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ABSTRACT

With increased autonomy being an integral part of un-
manned aerial system (UAS), during flight a vehicle
needs to have an accurate estimation of its state of health
and capabilities to perform and achieve mission success
with utmost safety. Batteries are of key importance in
electric-propulsion aircraft and are its most pertinent re-
source. It is important to know the state of charge of the
battery not only because the health state is directly re-
lated to the flight profiles flown by the vehicle, but also
because the state of charge of the vehicle and its opera-
tional condition must be estimated after each flight.

In this work a methodology is presented to generate pre-
dictions for flight plans that experience anomalies, or un-
expected system failure in due to a parasitic load in a
specified stage of the flight that must return to its starting
point of origin. We begin by describing the procedures
by which a sequence of steps will be carried out to expo-
nentially weigh the impact of different stages of a flight
towards thermal strain on the capacitance Cmax of the
battery during each flight.

1. INTRODUCTION

Drawing from a previous 2014 work (Hogge & et. al,
2014) in which the authors sought to improve methods
of generating flight predictions for small aircraft, the
methodology and approach that follows will generate
flights predictions of a similar type, namely for flights
with individual stages of specified duration, so as to im-
prove the maintenance of batteries and other equipment
that are involved in the aircraft. Moreover, to avoid hav-
ing to perform laboratory tests on batteries after a fixed
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number of flights within a cycle, the framework heavily
relies on a free parameter choice to model the expected
decay in battery capacity.

In contrast to the remaining flight time estimates that are
put forth in (Hogge & et. al, 2014), the approach is
also aimed towards quantifying the exponential decay in
the maximum capacitance due to a parasitic load that is
inserted within a fixed stage of the flight, which can be
imposed for the remaining duration of the flight. To cat-
egorically separate and study the rate of change of expo-
nential decay of the maximum capacitance of different
batteries, parasitic loads of exponential, or of polyno-
mial, magnitude are computed for choices of β param-
eters. From the percentage of the maximum capacitance
that the battery is observed to hold after a given cycle,
the exponential factor is temporally weighed in the du-
ration of all stages of the flight. As a result, introducing
this factor allows for a broader prognostics reflection not
only pertaining to equipment maintenance but also to the
total duration of a flight and the accompanying SOC be-
fore a failure occurs. Other works, including (Goebel
& Eklund, 2007),(Kulkarni et al., 2010),(Kulkarni et al.,
2011),(Sankararaman & Goebel, 2013a),(Sankararaman
& Goebel, 2013b),(Saha, Saha, & Goebel, 2009) offer
detailed discussions of either the experimental set up of
tests which were used to test the accuracy of different nu-
merical models, in addition to the architectural schemes
of offline battery maintenance, insofar as to further study
capacity degradation due to aging.

With example upper and lower bounds on the maxi-
mum capacity decay for a variety of flights from dif-
ferent batteries in the publicly available HIRF reposi-
tory (Kulkarni et al., 2015), we are interested in building
upon previous studies to further study the capacitance
degradation. The publicly available data set contains
HIRF tests and experimental data conducted on an elec-
tric fixed wind UAV Edge 540. The e-UAV is a 33% sub-
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scale version of the Zivko Aeronautics Inc. Edge 540 T
tandem seat aerobatic aircraft. This vehicle has been ac-
tively used to facilitate the rapid deployment and evalu-
ation of remaining flying time prediction algorithms for
electric aircraft(Hogge & et. al, 2014).

The parameter choice and resulting numerical behavior
provides a formalism through which experiments con-
sisting of flights with either longer duration, more com-
plicated pattern with more stages in the flight, or varying
magnitude of electromagnetic radiation in the ambient
environment, can be accounted for through adjustment
of the free parameters.

To characterize different flight plans from which sets of
predictions will be generated, the approach detailed be-
low provides approximations of the time duration of each
segment of a flight, depending on the magnitude of the
current exerted by the engine over each time interval.
To readily generate valuable prognostics predictions, we
introduce an exponentially decaying factor whose mag-
nitude is numerically determined by enforcing choices
of parameters {βi} which multiply the approximate du-
ration of each time interval of the flight. Finally, with
a smooth polynomial approximation to the flight data,
we compute the Fourier coefficients and series of current
versus time plots of a given flight, to generate predictions
for upcoming flight plans. From batteries of a given type,
the magnitude of the exponential factor will be leveraged
to model the decay in the maximum capacitance of the
battery across multiple flights.

2. GENERAL APPROACH

In this section an overview of the developed approach
is discussed. The Fourier series representation of each
flight plan is obtained by approximating the temporal du-
ration of each segment of an arbitrary flight plan through
each stage of the flight, which includes imposing a coor-
dinate axis to measure applicable sine or cosine modes of
the Fourier series representation which will be enforced
after coefficients corresponding to each stage of the flight
have been determined.

Next, we compute a sufficient number of Fourier co-
efficients so that the corresponding series representa-
tion of the flight plan sufficiently represents current
measurements for each point in time of the flight
plane, which is obtained through a trigonometric
basis{sin(nω0t

T ), cos(nω0t
T )}n∈N, where a normalizing

factor T is introduced.

For one example flight, we determine a threshold of the
Fourier modes N for which the mean squared error, of
the form

∑
n a

2
n + b2n, or equivalently

∑
n a

2
n or

∑
n b

2
n,

is determined. Across numerical experiments in which
up to 20, 000 Fourier modes are computed, we conclude

that the approach is computationally accessible because
a MSE of magnitude ≈ 0.192 demonstrates that the
methodology is capable of generating reliable predic-
tions for varying flight profiles without having to include
hundreds of Fourier modes (in particular, no more than
20 from the worked example in Section 4.2) in the series
expansion. From either a Fourier cosine or sine series,
informative and reliable predictions can be generated by
determining the final time stamp up to which the polyno-
mial approximation of flight data will be enforced.

Next, given such a Fourier series representation of the
flight, the exponentially decaying factor for computing
the change in the maximum and minimum capacitance
will be defined. In turn, the approach will generate pre-
dictions for flights plans of the following types, all of
which are dependent on the duration of the specific stage
of the flight as well as the time stamp throughout the
stage of the flight at which the plan is terminated. It is
important to emphasize that the time stamp at which the
flight will be terminated is arbitrary and will therefore
impact the corresponding number of Fourier modes and
MSE that can be computed. In what follows, we will dis-
tinguish between different flight plans, depending on the
number of stages in a flight, at which the flight can be
arbitrarily terminated.

Flight Plan Type A: Given a set of experimental trials,
we will demonstrate how to compute an accompanying
rate of exponential decay in the maximum capacitance
over successive flights that is proportional to the magni-
tude, and duration, of the thermal stress in addition to
the mechanical work that is applied to the engine for
each stage of the flight. From this factor, predictions
will be readily generated for flights that are terminated
in the first stage of the flight by computing the exponen-
tial decay of the maximum capacitance Cmax. In addi-
tion to examining the sharpness of decay in Cmax, our
methodology is also capable of accommodating different
series expansions, namely expressions with a different
number of Fourier modes N that can be used to accom-
modate predictions for different time stamps through-
out some fixed stage of the flight. Within a given stage
of the flight, the smooth polynomial approximation of
flight data is capable of generating distinct Fourier se-
ries expansions, each of which correspond to flight plans
in which the rightmost endpoint in time is continuously
varied. With variable time stamps at which the flight is
terminated, the polynomial root finding method gener-
ates smooth approximations from experimental current
versus time plots.

Flight Plan Type B: Given a set of experimental trials,
predictions for more complicated flight patterns can be
generated by making use of the predictions generated for
flights of the previously defined type, in the sense that
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a flight pattern of Type B can be analyzed, from predic-
tions of fights of Type A by implementing the follow-
ing. First, it is imperative that we include a prescribed
number Fourier modes N in the series expansion for the
beginning phase of the flight during which current flows
through the circuit. In this initial stage, predictions of
the termination of the flight plan in the next stage of the
flight, hence the name Flight Plans of Type B, can be
generated by implementing the change in maximum ca-
pacitance from the previous flight plan. From the free
parameters βi that we have injected into the power of
the exponent to measure the decay in Cmax, we can also
generate sets of inequalities to capture the minimum and
maximum rates of exponential decay in Cmax, granted
that the smooth polynomial approximation not violate
the condition that |R(ti) − f(ti)| < ε for all times ti
preceding the unforseen abortion of the flight in its ear-
lier stage. In this inequality, the precision that we de-
mand between the smooth polynomial approximation of
the flight plan data and the current measurements holds
for arbitrary ε, where the quantity R denotes the experi-
mentally gathered flight plane for all time stamps ti in the
flight, and the quantity f denotes the smooth polynomial
approximation of the current measurements. When run-
ning the polynomial root finding algorithm, we enforce
that a maximum discrepancy ε between the experimental
data, and approximations of the data, is satisfied across
all ti.

Flight Plans Types C,D,E: Repeating the same ob-
servations and formulations for flight plants of
Type A and Type B mutatis mutandis gives immedi-
ate generalizations of other flight plans for which the
unforseen abortion of the flight can occur. In particular,
flight plans of Types C, D and E, respectively, describe
excursions over which the same maximum capacitance
value (which is the Cmax value computed from previous
flights in a given sequence, determined from an initial
capacitance value in the first flight of the sequence which
we set to be at a 100% threshold), the final time stamp
tf are which the flight is terminated.

Flight Plan Type X: Pursuant of further generalizations,
the preceding observations and formalism can be applied
mutatis mutandis to new flights patterns, of emerging in-
terest, for an arbitrary but countable number of intervals
over which a flight can be terminated.

The authors suggest that generalizing the approach to
new experiments with small aircraft of varying construc-
tion and battery types is worthwhile. The publicaly avail-
able dataset from NASA includes collections of current
time measurements, which can be modeled with the fol-
lowing approach by roughly determining the duration of
each period of the flight, from which additional flight tra-
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Figure 1. Example of Set 6, HIRF 77, plot of horizontal
line for flight plan of Case 1

jectories rather than those carried out by experiment can
be simulated with varying free parameter choices.

3. IMPLEMENTATION

To test the Fourier series implementation and exponen-
tially decaying capacitance factor in flight plans, we im-
plement the approach in a set of training data through a
given sequence of flights by executing the following.

We run an auxiliary algorithm in Matlab which returns
the approximate time intervals, and respective duration,
of each stage of a given flight. Systematically, we deal
with the following cases.

Case 1: (Flight plans in which the current reading
at the final stage of the flight vertically asymptotes to
a current measurement higher than that of preced-
ing stages of the flight) For flight plans of Case 1, one
can easily generate time intervals for intermediate stages
of the flight plan by extending a horizontal line past the
stage of the flight, and then linearly searching below a
determined threshold to obtain isolated segments of the
flight during which polynomial approximations from the
root finding method can be obtained. From the current
value that is exerted near the end of the flight from which
the horizontal line is extended, a threshold δ will be cho-
sen so that all current values below those of H − δ are
returned.

Case 2: (Flight plans in which the final current read-
ing for the last stage of the flight vertically asymp-
totes to a value that is lower than that of the preced-
ing stage of the flight) For flight plans of Case 2, one
can generate analogous results corresponding to the time
intervals for disjoint segments of a given flight plan. For
Case 2, we instead linearly search above the current value
that the data asymptotically approaches at the final time
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Figure 2. Plot of individual stages of the flight which
are determined by linear inspection of the data through
a specified threshold δ of the current asymptotic value
given by the horizontal line at the end of the flight, with
δ = −0.5.
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Figure 3. Example of Set 6, HIRF 80, plot of two hori-
zontal lines for flight plans falling under Case 2

stamp of the given flight, while simultaneously condi-
tioning that the search enforce that the isolated segments
of the flight not exceed the initial current starting value
in the initial stages of the flight. After executing such a
search, the auxiliary algorithm similarly returns a set of
times for each stage of the flight.

With the time duration of each stage, the resulting val-
ues inform the magnitude of an exponentially decaying
factor which measures the change in Cmax value across
subsequent flights. This temporally weighed factor is
of central importance for the methodology because the
exponential factor informs the sharpness of capacitance
decay which is inversely proportional to the total flight
time. From the flight examples above, we observe the
following.
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Figure 4. Plot of individual stages of the flight which
are determined by linear inspection of the data through
a specified threshold δ′ of the current asymptotic value
given by the horizontal line at the end of the flight, with
δ = 1.5.

Case Parameters Cmax on flight 2

1 β1 = 1
500 , β2 = 1

5000 ≈ 0.73184C1

2 β1 = 1
100 , β2 = 1

5000 ≈ 0.43509C1

3 β1 = 1
2500 = β2 ≈ 0.67686C1

4 β1 = 1
25000 = β2 ≈ 0.99610C1

Table 1. Table providing choice of parameters for each
of the 4 cases in Figure 5

From Set 6, HIRF 77, disregarding the middle portion of
the flight during which the magnitude of the loading cur-
rent is approximately constant, one may compute the ex-
ponential decay in Cmax by enforcing choice of free βi.
In this specific instance, the choice of free parameters
correspond to the real numbers that are linearly weighed
in the temporal duration of all segments of the flight.
Upon drawing inspiration from exponential solutions to
the one dimensional separable differential equation, we
expect that comparing the temporal duration of different
stages of a flight, from the example in Set 6, HIRF 77
above, yields an exponential decay Cmax that would fur-
ther reduce the change in capacitance in the second flight.
It is natural to expect that the rate of capacitance decay
will decay more sharply if there are more time stamps in
a given stage of the flight, in which C1→2

max1
≥ C1→2

max2
⇔

|T 1
6,77| = |{ti ∈ T 1

6,77}| ≤ |T 2
6,77| = |{tj ∈ T 2

6,77}|.
The ordered pair (Cmax2

, T 2) denotes the capacitance
and stage duration, respectively, of the stage T 1

6,77 of an
arbitrary flight plan.

On the other hand, from Set 6, HIRF 80, the return val-
ues of the auxiliary algorithm permit calculations of the
exponential decay in Cmax for flights of Case 2. From
noticeable differences in the trajectory of the flight from
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Figure 5. From the two demarcated stages of the flight
given the return values of the auxiliary algorithm, the ex-
ponential decay in Cmax is exhibited across each stage
of the flight. A clear dependence between the reported
Cmax and βi is exhibited.
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Figure 6. From the two demarcated stages of the flight
given the return values of the auxiliary algorithm, the ex-
ponential decay in Cmax is shown across the first stage
of the flight.

Set 6, the exponential decay inCmax is more sharp across
the sequence of flights in comparison to that of HIRF 80.

Finally, to establish sets of predictions for flight of vary-
ing types, namely flights of the previously defined types,
a Fourier series expansion will be introduced by comput-
ing the Fourier coefficients from the polynomial approx-
imation.

3.1. Exponentially decaying capacitance

With the different choices of β parameters that will be
further expounded upon in more sensitive calculations
of the exponential decay in Cmax that are inclusive of
the beginning and ending periods of the flight, we will
make the choice of free β parameters so that the decay of
the maximum capacitance between neighboring flights

Case Parameters Cmax after flight 2

1 β1 = 1
1000 , β2 = 1

5000 ≈ 0.88692C1

2 β1 = 1
200 , β2 = 1

5000 ≈ 0.644036C1

3 β1 = 1
300000 , β2 = 1

50000 ≈ 0.995742C1

4 β1 = 1
300 = β2 ≈ 0.99610C1

Table 2. Table providing choice of parameters for each
of the 4 cases in Figure 7.

reflects a rate of decay in the capacitance that is appro-
priate, in the sense that the rate of exponential decay does
not fall into any one of the cases above in which the max-
imum capacitance in one flight from a previous one is al-
most left unchanged, at or around 99% of the previous
Cmax, or at around 50% of the Cmax for a typical flight.

4. WORKFLOW

Before proceeding with our formalism to define quanti-
ties that are of computational value to help with gener-
ating flight predictions, the items below provides a high
level summary of each step in the approach.

1. The auxiliary algorithm uses flight plan data as in-
put,which returns the approximate time intervals of
each stage of the flight, depending on the magnitude
of the current at the beginning and ending stages of
the flight.

2. We enforce choices of free {βi}i∈N for calculating
the exponential decay of Cmax.

3. With lower and upper bounds on such a decay rate,
polynomials are introduced to smoothly approxi-
mate chamber data for current measurements in the
aircraft engine, from which estimates of each stage
of the flight are generated.

4. To approximate flight plan data with a Fourier series,
smooth polynomial approximation is used on the
flight data obtained in the previous step, as we com-
pute the sine and cosine coefficients of the Fourier
series expansion.

5. As a result, sets of predictions for future flights are
generated, within the combinatorial space of distinct
outcomes, by computing the range of Fourier modes
that can be used in the series to approximate the
flight plan data. With the Fourier coefficients of our
expansion, we can also determined corresponding
MSE values. From numerical experiments on data
from the NASA prognostics repository, we are inter-
ested in determining whether there is a critical value
of the Fourier modes, Fcrit, beyond which increas-
ing the number of Fourier modes in the series expan-
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sion does not yield a lower MSE. Qualitatively, we
attribute a lower MSE to a higher confidence in the
set of predictions for a flight on which the algorithm
is ran, while we attribute a higher MSE to a lower
confidence in the set of predictions.

6. Within the space of outcomes, we will introduce nu-
merical bounds, based on the 30% SOC threshold
cutoff, at which a flight can safely operate for a spec-
ified duration of time.

4.1. Fourier series approach

With a polynomial approximation obtained via the root
finding method, given an arbitrary number of time
stamps before the flight plan is to be terminated, a mod-
ification to the usual Fourier sine and cosine coefficients
will be introduced with each of the coefficients taking the
for

an =
1∑
i ti

∫
Ti
f(t)cos

(
nω0t

Ti

)
dt , (1)

and

bn =
1∑
i ti

∫
Ti
f(t)sin

(
nω0t

Ti

)
dt , (2)

where T denotes the stage of the flight over which the
polynomial approximation is obtained, and the normal-
izing constant for the period in the Fourier coefficients
is the summation over all time stamps of the particular
stage of the flight. As expected, f is smooth and from
these expressions, one can obtain a series expansion of
the form

F (x) =
a0

2
+
∑
n,t∈Ti

ancos

(
nω0t

Ti

)
+ bnsin

(
nω0t

Ti

)
,

(3)

where each period Ti is not only dependent on the dura-
tion of the time interval of the stage of the flight, but also
on the current of the magnitude I exerted on the engine
given a trajectory. With such a Fourier series that one
can obtained from the aforementioned trigonometric ba-
sis, introduced over each respective Ti, flight predictions
for plans of ype A can be generated for arbitrary time
stamps tj before the initial stage of the flight by first in-
troducing a polynomial approximation of the flight data
up to tj , from which the MSE of all modes included in
the expansion,

∑
n a

2
n+b2n, is computed. Up to the stage

of interest, we make use of the truncated Fourier series,

FTi,ti =
a0

2
+

Mti∑
n=1

ancos

(
nω0t

Ti

)
+ bnsin

(
nω0t

Ti

)
,

(4)

for a sufficient number of modesMtj < N . With a se-
ries approximation FTi,ti above denoting the series trun-
cation corresponding to the maximum time stamp ti < tj
for which the 30% SOC threshold can be maintained
when the flight is terminated at the later time tj , for all
t ∈ Ti.

To ensure that such a truncation adequately captures the
degradation in Cmax across successive trials, or poten-
tially across trials with a battery of any type, an expo-
nentially decaying, temporally dependent factor, factor is
defined across all time stamps ti, tj ∈ Ti, and t′i, t

′
j ∈ Tj .

Free parameters β1, β2, as demonstrated in plots for dif-
ferent decay rates of Cmax, which multiplicatively ac-
company the time intervals [ti, tf ] and [t′i, t

′
f ], over Ti

and Tj , respectively, during which a current of varying
magnitude I is exerted. More generally, the power of the
exponent is of the form

∑
i βi|Ti|, with the summation

taken over all stages of the flight.

For distinct time periods of each stage, the rates of
exponential decay in Cmax, in addition to the series
representation, provide flight predictions by computing
the rate of exponential decay in the Cmax across mul-
tiple flights with specified duration from the periods
T 1

1 , · · · , T 1
n , · · · , T 1

N , · · · , T nN . Incorporating the expo-
nential decay mentioned in the previous step to deter-
mine the maximum duration’s of time for which the flight
can maintain the 30% threshold, can be obtained by mak-
ing use of the formula

SOC = 1− qmax − qb
Cmax

, (5)

provided for computing the threshold in [2]. With the
previous exponential factor, it is also possible to deter-
mine the range of admissible Fourier modes in the series
representation and to compute the MSE associated with
the series approximation.

4.2. Computation Case Studies

With a substantial array of Fourier coefficients, ranging
from 200, 2, 000 to 10, 000 modes, all of which together
constitute a run time of approximately 3 days, numerical
simulations were executed to determine properties relat-
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Fourier modes Max Min

200 ≈ 0.40793 ≈ 2.7658× 10−6

2, 000 ≈ 0.40793 ≈ 2.7049× 10−8

10, 000 ≈ 0.40793 ≈ 1.0955× 10−3

Table 3. Fourier cosine coefficients

Fourier modes Max Min

200 ≈ −8.6023× 10−4 ≈ −21.1558

2, 000 ≈ −8.6023× 10−5 ≈ −21.1558

10, 000 ≈ −1.7205× 10−5 ≈ −21.1558

Table 4. Fourier sine coefficients

ing to the convergence of Fourier series, which is valu-
able for determining the critical number Fcrit. By intro-
ducing a series approximation to the end of the first stage
of this flight up to tf = 450, the numerical experiments
demonstrate that we do not have to resort to a high num-
ber of Fourier modes in order to reach a sufficiently low
MSE. This demonstrates that utility of the approach in
being able to readily generate predictions that are com-
putationally accessible.

Beyond observed numerical results, the plots below ex-
hibit the distribution of higher frequency terms that could
be used in the Fourier series expansion, where the com-
putations of the Fourier coefficients are carried out for
10, 000 Fourier sine and cosine coefficients. Due to the
significantly higher MSE associated with the Fourier sine
coefficients for this example flight, we have only made
use of the cosine coefficients in the series expansion to
approximate the flight data, from which the series ex-
pansion is plotted for all 4938 time stamps of the flight.

4.3. Adjusting the free parameters in the exponen-
tially decaying factor

From the description and implementation of the auxil-
iary algorithm as a proxy for the change in Cmax across
a flight, from a fixed ordering of the time stamps and cur-
rent measurements, the image of time intervals under the

Fourier modes MSE

200 ≈ 0.192276077317043

10, 000 ≈ 0.192276132208228

Table 5. MSE values

Fourier modes Max. Min.

200 ≈ 0.3139 ≈ 7.928× 10−6

2, 000 ≈ 0.3139 ≈ 7.857× 10−8

Table 6. Fourier cosine coefficients

Fourier modes Max. Max.

200 ≈ 21.124 ≈ 2.466× 10−3

2, 000 ≈ 21.236 ≈ 2.466× 10−4

Table 7. Fourier sine coefficients

assignment Φ : R+ −→ R+ : |tj−tk| 7→ βi , for j 6= k,
and βi > 0, produces a monotonic pairing of the time in-
tervals of each stage of the flight with the freely chosen
βi so that, throughout the variable duration of a given
flight pattern, periods of shorter duration over which the
magnitude of the current I abruptly changes are mul-
tiplicatively weighed unfavorably in their negative im-
pact on the ability of the circuit to transport charge in
the engine, while periods of longer duration over which
the current of magnitude I changes more gradually over
the course of a stage in the flight, are multiplicatively
weighed favorably in terms of continuing to preserve the
ability of the circuit to maintain the maximum capaci-
tance which in turn less adversely impacts the circuit.

With such a convention of the free parameter assignment,
a range of exponentially decaying factors, allows for pre-
dictions to be realized. Through the experiment with the
arrays of Fourier coefficients that have been generated,
the same approach can be applied to flight patterns for
which the time intervals of each stage are collected, from
which the temporally adjusted weighted exponential de-
crease of the circuit can be computed which is dependent
on the magnitude of the current exerted during stages of
the flight. Such data sets are publicly available from the
NASA prognostics repository 15.

Fourier modes MSE

200 ≈ 560.79416

2, 000 ≈ 561.902567337

10, 000 ≈ 5.62001093

Table 8. MSE values
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Figure 7. In contrast to similar plots of the Fourier cosine coefficients, the sine coefficients, for the truncated poly-
nomial approximation up to the time stamp 450 before the current change occurs results in coefficients that are of
opposite sine than those previously presented in the previous diagram.
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Figure 8. To more closely analyze the behavior of the se-
ries approximation from which predictions will be gen-
erated with a corresponding MSE, the behavior of the
series approximation, as t varies, is depicted above.

5. PROCEDURE FOR GENERATING THE COMBINA-
TORIAL SPACE OF FLIGHT PREDICTIONS

To produce effective and informative flight predictions
given a numerically specified exponential rate of decay
in Cmax, we proceed with the following.

Step 1 (identifying the stage of the flight during which
the prediction is to be established): To systematically
address all stages and times during which an anomaly

could occur, we introduce arbitrary time stamps t(i)abort

corresponding to each stamp T (i) of a given flight. From
such time stamps in future flight plans that we attribute
to anomalies, predictions for the flight in question will be
generated by linearly varying the stamp t(i)abort with re-
spect to time for all admissible stamps in the stage T (i)

of the flight. From such a collection of times, we pro-
ceed to incorporate the minimum and maximum rates of
exponential decay in Cmax of the circuit, by means of
introducing a suitable free parameters βi in the exponen-
tially decaying factor, insofar as to not only simulate dis-
tinct rates of exponential decrease in Cmax, but also to
account for flight plan anomalies in any possible stage.
To determine whether a flight should be terminated, at
arbitrary t(i)SOC < t

(i)
abort, we make use of the expression

for the state of charge threshold given in [2].

Step 2 (computing informative ranges in the exponen-
tial decay of Cmax): In order to generate realistic pre-
dictions, we must also introduce upper and lower bounds
for the decay of Cmax. Pursuant of this goal, we wish
to measure the change in exponential decay that one can
attribute to different choices of parameters βj , denoted
β′j , satisfying |βj−β′j | < ε for arbitrarily small ε. Under
these assumptions, the exponential factor for measuring
the change in capacitance takes the form,
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for first choice of βj︷ ︸︸ ︷
e

∑
i∩j βi

(
t
(i)
final−t

(i)
initial

)
+βj

(
t
(j)
final−t

(j)
initial

)
−

for second choice of βj︷ ︸︸ ︷
e

∑
i∩j βi

(
t
(i)
final−t

(i)
initial

)
+β′

j

(
t
(j)
final−t

(j)
initial

)
,

where the arbitrary reals βj , β′j are chosen during the

stage T (j) of the flight, which has time duration t(j)final −
t
(j)
initial. Because all of the remaining βi, for i 6= j for all

other stages of the flight are fixed, enforcing a different
choice of the βj parameter amounts to a multiplicative,
exponentially decaying factor, of the form

e

∑
i∩j βi

(
t
(i)
final−t

(i)
initial

)(
e

(
βj−β′

j

)(
t
(i)
final−t

(i)
initial

))
.

Additionally, to make even more explicit the dependence
of the Cmax decay with respect to time, we designate
the arbitrary time stamps t(i)abort as the times during each
stage T (i) during which the flight could be terminated.
At each such time stamp in this stage, the choice of pa-
rameters will satisfy the SOC threshold that is provided
in future arguments.

Step 3 (choosing flight data from the prognostics
repository to compute exponential rates of decay in
Cmax, from which bounds on the Cmax will be gener-
ated: From previous remarks concerning how the Cmax

of the circuit would change across successive flights with
choices of βi for each flight stage, as a consequence it is
important to designate the sets of experimental data from
which exponential rates of decay in Cmax will be deter-
mined. In addition to enforcing a certain SOC thresh-
old that the aircraft must satisfy while it is operational,
predictions for future flights can be generated by deter-
mining appropriate choices of the βi so that the model
reliably captures the rate of Cmax as observed from ex-
periments.

Step 4 (generalizing sets of predictions for flight plan
abnormalities given a time stamp of flight termina-
tion): With upper and lower bounds for Cmax in hand
from Step 3, generating flight predictions now amounts
to implementing the variable time, to be specified be-
tween stages of a flight, during which an arbitrary flight
plan could be aborted due to either flight plan abnormal-
ities or mechanical failures. In particular, by choosing
each possible stage of the future flight plans at which the

anomaly could occur, predictions are readily generated
by searching for parameters that capture the rate of de-
cay in the maximum capacitance.

In specific instances of different flight planes, the ap-
proach is capable of determining whether a small air-
craft can land given unforseen changes in theCmax value
of the circuit. With an additional exponentially decay-
ing factor appended to the quantity has has already been
given and discussed, which takes the form

CPL,T (i)

maxi+1
=

(
e
∑

i−βi|t(i)initial−t
(i)
final|×

e
βPL,T (i)

T (i)
PL

|tPL
final−t

PL
initial|

)
Cmaxi

,

(6)

which denotes the local exponential decay ofCmax given
a temporally dependent, exponentially increasing, par-
asitic load PL. Numerically, it is important to remark
upon the nature of this exponential term, particularly in
that the power of the exponential can be equal to, less
than, or greater than in magnitude of the summation in
the power of the first exponential which is dependent on
both the βi and duration of each stage T (i) of the flight.
One may also define the decay of the local capacitance
due to a polynomial factor, instead of an exponential one,
taking the form

CPL,T (i)

maxi+1
=

(
e
∑

i−βi|t(i)initial−t
(i)
final| ×

(
1

+(βPL,T (i)

T (i)
PL

|tPLfinal − tPLinitial|)tPLfinal+

((βPL,T (i)

T (i)
PL

|tPLfinal − tPLinitial|tPLfinal)
2

2
+ · · ·

))
Cmaxi ,

(7)

for a parasitic load which polynomially increases with
respect to time. The rate of decrease that this load poses
on the Cmax value after consecutive flights is useful in
being able to model different rates of decay in the circuit
in stage T (i) of the flight.

Step 5 (SOC formulas based on maximum capaci-
tance formalism for the regular and local cases): From
expressions of Cmax and CPL, we can make use of the
formula for computing the SOC to propose 3 different
formulas that can be used to compute the corresponding
state of charge, each of which are of the form,
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SOC1 = 1− qmax − qb
e
∑

i−βi×t(i)initial−t
(i)
finalCmax

, (8)

SOC2 = 1− (qmax − qb)/[e
∑

i−βi|t(i)initial−t
(i)
final|

×e
βPL,T (i)

T (i)
PL

|tPL
final−t

PL
initial|

Cmax] ,
(9)

SOC3 = 1− (qmax − qb)/[1 + (βPL,T (i)

T (i)
PL

|tPLfinal − tPLinitial)t
PL
final

+
1

2
(βPL,T (i)

T (i)
PL

|tPLfinal − tPLinitial|

tPLfinal)
2 + · · · )Cmax] ,

(10)

respectively, which together correspond to the SOC for
the first formula for the capacitance introduced the earli-
est in the report, while the remaining 2 formulas below
the first equation correspond to expressions for the SOC
due to the local capacitance C of the parasitic load, with
either exponential or polynomial rates of decay.

Step 6 (summarizing the procedure: backtracking
from tabort to determine time intervals for which the
current satisfies 30% SOC): From either a flight or par-
asitically driven mechanical abnormality, we can make
flight predictions by following previous steps, in which
exponentially weighing the duration of each flight, which
poses mechanical or thermal stress on the engine, pro-
vides convenient interpretations for the total duration of
a flight before the circuit fails to satisfy a specified SOC
threshold.

5.1. Rate of decay of the local capacitance due to a
parasitic load

As suggested through computations in previous tables,
we are able to readily generate predictions for upcoming
flights by specifying the stage of the flight at which the
load is imposed, from which computations of the local
capacitance, due to either polynomial or exponential de-
cay, can be computed. Thus, from such a rate of decay,
it is possible to establish suggestions for the maximum
flight time given the duration of each stage of the flight.
Conversely, past flight data from previous mechanical
malfunctions can also be interpreted, as follows. If the
duration of either a mechanical malfunction or a flight
anomaly is known, the magnitude of the parasitic load,
whether polynomial or exponential, can be determined
by working backwards from the expressions given in the
previous section. Namely, if the distance over which
the mechanical or flight plan anomaly is known through

experimentally gathered current measurements, then the
distance over which the anomaly has occurred can be
used to approximate the magnitude of the parasitic load
responsible for the anomaly.

Furthermore, because an exponentially varying parasitic
load that increases with respect to time can be Taylor ex-
panded into a polynomial of fixed degree, computing the
distance over which a flight anomaly have occurred may
also be implemented to obtain a polynomial expression
for the parasitic load that is responsible for the anomaly.
In either circumstance, the approach fits within experi-
mental data that is to be gathered in upcoming chamber
experiments, or to data that has already been gathered, to
inform maintenance of future flights. Clearly, if the mag-
nitude due to the parasitic load is sufficiently dominant,
in the sense that the degradation due to the parasitic load
prevents the flight from completing individual stages of a
flight that are of the same duration from flights that it has
already completed previously in a given sequence, then
the flight should be terminated.

6. CONCLUDING REMARKS

By introducing an exponentially decaying factor that
is temporally weighed in specific sets of loading cur-
rent versus time measurements that are experimentally
recorded for flight patterns, we are able to generate
widely accommodating flight predictions that take into
account the specific nature of the data, which in this case
consists of current drawn from the batteries supplied to
the electric power-train throughout the flight, which is
variable and can variably degrade with repeated use. In
future work, we are continuing to pursue our interest of
being able to continue generating sufficiently large com-
binatorial spaces from the Φ assignment. Although such
a mapping is defined so that we do not assign multiple β
free parameters to the Cmax decay for time periods of a
flight that are not equal, there are countably many map-
pings that can be constructed to further experiment with
the steepness of the Cmax decay. Varying the rate of the
Cmax decay could be of additional interest for aircraft
that are either built according to different specifications
than the one in which HIRF chamber experiments were
held. The developed methodology and the approach pre-
sented here is capable of addressing such changes in ma-
chinery by being able to explore families of Φ mappings,
within the space of mappings ΦS , where S is the sam-
ple space of times during individual stages of the flight.
With a more general notion of the rate of change of the
maximum capacitance with respect to not only the flight
number of a cycle but also with respect to the hardware
specific requirements of the battery and equipment that
are being used, our approach can be of use in future ex-
periments as well.

10



ANNUAL CONFERENCE OF THE PROGNOSTICS AND HEALTH MANAGEMENT SOCIETY 2020

Another area of interest for future work includes be-
ing able to develop a broader formalism so that the ap-
proach can describe other data structures that could arise
in the experimentally gathered current readings. With
more complicated experiments and specifications im-
posed upon either the amount of current that will be de-
livered throughout the circuit during a flight, or upon the
duration of the flight itself, it would be helpful to con-
tinue expanding on the approach so that flights with an
arbitrary number of stages can be analyzed, which could
improve battery maintenance, as well as overall construc-
tion of the aircraft for optimal aerodynamic performance
in a wide variety of flight profile patterns. Although
the estimates for the decay in the maximum capacitance
will not be subject to electromagnetic radiation effects
that are present in the background of the environment
which can significantly impact the temperature at which
the equipment optimally functions, another exponential
factor with its own free parameter accounting for the dif-
ference between the ambient temperature of the environ-
ment, and the maximum temperature at which the battery
will continue to carry sufficient enough current above the
SOC threshold, can be introduced.
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