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Section 1

INTRODUCTION

This report summarizes the results of a program performed for the
NASA Langley Research Center by the Calspan Corporation to study windshear
and gust alleviation methods with consideration of the application of the

NASA total energy/energy rate probe to this particular task.

The study has several different objectives and related phases. One
was to determine whether or not a successful control system design could be
obtained for the TCV 737 aircraft using only elevator or only throttle, and
then using both control effectors in concert. A second objective was to
assess the usefulness of a direct measurement of the shear or turbulence as
compared to a strict feedback regulation approach to gust alleviation. Still
another objective was to test the concepts of alleviation with respect to
ground speed or with respect to airspeed, sometimes referred to as 4D or 3D
regulation. TIf the control system of the aircraft is designed to maintain
a constant airspeed through a windshear, the alleviation system is said to
be a 3D system. If ground speed is regulated through the windshear, the air-
craft presumably will land at the touchdown point both in space and on time
and is referred to as 4D regulation. The airspeed/ground speed regulation
approach can be considered only with respect to horizontal velocity. However,
regulation of vertical velocity only with respect to ground can be considered
as a reasonable criteria in a wind gust/shear alleviation control system

design study.

Infused in each of the windshear/gust alleviation designs and design
philosophy is the application of the NASA total energy/energy rate probe de-
scribed later in the body of the report. It was felt that the probe could be

quite useful in this application for three reasons:

1. A constant rate of change of energy during a landing is con-
sistent with the 3D philosophy of vehicle regulation in a wind-

shear. Constant kinetic energy is approximately equivalent




to constant airspeed at constant air density while constant
rate of change of altitude is equivalent to constant rate of
change of potential energy. It was therefore found appropriate
to consider energy to be an appropriate criteria in terms of

direct inclusion in a quadratic performance index criteria for

design purposes.

The probe as a major component in a control law would be an
attractive instrumentation feature because of the simplicity

and versatility of the device. Pneumatic methods of obtaining

energy rate are straightforward and reliable. Therefore,

effort was made to include the total energy/energy rate probe
as a sensor to be incorporated into the control system design

to simplify the overall system mechanization.

The total energy probe is basically an air data rather than
an inertia measurement device. Because of this, it was felt
that the sensor could be useful in the development of instru-

mentation that would directly detect and measure wind shear.

The study program was considered exploratory in the sense that sam-
ple and example methods of the approach to gust and shear alleviation were
tried rather than trying to take into account all the possible nuances of the
vehicle or the environment. For instance, secondary effects of a wind shear
which often occur during a thunderstorm, such as changes in static pressure,
were ignored as were higher order dynamics and nonlinearities of the airframe.
The Dryden turbulence model was chosen, partly because of ease of programming,
but also with the knowledge that other turbulence models, such as the Von Karman
or Tomlinson models, would have relatively little effect on the results. It is
clear, however, that a more complete simulation is advisable before flight test

of any of the several systems described in this report.

The report is divided into four major sections and three appendices.

The second section describes the dynamic and kinematic equations applicable to




the landing approach flight of an aircraft in wind shear and turbulence. The
third section describes the control system design approaches used for wind
shear/gust alleviation, while the fourth section includes the simulation re-
sults and an analysis of these results. Section five summarizes the results of
the study and makes recommendations for further investigation of the use of

the total energy probe in a wind shear/turbulence environment.

Because the particular computations apply only to the particular
vehicle used in the study program, the vehicle specific results appear in
several appendices. These appendices compile the results of the calculations

performed during this program.




Section 2
DYNAMICS AND KINEMATICS

2.0 PROBLEM DEFINITION

In this section, the TCV airplane equations of motion, the shear and

turbulence models, and the total energy probe measurement model are defined.
2.1 EQUATIONS OF MOTION

In defining the equations of motion of the TCV airplane, the follow-
ing notation is used to identify velocities and angles relative to the ground

or the atmosphere:

PA - plane relative to the air.
PG - plane relative to the ground.

AG - air relative to the ground.
It is assumed, in the definition of the equations of motion, that the earth is
flat and the aircraft is rigid. The nonlinear longitudinal equations of mo-

tion are defined by the following equations:

Force Equations - Wind Tunnel Stability Axes

- n
v =_% o g , 1
VPG o CD g sin YPG + _Z [Tx. cos aPG + Tz. sin aPG] -
1=1 1 1
. 57.335 57.3g 4 57.3
aPG = - CL + 7 cos Ypgq +q + z [Tz. cos aPG - Tx sin aPG] -

PG PG =1 "7 7 PG

Ypg = © - %pg

-

Txi = Ty cos oLTi cos BTi Thrust components in body axes.
i- each engine
Tz. = -Ti s ap COS BT.
1 T 7




Moment Equation - Body Axis

— - n
- 57.3g5 c o+ 3 523 (, 7 _a 7 ]
- i=1

Yy Iyy Ti x, Ti 2,
8 =gq
Zns T distances from C.G. to a reference point for thrust vector
A 7 in body axes - ft.
"pe = Vpg 8T Ypg (2-1)
CL = %}- Lift coefficient. Force perpendicular to velocity vector
qs in the plane of symmetry.
CD = gf- Drag coefficient. Force parallel to velocity vector com-
qs ponent in the plane of symmetry.
q = é-pV%A Dynamic pressure 1b/ft?
p = Density of atmosphere slug/ft3
VPA = True airspeed ft/sec
B:p:r‘:O

The aerodynamic coefficients are functions of angle of attack, flap

position, etc..

c. =Ff (aPA’ 69, éf” ete. )
CD =f( " ) (2-2)
Cm = f( " )

The inertial positions and velocities are computed from the velocities

with respect to the body fixed inertial frame as follows:




) 7
EB‘AZ/;S//,#
v
PG ZEB
Touchdown XE
Point
Position and Velocity
Vxg = = Vpg ©°% Ypg
e = Vg = * Vpg 527 Ypg
t t
XE =X + J VXE dt = XO - J VPG COS Ype dt
0 o)
t t
ZE = Zo + f VZE dt = 7+ J VPG SIN Yp. dt
[¢] (0]
Inertial Parameters
t -
VPG = VO + J VPG dt
o)
a a ¢
PG = + 0
fol [ aPG dt
)
t
68 =18 + J q dt
0
= - 2-3
Ype =8 - °pg (2-3)
where Vb, &, and 60 are trim values.
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The guidance information is computed as follows:
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where: Y, is desired flight path angle

0N
i

[
!

S

N altitude error
€ L R

I
3
t
<
§
3

z L
VA
Y = tan”? ?Q
- 7
Y ®=y- Yp
ILS Glide Slope error
Z
= tan™? £ - v, (2-4)
bl

The velocity and angular motions with respect to the air mass are
defined as follows:




VPA’ ®py and Yp, equations expressed in terms of VPG and Ypg
X = 'l;an-‘l VPG il YPG _ hi(z
D e .
PA VPG cos Ypg + “ag
%pp T8 " Ypy

2 o 2 : 3 2

Vpa = Wpg €08 Ypg + #,6l% + [Vpg sin ypg = k(]
where: u ~ + pe headwind

oo+ ve updraft

hpa = Ppg = Pyg ' (2-5)

where Ui and hAG are the horizontal and vertical wind velocities, respec-

tively.

The nonlinear equations (2-1) are linearized about a nominal tra-
jectory representing the steady state flight along a 3° glide slope. The
linearized small perturbation equations of motion are expressed in the body

axis system. The equations of motion are defined as follows:

bupy = X Mup. + X Aoy, + (Xé - W,)q - gcos 8,08 + X 8, + X, 6 + X 63p
t e sp
= ) + 2.8 +2Z, 3§
AwPG zuAuPG + ZwAwPG + (Zq +U,)q + g sin 6 08 + Zatst 5 e 6sp sp
g = +M 8 +M S FMu +Mw
q = M pupg * MbAwPG * Méq * MeAe * Mstét Se e Ssp sp uw ww
8 =g

(2-6)




where

Mipg = Upg = U,

AwPG = wPG - WO (2-7)

AB =6 -6
o

Uo and Wo are trim velocities (air or inertial) along the X and Z body axis,
Upc and Wpo are the total velocities along X and Z body axis, 8, is the trim

pitch attitude, U, and w, are the wind velocities along the X and Z body axis,
6t’ ée, and 68 are the throttle, elevator and spoiler control inputs. The
perturbation in velocities with respect to the airmass along the X and Z axes
is defined by

AuPA = AuPG + uw

bwp, = Moy, + U, (2-8)

where i%7and wb are the wind velocities along the X and Z body axes, respectively.

The velocities along the X and Z body axes are defined in terms of the velocity

in stability axis system by the following equations:

“pg = Vpg ©9° %pg
Ype = Vpg S %pg = Vpg¥pg (2-9)
where Aoa is the angle of attack. The stability and control derivatives of

Equation (2-6) are given in Appendix A. The equations of motion can be written

compactly in state variable form as

& =Fx +Gu +dJ u

g
= = = 2—10
x bop. |, u T L v ( )
q Gsp
AB
- -
.= =1, 4
I e




2.2 SHEAR AND TURBULENCE MODELS

The wind shear models used in this study are the severe Kennedy inci-
dent (TOC), (Ref.l ), Philadelphia (T-25A) and the moderate Tower (T-9A) pro-
files. These profiles define the horizontal and vertical wind velocities,

aAG and hA ,respectively, as a function of altitude. The sign convention is

G
defined as:

aAG = + ye for headwind (i.e. - X direction in aircraft axes)
Horizontal component of air motion relative to the ground.
hAG z + ve for updraft (i.e. - Z direction in aircraft axes)

Vertical component of air motion relative to the ground.

It is recommended in Ref.1 that the shear be defined both as a
function of altitude and distance. However, in this study the shear profiles

used are only a function of the altitude.

The horizontal and vertical velocities are defined by the Dryden

spectra (Ref.2 ). The Dryden spectra are defined as:

2Lu 1 w
6 (Q) =02 - where Q ==
U, U 1+ (LuQ) VO
L, 1+3 (stz)2 (2-11)
= 52 % -
by (¥ =0, S T F LT

where D;is the trim air or groundspeed. The turbulence velocities are obtained by

filtering white noise using the following transfer functions obtained from

the Dryden spectra.

10
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Q
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[ AN
<1|:

W 0 71+ s
3L
W
Lw 1+ VO s
qd (s) = 9, ;32 -—-—-72;-—72
w 1 + —s (2-12)
Yo

where the turbulence intensities, ., and 9 and the other parameters,are de-

fined as follows:

g = 5.1 ft/sec  Moderate
7.6 ft/sec  Severe

[

% © . h < 1000 ft

“ (0,177 + 0.000823 h)0*%

% = ¢ h > 1000 £t

73 w

L, = 1000 h > 1000 ft

Lw =hfe 10 < A < 1000 ft
L,=10 ' ho< 10 ft

(2-13)

Lu = 1000 ft > 1000 £t
Ly = A 10 < h < 1000 ft
Y0177+ 0.000825 h)Ye?
L =100 ft h < 10 ft

Experience at Calspan with the use of Dryden spectra for in-flight
simulation has indicated the necessity of filtering the turbulence signal.
This is done to remove the fairly significant low frequency content of the
signal. 1In this study, the shear accounts for the low frequency wind distur-
The shear profiles and the time domain equations to generate the turbu-
lence are given in Appendix A.

11




2.3 ENERGY PROBE

A simple energy probe was developed recently (Ref. 3) by 0. W. Nicks.
The energy probe gives a measure of the total energy with respect to the air
mass. It has been flight tested (Ref.4) to verify its measurement and recent
studies (Ref. 5) have considered the incorporation of energy rate feedback into

the control law for control of aircraft in a wind shear environment.

The energy sensor measures static minus dynamic pressure. If this
is differentiated, it gives a rate of change of pressure which is related to
the rate of change in total energy relative to the air mass. The following

equations model what the probe actually measures:

Pprobe = Pstatic ~ 4

- 1 e L 2
= Ps(h) 5 pVT = Ps(h) - 30, ViAS
derobe _dps & _2 4 dVT_ 1y do dh
at dn dt - 2Pt deT 2 'ran Gt
or = ffi.éﬁ._ v EZEQQ (2-14)
dn dt ~ Po'ras T dt -
where VT is the true airspeed (ft/sec), ViAS is the indicated airspeed (ft/sec),

o is the density of atmosphere (slug/ft3), o, is the density of atmosphere at
sea level and % is the altitude. The pressure measurement is differentiated
pneumatically using a one second time constant and a transducer converts the

rate of change of pressure to an electrical signal proportional to energy rate.

The airspeed can be calculated from the inertial speed and the assumed
wind speed. The variation of the static pressure with altitude (below 4,000 ft)

is approximated by the equation

Ps = 2115 - .07196h (2-15)

The air density and the temperature vary in a thunderstorm as a func-

tion of position. These variations are given by the following equations:

12




v o= \A—(p \l.000u585 == + 1| - 1> ft/sec
LAS o s 4

[0} /
p = -6.519x10-8 h + .0023769 - 8.0x10—6 AT slugs/ft3
o
where AT = Tc - 16
Ié ~ Temp. in oCentigrade
h g 4000 ft

T. = -.001975 h + 288.15 + 04T Deg. Kelvin
« 2-16)
h < 4000 ft (

In Section 3, a control system based on total energy considerations
will be described. The energy sensor which has been verified for measurement

of energy rate can be used in the control system by deriving the energy infor-

mation from the rate measurement.

2.4 ESTIMATION OF WIND VELOCITIES

A technique for estimating the horizontal and vertical components of
the wind velocity is suggested in this subsection. These velocity components
can be estimated from the airspeed and the inertial speed. The earth and body
axis system and the various angles are shown in Figure 1. The notation PG
represents plane to ground, PA represents plane to air, and AG represents air

to ground; X, , Zb refer to the body axis system and Xe’ Ze refer to the earth

fixed axis system.

4
. P "2
. X, b( Ypy
c A - »
ey EG
“. VPA
-‘E=::::'hAG
%
?
Ours _ ;
Xe b

Figure 1. EARTH AND BODY AXES SYSTEMS
13




The horizontal and vertical wind velocities are given by the equations

VAG = [V?A CoS Yp, * Xé] Headwind + ve
Xe = ~Vpg 0% Ypg

hAG = -[VRA SN Yp, - Ze] Updraft + ve

Z, = -Vpg " Ypg
Ypa % T %pg
— (2-17)
olPA OLvane
eg

where Xe and Ze are horizontal and vertical components of the inertial velocity

The true airspeed is obtained from the airdata system, the angle of
attack from the vane corrected for position and flow distortion. The inertial
velocities are estimated from the DME, MLS, attitude and accelerometer measure-

ments.

The accelerations along the X and Z body axes are given by

Ty = nXb - g ewn B
(2-18)
Zy = nzb + g cos B

where nX and »n are the accelerometer readings in ft/sec. The accelerations

along thé earth X and Z axes are computed using the Euler angle transformation

z cos 6 sin 8 n, =g sin 6
e Ab
= - (2-19)
ée -sin 9 cos 8 an + g cos 6

14




The 1inertial position and velocity are estimated by complementary
filtering of MLS position and aircraft accelerometer signals. The equations

relating x and z to radar range and elevation are

2-20
R cos 8yrs ( )

R sin eMLS

8
I

n
Il

Smooth estimates of earth-referenced position and velocity are ob-
tained through blending of the MLS derived data with inertial data using comple-
mentary filters. The inertial data is obtained from body axis accelerometer
signals transformed into earth-referenced accelerations as given by Equation

(2-19). The block diagram of the MLS complementary filters is shown in Figure 2.

+ &= Epypcos 8o
| g z2 = Rpp 811 Oype

I
. i, |
kg =y kp= 2oy, |
| |
. l + * + | N
z, | x
z 1/s > —>1 1/s =
Ze + + 3
x
R
3 where Zz,2 = MLS derived position
x,2 Earth-referenced acceleration

||

Ty3,%, 5 Filtered estimates of earth-

referenced position and velocit:
respectively

Figure 2. MLS COMPLEMENTARY FILTER BLOCK DIAGRAM

15




The equations for the complementary filters are given as follows:

; _ (s+k1)é + kgsx

2
s +kzs+k2

z + (sk1+k2)x

&
1]

2
s +kzs+k2

where . kz = 2§wn
kg = ug
t = damping ratio
w, = undamped natural frequency
x = MLS derived position information
x = earth-referenced acceleration
x = filtered estimate of position
x = filtered estimate of velocity

(2-21)

The same filters are used for the estimation of Z position and velocity.

These complementary filters were used successfully by Calspan (Reference 6) in

the X-22A flight program. The damping ratio was selected as 0.7 and the

natural frequency selected as the ratio of accelerometer noise to position

noise. It is emphasized that the discussion of this subsection represents a

suggested approach for estimating the wind velocity components and that the

complementary filters were not used in the control system simulation.

16




Section 3
CONTROL SYSTEM DESIGN

3.1 GENERAL DESIGN APPROACH

The objective of the control system design is to obtain the most
effective shear/gust alleviation system based upon the three tradeoffs listed

below.

1. Number of controllers - i.e., throttle or elevator alone, throttle

and elevator, and finally throttle, elevator and spoiler.

2. Shear and gust alleviation based upon assumptions associated
with the ability to sense the shear and turbulence directly or

not.

3. Regulation or alleviation with respect to the airspeed or ground-

speed.

Other considerations are associated with the axis system in which the
aircraft is described. For instance, regulation could be with respect to Yy and
VPA (VPG) or to h and u. Either is acceptable for one represents the flight
requirements in a polar axis system while the other is rectilinear axis system

oriented.

There are at least three different fundamental approaches that can be
taken in the design of a gust/shear alleviation system. The most basic approach
and the one that is most often taken is the one of fundamental regulation of the
plant; i.e.,if the feedback is "large enough,'" the airplane closed-loop dynamics
will be of high frequency and statically rigid. It will be difficult to perturb
the aircraft from its initial flight condition. This approach involves feedback
in the classical negative sense: any feedback signal is used to attenuate the

perturbation motion that caused the signal.
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The second approach-is to design a system that is less insensitive
to turbulence or external disturbances. This is done by effectively destabil-
izing the airplane to a gust or disturbance input. However, if feedback is
used to effectively reduce Cla, the maneuverability of the aircraft will be
adversely affected as well. This approach can, therefore, be useful only when
the aircraft is in an autopilot mode of operation because this design approach

cannot differentiate between a commanded input and a gust input.

The two general methods of gust and shear alleviation described
above involve feedback around the aircraft and, in fact, the airplane must
respond to the gusts before the motions are sensed and fed back to the vehicle
controllers. Therefore, the response of the vehicle to turbulence can be

reduced, but never totally eliminated.

The third and most direct way to accomplish the gust alleviation
task is to directly sense the turbulence component of the air mass relative
to the aircraft and use this signal to directly drive the control surfaces of
the airplane in such a way that the controllers produce forces and moments
that directly counter the forces and moments generated on the vehicle by the

gusts.

Design methods used in this study include the first and third methods

described above.
3.2 SINGLE CONTROLLER DESIGN

The single controller system makes use only of the elevator for
flight path control. The regulator control law is obtained by minimizing

the performance index

=L 2 2 2 3-1

V=3 f (q8u3, + qgbh® + r§)dt (3-1)
0

where Mupen is the deviation in the inertial speed and Ak is the deviation in

altitude.




subject to the aircraft dynamics

~. 7 N

AuPG Upg "

ool = p|®pg| + ¢ S, +d w“’:l (3-2)
: q v

AD B A6 J

Ah = sin eoAuPG — co8 60 wPG + (UO cos eo + WO sin eo)Ac
bupe = “pg - U,
Mipg = Wpp = W,
A© =0 - 90

and Ub, Wb and 60 are trim values. The derivation of Ak equation is given in

Appendix A.

The minimization of the performance index through the use of the Euler-

Lagrange equation results in the control law

A 3-3
[ZuPG (3-3)

6e = -P_ZGTP AwPG
q

AB
o

where P is the solution of the Riccati equation and A% is the error in altitude

given by
A =h - h (3-4)

and hc is computed from the range as

= = ; (3-5
h, = kR | sin YOIR (3-5)
and Y, is the glide path angle. The performance index is minimized for several
sets of values of 97> 95 and r and one set is chosen that produces good regu-

lation in the sense that the perturbation motions are minimized relative to the

required control activity.
19




As noted earlier, feedback regulation alone has limited ability to pro-
duce gust and shear alleviation because the motions of the vehicle due to the
gusts and shears must be sensed before the force and moment producing devices on
the vehicle can be activated to reduce the effects of gusts and wind shear on

the airplane.

Feedforward control using direct gust and shear sensing is sequentially
added to the control system by calculating the control deflections required to
totally counter the forces and moments produced on the vehicle by the gusts. The

linearized equations of motion are defined as

z=Fx + Gu + Jug (3-6)
T
where ug = [uw ww]

The total excitation to the aircraft is zero if the controls are

activated according to the control law

-1
Gu + Ju_ =10 Uu=-G Ju 3-7
g s g (3-7)
For the application described in this report, the control effective-
ness matrix G is singular, so a generalized solution to the control law of
Equation (3-7) is required. This can be obtained by considering the minimum of

the mathematical norm

“Gu + Ju ll = 5 + 5 q(Gu + Ju ) (3-8)
g q g - g

which yields a control law

u = -(GTgG)‘ZGTJ " (3-9)

A more detailed discussion of gust and shear alleviation using the
method of direct measurements of the gusts and wind shears is given in Refer-
ences 7, 8 and 9. For several of the applications described in this report, only

the throttle was driven by the sensed wind shear.
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3.3 MULTICONTROLLER REGULATOR DESIGN

The quadratic performance index of linear optimal control serves as
a criteria for the regulator design investigated in this program. In all cases,
it was assumed that the inertial states could be measured directly without
the use of Kalman filtering or other forms of state estimation. For many
states, such as pitch angle and pitch rate, this approach appears justified
because the measurements are made directly with respect to an inertial axis
system. Air data measurements (such as an angle of attack measurement device)
sense a combination of inertial (steady air mass) quantities and gusts, or
environmental quantities. They are then used in combination with the inertial

measurements to obtain direct estimates of the environmental quantities.

During this study it was assumed that the aircraft and disturbance
states are measured with sensors that are noise free. In practice, the assump-
tion of noise free inertial quantity measurements is a good assumption. States
derived from air data measurements usually require filtering. The required
filtering is a function of the individual application and can be done really
successfully only by experimentation. In practice, it is found that accurate
knowledge of the vehicle stability and control derivatives is of utmost impor-
tance. The plant noise is usually attributable to unknown derivatives or
higher order modes excluded from the original vehicle model equations of motion.
Filtering should be designed to attenuate the higher frequency noise or '"obser-

vation spillover'" excluded from the plant model description. As shown in Sec-

tion 3.5, robust deterministic observers, based upon noise free measurements,
can be designed as low pass filters that would have the desired result of atten-

uvating the higher frequency plant noise associated with reduced order modeling.

The quadratic performance index of linear optimal control represents
an input-output approach to control system design. In general, the closed-loop
eigenvalues are a direct function of the transmission zeros of the system and
the weighting matrices in the performance index. The closed-loop eigenvalues
asymptotically tend toward these transmission zeros as the output weighting
becomes large with respect to the input (Reference 10). The response to a

command input would then tend to resemble the response of a Butterworth filter.
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In the gust alleviation application, the input is the turbulence or
wind shear vector, not the actual controllers. Therefore, the optimal response
of the system should be Butterworth in behavior with respect to a turbulence
inpuf rather than a command. The problem then reduces to one of defining a per-

formance index or optimal closed-loop system that reflects the proper inputs.
The system is defined by the linearized equations of motion

x(t)
y(t)

Fx(t) + Gu(t) + Jug(t)
Hx(t) (3-10)

T, . T _
where & (t) = [AuPG(t), AwPG(t), q(t), s8(t)], wu = [§.(¢), Ge(t)] and ug(t)
represents the shear/gust vector. The matrices F, ¢ and J represent, respec-
tively, the system matrix of dimensional stability derivatives, the control
effectiveness matrix of dimensionalized control derivatives and the gust effec-

tiveness matrix. It is assumed that the airspeed is closely approximated by

AuPA = AuPG U, (3-11)

pa = Mvpgp t ¥,

Aw

The state dug, then represents the inertial velocity or airspeed be-

fore the vehicle encounters the gust or shear. The gust or shear represents

a perturbation input to the system.
A performance index is defined as

V= n%n f l\yTqy + ug,fyg]dt (3-12)
g5 ‘

that yields a closed-loop system matrix

z = (F-JK)x + Gu, + J Uy (3-13)

This closed-loop matrix would define a system whose response is op-

timal, i.e. Butterworth with respect to a gust or shear input.
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The system realization problem is to define a feedback control law
U =-K1x such that the closed-loop system matrix is the same as the system

matrix defined by Equation (3-13), i.e. find Kl such that

F-JK = F-GK,
k, = ¢ lux = (e et (3-14)
An alternate method is to define an output matrix Hz such that
HJ(IS-F)-ZG = #(Is-F)" 1 (3-15)

thereby guaranteeing that the transfer function matrix of the outputs Yq with
respect to the control inputs would be the same as the matrix of transfer

function y with respect to the gust or shear inputs. The performance index

]

= min j (xTHﬁg?b-+ quy)dt (3-16)
u
0
then yields a control law u = -K.x that would produce an optimal response
with respect to the gust and shear inputs rather than the control inputs,

although the system would be mechanized in terms of the control inputs.
3.4 MULTICONTROLLER DESIGN

It is possible, theoretically, to counter exactly the forces and
moments produced by the wind disturbance with the three controllers, throttle,
elevator, and spoilers used in a feedforward control law without feedback.

The aircraft dynamics are given by the equation

Mups Mupg 8¢ W
y = + J
AwPG F AwPG + G Ge
q q
. . (3-17)
_Ae - -Ae - . OSP‘
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Aups = Upp = Y,
MWpgp = ¥pg = ¥,

pe =8 -8,
Ji1 = Fig

= = 4
Ji0 = Fig i =1

where Uo’ WO, and 80 are trim values. The feedforward control law is given by

the equation:

- Gt _1 uw
de =- (G J »
w -
sp : (3-18)

Since with three controllers, independent control over the three
degrees of freedom of longitudinal motion is possible; the control law of
Equation (3-18) counters the effects of the wind disturbance exactly. It is
assumed that the exact measurement of wind velocities is possible. As will be
shown in Section 4, the spoiler control activity is excessive with the use of

this control law indicating insufficient spoiler control effectiveness for this
application.

The objective of this study is to use the two controllers, the

throttle and elevator, to alleviate the effects of wind disturbance.

The two-controller control system is based on the performance index
that would yield a control law that would produce an optimal response with
respect to the elevator and throttle control inputs. Four types of control

systems are designed. These are:

® Control system 1 consists of a feedback part that regulates the
inertial speed and altitude and a feedforward part that drives

the throttle using the sensed gust signals to minimize the devia-
tion in the inertial speed.
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e Control system 2 consists of a feedback part that regulates the
inertial speed, altitude, and altitude rate and a feedforward
part that drives the throttle using the sensed gust signals to

minimize the deviation in inertial speed.

e Control system 3 regulates airspeed and altitude or airspeed

altitude and altitude rate.

e Control system 4 is obtained by minimizing the deviation in the

desired energy profile to fly constant airspeed using the throttle

and minimizing the deviation in the glide path using the elevator.

Control systems can be designed either to fly constant inertial speed
or constant airspeed on the glide slope. The control system structure is shown

in Figure 3. Figure 3a shows the feedback regulation of either the inertial speed

or airspeed through the feedback of the appropriate measured quantity. Figure
3b shows the regulation of the inertial speed through the feedback of the meas-
ured inertial speed and a feedforward part that uses the measured wind distur-
bance to drive the control surfaces. The feedback gain ¥ is determined using,
for example, optimal control method and the gain Kl using a generlized inverse
method. Figure 3c shows the regulation of the airspeed using the measured
inertial speed and wind disturbance. The feedback and feedforward gains are
equal and same as the gain X in Figures 3a and 3b. The inertial/airspeed is
regulated by the control laws in the presence of both steady and accelerating

winds.

Control System 1

The aircraft dynamics used for the design of the feedback regulator

are given by:

—._~. r--‘

AuPG AuPG
; § u 3-19
q q o Y

x: 88 |

L = ad - U cos 8 + W sin 8 _)AS
Ah = gin 60 Ung cos eo Wpe + ( 5 o ” o
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Figure 3. INERTIAL AND AIRSPEED REGULATION
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AuPG =y - U

Bpn = Wpp = W,

where Uo’ WO and 90 are trim values and Ak is the error in altitude.

The feedback regulator is formulated using the control law by mini-

mizing the performance index:

[+ 2]

1 2 2 ; 2 -20
V=3 (qlAuPG + q2Ah + r 62 + ro62)dt (3-20)

17t
0
The objectives specified in the performance index are to minimize
deviations in the inertial velocity and altitude to keep the aircraft on the

glide path.

The performance index does not include any wind disturbance terms.
The control law obtained by the performance index minimization regulates

against the wind disturbance and minimizes the deviation from the glide path.

The minimization of the performance index is accomplished through the
use of the Euler-Lagrange equation. The performance index is minimized for
several sets of qzs Tpo 1=1,2 and the set that produces good regulation for the

worst case shear is chosen. The feedback control law is given by

— —

S4 7 [ AuPGT Apg
= -p~ G P AwPG =K AwPG + KcAh (3-21)
5, q q
26 A8
_.Ah g

where P is the solution of the Riccati equation. The performance index weight-
ing factors, the gain matrix and the closed-loop transfer functions are given

in Appendix B.
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The altitude error, Ak, is given by
AR = hc-h (3-22)

where hc is the desired altitude and 2 is the actual altitude. The desired

altitude is computed as

(3-23)

where R is the range to touchdown and the gain Kh is determined from the glide

slope angle as

K

= | sin Y0| (3-24)

The feedforward control is based on measuring the gust (shear and tur-
bulance) signals and using them directly to drive the control surfaces to coun-
ter the forces and moments produced by the gusts. It is possible, as discussed
previously, to completely counter the forces and moments produced by the gusts

using the three controllers, the elevator, throttle and the spoilers.

The feedforward control is formulated using two controllers, the
elevator and the throttle. There are several ways to formulate the feedforward
control system. One way is to minimize the cost function

- ———

T
J = (Gu+Jug) (Gu+Jug) (3-25)

where ug is the gust vector, u is the control vector, and J is the gust effec-

tiveness matrix. The resulting controller is given by

u = -(GTG)—JGTJug (3-26)

A second possible feedforward control law is to use the sensed gust
signals to drive the throttle and elevator to minimize the deviation in veloci-
ties along the X and 2 axes. A third possible control law is to drive the
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throttle using the sensed horizontal gusts and the elevator using the sensed
vertical gust to minimize the deviations in velocities along X and Z axes.
For the severity of wind disturbance considered in this study, these feed-

forward control laws would introduce undesirable excursions in angular motions

of the aircraft. Therefore, the feedforward control system formulated uses the
sensed gust signals to drive only the throttle. The inertial velocity equa-
tion with gust term is given as
bu_, = X bu
u

+ X Do+ (Xq - Wo)q -geos 8+ X S8, +Xg S,

PG PG PG t §
t e
+ Xu U, + Xﬁ W, (3-27)
The feedforward control law is given by

X X — U
Y u = w

cSt = - Xs U, - Xs W, Kl [ww] (3-28)

f s £

where the sensed gust signals drive the throttle directly to alleviate the
effects due to wind gusts on the inertial velocity along the X axis. The coup-
ling effects due to other responses are alleviated through feedback regulation.

The complete control law is given by

5, Mgy, S (3-29)
s | = K | wp,| + KR+ 1 .
e e 0 0 w

q

AB

The complete control system is shown in Block diagram form in Figure 4. The

outer loop determines the nroner controls for minimizing the glide slope error.
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Figure 4. BLOCK DIAGRAM OF CONTROL SYSTEM 1

Control System 2

The aircraft dynamics used for the design of control system 2 is given

by
Ay (— Au
“PG PG - S, u
A = A + w
?PG F Y s + J y
q q e w
88 | a8 _

A = sin eoAu - cos eko + (UO aos 90 + Wb sin eo)Ae

EG PG

AR

(Xu sin eo - Zu cos eo)AuPG + (Xb sin 60 - Zw cos eo)AwPG

+ (Xé sin 60 - Zq cos_eo)q + (Xst sin 8 - Zdt cos eo)st

+ (X, s8in 80 - Z (3-30)

s cos 60)66

$
e e
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bupg = ¥pg = U,
w
Mpe = Y6 - W
o
AB =8 -0
(o]

where U,s WO and eo are trim values. Derivation of Ak equation is given in

Appendix A.

The feedback control law is formulated by minimizing the performance
index:

o]

=1 2 2 ;2 2 2 3-31
V=3 | (q, Audar g, 0h2 + qz MR+ 82+, 82)dE (3-31)

I 2

0
The objectives specified in the performance index are to minimize

the deviations in the inertial velocity, altitude, and altitude rate. Since

the altitude rate is proportional to the potential energy rate, inclusion of

this term in the performance index can be considered as minimizing the devia-

tion in the potential energy rate. The inclusion of the rate term in the per-

formance index will provide lead information about the deviation from the glide

path due to wind disturbance. The feedback control law is given by

-
6t JGT FAuPG AuPG .
= R =K A
s R p AwPG AwPG + Kc h + Ké Y
e 7 2
q q
48 | A8 (3-32)
Y]
R

where P is the solution of the Riccati eauation. The performance index

weighting factors, the gain matrix and the closed-loop transfer functions are

given in Appendix B.
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The altitude error and the altitude rate are given by
oh = lsin v | R, Ok =|siny [R (3-33)

where R and 7 are the range and the rate of change of range. The feedforward

control is the same as the feedforward control of control system 1:

_ Xu XQ Yy (3-34)
t X w X, w 1| w
f dt S, w

h
-ii,- K Sensed Gusts
7
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Figure 5. BLOCK DIAGRAM OF CONTROL SYSTEM 2

Control System 3

The objectives in the design of control systems 1 and 2 were to mini-
mize the deviation in the inertial speed and the glide path. The performance
indices used in the design of these control systems can also be used to design
a control that minimizes the deviation in the airspeed and glide path. The
two performance indices, the first minimizing the deviations in the airspeed
and altitude, and the second minimizing the deviations in airspeed, altitude,

and altitude rate, are given as:
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-1 2 2 2 2) dt
v, =3 (qlAyRA+ q hhe + r, 8, + ro82)

»

_ 1 2 2 2 2 2
Ve =3 (qlAgRA+ g pn® + qSAh + r8y + rzde)dt

O -

AuPA = AuPG + u, (3-35)
where Ay, is the perturbation in the airspeed. The dynamic equations are as
defined by Equation (3-19) and Equation (3-30). The same weighting factors

used in control systems 1 and 2 are used resulting in the same gain matrices.

The feedback control law obtained from the first performance index

is given by

- - =
Gt rAuPA AuPA
=-r1¢%p | Ypg| =x | Mpg| + K ok (3-36)
S, q q
A8 AB
Lo -

where Ah is as defined by Equation (3-22).

It was necessary to change the gain on airspeed to the throttle, the

first element KZZ of X, as defined by:

aXu aXu
Kip =5 bupy = g— (bup,

8¢ 8¢

This gain is determined based on the feedforward control law as defined by

+ uw) (3-37)

Equation (3-28) with the sign on the gain on changed. The factor a was

u
w
determined to obtain good airspeed regulation for the severe shear. The feed-

back control law with the feedback of inertial velocities is given by:
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5, Mupe
s =K AwPG + KcAh
e
q
where the gain on AuPG to 6t is as defined by Equation (3-37). The feedforward
control law is given by
aXu X& ‘uw
(St = _X uw - X— ww = K;,Lw (3-39)
i 6# Gt w

The gains on Au_, and U, to throttle are the same. The feedforward

PG
control changes the inertial speed along the X-axis proportionately to the hor-
izontal wind speed and compensates directly for the vertical wind. 1If the air-
speed is measured and fed back to the throttle with a sufficiently high gain,
feedback regulation will be sufficient to alleviate the effects of wind dis-

turbance. The full control law is given by

~ ﬂ -
Gt AuPG 2
= -4
6e K AwPG + KcAh + Kl (3-40)
q
26 |

The final gain matrices and the closed-loop transfer functions are
given in Appendix B. The control system is shown in block diagram form in

Figure 6.

The second performance index in Equation (3-35) includes the altitude
rate in the performance index. The complete control law including the feed-
back and feedforward parts is given by
r -

Apg

=K Aw + K th +K ah +K
S, PG s c, 1| w, (3-41)

q
Ae |
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Figure 6. BLOCK DIAGRAM FOR CONTROL SYSTEM 3

The gains on AuPG and u, to the throttle are the same and as defined

n (3-37). The performance index weighting factors, the gain matrix

osed-loop transfer functions are given in Appendix B. The error in

altitude and altitude rate are as defined by Equation (3-33). The energy

probe can be used as a measure of 4 in the feedback loop.

Control Sy

stem 4

performanc
energy exp
energy exp

expression

where uPA

Control system 4 is designed in two stages. In the first stage a
e is defined with the objective of minimizing the deviation in the
ended by the aircraft with respect to the airmass. The total specific

ended by the aircraft with respect to the airmass is given by the

2
“p4

% (3-42)

E=h+

is the actual airspeed.
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The desired energy to be expended by the aircraft with respect to

the airmass to stay on the glide path is given by

U2
o]
EC = hc + Z (3-43)

where hc is the proper altitude to stay on the glide path and Ub is the refer-

ence airspeed.

A performance index that minimizes the deviation in the energy using

the throttle control is defined as

1 f
V—EJ
o}
subject to the dynamics

o )

| Atpy
MWpg| =

q
IX:] _

AE =

E-E
e

(qQUE? + ré%)dt

(3-44)
AuPA
F AwPG + Gét
q
hAe _
U U
=h-h +APA (3-45)
e g

The AE equation is expressed in terms of the stability and control

derivatives. The derivation of the AE equation is given in Appendix A. The

energy term in the performance index could have been expressed as a function

of altitude and airspeed.

However, this would have resulted in the velocity

term raised to the fourth power. Including the energy term directly in the

performance index and defining the dynamic equation for AF will result in a

straightforward synthesis of the control law with a direct feedback from

energy .

Minimization of the performance index results in the control law

r =y
AuPA

(3-46)




The energy sensor probe measures the total energy rate with respect to

the airmass as defined by

The energy can be obtained from energy rate by integrating Equation (3-47) with
the proper initial condition for use in the feedback loop. In the second

stage, another performance index is defined that minimizes the deviation in air-
speed and altitude using the elevator subject to the dynamics as defined by
Equation (3-20).

1 .
= = 2 2 2 -
4 5 (quu +q2Ah + r&e)dt (3-48)

O +—38

Minimization of the performance index yields the control law

P -
AuPA

6@ = K2 AwPG (3-49)

q
46

o

The complete control system is obtained by combining the control laws

of Equations (3-46) and (3-49) and is given by

- -
Gt AuPA
5 =K AwPG + KEAE’ + KcAh (3-50)
e q
46 |

where the gain matrices X, KE and Ké are formed from KJ and X,. The feedforward
control that uses the sensed wind shear and turbulence signals to drive the
control surfaces is not required. The control system block diagram is given

in Figure 7. The final gain matrix and the closed-loop transfer functions are
given in Appendix B. A performance index could have been defined including the

energy term, the throttle and the elevator to perform an integrated design.
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However, this would have resulted in undesirable feedback from the energy term
to the elevator. The throttle can change the energy of the aircraft with re-
spect to the airmass appropriately by proper change in thrust level. Conse-

quently, the control system design was carried out separately.

e
+
K
" e
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K
pl L
B

Figure 7. BLOCK DIAGRAM FOR CONTROL SYSTEM 4

3.5 OBSERVER METHODS OF SYNTHESIS

Although much progress has been made, the systems that result from
the application of modern control theory are generally too complex to be
implemented practically. Feedback from all the states to each of the control-
lers is generally required. In an attempt to avoid or sidestep the require-

ment that all the states be measured, state estimator or observer systems have

been devised in an attempt to reduce the number of required sensors or to im-
prove the accuracy of the state measurements. This has led to a new crop of
problems, including reduced robustness through reduction of gain and phase
margins as compared to state feedback systems, and an increase in the order of
the dynamic response of the system which always degrades the flying qualities

of the airplane.
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The observer designs are based upon the assumption that the sensors
are in themselves noisy and accurate measurements of the corresponding motions
of the aircraft cannot be made. Fictitious plant noise, either white or colored,
is often added to the system description to improve the system sensitivity.
In practice, the addition of fictitious plant noise is equivalent in many ways
to an assumed reduction of sensor noise. But sensor noise in itself is an
unjustified quantity; sensors used in aircraft have very low noise levels.
To demonstrate, all one has to do is activate a pitch rate gyro or accelero-
meter and observe the very low noise level. The noise one usually observes on
the output of an installed instrument is usually due to higher order modeling
effects such as structural dynamics and vibration, and this should be represented

as plant noise.

Because sensors in themselves are noise free, the observer design used
in this study is deterministic. These observers depend upon accurate knowledge
of the stability and control derivatives of the aircraft model, and, in fact,
the robustness of the observer system depends upon this knowledge. In practice,
this dependency is not too strong, because the poles of the observers are
directly related to the zeros of the system transfer function matrix. Knowledge
of stability derivatives such as Zw’ accurately obtained in a wind tunnel, are

often dominant.

The original observer theory by Luenberger (Reference 11)was developed
as a state reconstruction technique in which the output of the observer system
approached, as time increased, the state that is to be reconstructed. The
theory developed by Luenberger described deterministic observers which are in
themselves unobservable and do not contribute to an increase in the order of the
response of the system. In general, the poles of the observer can be chosen
arbitrarily but this choice usually results in a requirement that the control
input to the aircraft also is a control input to the observer system. In fact,
by properly selecting the observer poles the observer system itself can be con-

siderably simplified, as is shown in this section.
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Consider the linearized, small perturbation equations of vehicle

motion

Fx(t) + Gu(t) (3-51)
Hx(t)

x(t)
y(t)

where x is the state vector, u the control input vector and y the measurement

set such as a pitch rate gyro and accelerometer. The observer is of the form

z(t) = Az(t) + By(t) + Du(t) (3-52)
subject to the conditions:
1. The matrix A is chosen such that the observer is stable.
2. A transformation T can be found such that
TF-AT = BH (3-53)
3. TG = D where F G and H are defined above. (3-54)

In order for the observer to be as simple as possible, not requiring
measurements of the input to the aircraft but operating entirely on the system

outputs, the following conditions must also be satisfied:

4. The observer poles, defined from |Is-4| = 0 are chosen from the
transmission zeros of the system, defined by |H(IS-F)-lGl =0

(3-55)

5. TG=D=20 (3-56)
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6. The matrices H and T constitute a transformation M

Yy
o | Mx (3-57)

such that the equivalent output and observer control law is
defined by

u = Kz = —KM-Z[y] (3-58)

The condition that TG = D = 0 is automatically satisfied if the ob-
server poles are chosen from among the system transmission zeros. Not only
does this simplify the observer network but also reduces the number of required
measurements of the vehicle dynamics. Condition 6 implies that the output
measurements must be such that the aircraft dynamics are completely observable
through the output. This condition is usually easily satisfied with an accel-

erometer or angle of attack sensor.
Example:

Observers can often be used to enhance the observability of the sys-
tem in the sense that much lower feedback gains are often required to obtain
the same closed-loop dynamic behavior as compared to state feedback. This comes
about because the feedback through the observers is shaped as a function of

frequency and this can often be used to the advantage of the designer. Consider

the system
?Z o 2 -1 x, 1
?2 = 1 6 -12 x, + 0 ju
Zz 1 6 -1 Zz 0
with a single measurement y = x; - 2x2 + 3x3. : (3-59)
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If it is assumed that it is for some reason desirable to alter the

open-loop characteristic polynomial D(s) = |Is-F| = 83 + 552 + 55 + 2 to a

closed-loop characteristic polynomial A(s) = |Is-F+GK| = s3 + 58¢ + 6s + 7,

then the state feedback control law is given by

u = 5x

- 61 (3-60)

2 3

According to condition (4), the poles of the observers can be chosen

from among the system transmission zeros which, for this example, are the

zeros of the transfer function

y/uls) = 52+65+8

(s+2) (s+4) (3-61)

83+532+58+2 s

This output transfer function

3+552+55+2

represents a minimum phase, completely

observable measurement so two output observers can be constructed with observer

poles equal to the zeros of the output transfer function; i.e. s

2 -4.

1= -2, s

The observers can then be chosen automatically as

-421 + Yy (3-62)

-221 + Yy

The matrix T of condition 6 listed above and the control law is most

easily obtained by first transforming

W o=
r =
where
0 1 0
Fo = 0 0 1 Go
-2 -5 =5

The transformation[g = Mx can then be

into the phase variable form

Fow + C—'Ou (3-63)
Mw
0 6 5 1
=|0|FN=|-1 1 0 (3-64)
1 0 1 0

determined as follows (Reference 12):
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a) The elements of the first row of the matrix M are made up of the
coefficients of the numerator polynomial of the output transfer

function, i.e.

m, o= 1[8 6 1] (3-65)

b) The second row of the matrix is made up from the coefficients
that result when s+4 has been factored out of the numerator
polynomial of the output transfer function, i.e.

s2+65+8
m2(8) e - s+2 (3-66)

SO m,=[2 1 0]

c) Similarly, the third row is formed from the coefficients that
result when the factor s+2 has been factored out of the numerator

polynomial

2
s8c+6s+8

m3(s) =
So m, = [4 1 0] (3-67)

This process is exactly the same as defining the matrix T in the equa-

tion
TF - AT = BH
when F and A are defined in the phase variable form.
The observer control law is then given by

1 3
=7 %" %% (3-68)

1

N
I
0
5
[3%Y
N W
)
[
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The closed loop system defined by the control law of Equation (3-68) has the
same robustness or gain and phase margins as the state feedback system, but the
system employing observers uses only one output or sensor, the feedback gains
are much lower and the observers constitute low pass filters, useful for struc-

tural mode stabilization or noise suppression.

It is shown above that if the observer poles are chosen from among
the zeros of the transfer functions, no plant input measurements are required
.in the observer synthesis for systems that are completely observable. For
multicontroller systems, exactly the same principle holds except that the ob-
server poles are chosen from the transmission zeros of the system, defined as
the roots of the polynomial

IH(Is-F)-ZGI =0

when the system is defined by the standard equations of motion

x(t) = Fe(t) + Cu(t)
y(t) = Hz(t)

As indicated by Equation (3-69), the transmission zeros are a func-
tion of the sensors or outputs as well as the controller inputs. In general,
a robust output observer can be obtained if the system is completely controll-
able and observable with the chosen sensors and if the number of non-minimum
phase transmission zeros is equal to n-m, where m is the number of sensors used.
For an nth order system with m independent output measurements and p inde-
pendent inputs, the maximum number of transmission zeros is given by

m!

N = (n-p) o)1 o7 (3-70)

Ordinarily, the number of transmission zeros exceeds the number of observers

to be constructed so there is design freedom, as shown by the following example.

Consider the 4th order system given by
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~— - - N i ~ 7
x; -1 0 1 0 x, 1 1
=P = 0 =2 0 x, + 0 -1
a’c3 1 0 -3 0 g -1 0 |u,
| x| 0 2 0 -4 =z, L0 1J
- -
Fyl 1 0 -1 0‘1 x,
Ys = 1 0 0 T,
| Ys 0 0 0 1] Lxs (3-71)
.?C4....

According to Equation (3-70), the maximum number of transmission zeros of this

system is

m! 3! -
N = (n-p) ;m] = (4-2) [3,—2,] =6 (3-72)

A maximum of two of a possible six transmission zeros must be minimum
phase in order to be able to construct a stable output observer system. There
are three sets of transmission zeros that can be used in the selection of the
output observer poles. These three sets involve the outputs (y1y2), (ylys)

and y2,y5) and produce the transmission zeros

(Y, Yy -352-208-31 = -3(s5+2.45) (s+4.215)

2 _ ( 4 1 /—/
(¥, Y 3s%-8s+6 = S\s~3 £ j) 2 (3-73)
(y2 yg) 2s8+6 = 2(s+3)

The system possesses five of a possible six transmission zeros and three
are non-minimum phase. Any two can be chosen for the system design. The obvious
choice is to design an output observer using the two measurements Yq and Yy
The third measurement Yz is not required. In fact, an observer set for the

measurement pair YiYg is given by
a7 _[-2-45 0 [zl:] ) [ -.45 2.90][y1] (3-74)
3 0 -4.215 zZ, 2.215 -6.43% Yo
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Appendix C defines a multicontroller observer configuration for the
multivariable control system 1 defined previously in this section. It is
included to show how the control system would actually be mechanized for flight

test purposes.
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Section 4
SIMULATION RESULTS

This section presents the simulation results of the TCV aircraft
flying in a wind shear and turbulence environment on a 3° glide slope for
touchdown. The linearized model of the TCV aircraft, linearized for the land-
ing flight condition, is used in the simulation. The flight conditions (trim

conditions) are summarized as follows:

Uo (airspeed along X-axis)= 213.92 ft/sec WO (airspeed along Z-axis) = 8.63

ft/sec)
a, (angle of attack) = 2.31° 60 (pitch attitude) = -.69°
v, (flight path angle) = -3° §, (throttle) = 9000 1b
_ 0 . _ A0
Ge (elevator) = 2.7 Ssp(sp011ers) =0

Flaps = 40°

Two severe shear profiles (Kennedy and Philadelphia incidents) and
one moderate shear profile (Tower) are used in the simulation. These profiles
define the wind velocities as a function of altitude. The turbulence is gen-
erated from the Dryden spectra. This turbulence is filtered to remove the
low frequency content. The shear represents the low frequency part of the
wind disturbance. A o of 7.6 ft/sec is used for the Dryden spectra. The
shear profiles and the generation of turbulence is given in Appendix A. Non-

linearities and engine dynamics were not included in this simulation.

The simulation results presented in this section are summarized as

follows:

° Controls fixed simulation in a windshear and windshear and turbu-

lence environment.

e Simulation with the elevator, throttle and spoilers driven by the

sensed shear and turbulence signals.

e Single control (elevator) system simulation with Kennedy incident

shear.
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® Simulation of control system 1 (feedback only) with the Kennedy

incident horizontal shear only.

e Simulation of control system 1 with both the horizontal and ver-
tical Kennedy incident shear, the shear and turbulence, and the

other two shear profiles (Philadelphia and Tower).
e Simulation of control system 2 with all the shear profiles.

¢ Simulation of control systems 3 and 4 with the Kennedy incident

shear.

For the control-fixed simulation the following responses are shown:
the shear and turbulence profiles, desired and actual altitude vs. range, per-
turbation in inertial velocity along the X-axis, altitude rate, the flight
path angle, inertial angle of attack, pitch rate, pitch attitude, angle of
attack with respect to the airmass, y with respect to airmass, airspeed and
time histories of shear and turbulence. For the feedforward control simula-
tion, in addition to the above time histories, the control activities are shown.
For the remainder of the simulations, the following responses are shown: the
wind profile, the desired and actual altitude vs. range, perturbation in iner-
tial velocity along the X-axis, the altitude rate, the flight path angle, angle
of attack with respect to the airmass, pitch rate, pitch attitude, the air-
speed, elevator and throttle control activities. All the responses shown are

total.

The first set of simulation results shown are the airplane flying in
a wind shear environment with the controls fixed. The Kennedy incident severe
shear profile is used in the simulation. The time histories of the controls-

fixed simulation are shown in Figure 8.

For almost the first 50 seconds, the vertical shear is practically
-zero. During this period, the horizontal shear has an initial increasing

headwind component, then steadies out, and at about 35 seconds has a further
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increase in headwind component increasing to about 37 kts. at its peak.

During this period, the angle of attack increases, the flight path becomes
shallower, and consequently the aircraft is above the glide path. Beyond this
point, the headwind reverses to an increasing tailwind and there is also a down
draft. The altitude starts decreasing. At about 75 seconds, the combination
of the increasing tailwind and down draft forces the flight path angle to
steepen, decreases airspeed and increases the angle of attack, causing a dra-
matic drop in altitude. In the simulation, the altitude was not allowed to go
below 50 ft. which is reflected in the altitude vs. range plot. The controls
fixed simulation demonstrates the severe effects of wind shear on aircraft
flight during landing. Simulation time histories with both shear and turbu-
lence are shown in Figure 9. The results are similar to the shears only case,

except the responses have more high frequency content.

Simulation time histories of the feedforward control system using
elevator, throttle and spoilers are shown in Figure 10. The sensed turbulence
and shear signals are used directly to drive the control surfaces. The ele-
vator, throttle and spoilers are used to exactly counter the pitching moment,
X and Z forces produced by the wind disturbance. The control activities are
such as to counter the perturbations in inertial responses due to shear and

turbulence. However, control activities are excessive, especially the spoilers

3

but these can be reduced by simply scaling down the gains to the controllers.

Simulation time histories of the single control system with the Ken-
nedy incident shear are shown in Figure 1l. The elevator is used to minimize
the deviation in the glide path. Initially when the headwind is encountered,
the airplane is pitched down to keep the aircraft on the glide path. When
the headwind turns to tailwind and the severe downdraft is encountered, the
elevator alone cannot prevent the deviation from the glide path. The airplane
loses airspeed and altitude. In the simulation, the altitude was not allowed
to get below 50 feet. The time histories clearly show the instability of the
aircraft flight in this windshear environment. The elevator can counter the

forces and moments of headwind but not the tailwind and the severe downdraft.
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The time histories of the control system 1 (feedback regulation only)
simulation with the Kennedy incident horizontal shear only is shown in Figure 12.
Initially when the airplane encounters the headwind, the elevator and throttle
are activated to reduce the angle of attack with respect to the airmass and the
attitude and to regulate the inertial speed and altitude rate to stay on the
glide path. The airspeed increases as the headwind increases. The simulation

was not carried far enough for the headwind to tailwind.

Simulation of the control system 1 including the feedforward control
with the Kennedy incident horizontal and vertical shears is shown in Figure 13.
Initially, when the headwind is encountered, the throttle and elevator are
activated to minimize the deviation in the inertial speed by increasing the
airspeed and reducing the angle of attack and attitude. The glide path is well
regulated as shown by the altitude and flight path angle time history. As the
headwind turns to tailwind, the throttle activity is decreased and the elevator
is activated to increase the angle of attack. When the severe down draft is
encountered, the throttle activity is increased to minimize the deviation in the
glide path. The angle of attack decreases to a minimum of -4.5° and increases
to a maximum of about 6.3°. The elevator is deflected about 12° maximum from
its trim position. The thrust is increased to a maximum of about 11,700 lbs from
its trim setting. The variation in the inertial speed is minimized and the

airspeed variation is proportional to windspeed.

Simulation of this control system with the shears and turbulence
is shown in Figure 14. The flight path angle is again very well regulated.
Examination of the control motions indicates that the throttle activity is high.
This is because the sensed turbulence is fed to the throttle. In practice,
this level of throttle activity is undesirable and the throttle dynamics are not
fast enough to respond to the turbulence. A more desirable means of control
would be to use sensed shear signals, which are low frequency in content, to
drive the throttle. Turbulence alleviation can be accomplished through the ele-

vator or spoilers either by feedback regulation and/or direct gust sensing.
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Simulation results of the control system with the severe Philadelphia
T-25A shear and the Tower T-9A moderate shear are shown in Figures 15 and 16,
respectively. As indicated by the time histories, the flight path angle is
very well regulated. The performance is similar to the performance with the

Kennedy shear.

Simulation results of control system 2 regulating the inertial velo-
city, altitude and altitude rate, and including the feedforward control for
the three shear profiles are shown in Figures 17, 18 and 19, respectively. The

flight path angle for all three cases is very well regulated.

Simulation time histories of control system 3 are shown in Figures
20 and 21. Figure 20 shows time histories of the altitude and airspeed regu-
lation control system simulation and Figure 21 shows the simulation of the
altitude, altitude rate, and airspeed regulation control system. Initially
when the headwind is encountered, the throttle and the elevator are activated
to minimize the deviation in airspeed and glide path. The throttle activity
is decreased because of the headwind whereas control system 1 increased the
throttle activity to minimize the deviation in inertial speed. The throttle
activity is increased when the headwind turns to a tailwind and the severe
down draft is encountered to minimize the deviation in the airspeed. In con-
trast, control system 1 decreased the throttle activity after getting past
the severe down draft. The angle of attack increases to a maximum of about
5.3° from its trim value. The thrust has increased to a maximum of about
21,000 1bs from the trim setting and the maximum elevator deflection is about
6.8°. The flight path angle is well regulated. The inertial speed varies
proportionately with the windspeed in an opposite sense in contrast to control
system 1 simulation where the airspeed variation was proportional to the
windspeed. The angle of attack excursion is smaller than that for control
system 1. The elevator deflection is about half of the deflection for control
system 1 whereas the maximum thrust is about two times more than that for
control system 1. The performance of control system 3 regulating the airspeed,
altitude and altitude rate is similar to the performance of the airspeed and

altitude regulation system.
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The final simulation results shown are for control system 4. The
time histories are shown in Figure 22. This control system regulates the
airspeed through energy considerations. As with the control system 3, when the
headwind is encountered, the throttle activity is decreased and when the
headwind turns to tailwind and the down draft is encountered, the throttle
activity is increased to minimize the deviation in airspeed. The flight path
angle is well regulated. The angle of attack increases to a maximum of about 3°.
The thrust has increased to a maximum of 20,000 1lbs from the trim setting and
the maximum elevator deflection is about 5.6° from the trim position. The
angular motions and the control activity are smaller than that for control

system 3.
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Section S

CONCLUSIONS AND RECOMMENDATIONS
5.1 CONCLUSIONS

The research performed in this program was done in response to a need
to develop automatic control methods that would enable an aircraft to safely
fly through a severe wind shear and turbulence environment. As demonstrated
in this report, there are many different concepts and criteria associated with
shear and gust alleviation, and the total list of possible ways to do it are

far from exhausted.

The objective of this study program was to demonstrate feasibility
in a preliminary way. Basic studies were performed such as inertial or ground
speed regulation compared to airspeed regulation. The purpose was to determine
the control law differences in the concepts, the control power requirements and
the basic safety of flight parameters, such as angle of attack excursions of
the aircraft as it flew through the shear environment. It was shown that regu-
lation with respect to airspeed or groundspeed is conceptually the same}
depending upon the variable used in the control law, the aircraft can be regu-
lated with respect to either with equal effectiveness. This applies, of course,
only with respect to the horizontal shear. Vertical motions of the aircraft

must be regulated with respect to ground.

Basically, then, this program involved the study of criteria defini-
tion for the gust and wind shear problem. It was not found to be difficult to
formulate a performance index that would produce a shear alleviation control
law, either with respect to inertial speed or airspeed. One of the better cri-
teria involved the use of an expression for total energy in the performance
index. This produced a control law that was , in many ways, directly related

to the kind of behavior inherently expected of a gust/shear alleviation system.

The total energy probe was shown to be a reasonable approach to an

implementation of a gust/shear alleviation system. Total energy can be expressed
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as a state variable and, therefore, not only expresses a very good criteria for
shear alleviation, but the energy probe output also becomes part of the feedback

control law.

For the most part, optimal control methods were used to obtain both
criteria and control laws for the solution of the shear/gust problem. In general,
these control laws are quite complex, requiring feedback from all of the states
to each of the controllers. A theoretical contribution of the research reported
upon involves the development of robust observers. The application of these
methods should result in simplified control laws involving requirements for

fewer sensors.

5.2 RECOMMENDATIONS

1. The research results reported upon in this report demonstrate the
feasibility of automatic gust and shear alleviation systems for commercial
aircraft such as a Boeing 737. In order to more realistically verify the direct
suitability of the systems defined,it will be necessary to demonstrate their
usefulness on a simulation that more realistically reproduces the actual envir-
onment. Among the more important nonlinear and dynamical effects that should

be added are:

a) Throttle and control surface servo dynamic behavior. The non-
linear engine response characteristics are probably the most
important effects not included in the simulation of the present

study.

b) Aerodynamic nonlinearities.

c) The energy probe mathematical model should be more accurately

represented.

d) Sensor dynamics and other characteristics such as biases, mis-
alignments and noise, if determinable, should be added to the

system simulation.
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e) Other turbulence models, such as the Tomlinson representation

of turbulence, should be tested.

2. One of the important findings of the present program is the conclu-
sion that the spoilers of the example aircraft are of limited effectiveness
and control power. The use of flaps as active devices for gust/shear allevia-

tion should be explored.

3. The investigation of suitable performance indices or criteria should
be continued, the possibilities are far from exhaused. In particular, the

use of energy rate, E, should be investigated.

4. Several theoretical areas show potential in producing more effective
and more realistic gust alleviation systems. The realistic problems of instru-
mentation should be included in a further investigation of direct gust allevia-
tion methods. As now formulated, the integral performance criteria only in-
directly express alleviation criteria, the minimization is with respect to the

control inputs rather than the environmental disturbances.

5. More emphasis should be placed on the use of the energy probe in
terms of criteria definition, control law mechanization and environmental

disturbance sensing.

6. A sensitivity analysis of off-nominal flight conditions should be
conducted to verify the robustness of the control system design. In particu-
lar, the final control system configuration should be capable of accommodating

both frontside and backside power-required operation.
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Appendix A

EQUATIONS OF MOTION AND WIND MODEL
EQUATIONS FOR SIMULATION

This appendix gives the equations of motion of the TCV airplane used
in control system design and the wind model equations for use in the simulation.
The linearized aircraft equations of motion used in this study are represented

in body axis by the following equations:

x = Fx + Gu + J u

g
iy, . u
= dwpaf U= ug = [ w] (A-1)
e w
q l-a v
- P
U, and w, are the wind shear and turbulence along the X and Z body

axes, respectively with the sign convention that headwind and updraft are pos-

itive.
The matrices are defined in terms of the dimensional derivatives as
follows:
FX X X =W ~-g cos 8
Uu w qg o o
F o= Zu Zw Zq+Ub -g 8in 60
Mu Mb Mé Me
0 0 1 0 N
ﬂ —
(x x. x [x x
Gt ae Gs u v
p
Z Z (A-2)
G = ZG Z5 ZG J = w
t e sp Mu Mw
My Mg Mg o0 ]
t e sp
0 0 ) N




The expression for Ah is determined as follows:

P = Upy SN 8 - wPG cos B
ho = Uo sin eo - Wo cos 80 (A-3)
Upe = Uy + BupeWpn = W, + Dip,, 8 =6, + A8

where up. and w,, are total inertial velocities along the X and Z body axes,

PG
respectively; Uo’ Wb and 60 are trim values.

A o= h - ho = Up, Sin f - wPG cos 6 -~ (Ub sin 90 - WO cos 60)
(A-4)

using small angle approximations, the expression for A% reduces to

- {

An = gin 8, AMPG - cos eo A, F (UO cos eo + WO sin GO)AB (A-5)

PG

The expression for AR is obtained by differentiating Equation (A-5)

and is given as

+ (Xﬁ sin eo - Zw cos eO)AwPG

AR = (Xﬁ sin eo - Zu cos eo)AuPG

n 0 - 6 3 -
[Xq stn 9 Zq cos O]q + (Xat sin 90 Zét cos eo)ét +
(Xée sin 8 _ - Zse
Only the 6t and Ge controls are considered.

cos 0 )8 (A-6)
o' e

The rate of change of energy deviation is defined as follows:

2
u
E=nh+ Ezi
g
v (A-7)
2 )
E'c hc + %

where Upy is the total airspeed along the X-axis. Since Uo’ the trim airspeed,

is constant

PA “p4 (A-8)




The equations of motion (A-1) represent the perturbation in air or inertial

speed in the absence of wind disturbance. Using the approximation Upy = Ué,

the AF equation can be written as
. Yo (Ub > v
AE =| — X+ 8in 6 _)Au — X - cos 9 o _ .
<g u 0) PE\g “w 0)bwp, * g (Xq W,)q + W, sin 8_08
+2x s, +-2x 8 (A-9)

NUMERICAL VALUES OF STAB1LITY AND CONTROL DERIVATIVES

Units

AuPG, AwPG - ft/sec

q, A6 - deg/sec, deg
6t - 1bs.

66 - degrees

Flight Condition

Ub = 213.9 ft/sec

Wo =‘8.63 ft/sec

90 = —.29 deg

Y, = -3

Derivative Value
X, .0376
X& .106

X 0

XZ .00038
Xat .0065 .
Xse -4.37x10"
7 €P -.278

u

Zw -.711

A-3




Derivative Value

, 0
Z -2.99 E-7
7" - .162
zae 8.12x10"%
u °P -.011
M -.361
", -.523
A -3.27 E-4
) 3.61 E-4
M(St -1.215
MG:p .12

Turbulence Simulation Equations

The transfer functions of the turbulence are given as

/% —
Tug(s) =aq, T, . f’#, sw1
0
1+ ’ Lw s
ﬁ v, (A-10)
T, (8) =0, B L\ w

¢ 2
g (1 +73>

where w, and w, are two independent white noise sources.

The time domain equations, using the phase variable representation,

can be written straightforwardly as
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wt) =-L we) + L Zu W ()
g L Y L %ul Tav Y1
U Uu
x. (t) '
1 0 7 xl(t) 0
= + Z(t)
. 2
z,(t) - - i-‘f z,(t) 7
L .Q; w
Ly, v L l/—ﬁ x
wa(t) = ol av 5 oy |f 2 YU || 1 -
g I? v T =,
w w

(A-11)

The turbulence signals generated from these equations have significant
low frequency content. In this study the wind shear represents the low frequency
wind disturbence. Consequently during the simulation of the control system, the
turbulence signals generated from Eg. (A-11) were filtered to remove the low

frequency content using the following filter:

.8(s +.25)

8(e) = o33 127(s 270 (A-12)

where the frequencies are in the units of radianms.

The three windshear profiles useddin this study are shown in Figures
A-1, A-2 and A-3.
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Appendix B
CONTROL SYSTEM GAINS AND TRANSFER FUNCTIONS

This appendix gives the weighting factors used in the performance index,

the gain matrix, and the transfer functions for each control system.

OEen LooE
é =Fx + Gu
y = Ax
[ Bupg
bupg . ,
PG
c=| ¢ u = [dtJ y = by =08 - 7=
A8 e °
An
N
Y
Units
AuPG’ Wpg s A - ft/sec

q, A8 - rad/sec, rad

A, AE - ft
Ge - deg
Gt - 1bs
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MATRIX F
-3.76250D-02 1.06280D-01 -8.62890D+00 -3.21670D+01 0.0 0.0 0.0
-2.78430D-01 -7.10810D0-01 2.13830D+02 4.19940D-0%f 0.0 0.0 0.0
-2.02440D-04 -6.270900-03 -5.23080D-01 -3.26760D0-04 0.0 0.0 0.0
0.0 0.0 1.000000+00 0.0 0.0 0.0 0.0
-1.20400D0-02 -9.99900D0-01 0.0 2.13800D+02 0.0 0.0 0.0
> 788600-01 7.09500D-01 9.530000-02 -3.26000D-02 0.0 0.0 0.0
-2.619800-01 -2.93900D-01 -5.73210D+01 1.19200D-01 0.0 0.0 0.0
MATRIX G
3.785300-04 6.53450D-03
-2.99570D0-07 -1.61930D-01
6.26270D-06 -2.11870D0-02
0.0 0.0
0.0 0.0
-4.25800D-06 1.61840D-01
2.515000-03 4.310000-02
Note: The last row of the F and G matrices represents the AE equation. The

elements of these rows were computed from Eq.(A-8) using the stability
and control derivatives supplied by NASA. The coefficient of A8 (element
F(7,4)) in Eq.(A-9) is negative for the particular flight condition con-
sidered, whereas the coefficient computed from Eq.(8) is positive. This
discrepancy is because of the approximations involved in linearization
of the nonlinear aerodynamic equations in obtaining the stability and
control derivatives, which were used in computing the coefficients of
Eq. (A-8), and should have little effect on the control law design for

system 4.
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MATRIX A

-4.677000-03 0.0 1.000000+00 0.0 0.0
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Single control system (elevator)
Performance index to regulate inertial speed and altitude

o

_1 2 2 2

V= 5 f (1000AuPG + 100 Ah4 + cSe)dt
o]

Control law

= [5. .61 -5.31 -45.6 -10]f,
6, = [5.72 8.61 -5.31 -45.6 -10)fpuy,

AW

A8

LAh

Units

AuPG’AwPG - ft/sec
g, A6, Se - deg/sec, deg, deg

AR - ft
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Control System 1

Performance index is defined to minimize the deviations in the iner-
tial speed and altitude.
_1 2 2 2 2
V= 5 f (10AypG+200Ah + .zat + Ge)dt
(o}

Total control law

§ 97 - 124 .04 .693 L2283 (.A%PG
. PG
§ -1.35 8.59 -5.11 -45.18 -9.99 q
AB

Y J

e d

99.4 -280.8 w,

0 0 w

Units
AuPG’ AwPG - ft/sec
q., A8, Ge - deg/sec, deg, deg
AR - ft
Gt - 1bs
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Control system 2

Performance index is defined to minimize the deviations in inertial

speed, altitude and altitude rate.

Total control law

Units

(=]

1
V—Ef

0
.77 -18.14
-2.07 12.24
+

99.

0

AuPG’ AwPG’ A - ft/sec

(100u2 + 1006h% + 100MH2 +

PG
L0687 67.97 .24
-6.91 -65.8 ~9.99
4 -280.8 uw
0 Yy

q ., A6, Ge - deg/sec, deg, deg

Gt - 1bs

AR - ft

B-19
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-17.96

.04

(AuPG]
Sopg |
q |
AB
AR
ah

i
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Control system 3

Performance indices are the same as for control systems 1 and 2.

The gain on the velocity is changed to

aXﬁ
KZ] =5 = -5.03 (99.4) = =500
St

Total control law to minimize airspeed and altitude deviation:

-

5, -500 - .124 .04 .693 2237 )[ dupg
s, | = AV pg
~1.35 8.59  -5.11 -45.18  -9.99 q
AB
| an

-500 -280.8 || %y

0 0

Total control law to minimize airspeed, altitude, and altitude rate

deviation:
- r—- o
S, -500 -18.14 .057 67.97 24 -17.95 Mupe
5 = AwPG
e -2.07 12.24 -6.91 -65.8 -9.99 - .04 q
AB
Ap
L(Aé -
-500 -280.8 U,
+
0 0 W,
Units

AuPG, AwPG’ A - ft/sec

q, 06,8 - deg/sec, deg, deg

e
Gt - 1bs
A - ft
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Control system 4

Performance index to minimize deviation in energy using the throttle:

_1 2 2
V = 5 [ (1000ME< + 5t)dt
o]

Performance index to regulate altitude and airspeed:
= L 2 2 4 82
V= 5 (1000AuRA+ 1006h- + Ge)dt

The gain on AE obtained from the first performance is replaced by a

higher gain obtained from a higher weighting. The final control law is given

by

-1.23 -10.83 13.22 57.2 316.23 [ AuPA“
Ap,
5.72 8.61 -5.31 -45.6 q
X

- ft/sec
deg/sec, deg, deg
1bs
ft

ft
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Appendix C
OBSERVER DESIGN

This appendix describes the application of the observer system design
methods described in Section 3 of this report. The control law resulting from
the regulation of Au and Ak using both throttle and elevator is described mech-
anized as an observer system. Three sensors were assumed to be available for
feedback control purposes, one for each degree of freedom of motion of the air-
craft. In general, this is the maximum that would normally be required to in-
sure system realizability for most physical plants such as aircraft. The three
sensors chosen were Au(t), Ah(t) and q(t). Only the Ah(t) measurement is
absolutely required, others could have been substituted for the Au(t) and q(%)
states. The altitude error, however, is unobservable in the control sense
through any other single sensor, so it is a required measurement for the observer
system. All three sensors represent inertial measurement and are obtainable
with relatively low inherent sensor noise content. A deterministic observer
system is considered a realistic way to define a control system for this appli-
cation to preserve the robustness of the state feedback shear alleviation con-

trol law.

Among the groups of measurements A: and wu, Ak and ¢, and Au and q,
there are three minimum phase transmission zeros located at s = -4.525,
§ = -2.39 and s = -0.6497. The zeros at s = -4.525 and s = -2.39 were chosen
for the observer design to replace two state measurements because they would
represent more stabel observer poles and because this selection resulted in
observer parameters that could easily be mechanized. Applying Equations of

Section 3 yielded the observer

[él(t)]=[-4.525 0 ][zz(t)] +[-.0875 -95.3 4.52] Au(t)
ég(t) 0 -2.39 zz(t) -.0011 25.49 2.39 || bh(t)
q(t)
(c-1)
When this observer was substituted into the control law of Control
System 1 to replace the state measurements Aw and A8, the resulting control
law is given by
C-1




St(t) .981 .779 025 - .241 - .319 PAu(t)q
6e(t) ) -2.43 -.801 -3.966 14.38 21.52 || AR(E)
q(t)

zz(t)

;ZZ(t{J

(C-2)

The observer control law produced somewhat lower overall feedback
gains, indicating that the observers had not reduced the observability of the
system and,in fact, had improved it somewhat. It is felt, therefore, that the

observer system should he easily mechanizable.
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