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[57] ABSTRACT

An apparatus and method for adjusting set clearance
altitude of an aircraft to control the aircraft to fly along
a predetermined path relative to the terrain below. A
terrain fuuu'w"iﬁg radar system and a stored terrain ele-
vation data base are used to determine the respective
positions and elevations of selected portions of the ter-
rain downrange from the aircraft. This information is
used along with pre-stored information relating to the
ability of a ground threai o deteci the aircrafi and the
roughness of the terrain to compute three different
altitudes. The first altitude (I2) represents the maximum
height at which the aircraft can fly without being de-
tected by the ground threat. The second altitude (Da)
represents the maximum desired aititude of the aircraft
at any time during a flight. The third altitude (Ra) rep-
resents the minimum altitude at which the aircraft is
allowed to fly. The set clearance altitude is determined
for each of the selected positions on the terrain by first
comparing Ia and Da and taking the lesser altitude as -

between the two. The lesser altitude is then compared

with Ra and the oraatar of thase twa valnas ig salacted
Wit XKa ang tae greaier O incse wo vaiues 1s s¢iected

as the set clearance altitude. Set clearance altitude is one
of the variables used to determine the desired vertical
flight vector angle of the aircraft to control the aircraft
to fly along a path corresponding to the respective set
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1

APPARATUS AND METHOD FOR ADJUSTING
SET CLEARANCE ALTITUDE IN A TERRAIN
FOLLOWING RADAR SYSTEM

FIELLD OF THE INVENTION

This invention relates to terrain following radars and
stored terrain data bases and in particular to an appara-
tus and method for dynamically adjusting the set clear-
ance altitude in a terrain following system.

BACKGROUND OF THE INVENTION

Terrain following radars, threat information and
stored terrain data bases are typically used on military
aircraft to supply information to the aircraft pﬂot or
autopuot system wnen me autopuot bystem lS lll use, to
permit or require the aircraft to fly along a path which
approximates the contour of the terrain below, at a
predetermined elevation above the terrain. When the
aircraft is flying a mission in hostile territory, it has a

grantar ahanna ~Af auniding datantion hu tha anamy by
Bitalll Laaniv Ul avulliiag UCLuUIL Uy Wil vy Oy

flying low over the terrain. Although the probability of
detection is minimized by flying low, the danger of
crashing into elevated terrain is increased, particularly
when the terrain is rough. Terrain following radars are
dacarihad in gmatn- datail in 11 DPat Nne. 2277 487

GOSTIIOCE I SIvatl GClal: Ml Wed. & avUS. Oya i 7,507,

3,397,397; 3,623,093; 3,657,719; 3,739,380; 3,795,909;
3,815,132; and 4,016,565.

DESCRIPTION OF THE PRIOR ART

According to prior practice, terrain following radars
are used in association with data bases containing intelli-
gence information on the anticipated terrain height and
roughness and the location and capability of the enemy
threat, such as ground anti-aircraft batteries. Typically,
a fixed altitude is selected in advance for the aircraft to
fly above the terrain during an entire mission, based
upon the roughness of the terrain, the threat informa-
tion and the physical limitations of the pilot and aircraft.
This fixed altitude is referred to as “set clearance alti-
tude.” Set clearance altitude is one of the parameters
used to control the elevation commands which are auto-
matically sent to the pilot or autopilot to make the air-
crafi climb or dive ai selected flight vector angies in
order to follow the contour of the terrain at an elevation
near the set clearance altitude.

The elevation commands are typically determined by
using a set of equations developed in the 1950’s by Cor-
nell Aeronautical Laboraiories, known as ihe Ad-
vanced Low Altitude Technique (ADLAT). The
ADLAT equations are incorporated into a computer
software program on board the aircraft to generate the
elevation command signals.

Nina af tha nrahlama acennistad with neine ant tareain
LN O in¢ Pproo:Sms assClialea witil prior art ierrain

following is that the set clearance altitude is fixed dur-
ing the flight or manually changed by the pilot during
the flight. Thus, variations in the terrain roughness and
threat probability during the flight are not taken into

account to antomatically adiust the set clearance alti-

QLU 0 JAW0MALILANY aGjusy UIC SCL ClCarance alul

tude as needed during the flight. As a result of using a
fixed set clearance altitude, the pilot and aircraft may be
subjected to an unnecessarily rough flight and high risk
of collision with elevated terrain at a low altitude when
the threat detection probability is sufficiently low to
Jjustify flying at a hlgher altitude. Conversely, at other
times, the aircraft may be subjected to an unreasonably

high risk of enemy deteciion and desiruciion when the
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threat warrante flving at a2 lower altitude than the nraca.
real Warranis 1ying at a 1ower aitituge 1aan i€ prese
lected fixed set clearance altitude
NORIE S OF THE INVENTION
OCoonCilS OF 182 ANVENIILN

It is, therefore, the principal object of the present
invention to provide an improved apparatus and
method for controlling an aircraft to fly along a prede-
termined path relative to the terrain below at a selected
set clearance altitude.

It is another object of the invention to provide an
improved apparatus and method for controlling the
vertical flight vector angle of an aircraft in accordance
with a selected set clearance altitude.

It IS yCI anﬁther OD_]CCI O[ me mvennon io provme an
improved apparatus and method for determining the set
clearance altitude for an aircraft to fly relative to the
terrain below.

It is still another object of the invention to provide an

annaratine and mathad for adingting tha sat slansrance
apparatus ané meunsd Ior agjusing i S€u difarance

altitude for an aircraft as necessary during the flight.

It is a further object of the invention to provide an
apparatus and method for adjusting the set clearance
altitude for an aircraft, based on variations in terrain
rnnohnpee and threat datection nrnhahnhfv dnnno the

ﬂlght
SUMM.

3 VRIVAS

RY OF THE INVENTION

4 IR AN Y AN LAVAN

These and other objects are accomplished in accor-
dance with the present invention wherein an electronic
apparatus is provided for controlling the vertical flight
vector angle of an aircraft to fly the aircraft at a selected
aliitude reiative to ihe terrain beiow. The apparatus is
comprised of means for determining downrange dis-
tance and elevation relative to the aircraft of selected
positions on terrain; means for determining a first alti-
tude corresponding to each of the selected positions,
representmg the maximum altitude at which the aircraft
is not subject to line-of-sight detection by a ground
threat; means for determining a second altitude corre-
sponding to each of the selected positions, representing
the maximum altitude at which the aircraft is allowed to

flv at tha carrasnondine salactad nogition: means for
LYy at ial Corresponaing sCiCCEG positiln; means ior

comparing the first and second altitudes for each se-
lected position and generating a first electrical signal
representing the lesser of the first and second altitudes
for each selected position; means for comparing the
lesser of the first and second altitudes with a third alti-
tude representing the minimum altitude at which the
aircraft is allowed to fly and for generating a second
electrical signal representing the greater aititude as
between the altitude represented by said first electrical
signal and the third altitude, said second electrical signal
representing the selected altitude for the corresponding
selected position; and means responsive to said second
electrical signal and to the respective downrange dis-
tances and elevations of said selected positions for con-
trolling the vertical flight vector angle of the aircraft so
that the aircraft flies along a path corresponding to the
respective selected altitudes.

Tn nna amhndimant tha maane far Aatarminine dnwn.
il One Smosdiment 1o means Ior aeiermining aown

range distance and elevation of the selected positions is
comprised of an airborne radar system, which scans in
elevation ahead of the aircraft with a sequence of dis-
crete electromagnetic pulse signals to gather near range
terrain elevation information and a stored terrain data
base to gather terrain elevation information at greater
ranges. In another embodiment the means for control-
ling the vertical flight vector angie of the aircraft in-
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3
cludes means for mechanically operating an elevator
device on the aircraft to control the vertical flight vec-
tor angle of the aircraft so that the aircraft flies substan-
tially along a path corresponding to the respective se-
lected altitudes relative to the terrain below.

In the preferred embodiment the radar system is a
terrain following radar system, which measures the
downrange distance and elevation of a first predeter-
mined number (m) of the selected positions. The appara-
tus further includes information storage means having
pre-stored therein downrange distance and elevation
relative to the aircraft of a second predetermined num-
ber (n-m) of said selected positions, to provide a prese-
lected terrain map downrange of the aircraft based on n
selected positions. The second predetermined number
of positions is located farther downrange of the aircraft
than the first predetermined number of positions. Dis-
crete values for the first and second altitudes, the se-
lected altitude and the vertical flight vector angle are
computed for each selected position. The maximum
value of the vertical flight vector angle determined for
the n number of selected positions is used to limit the

operation of the elevator device so that the actual verti-
cal flight vector angle is less than or equal to the maxi-
mum value of the vertical flight vector angle.

The selected altitude is commonly referred to as the

“sat clearance altitude”. Du adinctine the cat pclearance
§€L cifarance a:;inuae agjusiung 1€ set ciearance

altitude during flight as a functlon of the probability of
detection by a ground threat and the roughness of the
terrain at selected positions on the terrain, a desired
balance may be obtained between the altitude that must
be flown in order to avoid contact with the terrain and
the altitude which must be flown to avoid being “‘seen”
by a ground threat. The pilot may also enjoy a more
comfortabie flight by flying at a higher altitude during
portions of the flight in which the threat detection prob-
ability is relatively low.

BRIEF DESCRIPTION OF THE DRAWINGS

Giher objecis and advaniages of the invention wiii be
apparent from the detailed description and claims when
read in conjunction with the accompanying drawings
wherein:

FIG. 1 is a diagram illustrating the operation of an
airborne terrain following radar system and a siored

terrain data base;

FIG. 2 is a diagram illustrating variations in the set
clearance altitude of an aircraft as a function of terrain
roughness and detectability of the aircraft by ground

th reat;

FIG 3 is a block diagram illustrating the systems for
controlling the pitch and roll of an aircraft in flight; and

FIGS. 4 and 5 are flow diagrams illustrating the con-
trol of the vertical flight vector angle of the aircraft in
accordance with the present invention.

DETAILED DESCRIPTION OF THE
PREFERRED EMBODIMENT

In the description which follows, like parts are
marked throughout the specification and drawings,
respectively. The drawings are not necessarily to scale
and in some instances proportions have been exagger-
ated in order to more nlparlv danvnf certain features of
the invention.

Referring to FIG. 1 a terrain following radar and
stored terrain data base are typically used on a military
aircraft 9 to guide aircraft 9 along a predetermined
flight path in accordance with a selected altitude rela-
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tive to the terrain 11 below, A terrain f'nﬂnwnw radar is
a high resolution radar, which scans in elevatxon using a
sequence of discrete electromagnetic pulse signals 10.
When the radar receives the return pulse signals 10, the
downrange distance D and elevation E of selected por-
tions of terrain 11 can be determined relative to the
position of the aircraft at any given time. The down-
range distance D and elevation E information are used
to compute the respective positions of such selected
portions of terrain 11 with reference to a fixed point of
origin on a Cartesian coordinate system stored in a
computer on board aircraft 9. The same computation is
made at greater ranges, based on the stored terrain data

haca Tleino the ctorad tarrain data hace for comnputas

base. Using the stored terrain data base for computa-
tions at greater ranges enhances the survivability of the
aircraft and pilot by allowing the terrain following
radar to be operated at lower peak power (i.e., approxi-

mately 1IKW).

Referring to FIG. 2,
a relatwely smooth region 11A on the left side of the
diagram and a relatively rough region 11B on the right
side of the diagram. Three continuous curves labelled
Ia, Da, and Ra on the left side of the drawing are illus-
trated, representing three different altitude functions, as
will be described in greater detail hereinbelow. The
circles on the drawing represent the desired flight path
of the aircrafi. Each circlie represents a discrete vaiue of
the selected set clearance altitude (SCA) determined
with reference to a corresponding selected position on
terrain 11 directly below in accordance with the present
invention.

The Ia curve represenis an “intervisibility” factor,
which is a measure of the ability of ground threats, such
as an anti-aircraft ground battery, to achieve line of
sight detection of the aircraft in flight. The Ia curve
represents the maximum altitude at which the aircraft
can fly and siill be safe from detection by a gruunu
threat at any given position (X, Y) of the aircraft. Ia is
determined according to the following expression:

terrain 11 ig dAnlnfnd ag ha‘nng

Ja=I—-A1

where I is the maximum altitude at which the aircraft is
not subject io line of sight detection by a ground threat
with reference to a particular position (X, Y) or terrain
11 and Al is a constant, such as 50 feet, to provide a
safety factor to compensate for system errors. The val-
ues for I and A1l are typically stored in a data base
associated with the terrain following radar, on board
the aircrafi. Ia is deiermined for each selecied position
on terrain 11.

The Da curve represents the desired altitude at which
the aircraft is allowed to fly relative to terrain 11. Da is
sometimes referred to as the “default altitude” and is

TlAwring axnraccs

comnntad ncine tha 7o)
CXpression:

fo
CoMPpUiCt Using il iCulwinlg

Da=RXA2+Ho

where R is the standard deviation of terrain elevation at
a particular position on the terrain, A2 is a preselected
constant coefficient, such as 1, and Ho is an initial ap-
proximation of the set clearance altitude. A2 and Ho are

pre-stored in the terrain followinge radar data base. Da is
Pre-siored In ta€ werrain 10Lu0wing ragar gata o0ase. »2ais

determined for each selected position on terrain 11.
The Ra curve represents the minimum acceptable
altitude for the aircratt to tly, based on the roughness of
the terrain and the limitations of the aircraft. Ra is deter-
mined in accordance with the following expression:

1 i€ 10llowing €XDression:




Ra=MSC+A43

RACY 20 o aat ~l ca altitnda and
AYADINS 1D G umuu.luux OVl vival dlive allliiluuy aung

A3 is a constant, such as 50 feet, to provide a safety
factor to compensate for errors in the system. MSC and
A3 are pre-stored in the terrain following radar data
base.

In accordance with the nresent mvpnhnn a set clear-
ance altitude is determmed for each of a predetermmed
number of selected positions on terrain 11 by first com-

paring the vaiue of Ia with the corresponding value of

Da for each selected position and comparing the lesser
of these two values with the corresponding value of Ra.
The set clearance altitude for each selected position is
the greater of the value of Ra as compared to the lesser
of the Ia and Da values. For CAaLuplc, in FIG. 2 the set
clearance altitude is equal to Da in Region 1 on the left
side of the drawing because Da is less than Ia, but is
greater than Ra. In Region 2 the intervisibility curve
(Ta) is lower than the DA curve because of increased
nrnhahihfv of threat detection. but is hi aher than the Ra

curve 50 that the set clearance altitude follows the Ia
curve in Region 2.

In Region 3 the threat detection probability is at its
maximum, as indicated by the low point on the Ia curve.
Since Ia falls below Ra, the set clearance altitude fol-
lows the Ra curve in Region 3 because the aircraft
cannot fly the Ia curve. The aircraft is subject to detec-
tion uy a grﬁdﬁu threat in R L\Cg‘u‘.‘u‘l 3, which causes the
control system to switch to “Hard Ride” and warns the
pilot that the aircraft is subject to threat detection and
that maximum vertical acceleration allowable for the

aircraft will be used to maneuver the aircraft while the
aircraft ig in the “Hard Ride” mode.

In Region 4 the Ia curve is back above the Ra curve,
but is below the Da curve, so that the set clearance
aititude foliows the Ia curve. Similarly, in Region 5, the
Ia curve is above the Da curve so that the set clearance
altitude follows the Da curve. Thus, the aircraft can fly
at an altitude which is both comfortable for the pilot
and safe when the aircraft is not detectable by a ground
threat. As the detectability of the aircraft increases, the
set clearance altitude is reduced to stay below the detec-
tion threshold, as represented by the Ia curve, unless the
Ia curve falls below the Ra curve.

Referring to FIG. 3, dowrange distance (D) elevation

(B) and nmﬁu\ﬂ information (X, V) are used to create a
=) ang 100N INIoTmation (A, ¥) ar o creaie

terrain fol]owmg (TF) Bar 12, which in turn is used to
generate a Gamma command 14, representing the maxi-
mum vertical flight vector angle desired for the aircraft
at any given time during the flight. A roll command 16
is generated which represents the desired roll angle for
the aircraft at any given time during the flight. Both the
Gamma command and the roll command are fed into a
decoupier 18 which adjusis the values of the Gamma
angle and roll angle to arrive at an acceptable combina-
tion of Gamma and roll angle to perform a desired
maneuver. This information is transmitted to the pilot,
or autopilot if the aircraft is on autopilot control, as

indicated at 20 which in turn onaratac garun nnite 22
MGICAlea at v, walla il turn Operaies sCrvo units <4

and 24 for controlling elevators 26 and airlerons 28,
respectively, in accordance with the Gamma angle and
the roll angle commands.

Referring to FIG. 4 TF Bar 12 is created using infor-
mation gleaned by terrain following radar (TFR) 30 and
supplemented by information pre-stored in a terrain
map 32. The terrain following radar (TFR) data base 34

PRPEUNIPIS SO . SR SRRt R LI P

contains information on the scan limits and g1m0a1 limits

45
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for radar 30 for controlling the operation of radar 30 in
the conventional manner. As previously described with
reference to FIG. 1, reflected pulse signals from se-
lected portions of the terrain will yield range (Ri) and
angle of elevation (Bi) information for m number of

discrate nositions on the terrain ralative to the aircraft
QISCIreie posiions On 1€ ierram, réiaiive 1o 1ne aircrait,

During a military mission, it is often desirable to keep
the transmitting power of radar 30 to a minimum to
avoid counterdetection. Range (Ri) and angle of eleva-
tion (Bi) information pre-stored in terrain map 32 may
be used to supplement the information gleaned by radar
30 for n-m number of selected positions on the terrain
which are farther downrange than the m number of
positions for which range (Ri) and angle of elevation
(Bi) information are determined using radar 30. There-

fora, a total of n number of selected positions tha
i0re, S§€iECICC posilions on ac

terrain are used to create TF Bar 12.

The range between the aircraft and each selected
position on the terrain (Ri) is converted to a horizontal
downrange distance (Di) by solving the equation, Di=-

Riv¢cosine (RN Similarly

tha alavatinn of aach ca.
£ A C05IC \&Fi). sikany,

vl CalvVaulnl Ui Cadlil 5C-

lected position relative to the aircraft (Ei) is determined
by solving the equation, Ei=Ri X sine (Bi). The position
of the aircraft relative to a fixed reference point (origin)
in a Cartesian coordinate system (Xstored, Ystored) is

determined at the time the ranga (R1) and aneale of alava.

determined at the time the range (Ri) and angle of eleva-
tion (Ei) are determined, using the onboard navigation
system. The altitude of the aircraft (Zstored) at that
time is also determined using the aircraft altimeter,
relative to the fixed reference point. Using Xstored,
Ystored for the aircraft, the Cartesian coordinates (Xi,
Yi) for each selected position can also be determined, as
indicated at 38. The Cartesian coordinates (Xi, Yi) and
the downrange distance (Di) and elevation (Ei) for each

of the n number of selected positions are stored in mem-
ory 40,

Referring to FIG. 5, the apparatus and method used
to determine set clearance altitude and vertical flight
vector angle for each of the n positions are depicted.
Such apparatus is preferably implemented in connection
with a dlmlja_] computer software program, but may also
be 1mplemcntcd in hardware. Also stored in memory 40
are the change in the downrange position (AD) and
change in elevation of the aircraft (AE) since the time
that the position of the aircraft was stored, as indicated
at 36 in FIG. 4. (AD) is computed according to the

following expression:

n_Jvr o e N . s
L=V (AGC—ASIOTEa)” f{LdC— 1

Ystored)?,
where Xac and Yac are the real-time Cartesian coordi-
nates of the position of the aircraft.

Similarly, E is determined using the following expres-

Qi
31002

E=Zac— Zstored,

where Zac is the real-time Cartesian coordinate of the
altitude of the aircraft.

Gamma (max.) is an initial approximation of the
Gamma angle, which is purposely chosen to be very
low (e.g., —99999) to ensure that all subsequently com-
puted Gamma angles are greater than this initial angle.
Beginning with the particular selected position on the
terrain (i=1) closest to the aircraft, X1, Y1, D1, E1, AD
and AE are retrieved from memory 40. D1 and E1 are
used along with AD and AE to compuie the reai time



7
downrange distance (D) and real time elevation (E) of
the first selected position relative to the aircraft in ac-
cordance with the following expression:
D=Di—AD and E=Ei—AE,
as indicated at 42.

The Cartesian coordinates of the selected position
(X1, Y1), together with information from TFR data
base 34 and threat information from the radar warning
receiver (RWR) on board the aircraft, are used to deter-
mine Ia, Da and Ra, as indicaied at 44 in accordance
with the following expressions:

Ia=IXi, Yi)—AY; Da=R(Xi, Yi)X A2-+ Ho; and

Ra=MSC+43.
The set clearance altitude (SCA) is determined by
first comparing Ia and Da and taking the lesser of the
two. The lesser of the two is then compared with the Ra
value and the greater of those two values is the value
used for SCA. If SCA equals RA, a “Hard Ride” signal
is sent to the pilot to warn the pilot that maximum verti-

cal acceleration will be used to manuever the aircraft.
The cnmn"tnﬂ values for SCA and D and E are variable

inputs into the algorithm known as the Advance Low
Altitude Technique (ADLAT). The ADLAT algo-
rithm is the standard used in the industry to determine
vertical flight vector angles for an aircraft in conjunc-
tion with a terrain following radar system. The
ADLAT algorithm and equations are set forth in Tech-
nical Documentary Report No. AL TDR 64-145, pub-
lished by AF Avionics Laborator Y, v‘vrﬁght-Paﬁt‘:fSGﬁ
Air Force Base, Ohio, August, 1964. This report is not
classified and is readily available to the industry. A
copy of this Report is attached hereto as Appendix I
and is hereby incorporated herein by reference.

The ADLAT algorithm is used to determine a value
for the vertical ﬂlght vector angle, Gamma(i), corre-
sponding to each selected position on the terrain from
i=1 to i=n, as indicaied at 46. The value of Gamma(i)
is compared to the previously computed maximum
value of the Gamma angle, Gamma (max.), as indicated
at 48, and the greater of those two values is selected as
the new Gamma (max.). This is an iterative process in
which the value of Gamma {max.) is continually up-
dated until the maximum value of all the Gamma(i)
values from i=1 to i=n are chosen. The value of i is
then incremented by 1, as indicated at 50, and memory
40 is then addressed to retrieve pertinent information

relating to the next selected nosition in seguence until

2Ll O UIC TICAL SCICCieC POsiiion 1 sequence uniu

the valuc of i exceeds n, as dctermmed at 52, at which
time the algorithm is completed. The maximum Gamma
angle, Gamma(max.), computed for all of the n selected
positions is transmitted to decoupler 18, as shown in

FIG. 3, whereupon the actual Gamma angle corre- 5

sponding to the actual flight vector angle is determined
for controlling the aircraft elevators. One skilled in the
art will recognize that the Gamma angle may be either
positive (for a climb angle) or negative (for a dive an-
gle).

In accordance with the present invention, a variable
set clearance altitude is used, which is a function of the
intervisibility between the aircraft and a ground-based
threat and the roughness of the terrain. The set clear-
ance altitude is a tradeoff between the altitude that must
be flown to avoid “being seen” by a ground threat and
the altitude that must be flown to avoid collision with
the terrain. Thus, in areas where the threat is minimal

ITain. Lnus; ir €as wilere L€ 1ircat 1s mnunal,
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the aircraft can fly at a higher altitude which reduces
the chance of colhs1on w1th the terrain and provides a
more comfortable flight for the pilot and aircraft. The
overall survivability of the aircraft and pilot is substan-
tially enhanced by controlling the aircraft to fly along a

path cnrrecnnndmsr to a variable set clearance altitude

in accordance w1th the present invention.

Various embodiments of the invention have now
been described in detail. Since it is obvious that many
changes in and additions to the above-described pre-
ferred embodiment may be made without departing
from the nature, spirit and scope of the invention, the
invention is not be limited to said details, except as set
forth in the appended ciaims.

What is claimed is:

1. An electronic apparatus for controlling the vertical
flight vector angle of an inflight aircraft to fly the air-
craft at selected altitudes corresponding to respective
selected positions on the terrain, said apparatus com-
prising:

means for determining downrange distance and ele-

vation relative to the aircraft of said selected posi-
tions on the terrain;

means for determining a first altitude corresponding

to each of said selected positions, said first altitude
representing the maximum altitude at which the
aircraft is not subject to line-of-sight detection at
the corresponding selected position by a ground
threat;

means for determining a second altitude correspond-

ing to each of said selected positions, said second
altitude representing the maximum altitude at
which it is desired to ﬂy the aircraft at the corre-
sponding selecied position;

means for comparing the first and second altitudes for

each selected position and for generating a first
electrical signal representing the lesser of said first
and second altitudes for each selected position;

+ha lacgar Af 1A Fivct nnd aan
means for comparing the lesser of said first and sec-

ond altitudes with a third altitude representing the
minimum altitude at which it is desired to fly the
aircraft for each selected position and for generat-
ing a second electrical signal representing the

greater altitude as between the lesser of the first

<alel allltuce as dalween 100 168s8Cr O 1€ IIrst

and second altitudes and the third altitude, said
second electrical signal being indicative of the se-
lected altitude for the corresponding selected posi-
tion; and

means responsive to said second electrical signal and

to the respective downrange distances and eleva-
tions of said selected positions for controlling the
vertical flight vector angie of the aircraft so that
the aircraft flies along a path corresponding to the
respective selected altitudes.

2. The apparatus according to claim 1 wherein said
means for determining downrange distance and eleva-
uuu lb L.umpﬂseu Ul an dll' 0orne rd.ud-l' 5ybtem, Wﬂlcﬂ
scans in elevation ahead of the aircraft with a sequence
of discrete electromagnetic pulse signals, for measuring
the downrange distance and elevation relative to the
aircraft of a first predetermined number (m) of said
selected pGShiGﬁS and information storage means have
ing pre-stored therein downrange distance and eleva-
tion relative to the aircraft of a second predetermined
number (n - m) of said selected positions, to provide a
preselected terrain map downrange of the aircraft based

on n number of selected positions.
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3, The anpnaratus nnnnrrhna to claim 1 wherein gaid
<. 248 appar

control means includes means for mechanically operat-
ing an elevator device on the aircraft to control the
vertical flight vector angle of the aircraft so that the
aircraft flies substantially along the path corresponding

to the resnective selected altitudes relative to the terrain

L0 1€ ICSPCCLIVE SCICCICC allltuGes raiatllve 1o ac werrain

below.

4. The apparatus according to the claim 3 wherein
said control means further include means for generating
a third electrical signal representing the maximum value

of the vertical flight vector angle determined for the n

number of selected positions, said means for operating
said elevator device being responsive to said third elec-
trical signal for limiting the actual vertical flight vector
angle of the aircraft to be less than or equal to said
maximum value of the vertical flight vector angle,
5. In an aircraft radar system which scans in elevation
with a sequence of discrete electromagnetic pulse sig-
nals, an apparatus for determining corresponding alti-
tudes for the aircraft to fly above respective selected
positions on the terrain-below, said apparatus compris-
ing:
means responsive to the pulse signals reflected from
said selected positions on the terrain for determin-
ing the respective downrange distances and eleva-
tions of said positions relative to the aircraft;

means for dctcmmng a first altitude corresponding
to each of said selected positions, said first altitude
representing the maximum aititude at which the
aircraft is not subject to line-of-sight detection at
the corresponding selected position by a ground
threat;
means for determining a second altitude correspond-
ing to each of said selected positions, said second
altitude representing the maximum altitude at
which it is desired to fly the aircraft at the corre-
sponding selected position;
means for comparing the first and second altitudes for
each seiected position and for generating a first
electrical signal representing the lesser of said first
and second altitudes for each selected position; and

means for comparing the lesser of the first and second
altitudes with a third altitude representing a mini-
mum aliitude ai which the aircraft is ailowed io fiy
and for generating a second electrical signal repre-
senting the greater altitude as between the altitude
represented by the corresponding first electrical
s1gnal and the third altitude for each selected pos:-
tion, said second elecirical signal being indicaiive
of the corresponding altitude for the corresponding
selected position.

6. The apparatus according to claim § wherein said
radar system measures the downrange distance and

+h £ ~F o £ radata ad
elevation relative to the aircraft of a first predetermined

number (m) of said selected positions and said radar
system includes information storage means having pre-
stored therein downrange distance and elevation rela-
tive to the aircraft of a second predetermined number (n

- m\ of said selected nositions to nrn\'ndp a preselected

sal1Q sClecied positions 10 100 g prosciecicd

terrain map down range of the au'craft based on n se-
lected portions of the terrain.

7. A method for dynamically determining set clear-
ance altitude for an aircraft to fly relative to a plurality
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of selected neclhnne on the

comprising the steps of:

determining downrange distance and elevation of

each of said selected positions relative to the air-
craft;

de: ermmmg a first altitude rpnrpuentmo the maximum

altitude at which the au'craft is not subJect to line-
of-sight detection by ground threat, for each of said
selected positions;

determining a second altitude representing the maxi-
mum altitude at which it is desired to fly the air-
craft, for each of said selected positions;

comparing the first and second altitudes for each
selected position and generating a firsi elecirical
signal representing the lesser of said first and sec-
ond altitudes for each selected position; and

comparing the lesser of said first and second altitudes
for each selected position with a third altitude rep-
resenting the minimum altitude at which the air-
craft is allowed to fly relative to the terrain below
and generating a second electrical signal represent-
ing the greater altitude as between the lesser of the

first and second altitudes and the third altitude, said

second electrical eu'rnnl hmng indicative of the par-

ticular set clearance altitude for the corresponding
selected position.

8. The method according to claim 7 wherein said step
of controlling the aircraft includes the step of mechani-
cally operating an elevator device on the aircraft to
control the vetical flight vector angle thereof.

9. The method according to claim 8 wherein the step
of controlling the aircraft further includes the step of
determining a desired vertical flight vector angle for
each of the selected positions based on the correspond-
ing selected altitude and comparing the computed val-
ues of the vertical flight vector angle for all of the se-
lected positions to determine the maximum vertical
flight vector angle, said elevator device being operated
to limit the actual vertical flight vector angle to be less
than or equal to the computed maximum vertical flight
vector angle.

10 Tha mathad ananedin
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ng to claim 7 further includ-

g
ing the step of controlling the vertical flight vector
angle of the aircraft in response to the corresponding
second electrical signals at the respective selected posi-
tions and to the respective downrange distances and
elevations of said selected positions to fly the aircraft
substantially along a predetermined path corresponding
to the respective set clearance altitudes relative to the
terrain below.

11. The method according to claim 7 wherein said
maximum altitude at which said aircraft is allowed to fly
(Da) is a function of terrain roughness and is determined
by solving the equation of Da=R X A2+ Ho where R is
the standard deviation of the terrain roughness, AZ is a
preselected constant and Ho is an initial approximation
of the set clearance altitude.

12. The method according to claim 11 wherein said
minimum altitude at which the aircraft is allowed to fly

i i i +h +3 R AL,
{(Ra} is determined by sclving the equation Ra=234SC-

+A43 where MSC is the minimum selected altitude at
which the aircraft can safely fly and A3 is a predeter-

mined constant to account for system errors.
* * * * *



