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Improvement of the Avoidance Performance of TCAS-II by
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Abstract

In this paper we consider the problem of the existing TCAS-II systems that fail to be satisfactory solution
to mid-air collisions (MACs) and near mid-air collisions (NMACs or near misses). This is attributed to the fact
that the earlier studies on the collision avoidance mainly have focused on determination logic of avoidance
direction and vertical speed, reversal of the avoidance direction, multiple aircraft geometry, and availability in
certain air spaces. But, the influence of sensor measurement errors on the performance of collision avoidance
was not properly taken into account. Here we propose a new TCAS algorithm by using Kalman filter instead
of ‘a-[3* tracker to improve the avoidance performance under the influence of barometric sensor errors due
to air-temperature, pressure leaks, static source error correction, etc.
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