus
turbulence. According to one exemplary embodiment, the
very high gradient may be a change in cell reflectivity within
a few range bins (e.g., one nautical mile). According to
another exemplary embodiment, the very high gradient may
be a change in cell reflectivity within three nautical miles.

If'acell is detected to be growing at a very high rate, it may
be a convective cell with associated turbulence. If a cell is
detected that has grown at a very high rate in the past, the cell
may be convective and contain turbulence. For example, the
growth may be detected by a vertical structure analysis. The
vertical structure analysis data may include vertical height,
vertical growth rate, a vertical history assessment, an assess-
ment of whether the aircraft path will intersect a portion of a
weather cell, and/or cell maturity data.

Inferred turbulence detector 29 can process at least one of
parameters 34, 36, 38 and/or data from detector 24 to provide
a turbulence hazard indication on display 16. In addition,
inferred turbulence detector 29 can cause system 10 to per-
form further analysis in response to information from light-
ning detector 24 and/or a parameter 34, 36, 38. The further
analysis can even include causing system 10 to perform
weather radar queuing and control in elevation and azimuth as
well as examining new data or historical data. Inferred turbu-
lence detector 29 can provide inferred turbulence data at
longer ranges from measurements that are not directly
detected by direct turbulence detector 28. Advantageously,
detector 29 allows system 10 to provide notice of turbulence
at both short ranges (e.g., within 25 nmi, within 40 nmi,
within 50 nmi, etc.) and long ranges (e.g., greater than 25 nmi,
greater than 40 nmi, greater than 50 nmi, up to 75 nmi, up to
100 nmi, up to 320 nmi, etc.). Detector 29 merges turbulence
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analysis from direct detections and inferred detections to give
an overall awareness of turbulence throughout the range of
system 10.

Threat descriptions on display 16 can include lightning,
hail, and turbulence. All three hazards can have substantial
impact on airline operations. In one embodiment, the display
of turbulence and potential lightning may be paired with
entire cells and circled by a line of the normal turbulence
color at lower levels of hazard. Regions oflikely lightning and
directly measured turbulence may use either a solid second
level turbulence color or be encoded with an icon. Preferably,
display 16 allows slewing from the full cell identification of
convective weather at long ranges to shorter range sub-cell
size regions of a likely hazard.

After acquiring data from sensor inputs 12 and aircraft
parameters 50, processor 14 may use a variety of processing
techniques to assess the weather hazard level. Processor 14
may identify and track relevant weather cells via cell tracker
30. The cells may be prioritized in terms of their threat to the
aircraft and detailed vertical scans can be conducted on high
priority targets.

Conventional radar systems scale return power to display
color without regard to the nature of the weather target being
scanned. In contrast, hazard warning system 10 scales its
return power system with respect to a height above the freez-
ing layer as well as by geographic location. At low altitudes,
liquid precipitation may produce very high radar reflectivity.
As altitude increases, the temperature and corresponding
radar reflectivity generally undergo a decrease. At cruise alti-
tudes where hazard warning system 10 is primarily scanning
ice crystals, the radar reflectivity may drop two or more color
levels or disappear entirely from the display. Processor 14
uses outside air temperature measurements to estimate height
relative to the freezing layer where highly reflective water
droplets change to more poorly reflective ice crystals. Pro-
cessor 14 can automatically modify or update the display
color thresholds to provide a more uniform measure of the
atmospheric moisture content regardless of whether the mois-
ture occurs as ice or liquid water.

Weather cell reflectivity also varies with geographical
location. For example, equatorial oceanic weather cells tend
to have significantly different characteristics than continental
and convective land based weather. Oceanic cells on the aver-
age have 23 dBZ (two and %2 color levels) less reflectivity at
cruise altitudes than equivalent land based cells. This trans-
lates to only Y200th as much radar echo from oceanic weather
as compared to weather over land. This difference causes
oceanic weather to be essentially invisible to conventional
radar systems at cruise altitudes even though turbulence haz-
ards may still exist high in a convective cell or storm.

Though the weather cell reflectivity varies with geographi-
cal location, the hazards associated with convective activity
remain similar across the world. Processor 14 compensates
for localized weather reflectivity profiles by automatically
modifying operating parameters (e.g., antenna beam tilt,
color thresholds, etc.) based on aircraft position data. These
adjustment techniques complement existing government
regulatory documentation that defines color levels based on
rainfall rate. Since hazard warning system 10 compensates
weather trends due to geographical location, it provides a
more accurate assessment of the atmospheric moisture con-
tent and thus, a more accurate representation of the weather
threats.

Knowing the vertical extent of a weather cell can aid a
pilot’s decision whether to proceed through, or maneuver
around a cell. Weather cell tops generally produce weak radar
returns. Conventional radars sample weather cell tops using
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radar beams that are large in diameter with respect to the
vertical accuracies desired. These two constraints may
require a radar design that carefully optimizes the sampling in
the upper regions of storm cells.

Some radars have used a multi-elevation process to esti-
mate the vertical characteristics of weather cells. In order to
minimize latency this multiple bar method may only perform
a few horizontal scans separated by several degrees and still
spend most of its time scanning empty space. The coarse
spacing in elevation that produces acceptable latencies pro-
vides poor vertical accuracy when mechanized to detect
storm top and storm growth.

Hazard warning system 10 may surpass the limitations of
the multi-elevation process by separating the horizontal and
vertical scanning and assessment process. Hazard warning
system 10 may automatically identify weather cells and direct
dedicated, fully stabilized vertical scans for each tracked
weather cell to provide a high resolution assessment of each
cell’s vertical extent. Weather cell vertical scans may be pri-
oritized based on their threat to the aircraft. Flight path seg-
ments, aircraft track angle, and/or pilot directed scan angles
may be similarly scanned and estimated. Weather cells and
any flight path or pilot commanded headings may be continu-
ously rescanned to provide timely information.

In addition to direct reflectivity and turbulence data, hazard
warning system 10 can utilize lightning detector 24 to directly
sense lightning threats to the aircraft. Conventional airborne
lightning sensors are generally proficient at detecting the
direction of the electrical discharges, but are generally poor at
determining range to the discharge. Since lightning is typi-
cally associated with convective weather cells, processor 14
can identify regions of reflectivity along the heading indi-
cated by lightning detector 24 and correct the lightning sensor
range estimates to the nearest convective cells.

Processor 14 uses the presence of lightning to infer infor-
mation about hail. Weather cells that do not have enough
updraft energy to produce lightning typically do not produce
hail. According to another exemplary embodiment, radar
return strength combined with temperature and altitude infor-
mation can be used to infer hail. If a height of 1.4 km above
the zero degree centigrade point in the atmosphere has radar
reflectivity greater the 45 dBz, hail formation may be likely.
The temperature/altitude algorithm may be used to infer both
the likelihood of hail and the likely maximum hail diameter.

The presence of lightning within a weather cell may be
sufficient to identify the cell as turbulent. Lightning is the
result of atmospheric charge separation. The charge separa-
tion occurs as the result of friction between particles in
regions of strong, turbulent, and/or shearing winds. Since
lightning can be detected and correlated with storm cells at
ranges of 100 miles or more, lighting detection can be used as
an inferential turbulence indicator at ranges beyond the abil-
ity of radars using only conventional spectral width estimates.

Referring to FIG. 3, a radar processing functional flow
chart of a process 100 for hazard warning system 10 is illus-
trated. Display 16 may be divided into a horizontal view 102
and a vertical view 104. The two independent views 102, 104
may include independent mode, range, and gain parameters.

The weather depiction on horizontal view 102 includes
color patterns consistent with typical rainfall rate displays
except the radar reflectivity is corrected to normalized atmo-
spheric moisture content as described previously. Turbulence
is sensed based on radar spectral width and scaled to aircraft
RMS vertical load.

A hazard estimation 110 is generated from the sum or other
combination 112 of the data outputs from measured and
inferred functions including aircraft parameter measurement
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and calculation (process 160), direct turbulence detection
(process 108), reflectivity measurement (process 106), light-
ning and inferred turbulence measurement (process 116), hail
probability assessment (process 116), and/or storm growth
assessment (process 118 and process 114) in order to generate
an overall hazard assessment at each horizontal location.
Each of the measurements or assessments from processes
160, 106, 108, 114, 116, and 118 may individually or in any
combination provide an assessment of an inferred turbulence
hazard. The assessment can be depicted on horizontal view
102 as an icon or as a specific color. The icon may be trans-
parent to the underlying red/yellow/green radar display and
capable of being turned off. Other exemplary embodiments
may include textual blocks depicting tops of tracked storm
cells and/or dithered regions that alert the crew to storms
growing into the flight path (e.g., predictive overflight).

The hazard assessment display can be any combination
(e.g., linear or nonlinear combination) of all the inputs. Alter-
nately, each individual hazard component (e.g., lightning,
inferred turbulence, direct turbulence, inferred hail, etc.) may
be displayed individually. According to one exemplary
embodiment, inputs from processes 106, 108, 114, 116, and
118 may be combined to form a hazard estimation, and inputs
from process 160 for aircraft parameters may be used to
modify or update the created hazard estimation to form haz-
ard estimation 110.

Hazard warning system 100 identifies storm cells (process
114) and may automatically direct vertical scan commands
146 toward the cells in order to better assess the convective
nature, maturity, and/or probability of the aircraft intercept-
ing the cell top or turbulent bow wave above the cell (process
118). Process 114 prioritizes the directed vertical scan com-
mands 146 based on the threat to the aircraft. The factors
considered in cell prioritization may include crew selected
vertical scan or automated directed scan history, cell reflec-
tivity, cell hazard potential, cell proximity to the aircraft, cell
proximity to the current track, cell proximity to the FMS
flight path, etc.

The cell prioritization may be applicable to automatically
directed vertical or horizontal scans. A vertical scan associ-
ated with the crew selected vertical scan (e.g., vertical scan
command 120) may be the highest priority vertical function.

Vertical view 104 shows vertical cut sets along the flight
plan, track angle, and/or crew commanded azimuth angle
(process 114) as a result of the crew selecting a vertical scan
command 120. The colors generally represent rainfall rate
with reflectivity scaled to atmospheric moisture content in the
same way as in horizontal view 102. Other exemplary
embodiments may include an icon depiction of storm top
uncertainty and/or an icon arrow that shows growth rate.

Referring to FIGS. 4A and 4B, a more detailed version of
radar processing functional flow 100 of FIG. 3 is illustrated.
In the geographic weather correlation process 106, the tilt of
radar antenna 22 may be controlled (step 122). The power of
the radar returns from antenna 22 are computed (step 124) and
corrected for reflectivity falloff (step 126), for example due to
elevation above a freezing layer or geographic location.
Return power for multiple radar antenna angles is compared
to suppress ground clutter and false returns (step 128). The
radar power is corrected for range (step 130) and an overflight
protection algorithm is run (step 132) that retains power data
at specified ranges, for example less than ten nautical miles.
Based on the overflight protection data (step 132) and the
corrected power (step 130), color thresholds are applied
based on regulatory specifications (step 134), as described
above, for display on horizontal view 102 and for output as a
reflectivity assessment to data combination 112. Cell area and
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reflectivity gradient are assessed (step 135) in order to gen-
erate an inferred turbulence assessment which is provided to
data combination 112.

In the turbulence detection process 108 (e.g., direct turbu-
lence detection), the computed return power (step 124) is
used to compute the spectral width of the return (step 136).
The spectral width is used to estimate the turbulence in units
scaled to the aircraft RMS vertical load (step 138). Color
thresholds are applied to the turbulence estimate based on
regulatory specifications (step 140), for display on horizontal
view 102 and for output as a turbulence assessment to data
combination 112.

In the aircraft parameter measurement and calculation pro-
cess 160, an altitude of the aircraft and particle size data for
particles surrounding the aircraft may be calculated or mea-
sured (step 162). A speed of the aircraft may be calculated or
measured (step 164). Process 160 may further include steps
for calculating or measuring a weight (step 166) and other
configuration data (step 168) of the aircraft. Configurations
may include a flap setting or configuration, landing gear
position, spoiler position or configuration, speed brake status,
wing size, wing geometry, and the like. Steps 166-168 may be
used to calculate an overall wing loading effect on the aircraft
(step 170). The overall wing loading effect, altitude and par-
ticle size, and airspeed may be combined at a step 172 to
determine an overall effect of aircraft parameters on the air-
craft.

The vertical weather assessment process 114 tags and
tracks individual storm cells (step 142) based on the corrected
power from the geographic weather correlation process (step
130). The storm cells are prioritized based on the threat to the
aircraft (step 144). Based either on a manual vertical scan
command or an automatic scan command, system 10 per-
forms avertical scan along a cell range and bearing (step 146).
If the vertical scan was manually commanded by the crew
(step 120) the vertical scan data is output to vertical view 104
for display and use by the crew. If the vertical scan was an
automatic scan, the data is also output to the lightning/hail
threat assessment process 116. The vertical scan data is also
used to identify the top of the storm cell (step 148).

Lightning/hail threat assessment process 116 uses light-
ning detector 24 to gather lightning data. The range of detec-
tor 24 is corrected based on radar reflectivity considerations
(step 150). The range-corrected data is output to data combi-
nation 112 as a direct lightning detection and/or an inferential
turbulence detection assessment. The automatic scan output
data (step 146) is used to estimate the reflectivity at a specified
distance above or below the freezing layer (step 152), for
example 1.4 km above the freezing layer. Based on the reflec-
tivity estimate (step 152) and the corrected data (step 150),
system 10 makes an estimate of hail probability (step 154).
The probability decision is at an unknown state by default and
may change to a state of high probability if the reflectivity
estimate is greater than a predetermined threshold, for
example if the reflectivity estimate 1.4 km above the freezing
layer is greater than 45 dbZ. If there is no lightning detected
the hail probability changes to a low probability state. The
estimated hail probability is output as an inferential hail
assessment to data combination 112.

Storm top analysis process 118 uses the identified cell
storm top data (step 148) and identifies the storm growth rate
(step 156). The storm growth rate data is output as a storm
maturity assessment to the data combination 112 and used to
estimate the height of a turbulent bow wave associated with
the storm cell (step 158). System 10 then estimates the prob-
ability that the aircraft flight path will intersect the turbulence
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bow wave or storm cell (step 160) and outputs the estimate as
a predictive overflight assessment to combined data 112.

Hazard estimation 110 is generated from the sum or other
combination 112 of the measured and inferential data to gen-
erate an overall weather hazard assessment. The hazard esti-
mation summation function may weight the individual mea-
sured or inferential data based upon their relative importance
to the weather hazard assessment. The assessment can be
depicted on horizontal view 102 as an icon or specific color.
The icon may be transparent to the underlying red/yellow/
green radar display and capable of being turned off. Other
exemplary embodiments may include textual blocks depict-
ing tops of tracked storm cells and/or dithered regions that
alert the crew to storms growing into the flight path (e.g.,
predictive overflight).

According to an exemplary embodiment, combination 112
operates as a logical OR function with respect to inferred
turbulence determined from a radar reflectivity measurement,
lightning measurement, hail probability assessment, storm
growth or vertical structure analysis assessment, geographic
location data, and/or temperature data. Alternatively, any
combination 112 can operate as a logical AND function with
respect to certain types of assessments or parameters, certain
types of assessments or parameters at certain ranges, or cer-
tain types of assessments or parameters at certain altitudes.
These and other logical functions (e.g., NOR, NAND, XOR,
etc.) can be combined in any manner to provide the most
appropriate inferred turbulence indication.

Cell reflectivity, after being compensated for temperature
at altitude and geographical location, may be used for cell
identification and tracking According to one exemplary
embodiment, the cell tracking algorithm may store and/or
track about 32 individual cells. According to other exemplary
embodiments, more or fewer than 32 individual cells may be
stored and/or tracked.

Cell reflectivity may be used in cell hazard assessment but
other factors such as presence of lightning, presence of tur-
bulence, probability of hail, storm maturity, storm growth,
and/or vertical extent from previous vertical scans may also
be included.

Highly reflective cells within about twenty nautical miles
of the aircraft may be relevant regardless of where they lie
relative to the aircraft flight path or heading. Tactical deci-
sions may force the crew to deviate from the flight path and
the crew should have the best available short range radar to
support these tactical maneuvers.

Beyond twenty nautical miles, highly reflective cells may
be prioritized based on their proximity to the current track out
to the limits of the current flight plan segment. If the current
track shows significant lateral deviation from the FMS flight
plan, cells can be reprioritized based on current track angle
rather than flight plan angle. Highly reflective cells may be
prioritized based on their proximity to flight path segments
beyond the current flight segment.

Though the vertical scans (both automatic and manual)
may provide useful tactical information, the vertical func-
tions do have limitations. In general, the resolution of the
vertical data being collected and displayed may have an error
rate that increases with range. Three primary errors affect the
radar’s ability to accurately determine storm height: error due
to beamwidth, error between tilt samples, and error due to the
difference between radar detectible storm top and turbulent
bow wave.

The 3 db two way beamwidth of an air transport class radar
antenna is approximately 2.7 degrees. This angular width
means the vertical height of the beam spreads with range so
the height estimation error also increases with range. If the
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nature of a radar target is unknown, the resolution error may
be R*tan(2.7 deg) where R is the range. Since the nature of the
target along with the antenna beam shape is generally known,
the vertical resolution can be increased by a technique called
beam deconvolution; the beam shape may be divided out of
the sensed radar measurement. Beam deconvolution may
allow vertical resolution to be improved by a factor of two,
reducing the resolution error due to beamwidth to about
0.5*R*tan(2.7 deg).

Additional range-dependent error may be present due to
the radar vertical sampling interval. Hazard warning system
10 performs vertical assessments at /& degree intervals, which
may results in a peak to peak vertical error of R*tan(0.125
deg).

The radar may not be capable of directly detecting clear air
hazards above convective cells. Significant turbulence may be
experienced as high as 1500 meters above the radar-detectible
storm top with an average clear air turbulence height of about
950 meters above the radar top. Even if an average estimate of
950 meters is added to the displayed storm top to account for
the average height of the clear air turbulence, variation in
clear air turbulence estimates result in a peak to peak variance
of about 900 meters.

According to one exemplary embodiment, hazard estima-
tion 110 including a display color (dBZ,,,,,) for output to
display 16 may be calculated or modified based on measured
reflectivity (dBZ,,,...), the true airspeed of the aircraft (TAS),
the normal speed for the specific aircraft and altitude
(TAS,,,,...), the aircraft wing loading estimated from a takeoff
weight minus the amount of fuel burned (Wingl.oad), the
normal wing loading for the specific aircraft (Wingload,,,,...),
the gain for the airspeed in a range of about 3 to about 3.5
(K1), and the gain for the wing loading in a range of about 1.3
to about 1.7 (K2), for example according to an equation
similar to equation 1 below:

dBZ;ptor = ABZ peus + ey

s i K1 -1):5).-3)

Normal wing loading typically ranges from approximately
30-135 Ib/ft-ft over various classes of aircraft, although there
are exceptions. Typically, air transport class aircraft have
wing loading ranging from about 80-135 1b/fi-ft, while
regional jets and heavy business aircraft may have wing load-
ing between about 60-90 Ib/ft-ft and lighter business aircraft
may have wing loading ranging from about 30-60 1b/fi-ft,
again there are overlaps and exceptions. An aircraft may carry
V4 to Y2 of its weight as fuel, passengers, and cargo, so wing
loading can vary from flight to flight based on cargo/passen-
ger loading and can vary within the period of a single flight as
fuel burns off. For example, an aircraft that starts a flight with
a full fuel load may initially have a wing loading of about 130
Ib/ft-t but at the end of the flight may have reduced its weight
by about 20% due to fuel burn and thus may end the flight with
a wing loading of about 104 Ib/ft-ft.

An exemplary aircraft may have a true airspeed 130% of
the normal air speed for that aircraft at that altitude and a wing
loading 80% of the normal wing loading. For a measured
reflectivity of about 29 dBZ, which is typically displayed as a
green color, and using these aircraft parameters (and assum-
ing a K1 gain of 3.5 and a K2 gain of about 1.7), the reflec-
tivity may be adjusted from about 29 dBZ to about 30.5 dBZ
and the output to the display (e.g., display 16) may be
adjusted from a green color to a yellow color. Another exem-
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plary aircraft may have a true airspeed 80% of the normal air
speed for that aircraft at that altitude and a wing loading 95%
of the normal wing loading. For a measured reflectivity of
about 40.1 dBZ, which is typically displayed as a red color,
and using these aircraft parameters, the reflectivity may be
adjusted from about 40.1 dBZ to about 39.5 dBZ and the
output to the display (e.g., display 16) may be adjusted from
a red color to a yellow color. It is noted that these exemplary
aircraft are only examples of two aircraft at two specific
points in time and according to other exemplary embodi-
ments, other aircraft parameters, gains, and measured reflec-
tivity may be used. Similarly, other equations configured to
determine an adjusted reflectivity based on aircraft param-
eters may also be used.

According to various exemplary embodiments, the process
flow of FIGS. 3, 4A, and 4B may be embodied as hardware
and/or software. In exemplary embodiments where the pro-
cesses are embodied as software, the processes may be
executed as computer code on any processing or hardware
architecture or in any weather radar system such as the WXR-
200 available from Rockwell Collins.

Referring to FIG. 5, a screenshot 200 of horizontal view
102 provides reflectivity scaled as moisture content and tur-
bulence scaled to RMS vertical load according to an exem-
plary embodiment. The moisture content may be illustrated
by the colors green, yellow, and red (represented by the leg-
end in the FIG) and both directly measured and/or inferred
turbulence may be represented as another color such as
magenta. Alternatively, inferred turbulence may be repre-
sented differently than directly measured turbulence. In one
exemplary embodiment, inferred turbulence may be the same
color as directly measured turbulence, but the inferred turbu-
lence indication may be stippled or cross-hatched. According
to another exemplary embodiment, the inferred turbulence
may be of a different color than the directly measured turbu-
lence.

Additionally, the color conventionally used to display the
moisture content may be varied to represent hazards based on
aircraft parameters. For example, if there is a high aircraft
speed or low wing load, the aircraft may be more susceptible
to hazards and a moisture content with a yellow color code
may be changed to a red color code to more accurately display
the level of hazard to the aircraft. The color code may be
generally adjusted to account for the determined hazard level.

Itis noted that while the hazard level is generally described
above as being updated by changing a color characteristic,
according to other exemplary embodiments, the hazard level
may include other characteristics such as weight, shading,
gradient, cross-hatching, and/or line dashing. Each of these
characteristics along with or instead of color may be updated
or modified to update an indication of a severity of the hazard
level without removing the hazard from the display or chang-
ing the area or size of the hazard on the display.

Referring to FIG. 6, a screenshot 300 of vertical view 104
provides vertical reflectivity scaled as moisture content (e.g.,
green, yellow, and red) according to an exemplary embodi-
ment. Screenshot 300 shows the vertical profile of two
example storms with heights of 20000 and 42000 feet over a
distance of about 60 nautical miles. The lower dashed line
across screenshot 300 gives an estimated minimum altitude
for an aircraft to fly to avoid terrain hazards.

While the detailed drawings, specific examples, detailed
algorithms, and particular configurations given describe pre-
ferred and exemplary embodiments, they serve the purpose of
illustration only. The inventions disclosed are not limited to
the specific forms shown. For example, the methods may be
performed in any of a variety of sequence of steps or accord-
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ing to any of a variety of mathematical formulas. The hard-
ware and software configurations shown and described may
differ depending on the chosen performance characteristics
and physical characteristics of the radar and processing
devices. For example, the type of system components and
their interconnections may differ. The systems and methods
depicted and described are not limited to the precise details
and conditions disclosed. The flow charts show preferred
exemplary operations only. The specific data types and opera-
tions are shown in a non-limiting fashion. Furthermore, other
substitutions, modifications, changes, and omissions may be
made in the design, operating conditions, and arrangement of
the exemplary embodiments without departing from the
scope of the invention as expressed in the appended claims.

What is claimed is:
1. An aircraft hazard warning system configured to provide
an indication of a hazard level to an electronic display, com-
prising:
an input configured to receive first input data and second
input data, the first input data comprising at least one of
lightning detection data, radar reflectivity data, turbu-
lence data, geographic location data, vertical structure
analysis data, and temperature data, the second input
data comprising wing loading data, wherein the wing
loading data comprises aircraft configuration data; and

processing electronics configured to determine a hazard
level of the aircraft based on the first input data, the
processing electronics further configured to update at
least one characteristic of the hazard level based on the
second input data, the processing electronics providing
an indication of the hazard level comprising the updated
at least one characteristic to the electronic display;

wherein the aircraft configuration data comprises at least
one of flap configuration, landing gear position, speed
brake status, spoiler configuration, wing size, and wing
geometry.

2. The aircraft hazard warning system of claim 1, wherein
the at least one characteristic comprises a color for graphical
representation of the hazard level on the electronic display,
the color being modified based on the second input data to
indicate a severity of the hazard level.

3. The aircraft hazard warning system of claim 1, wherein
the at least one characteristic comprises at least one of a line
weight, shading, gradient, cross-hatching, and line dashing
for graphical representation of the hazard level on the elec-
tronic display, the at least one characteristic of the hazard
level being modified based on the second input data to indi-
cate a severity of the hazard level.

4. The aircraft hazard warning system of claim 1, wherein
the aircraft speed data comprises a sensed aircraft speed.

5. The aircraft hazard warning system of claim 1, wherein
the processing electronics is configured to use the altitude
data to determine aircraft speed.

6. The aircraft hazard warning system of claim 1, wherein
the particle size data indicates a size of at least one of air
particles, precipitation, and an obstacle, a larger particle size
causing a higher hazard level than a smaller particle size.

7. The aircraft hazard warning system of claim 1, wherein
a higher aircraft speed causes a higher hazard level than a
lower aircraft speed.

8. The aircraft hazard warning system of claim 1, wherein
alighter wing load causes a higher hazard level than a heavier
wing load.

9. A method of providing an indication of a hazard to an
electronic aircraft display in an avionics system, comprising:
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receiving first input data comprising at least one of light-
ning detection data, radar reflectivity data, turbulence
data, geographic location data, vertical structure analy-
sis data, and temperature data;

receiving second input data comprising wing loading data,

wherein the wing loading data comprises aircraft con-
figuration data;

determining a hazard level of the aircraft based on the first

input data using processing electronics;

updating at least one characteristic of the hazard level

based on the second input data using the processing
electronics; and

providing an indication of the hazard level comprising the

updated at least one characteristic to the electronic air-
craft display,

wherein the aircraft configuration data comprises at least

one of flap configuration, landing gear position, speed
brake status, spoiler configuration, wing size, and wing
geometry.

10. The method of claim 9, wherein the at least one char-
acteristic comprises a color for graphical representation of the
hazard level on the electronic aircraft display, the color being
modified based on the second input data to indicate a severity
of the hazard level.

11. The method of claim 9, wherein the at least one char-
acteristic comprises at least one of a line weight, shading,
gradient, cross-hatching, and line dashing for graphical rep-
resentation of the hazard level on the electronic aircraft dis-
play, the at least one characteristic of the hazard level being
modified based on the second input data to indicate a severity
of the hazard level.

12. The method of claim 9, wherein the aircraft speed data
comprises a sensed aircraft speed or wherein the processing
electronics is configured to use the altitude data to determine
aircraft speed.

13. The method of claim 9, wherein the particle size data
indicates a size of at least one of air particles, precipitation,
and an obstacle, a larger particle size causing a higher hazard
level than a smaller particle size.

14. The method of claim 9, wherein a higher aircraft speed
causes a higher hazard level than a lower aircraft speed.

15. The method of claim 9, wherein a lighter wing load
causes a higher hazard level than a heavier wing load.

16. An apparatus for providing an indication of a hazard to
an aircraft display in an avionics system, comprising:

means for receiving first input data comprising at least one

of lightning detection data, radar reflectivity data, turbu-
lence data, geographic location data, vertical structure
analysis data, and temperature data;

means for receiving second input data comprising wing

loading data, wherein the wing loading data comprises
aircraft configuration data;

means for determining a hazard level of the aircraft based

on the first input data;

means for updating at least one characteristic of the hazard

level based on the second input data; and

means for providing an indication of the hazard level com-

prising the updated at least one characteristic to the
aircraft display;

wherein the aircraft configuration data comprises at least

one of flap configuration, landing gear position, speed
brake status, spoiler configuration, wing size, and wing
geometry.



