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PREFACE

The Joint University Program (JUP) for Air Transportation Research
is a coordinated set of three grants sponsored by NASA Langley Research
Center and the Federal Aviation Administration (FAA), one each with the
Massachusetts Institute of Technology (NGL-22-009-640), Ohio University
(NGR-36-009-017), and Princeton University (NGL-31-001-252). These
research grants, which were instituted in 1971, build on the strengths
of each institution. The goals of this program are consistent with the
aeronautical interests of both NASA and the FAA in furthering the safety
and efficiency of the National Airspace System. The continued develop-
ment of the National Airspace System, however, requires advanced tech~
nology from a variety of disciplines, especially in the areas of
computer science, guidance and control theory and practice, aircraft
performance, flight dynamics, and applied experimental psychology. The
Joint University Program was created to provide new methods for inter-—
disciplinary education to develop research workers to solve these large-
scale problems. Each university, which submits a separate proposal
yearly, is dealt with individually by NASA and the FAA. At the completion
of each research task, a comprehensive and detailed report is issued for
distribution to the program participants. Typically, this is a thesis
that fulfills the requirements for an advanced degree or a report
describing an undergraduate research project. Also, papers are sub-~
mitted to technical conferences and archival journals. These papers
serve the JUP as visibility to national and international audiences.

The periodic reviews held at the schools and at a NASA or FAA
facility are an important feature of the program. At these reviews,
.the program participants, both graduate and undergraduate, have an
opportunity to present their research activities to their peers, to
professors, and to invited guests from government and industry.

This publication represents the ninth in the series of yearly sum-
maries of the program. (The 1987 summary appears in NASA CP-3028.)
Most of the material is the effort of students supported by the research
grants,

Four types of contributions are included in this publication: a
summary of ongoing research relevant to the Joint University Program is
presented by each principal investigator, completed works are repre-
sented by full technical papers, research previously in the open literature
(e.g., theses or journal articles) is presented in an annotated
bibliography, and status reports of ongoing research are represented by
copies of presentations with accompanying text.

,The use of trade names or manufacturers in this report does not
constitute an official endorsement of such products or manufacturers,
either expressed or implied, by the National Aeronautics and Space
Administration or the Federal Aviation Administration.

Frederick R, Morrell
NASA Langley Research Center
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INVESTIGATION OF AIR TRANSPORTATION TECHNOLOGY
AT THE
MASSACHUSETTS INSTITUTE OF TECHNOLOGY
1988-1989

Robert W. Simpson
Flight Transportation Laboratory (FTL)
Massachusetts Institute of Technology
Cambridge, MA

1. INTRODUCTION

There are four areas of research being pursued in 1988 under
sponsorship of the FAA/NASA Joint University Research Program, and
one area which has been completed. The four active areas were:

. Automatic Speech Recognition in Air Traffic Control

. A Rule-Based Planning and Scheduling System

. Modeling of Ice Accretion on Aircraft in Glaze Icing Conditions
. Cockpit Display of Hazardous Weather Information

The completed project was:

. Terminal Area Flight Generation Using Parallel Constraint
Propagation .(Sadoune, FTL Report R89-1)

2.  AUTOMATIC SPEECH RECOGNITION (ASR) IN AIR TRAFFIC
CONTROL

Today, the Air Traffic Control system relies on verbal
communication between the air traffic controllers and the pilots of the
aircraft in the controlled airspace. Although a computer system exists
that processes radar and other information regarding the aircraft, the
information contained within the verbal communications is not retained.
The introduction of ASR technology would allow this information to be
captured. The purpose of this research effort is to demonstrate the
feasibility of using ASR technology within the ATC environment and to
address the problems involved, especially the relevant human factors
issues. Off-the-shelf ASR technology will be used in conjunction with
FTL's real-time ATC simulator running on the laboratory's TI-Explorer
Lisp machines.



At present, new hardware is being acquired. A paper presented
by Joakim Karlsson on this topic at the Ohio University Research
Progress Review Meeting in June 1989 is included in this report.

3. A RULE-BASED PLANNING AND SCHEDULING SYSTEM

Planning denotes the formulation of a detailed scheme, program,
or method worked out beforehand for the accomplishment of a goal. It
involves the analysis of the desired goal and its division into sub-goals
which are subsequently treated in the same way until a set of primitive
objectives is obtained. A rational plan is prepared by a reasoner for
execution by one or more actors or agents who perform actions to
achieve the objectives. A reasoner is a cognitive system (human or
machine) capable of some level of logical deliberation.

Computers have been employed to assist in the creation of plans
almost from their inception. One of the first uses of computers, shortly
after World War II, was to solve large linear optimization problems for
military planners. However, the actual creation of a plan by a computer
did not occur for another thirty years. The reason for this delay is that
planning is a cognitive process requiring symbol manipulation, rather
than strictly computation. The creation of plans by a computer had to
await the development of a mature symbol manipulation language, such
as Lisp.

A paper presented by Lyman Hazelton Jr. discussing the logical
components of a rule-based planning and scheduling system presented
at the MIT Research Progress Review Meeting in October 1989 is
included in this report.

4. MODELING OF ICE ACCRETION ON AIRCRAFT IN GLAZE
ICING CONDITIONS

The work in aircraft icing over the past year has focused on the
fundamental aspects of glaze ice accretion, with the goal of improving
analytical ice accretion models. Current ice accretion models do not
perform well within the glaze ice regime. Glaze icing is characterized by
rough and irregular ice accretions and occurs at relatively warm
temperatures, i.e., a few degrees below freezing. In this regime the ice
accretion is controlled by the removal of latent heat by convective heat
transfer. This heat transfer is strongly dependent on the roughness of



the ice surface. Current ice accretion models assume a uniform ice
surface roughness that is an input parameter in the models. Over the
past year, studies have been conducted on the generation of surface
roughness on accreting ice surfaces with the goal of providing a
deterministic surface roughness in the ice accretion models.

A series of icing wind tunnel tests were conducted at the NASA
Lewis Icing Research Tunnel, the B.F. Goodrich Icing Test Facility and
the Data Products of New England Icing Test Facility. The ice accretion
and surface roughness were observed on simple circular cylinders by
visible and infrared photography. Based on these tests, a relatively
simple modification to the existing ice accretion models has been
proposed. Instead of a single uniform surface roughness, several zones
of variable surface roughness are included to correspond with
experimental observations. The Multi-Zone model has been
implemented in the LEWICE ice accretion code in a preliminary manner
and has shown a significant improvement in ice shape prediction in the
glaze ice regime. In addition, the experimental and analytical efforts
have focused on the need for correlations between the physical surface
roughness and the equivalent sand grain roughness which is commonly
used in the analytical models.

5. COCKPIT DISPLAY OF HAZARDOUS WEATHER
' INFORMATION

Information transfer and display issues associated with the
dissemination of hazardous weather warnings are studied in the context
of windshear alerts. The July 11, 1988 microburst events in which
several air carrier aircraft penetrated microbursts during the Denver
Terminal Doppler Weather Radar (TDWR) operational evaluation were
analyzed in terms of information transfer and the effectiveness of the
microburst alerts. Information transfer, message content and display
issues associated with microburst alerts generated from ground-based
sources were evaluated by means of air carrier pilot opinion surveys
and part task simulator studies. A paper presented by Craig Wanke and
John Hansman at the Ohio University Research Progress Review Meeting
in June 1989 is included in this report.



ANNOTATED REFERENCE OF 1988 PUBLICATION

1. Sadoune, M.M., Terminal Area Flight Path Generation Using
Parallel Constraint Propagation, FTL Report R89-1, May 1989, Flight
Transportation Laboratory, MIT, Cambridge MA 02139.

A Flight Path Generator is defined as the module of an automated
Air Traffic Control system which plans aircraft trajectories in the
terminal area with respect to operational constraints. The flight path
plans have to be feasible and must not violate separation criteria.

The problem of terminal area trajectory planning is structured by
putting the emphasis on knowledge representation and air-space
organization. A well-defined and expressive semantics relying on the
use of flexible patterns is designed to represent aircraft motion and
. flight paths. These patterns are defined so as to minimize the need for
replanning and to smoothly accommodate operational deviations.

Flight paths are specified by an accumulation of constraints. A
parallel, asynchronous implementation of a computational model based
on the propagation of constraints provides mechanisms to efficiently
build feasible flight path plans.

A methodology for a fast and robust conflict detection between
flight path plans is introduced. It is based on a cascaded filtering of the
stream of feasible flight paths and combines the benefits of a symbolic
representation and of numerical computation with a high degree of
parallelism.

The Flight Path Generator is designed with the goal of
implementing a portable and evolving tool which could be inserted in
controllers’ routine with a minimum disruption of present procedures.

Eventually, a model of aircraft interaction provides a framework to
rethink the notion of Separation Standards.

ANNOTATED BIBLIOGRAPHY OF 1988 PUBLICATIONS

A. Hansman, R.J., Yamaguchi, K., Berkowitz, B., and Potapczuk, M.,
Modeling of Surface Roughness Effects on Glaze Ice Accretion,
AIAA-89-0734, AIAA Aerospace Sciences, January 1989.

Experimental observations from several icing test facilities of ice
surface roughness are described. A Multi-Zone surface roughness model
is proposed and implemented. Significant improvement in glaze ice
accretion modeling for several cases is demonstrated.



B. Hansman, R.J., Kirby, M.S., and Lichtenfels, F., Ultrasonic
Techniques for Aircraft Ice Accretion Measurement, AIAA-88-
4656CP, AIAA/NASA/AFWAL Conferences on Sensors and
Measurement Techniques for Aeronautical Applications,
September 1988.

Ultrasonic techniques for aircraft ice accretion measurement are
described. Wind tunnel evaluations in the NASA Icing Research Tunnel
and flight test evaluations on the NASA Icing Research Aircraft and the
Boeing 757 test aircraft are discussed.

C. Hansman, R.J., and Turnock, S.R., Investigation of Surface Water
Behavior During Glaze Ice Accretion, Journal of Aircraft, Vol. 26,
No. 2, February 1989.

Investigations of the behavior of surface water on accreting ice
surfaces are presented. The surface water behavior controls the surface
roughness which subsequently influences the convective heat transfer
and the glaze ice accretion where heat transfer is the limiting
mechanism for ice accretion.

D. Hansman, R.J. and Wanke C., Cockpit Display of Hazardous Weather
Information, AIAA-89-0808, AIAA Aerospace Sciences Meeting,
January 1989.

Information transfer issues associated with hazardous weather
alerts are studied in the context of microburst warnings. Case studies,
pilot opinion surveys and part task simulator studies are presented.

E. Hansman, R.J., The Influence of Ice Accretion Physics on the
Forecasting of Aircraft Icing Conditions, Paper 5-1, Proceedings of the
Third International Conference on the Aviation Weather System,
January 1989.

The detailed physics of aircraft ice accretion processes are
presented in terms of meteorological variables commonly used to
forecast icing conditions. The nonlinear dependence of icing severity on
these variables is discussed as well as the consequences for icing
severity forecasting.
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Automatic Speech Recognition in Air Traffic Control

Joakim Karlsson
Flight Transportation Laboratory
Massachusetts Institute of Technology
Cambridge, MA

Automatic Speech Recognition (ASR) technology and its application to the Air
Traffic Control system are described. The advantages of applying ASR to Air Traffic
Control, as well as criteria for choosing a suitable ASR system, are presented. Results from
previous research and directions for future work at the Flight Transportation Laboratory are

outlined.
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Introduction

M.LT.'s Flight Transportation Laboratory (FTL) is renewing its research on the
application of Automatic Speech Recognition (ASR) technology to Air Traffic Control
(ATC). This report presents an overview of the available technology and its potential use
within the ATC system. ATC is a suitable candidate for the application of speech
input/output technology due to the well-defined syntax and existing reliance on voice
communication. Other motivations for introducing ASR into the Air Traffic Control
environment are listed within the body of this report. Furthermore, past research efforts
are described, with emphasis on work already completed by the Flight Transportation

Laboratory. Finally, directions for future research are outlined.

« Just what is Automatic Speech
Recognition (ASR) anyway?

« ASR in Air Traffic Control.

« Some motivations for using ASR in
Air Trafic Control.

e Previous work.
e Conclusions from Trikas' work.

« Work to be done at the Flight
Transportation Laboratory.



Automatic Speech Recognition

ASR systems consist of hardware and software that convert verbal input into
machine-useable form (i.e.,"text"). These systems can be categorized by three basic
parameters: Speaker dependence/independence describes whether the system has to be
trained by the user before operational use (speaker dependent), or whether it can be used by
any user without specific training (speaker independent). Discrete/connected/continuous
speech recognition describes the extent to which naturally spoken speech can be
recognized. Single-utterance (isolated-speech) recognizers impose severe constraints on
the user's manner of speech, but are relatively easy to implement. Connected speech
recognizers allow the user to speak at a normal rate, but finite pauses must be inserted
between each word. A continuous speech system recognizes input spoken at a natural rate,
with no artificial pauses. Finally, the number of words that the system can recognize at any
time (active vocabulary size) is a critical application and performance parameter.

An Automatic Speech Recognition
(ASR) system is a system that recognizes
verbal input and translates it into text.
There are three basic factors that categorize
an ASR system:

* Speaker dependence/independence.

 Discrete, connected, or continuous
speech recognition.

 Vocabulary size.
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ASR in Air Traffic Control

Today, the Air Traffic Control system relies on verbal communication between the
air traffic controllers and the pilots of the aircraft in the controlled airspace. Although a
computer system exists that processes radar and other information regarding the aircraft,
the information contained within the verbal communications is not retained. The
introduction of ASR technology would allow this information to be captured. The purpose
of this research effort is to demonstrate the feasibility of using ASR technology within the
ATC environment and to address the problems involved, especially the relevant human
factors issues. Off-the-shelf ASR technology will be used in conjunction with FTL's real-
time ATC simulator running on the laboratory's TI-Explorer Lisp machines.

We want the "computer" to capture the
information given by the controller to
aircraft, so that it can be processed. In
this particular project, we want to start by
using ASR to drive the Flight
Transportation Laboratory's real-time ATC

simulator.



Why lse ASR in ATC

There are several strong motivations for introducing speech input/output technology
into the Air Traffic Control system. Communications are already in the verbal form, and
the syntax used is clearly defined by the FAA and has to some degree been designed to
reduce the possibility of communication errors. The use of voice as an input modality
allows for a high information throughput capacity and allows the controllers to keep their
eyes and hands busy controlling traffic. Once the verbal information has been captured, it
can be transferred to the aircraft via Mode S, conformance monitoring can be improved,
and routine clearances can be pre-stored during less busy periods.

* ATC communication is verbal.
 ATC syntax is clearly defined.
« ATC training can be automated.
* High information throughput.

« ASR allows controller to use hands
and eyes where they belong.

« Captured information can be
transmitted to aircraft via Mode S.

* Conflict alert can be improved.

e Clearances can be pre-stored.

11



Previous Research

ASR technology can be used in many aviation and non-aviation applications, and as
a result, much research has been conducted on the use of speech input/output in general. |
However, relatively little research has been-dedicated toward the application of ASR to Air
Traffic Control. The research to be undertaken within the framework of this project will be
a continuation of the initial work presented in Thanassis Trikas' S.M. thesis, Automated
Speech Recognition in Air Traffic Control (FTL report R87-2).

A lot of research has been done on

ASR, but not much in conjunction with
ATC:
« FTL: Thanassis Trikas S.M. work.
« Arthur Gerstenfeld (Worcester
Polytechnic Institute/UFA, Inc.):
Emphasis on ATC training.

e ITT Defense Communications
Division VRS 1280 demonstration.

12



Trikas' Conclusions

Trikas' thesis demonstrated the feasibility of using ASR technology in conjunction
with an ATC simulator, utilizing a relatively small vocabulary. An initial error correction
strategy based on verbal correction commands alone proved to be unacceptable. Also,
problems related to speech articulation variations were encountered. In the process of
evaluating his experiment, Trikas implicitly set forth a set of criteria for selecting a suitable
ASR system.

Trikas' S.M. thesis was essentially a
proof of concept of using ASR in ATC:
« ASR can be used with the ATC

simulator (with an active
vocabulary of only 64 words).

 Correction of recognition errors
using voice alone is not feasible.

 Problems with sensitivity to
variations in articulation.

* Developed criteria for choosing
a suitable ASR system.

13



Selecting the Right ASR System

The first step in renewing FTL's ASR research effort will be to select a suitable
hardware system. For this purpose, perfermance criteria specific to ATC applications of
speech input/output technology have been defined.

Our particular application calls for the

following ASR requirements:
« Speaker independence not required.
« Continuous speech recognition.
e Vocabulary size 200-300 words.
« 95% baseline recognition accuracy.
« Well-designed training procedure.
« Open architecture.
« Reduced sensitivity to variations.

o Short recognition delays (1-4 s).

14



Future Work

The future research to be conducted at FTL will be based on previous work
completed by Trikas. Hence, his system setup must be reactivated. In order to improve
the simulation and the overall performance of the system, new hardware will be acquired.
The actual research will concentrate on the introduction of multi-modal input, improved
error correction and recognition accuracy, the evaluation of Mode S usage, and the
application of ASR to secondary functions.

* Reassemble Trikas' system.

« Evaluate current ASR technology.
 Acquire a new ASR system.

e Introduce multi-modal input.

 Increase number of commands and
responses to improve simulation.

 Improve error checking/correction,
as well as recognition accuracy.

« Evaluate Mode S usage.

e Use ASR for functions other than
ATC commands.

15
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N90-20924
COCKPIT DISPLAY OF HAZARDOUS WIND SHEAR
INFORMATION
Craig Wanke

R. John Hansman
Massachusetts Institute of Technology

Based on the current status of windshear sensors and candidate data

dissemination systems, the near-term capabilities for windshear
avoidance will most likely include:

»  Ground-based detection:
TDWR (Terminal Doppler Weather Radar)
LLWAS (Low-Level Windshear Alert System)
Automated PIREPS

*  Ground-Air datalinks:
ATC voice channels
Mode-S digital datalink
ACARS alphanumeric datalink

The possible datapaths for integration of these systems are illustrated in
the diagram.

In the future, airborne windshear detection systems such as lidars,
passive IR detectors, or airborne Doppler radars may also become
available. Possible future datalinks include satellite downlink and
specialized en route weather channels.

PIREPS

Digital
Datalink

LLWAS

Ground Data

K Processing TDWR /
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Uplink of ground-measured windshear information to the flight crew
presents a number of problems. Among these are:

» Hazard Assessment:
Based on ground-measured information and the current tactical
situation, what constitutes a hazardous windshear?

 Information Issues:
What to send: what is 'critical’
When to send it
How to send it
How to present critical info to the flight crew

The MIT effort is using the three methods outlined to address
these issues.

4 — )

» PILOT OPINION SURVEYS
Current Terminal Area Windshear Procedures
Possible Future Windshear Warning Systems

+ HAZARD THRESHOLD STUDY

Definition of Windshear Hazard Thresholds Through Simulation
Studies and Flight Test Data

» PART-TASK B-767 SIMULATION
Simulation of Historical and Hypothetical Windshear Encounters
Comparison of Verbal, Alphanumeric, and Graphical Presentation
Options
Effects of Message Delivery Time on Pilot Decisions
Paralle! Experiments with Graphical ATC Clearance Delivery

\_ /




The survey has two sections: Current Procedures and Future

V\ll)indshear Warning Systems. The first part included questions
about:

Pilot impressions of the hazard posed by microbursts

Pilot confidence in windshear information obtained from ATIS,
LLWAS, and PIREPS

Pilot evaluation of the adequacy of currently available windshear
alert data and the need for better and more timely alerts

The section on future procedures included questions about

Modes of information relay and presentation
When the crew should be alerted

How much head-to-tail windshear is a threat

What items of windshear information are important

Who makes the avoidance decision - pilot or controller

4 — )

Obtain flight crew evaluations of current windshear warning and
avoidance systems and procedures

» Obtain flight crew feedback on future windshear warning systems
and possible display formats

Distribution: 250 United AA flight crews

« Current Data Set: 47
51% of respondents have had a hazardous windshear encounter

Data z;re being used to design part-task simulator experiments with
advanced graphic and alphanumeric display formats

- /

19
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General results indicate that microbursts are perceived as a major
safety threat and that currently available windshear alert data are not
sufficient for safe terminal area operations. Also, there is strong
ilot support for an improved windshear alerting system. The fairly
ow windshear threshold specified by the respondents is another
indication of the belief that windshear is a major threat.

Sample comments from the last question listed:

"Only the pilot can judge the capabilities of his a/c type and his
ability to cope with reported data."

"(Controller) Must make judgment calls to report only those shears

meeting some minimum standards to avoid reporting 'everything'.

51% of the respondents have had (by their own definition) a hazardous
windshear encounter.

/ T SURVEYS: GEN T \

Agree  Disagree
Microbursts pose a major safety hazard to 90.2% 4.9%
transport category aircraft.
Currently available windshear alert data are 14.6% 43.9%
sufficient for safe operation.
A system to provide crews better and more 97.6% 0.0%

timely windshear information is necessary.

« Perceived windshear warning threshold: ~ Advisory: 10.6 kts
Warning: 15.1 kts
» Who should have the responsibility for
judging the threat due to a particular PILOT: 83.0%
windshear event from the (assumed CONTROLLER:9.5%
reliable) available data?

o /




The data are from the question:

Listed below are four currently available sources of information about
windshear in the terminal area. Please rank them in order of
usefulness, from 1 (most useful) to 4 (least useful).

Low Level Windshear Alert System (LLWAS)
Pilot Reports (PIREPS)

Airborne Weather Radar

Visual Clues (Thunderstorms, Virga etc.)

/ Pilot Rankings: Usefulness for Windshear Avoidance of \

Pilot Reports

Visual Clues

LLWAS (Low Level Windshear Alert System)
Airborne Weather Radar

Windshear information Sources
S

JR—
- »
P

Mare Useful
(ST

)
PIREPS Visua Cluss LLWAS Weaher Radar




The data are from the question:

A windshear alert could contain the following items of information.
Please rank them in order of importance. (1 = most important, 6 =
least important)

Location Shape
Intensity Intensity Trend
Size Movement
/ Bilot Bankings: Usefulness of Available Windshear Data \
Location Size
Intensity Intensity Trend
Movement Shape
Windshear Information tems
Location
intensity
Movement @ Sw. Dov.
B Avg. Rank

Size

inten. Trend

Shape




The dataare from the question:

Assuming windshear is detected by reliable ground-based sensors, how
should this information be relayed to the flight deck? Please rank in
order of preference. (1 = most preferable, 5 = least preferable)

Voice (ATIS)

Voice (ATC)

Alphanumeric/Text uplink (similar to ACARS)

Graphical display of windshear location on EFIS display

Graphical display of windshear location on separate
graphic device

/ Pilot Rankings: Mode of data relay/presentation: \

Verbal (ATCZ

EFIS EHSI (Moving Map) Display
Alternate Graphical Display
Alphanumeric Display

On ATIS

Windshear information Reiay/Presentation

E
EFIS  ATC AltGraph Alpha ATIS

23
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The hazard assessment part of this project is motivated by the
TDWR (Terminal Doppler Weather Radar) operational evaluations
performed by MIT Lincoln Laboratory and NCAR over the past three
years. Inthese experiments, TDWR proved able to detect hazardous
microbursts nearly 100% of the time with a false alarm rate of 5%.

Despite the accuracy of the radar, some dan?erous incidents still
occurred. One potential problem is assessment of the hazard due to a
particular microburst in a particular situation. The hazard reported by
the detection system must relate directly to what the threatened aircraft
would experience if it does penetrate the microburst. If a large threat is
predicted, and little dynamic effect is encountered, an accurate warning
can be perceived as a 'false alarm' and damage pilot confidence in the
system.

As listed, this study will compare the factors contributing to
the windshear hazard and attempt to determine a useful and relevant

hazard criterion.

1987-88 TDWR OPERATIONAL EVALUATIONS
» Proved ability of TDWR to detect hazardous windshear
Problems in dissemination of warnings:
Delays in voice transmission
Message format problems
Pilot-perceived "false alarms”

PROBLEM:

Given perfect knowledge of the windfield, what is the most
accurate and relevant assessment of a windshear hazard in
terms that the flight crew can relate to the actual dynamic
effects on their particular aircraft?

FACTORS:
Windshear intensity measurement
Spatial factors: off-axis penetration, microburst asymmetry
Aircraft characteristics, weight, configuration




The most critical factor in the threat evaluation is how to quantify
the microburst intensity. Three possible ways are listed. The
delta-V measurement is currently used by TDWR. F-factor, a measure
of instantaneous threat, is more applicable to in situ and airborne sensor
systems. An integrated energy loss calculation is another possibility,
better suited to long range sensors such as TDWR.

-

* DELTA-V

Maximum headwind-to-tailwind component an aircraft can be
expected to encounter over a specified distance

*+ F-FACTOR .

W,

g v

Developed for in situ sensors, measures loss of "potential
altitude” due to immediate windfield

* INTEGRATED ENERGY LOSS

Measures expected loss of energy over a projected flight path:

including kinetic (airspeed) and potential (aititude) energy
components '




These issues will be evaluated through parametric flight simulations
and possibly actual flight data. As listed, measured dual-Doppler
windfields will be used with available aircraft models to examine the
effects of various factors on the microburst hazard. Once a candidate
hazard threshold has been determined, the dual-Doppler data will be
degraded to simulate a single TDWR measurement and the hazard
criterion will be re-evaluated. Supporting data may be gained from flight
tests flown this summer by the University of North Dakota in conjunction
with the TDWR evaluation.

4 I— )

Literature Search: Microburst-Aircraft interaction studies

Develop Simulation
Aircraft Dynamics: 737-100, Cessna Citation
Windshear model - assume ideal sensor using
NCAR/MITLL dual doppler radar windfields

Perform Parametric Studies
Evaluate and modify hazard criteria based on studies
+ Evaluate flight test data from UND Citation

Simulate effect of sensor limitations on hazard threshoid
validity




The simulation is currengln under development. It will be run
on a Sun 3/80 workstation with MATRIXx simulation software to
minimize development time and allow easy automation of parametric
studies.

G

AIRCRAFT DYNAMICS:
a/c type
configuration
guidance strategy

DUAL-DOPPLER WINDS: TIME SIMULATION: INITIAL CONDITIONS:
WR Demos Sun Workstation Spatial Factors

JAWS MATRIXx simulation |8 Phase of Flight
software

RESULTS:
Airspeed and Altitude losses
Deviation from desired flight path




An ongoing focus of the MIT windshear effort is the dissemination
of ground-measured and evaluated windshear information. As
displayed, several information-related issues arise and are being
addressed with several resources, including the previously discussed
pilot opinion surveys. Current research is focused around the 767

part-task simulation.

-~

OBJECTIVE:

Examine transfer and presentation of vital windshear information
to flight crews, based on modern ground-based sensors and
datalink capabilities.

ISSUES: What information to transmit
When to send information
Information mode: Verbal, Alphanumeric, Graphical

RESOURCES: Pilot surveys
Analysis of past windshear encounters (7/11/88)

GA part-task simulator study
Boeing 767 part-task simulator

o /




On July 11, 1988 a group of very severe microbursts occurred on
the final approach path to Denver/Stapleton runway 26L. Five aircraft
were affected by the event. The TDWR evaluation was in progress, and
successfully detected the microbursts. However, four of the five aircraft
involved still attempted to land and penetrated the microbursts, in one
case passing below 100 feet AGL one mile short of the runway
threshold. The problem in this case was with dissemination of the
warnings, not with detection of the microbursts. In this case, the
effectiveness of the alert was degraded sharply by a number of factors:

*  Variability of aircrew interpretation of warnings: In one case, two
aircraft were given virtually identical warnings within 30 sec of each
other and made entirely opposite decisions.

» Delay inherent in voice transmissions: The minimum delay
between detection and message transmission was about 60 sec.

* The messages were often imbedded in a routine landing clearance
message, resulting in a lack of urgency; this, combined with the high
crew workload at the outer marker, may have caused the warnings to be
missed or go unheeded.

»  PIREPS are critical - once the lead aircraft reported windshear,
later aircraft initiated earlier missed approaches.

~ 0

* Occurred during 1988 TDWR Operational Demonstration at
Denver-Stapleton Airport: Doppler Radar was operational.

20 minute period of intense microburst activity on final
approach to active runway 26L: shear intensity up to 80 kis

5 aircraft involved

* Microburst warnings promptly and accurately produced by
TDWR system: given to final approach controller

Despite timely warnings, 4 of 5 aircraft penetrated microbursts
and encountered significant performance losses before
aborting the approach

Problems:

Time delays
Message format

_ Y,
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This simple experiment was designed to demonstrate the gain in
pilot situational awareness due to graphical displays. By linking a
schematic graphical display of windshear location to a general aviation
simulator, a significant improvement in pilot performance was
measured. This experiment, although simple, indicates that graphical
displays are desirable and that further investigation of graphical formats
and measurement of achievable performance gain is required.

(e

GA Simulator and IBM PC display

Microburst occurring on final approach

Non-standard missed approach procedure required for

avoidance
Display Type Used Avoidance Rate
Voice only 43%
Runway-fixed display without a/c position 62%
Runway-fixed display with a/c position 94%

» 8 Pilots: 210 to 1700 hours total time
16 Approaches per display

o /




Further information presentation options are being explored through
a Boeing 767 part-task simulation, which has just been completed. The
767 was selected because its advanced 'glass-cockpit' instruments
allow for many possible alphanumeric or graphical presentations. The
major electronic and electromechanical instruments are simulated on an
IRIS graphic workstation, and an IBM is used for simulation of the major
features of the Boeing FMC (flight management computer). Mockups of
the autopilot control panel and electronic display control panel are linked
into the system through a data acquisition unit. In addition, the crew
workload is adjusted and monitored through a simple compensatory
sidetask controlled by the IRIS mouse. The final component is a pair of
headsets for pilot and ‘controller".

/

CONCEPT:
Simulation of modern "glass-cockpit” transport aircraft with

Electronic Flight Instrumentation System (EFIS) and Flight
Management Computer (FMC), allowing a wide variety of
information presentation options.

AUTOPILOT
| m l EHSI CcDU
=
EFIS (|
. IRIS 2400T 1BM XT
“""‘2,53"3':,;,3 controls electronic displays flight management
Glareshiold panel flight dynamics computer
pan navigation logic control display unit
sidetask data acquisition

- /
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This figure illustrates a typical EHSI (Electronic Horizontal Situation
Indicator) in map mode for an aircraft equipped with a flight
management computer. Information displayed includes the currently
programmed flight path, nearby navaids, intersections, and airports,
wind information, and the aircraft's current heading and groundtrack.
Weather radar returns are also overlaid on the EHSI, making it even
more desirable to place windshearinformation on this display.

4 )




The initial experiments as described are designed to gather

more data about modes of information presentation. The experiment is
being performed in concert with a study on the benefits of delivering
ATC routing amendments graphically. Each scenario has elements
from both experiments, which should reduce the pilot learning curve and
result in better quality data. All pilot actions, including ATC

transmissions and sidetask performance, will be recorded and

time-stamped by the simulation computers. Audio and video coverage

will also be taken.

-~

\_

INITIAL SIMULATIONS

Performed in concert with Graphical Amendment Delivery
experiments

9 scenarios will be flown by each subject:
Denver-Stapieton Airport
3 Initial Conditions, 3 ILS approaches
Modes:
Verbal, Alphanumeric, Graphical
Microburst Position:
Off to side of approach
On final approach
On final approach and cleared missed approach path
Alert times:
When cleared for approach
2 nm outside outer marker
At or inside outer marker
Simple compensatory sidetask for workload monitoring

~

/
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If 9 subjects are obtained, as described a total of 81 ‘
approaches will be flown. Allowing 3 modes of communication and 3
different microburst threat conditions, 9 points per set of parameters will
?geogbtained. These experiments are planned for July and August of

Possible future experiments will deal with such issues as delay
times and possible graphical format options.

4 —— N

SUBJECTS:
Active Transport Categoi'y a/c crews
Time requirement: 5 hours per subject
Minimum 9 subjects desired for initial simulations

Subjects are being contacted through ALPA, to be tested
during BOS layovers

STATUS:
Simulator 99% operational
Subjects currently being sought
Results should be available for next Tri-U Conference...
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Abstract

A series of experimental investigations focused on studying the
cause and effect of roughness on accreting glaze ice surfaces were
conducted. Detailed microvideo observations were made of
glaze ice accretions on 1" to 4" diameter cylinders in three icing
wind tunnels ( the Data Products of New England six inch test
facility, the NASA Lewis Icing Research Tunnel, and the B.F.
Goodrich Ice Protection Research Facility). Infrared thermal
video recordings were made of accreting ice surfaces in the
Goodrich facility. Distinct zones of surface water behavior were
observed; a smooth wet zone in the stagnation region with a
uniform water film; a rough zone where surface tension effects
caused coalescence of surface water into stationary beads; a hom
zone where roughness elements grow into horn shapes; a
runback zone where surface water ran back as rivulets; and a dry
zone where rime feathers formed. The location of the transitdon
from the smooth to the rough zone was found to migrate with
time towards the stagnation point. The behavior of the transition
appeared to be controlled by boundary layer transition and bead
formation mechanisms at the interface between the smooth and
rough zones. Regions of wet ice growth and enhanced heat
transfer were clearly visible in the infrared video recordings of
glaze ice surfaces. A simple multi-zone modification to the
current glaze ice accretion model was proposed to include spatial
variability in surface roughness. A preliminary version of this
model was implemented on the LEWICE ice accretion code and
compared with experimental ice shapes. For the two cases run
the multi-zone model significantly improved the prediction of the
glaze ice shapes.

1.0 Introduction

Current efforts to analytically model glaze ice accretion
are hampered by insufficient knowledge of the accreting ice
surface roughness. In glaze icing, which normally occurs at
temperatures near freezing or high liquid water contents, there is
insufficient convective heat transfer to remove all of the latent
heat of freezing of the impinging supercooled water droplets.
The local ice accretion rate is, therefore, controlled by the local
convective heat transfer. The droplet impingement behavior also
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plays an important role in determining where on the surface this
wet growth occurs and is the controlling factor in dry or rime ice
growth where there is sufficient cooling to freeze the droplets on
impact.

The local convective heat transfer from a surface is
known to be strongly dependent on the ice surface roughness.!
Because of the importance of the heat transfer behavior on the
ice accretion rate, the surface roughness becomes an important
factor modeling glaze ice accretion. Current analytical models
such as LEWICE 2 generally assume that the surface roughness
is uniform and the effective sand grain roughness k is used as an
input parameter in the code. In some cases ad hoc spatial heat
transfer distributions have been used.3 The magnitude of the
roughness parameter k is normally determined empirically by
comparison of predicted and experimental ice accretion.

The erratic performance of glaze ice accretion models and
the empirical manner in which the surface roughness is reated
indicates the need for a more deterministic treatment of the
surface roughness. In the following, experimental
investigations focused on the roughness of accreting glaze ice
surfaces will be presented as well as preliminary results of a
simple modification to the LEWICE code which attempts to treat
the ice surface roughness in a more physical manner.

2.0 Experimental Setup For Ice Surface
Observations

2.1. Experimental Facilities

Detailed observations of accreting ice surface roughness
were made at several experimental icing facilities. These
included the Data Products of New England small icing wind
tunnel (6" X 6"), the NASA Icing Research Tunnel (9' X ™,
and the B.F. Goodrich Icing Wind Tunnel (2' X 4). In the
following these facilities will be designated as DP, IRT, and
BFG respectively

2.2. Photographic Setup

Detailed photographic observations of the behavior of
surface water and formation of ice roughness on cylinders
during glaze ice accretion were made in the three facilities
described above. Cylinder diameters from 1" to 4" were
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observed. Free stream velocities of 100 and 150 kts were run at
liquid water contents up to 1.5 g/m3. Tunnel total air
temperatures varied from 0°C t0 -10°C with some colder runs
made for calibration purposes. In addition, a thermal infrared
(IR) video system was used during the BFG tests to observe the
relationship between surface temperature and surface roughness
in glaze icing conditions.

The photographic setup used in the DP and BFG tests is
shown in Fig. 1. The test articles were cylinders which
horizontally spanned the test section. The test section walls
were either plexiglass (DP) or heated glass (BFG) to provide
photographic access. Scale reference was provided by a grid
mounted on a thin splitter plate at the midplane of the test
section. A CCD microvideo (Camera A) with a macrolens for
magnification was used to obtain a grazing angle view of the ice
accretion. The camera was focused at the stagnation region near
the center of the test section. An additional video camera
(Camera B) was mounted slightly upstream of the cylinder to
provide a view of the ice accretion looking normal to the cylinder
surface. Secondary lighting was provided to obtain a clear video
record of the accreting ice surface. A second grazing angle
camera (Camera C) was also used in some cases to provide a
less magnified view of the overall ice shape.

CAMERA B

Bug

TEST CYLIN DEHl

CAMERA A CAMERAC

o

SPLITTER T— «— TRANSPARENT
PLATE TEST SECTION

Fig. 1. Schematic view of the photographic setup for the
DP and BFG icing tunnels.
___ The experimental setup used in the [RT tests is shown
in Fig. 2. The photographic and test cylinder geometry is very
similar to the DP and BFG grazing angle camera setup
described above. However, in order to locate the test cylinder
within the region of uniform cloud, both the test cylinder and the
camera had to be moved into the tunnel. A heated waterproof
fairing was provided to protect the camera. In addition, a shutter
was located upstream to shield the test cylinder during initial
transients in the liquid water content. Once the tunnel spray
system had stabilized, the shield was removed and the cylinder
began to ice. The nominal MVD used in the IRT tests was 20
microns.

CAMERA
FAIRING ™™

CAMERA

Schematic view of the photographic setup in the
IRT.

Fig. 2.
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2.3 Infrared Video Setup

The IR thermal video system setup used in the BFG
tests is shown in Fig. 3. The IR camera was mounted above the
test section. Because no IR transparent windows were
available, a viewing slot was cut into the top of the tunnel so that
the cylinder could be viewed directly. The IR video system
provided color thermographs of the accreting ice surfaces and
temperature profiles along designated sections. The system was
typically operated with the cooler temperature scale set to 0.5° C
and a dynamic range set between the tunnel operating
temperature and 0°C. Cold air blowing out of the viewing slot
cooled the IR optics and caused the absolute calibration of the
system to drift. The system was, therefore, calibrated "in situ”
by viewing points of known temperature while the tunnel was

operating.
/ IR CAMERA

84 cm -

VIEWING SLOT/
56 cm

ICING CLOUD =——>
TEST CYLINDER

\ TUNNEL

WALL

VIDEO
RECORDER

PROCESSOR
AND DISPLAY

Schematic view of the IR video system setup in

Fig. 3.
the BFG icing tunnel.

3.0 Experimental Observations of Ice Surface

Roughness

3.1 Surface Roughness Zones

During the detailed photographic analyses of accreting
ice surfaces, distinct regions were observed each having a
characteristic roughness and identifiable boundaries. A total of S
roughness zones were identified although rarely were more than
3 present on any particular ice accretion. The 5 zones are
described briefly below.

3.1.1 Smooth Zone

In glaze ice accretions, close to the stagnation point, the
surface was observed by light reflection and IR techniques to be
uniformly wet with a thin film of water at warm temperatures.
The surface in this regime was smooth, with no distinctly visible
roughness. The ice was translucent within the smooth zone.
The extent of the smooth zone can be seen in Fig. 4 which
shows a representative final glaze ice shape for a 3 min. icing
exposure at 150 kts and -4.5°C at a liquid water content of 0.4
g/m3 in the DP tunnel. Similar accretions were observed in RT
and BFG facilities.



3.1.2 Rough Zone

At some point downstream, there was a sudden
transition to a significantly rougher surface. This can be seen in
Fig. 4 Within this zone, there appeared to be insufficient water
10 maintain a uniform film. Surface tension forces dominated
the water surface behavior. Runback did not occur, rather, the
water tended to coalesce into the water beads first observed by
Olsen, et al 5. The scale length of the roughness was typically
on the order of 1 mm.

Inasmuch as there was a distinct boundary between the
smooth and rough zones this position could be easily identified
on the grazing angle video recording. The angular position of
this boundary is plotted as a function of the time in Fig. 5 for the
accretion shown in Fig. 4. The transition is observed to
propagate rapidly towards the stagnation region. This behavior
was observed in all three test facilities (DP,IRT,BFG). The
repeatable nature of the smooth-rough transition's propagation
towards the stagnation region implies a clear underlying physical
mechanism for the transition between the surface water behavior
in the smooth and rough zones. This is discussed in more detail
in Section 3.2.

The ice accretion rate was observed to be enhanced in the
rough zone as compared with the smooth zone. This can be
seen in the ice profile shown in Figure 4. The enhanced
accretion rate is thought to be due to increased heat transfer
resulting from the greater surface roughness in this zone. In all
the cases observed in this study, the ice horns characteristic of
glaze ice accretion were found within the rough zone.

Runback

Smooth

-45 °C

Fig. 4. Typical final glaze ice shape showing distinct

roughness zonmes, (T=.4.5°C, W=l.0;/m3).

3.1.3 Horn Zone

In certain glaze ice accretions particularly at high liquid
water contents, some of the roughness elements within all or
part of the rough zone were observed to grow into distinct
protuberances. An example of such a case is shown in Fig. 6
for a very warm (-0.5°C) glaze ice accretion. Once these
elements extended far enough above the ambient surface, they
became essentially separate microscopic ice accretions with high
collection efficiencies catching droplets which would otherwise
have been swept by the accreting body. Because of the
collection efficiency and the enhanced heat transfer of these
protuberances they tended to grow rapidly resulting in horned
ice accretions. In some warm cases such as the one shown in
Fig. 6, water was observed to be torn or shed from the
individual elements. This results in a water flow mechanism
which is not considered in any present ice accretion models,
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Fig. §. Angular position versus time of smooth-rough

transition location for two air temperatures.
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Fig. 6. Extreme example of horn elements for a warm

glaze ice accretion (-0.5°C).

3.1.4 Runback Zone

At warm temperatures a runback zone was observed aft
of the rough zone in the primary accretion. An example can be
seen in Figure 4. This region was characterized by areas of ice
interspersed with uniced surface. This ice was observed to form
during an initial transition period after cloud exposure. The ice
was translucent, and quite often frozen rivulets could be
discerned. In warm conditions and high liquid water contents,
the surface water was observed to initially runback and then
stagnate at the point of flow separation. This water then slowly
froze as rivulets or as large coalesced water cells. Once ice
began to form in the upstream rough zone, no additional surface
water was supplied to the runback zone and the ice surface
remained constant.

3.1.5 Rime Feather Zone

At cold temperatures rime feathers are sometime
observed to grow in the region aft of the primary accretion. The
feathers were observed by the IR Video System to be dry ice
accretions and propagate in the local upstream direction. It
should be noted that there are intermediate conditions where
neither runback or rime feathers are observed.
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Effect of Icing Cloud Parameters on the Rough
to Smooth Transition

The effect of icing cloud parameters on the transition
between the smooth and rough surface zones was observed in an
attempt to identify the underlying physical mechanisms which
cause the rough surface to develop. The transition between the
smooth and rough surface zones was monitored as a function of
time for a variety of cloud conditions in the DP tunnel. The
temperature, liquid water content and free stream velocity effects
were studied individually by holding all other parameters
constant at nominal values and comparing transition behavior.
The nominal velocity was 150 kts, the nominal liquid water
content was approximately 0.4 g/m 3 with a mass of 30 microns,
and the nominal temperature was - 4.5°C.

3.2

The effect of cloud temperature, liquid water content and
free stream velocity on the angular position of transition are
shown as a function of time in Figs. 5, 7 and 8 respectively. In
each case the transition point is observed to migrate towards the
stagnation point as discussed above. However, a significant
variation was observed in the actual transition location. It can be
seen that warmer temperatures, increasing liquid water content
and increasing velocity tend to move the transition point closer to
the stagnation region. These observations tend to imply that
increasing Reynolds number and increasing the flow of surface
water cause the smooth to rough transition point to move closer
to the stagnation region.

The observed Reynolds number dependance may
indicate that, in certain conditions, the inital transition in surface
roughness is controlled by the boundary layer. In these cases
the laminar to turbulent boundary layer transition point will also
be the initial smooth to rough transition point. The enhanced
heat transfer in the turbulent region would cause sufficient
freezing to pardally dry the surface and cause bead formation.
Whereas, in the laminar region, the heat wansfer is low enough
that the surface is coated by a uniform water film. Once the
roughness zone emerges, the roughness elements themselves
will cause the transition of the boundary layer if it is not fully
turbulated.
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Fig. 7. Angular position versus time of smooth-rough
transition location for two cloud liquid water
contents.

In order to more fully evaluate this hypothesis, the initial
location of the rough to smooth transition was observed as a
function of Reynolds number based on cylinder diameter for a
variety of icing conditions in the IRT and BFG tunnels. The
results are shown in Fig. 9. While there is some scatter in the
data the initial rough to smooth transition is generally observed
to move towards the stagnation point with increasing Reynolds
number. Also shown are the theoretical locations of the
boundary layer transition based on a critical roughness element
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Reynolds number of 600 for 0.13 mm roughness elements on 2
1" cylinder and 0.08 mm roughness elements on a 4" cylinder.6
The experimental data are bracketed by the boundary layer
transition curves. Considering that the roughness in the wet
stagnation region is likely to decrease with increasing Reynolds
number, the experimental results do not appear to contradict the
hypothesis that the initial rough to smooth transition is a result of
boundary layer transition.

The influence of surface water flow on the rough to
smooth transition location indicates that dynamic effects are also
important. It is thought that the dynamic effects are caused by
bead formation at the interface between the smooth and rough
surface zones as is shown in Fig. 10. The formation of these
beads at the interface causes enhanced heat transfer within the
rough zone which tends to freeze out the downstream beads and
dry the surface. As the surface drys, beads begin to form
further upstream and the transition point will propagate towards
the stagnation region as observed experimentally. By increasing
the surface water flux, the rate of formation and growth of the
interfacial beads is increased. This causes the observed increase
in upstream propagation of the transition point with surface
water flux.

Further experimental observations are under way to more
fully determine the boundary layer and dynamic mechanisms
which cause the transition in surface roughness.
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Schematic representation of bead formation at the
smooth to rough tranmsition.

Fig. 10.

3.3 Infrared Observations

Typical digitized video images of a 2.5" cylinder during
a2 min. 15 sec. icing encounter in the BFG tunnel are shown in
Fig. 11. In this case the temperature was -4 ° C, the velocity
was 150 kts and the liquid water content was 1.5 gm/m3. The
IR camera was located 56 cm above and 84 cm upstream of the
cylinder as shown in Fig. 3. As aresult the cylinder was
observed from above the horizontal and only the top of the
cylinder was in view. In the images, the flow would be from
below and a thermal profile corresponding to the mid-plane of
the tunnel is shown on the right.

Prior to exposure to the icing cloud, in Fig. 11a the
cylinder was at a uniform temperature of -4 ° C corresponding to
the tunnel stagnation temperature. When the spray was turned
on the stagnation region quickly warmed to 0 ° C indicating wet
growth. The wet region spread for approximately 75 sec until it
reached equilibrium covering the foreword 50° of the cylinder.
The equilibrium wet region can be seen in Fig. 11b. As horned
growth began to appear in the wet region, the boundary of the
wet region became irregular as exhibited in Fig 11c. The
enhanced heat transfer and the variation resulting from the rough
surface and the homs can be seen in Fig. 11d which was taken
10 sec. after the spray was shut off. At this time a small wet
region can still be observed in the stagnation area due to the low
heat transfer in that region.

The extent of the wet surface region was studied using
the IR video system for a variety of conditions. It was found
that both the surface roughness and homs were generated within
the wet region. However, rime feathers were always observed
in the dry region. The wet region was always centered around
the stagnation line and its extent varied as a function of icing
conditions, particularly temperature. The angular extent of the
wet region is plotted as a function of temperature in Fig 12.
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Fig. 12. Angular extent of wet region as a function of

temperature for 2.5" cylinders in the BFG tunnel,
(V=150 kts., W-1.0 g/m3).
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a.) Before icing cloud exposure.

I;.) 75 sec after exposure began.
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c.) 135 sec after eposure began.

d.) 10 secv ater eiposue ended.
Fig. 11. Infrared thermographs of a 2.5" cylinder in the
BFG tunnel, (T=-4°C, V=150 kts, W=15 g/m3).

4.0 Preliminary Impiementation of a Multi-Zone
Model
4.1 Model Description

Based on the observations of surface water behavior
during glaze ice accretion, a relatively simple modification to the
existing ice accretion model is proposed which may improve the
current model's accuracy within the glaze ice regime. In this
proposed "Multi-Zone" model, the accreting ice surface is
divided into two or more discrete zones which have varying
surface water behavior and surface roughness. This is in
contrast to current techniques which assume that the surface has
uniform roughness and surface water runback.

In the simplest version of the model, the surface is
divided into two zones. There is a "smooth” wet zone
corresponding to the smooth zone described in Section 3.1. Itis
centered about the stagnation region and thin film runback
occurs within the zone. In this region, the heat transfer would
be that for a smooth surface and the Messinger’ type runback
model used in existing codes such as LEWICE appears to be
valid. No change in the existing codes is considered necessary
in the smooth zone.
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The remaining ice surface would consist of a "rough”
zone where surface tension effects are important and
characteristic water beads or roughness elements appear. Within
this rough zone the existing Messinger runback model is not
appropriate for two reasons. First, the increased roughness will
enhance the heat transfer and consequently increase the freezing
fraction. Second, experimental observations by Olsen and
Hansman34.3.9 indicate that in some cases, surface water does
not run back in the rough zone. In most cases surface tension
forces dominate the water behavior and the beads remain
stationary on the surface. At warm temperatures, high liquid
water contents or high velocites, the beads may grow large
enough that aerodynamic forces cause the beads to either slide
af;f?n the surface or be torn from the surface and shed into the
airflow.

In the absence of runback, the freezing fraction can be
assumed to be unity within the rough region. This assumption
obviates the need to calculate the convective heat transfer
coefficient and the effective surface roughness which greatly
simplifies the ice accretion model. In the presence of runback or
sliding, the freezing fraction is less than unity and must be
computed by the model through the Messinger heat balance
approach with appropriate heat transfer coefficients
corresponding to the enhanced roughness. In some cases it may
be adequate to approximate the spatial variation of the freezing
fraction by linear interpolation between the smooth zone value
and unity at the point where rough zone ends or the surface is

dry.

In the presence of shedding, the modeling is more
complex. Some mechanism must be included to model the
shedding process and the increased roughness within the rough
zone. One approach would be to determine a maximum
unfrozen water thickness for each element based on the local
flow velocity. If the water layer in the element exceeds this
value the water is shed from the surface in the model to both the
runback and heat transfer. The roughness within the rough zone
could then be modeled as the maximum stable droplet size.

Because the boundary between the rough and smooth
zones moves with time it is necessary to incorporate this into the
model . Since most ice accretion codes run a limited number of
time steps, it was found to be convenient to include a third
transition zone between the rough and smooth zones as shown
in Fig.13. For cases where there is no runback in the rough
zone the transition extends between the location of the rough to
smooth transition at the beginning and end of the time step. For
cases where there is runback in the rough zone the transition
region would extend between the rough to smooth zone
transition to the end of the rough zone or the point at which there
is no further runback. Under these assumptions, the freezing
fraction can simply be ramped up in the transition zone from the
smooth zone value to unity. It should be noted that, in principle,
the surface roughness could be varied instead of the freezing
fraction. This was attempted; however, difficulties were
encountered in correlating the effective heat transfer and
equivalent sand grain roughness used in LEWICE with physical
values. Therefore, the freezing fraction approach was employed

in these preliminary evaluations.

ROUGH
REGION

TRANSITION
REGION

SMOOTH
REGION

Schematic representation of zones used in the
model.

Fig. 13.
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4.2 Results

A prototype of the proposed "multi zone" model was
implemented in the LEWICE code to evaluate the effectiveness
of the concept. In this preliminary model the rough to smooth
transition location and the extent of the wet growth region were
taken from experimental observations. The intermediate and

a.) Normal LEWICE at 45, 105, and 150 secs.
150
20
C
b.) Experimental result at 30, 90, and 150 secs.
c.) Modified LEWICE at 45, 105, and 150 secs.
Fig. 14. Comparison of predicted and experimental ice

shapes for a 1" cylinder, (T=-4.5°C, V=150 kts,
W=0.35 g/mJ).



final ice accretions profiles were compared with experimentally using an equivalent sand grain roughness of 3 mm

measured profiles for several cases. corresponding to the observed physical roughness. This
resulted in an extremely low freezing fraction of approximately
0.005 over the entire surface and generated almost no further
accretion. Larger values of surface roughness were also useds
however,the freezing fraction did not increase significantly.

The first comparison was conducted for a low liquid
water case of 0.35g/m3 on a 1"cylinder in the DP tunnel at -4.5 °
C,and 150 kts Since there was little or no runback in this case
the freezing fraction was ramped linearly through the transition
zone from the smooth zone value to unity in the rough zone.
The comparisons between the experimentally measured ice
shapes and those predicted by the multi-zone LEWICE code and
the normal LEWICE code with the Ruff roughness correlations
10 are shown in Fig. 14. It can be seen that there is a significant
improvement in fidelity of the overall ice shape for the multi-
zone case. There is however an irregularity in the ice surface
which appears in the second time step and is thought to be an
artifact of the ramped freezing fraction combined with the long
time steps. The irregularity is located at the point where the
freezing fraction becomes unity. Because of the relatively long
time steps used in the simulation runback water collects at this
point resulting in the observed bulge. Efforts are under way to
minimize this effect in a physically realistic and numerically
acceptable manner. In general, however the multi-zone
LEWICE predicts the essential components of the ice accretion
whereas the normal LEWICE prediction is not at all
representative of the experimentally observed ice shape.

a.) Normal LEWICE at 30 and 60 secs.

The second comparison was conducted for a high liquid _
water case of 1.5g/m3 on a 2.5" cylinder in the BFG tunnel at 180
4.0°C, and 150 kts. In this case the rough to smooth transition 120
reached the stagnation point by 60 sec as shown in Fig. 15. 50
After this time the cylinder was uniformly rough with a
roughness element size estimated at 2 to 3 mm from the grazing
angle video. Runback was observed in the rough zone and the
wet region was observed by the IR video system to extend to
60°. Since there was runback in the rough zone, the transition
region in the multi-zone model extended from the rough to
smooth transition point to the observed dry surface at 60°, It
should also be noted that the liquid water content was reduced
b a factor of 2 during the first 30 second time step to account
for start up transients in the spray system.

The comparisons are shown in Fig. 16. There is
excellent agreement between the multi-zone model and the
experimental ice shapes for the first 60 sec while there were
multiple roughness zones on the icing surface. The normal
LEWICE code significantly underpredicted the ice accretion.
After 60 sec simulation of the further accretion was simulated by

running the normal LEWICE code on top of the 60 sec ice shape b.) Experimental result at 60, 120, and 180 secs.

30

20

10 A

0 B T r T r——p— T ———

0 10 20 30 40 50 60
Time (secs)

iti i i . i f experimental and predicted ice
15. Angular position versus time of smooth-rough Fig. 16. Comparison o perim P “
transition location for the high liquid water shapes for g 2.5" cylinder, (T=-4°C, V=150 kts,
content example. W=1.5 g/m7).

Angular position of transition (deg)

c.) Modified LEWICE at 30 and 60 secs.

Fi
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The LEWICE code clearly underpredicted the heat
transfer for this case. In the normal LEWICE code surface
roughness is used to adjust the heat transfer model. This
illustrates the need for an improved treatment of the heat transfer
if surface roughness is to be deterministically included in ice
accretion models.

5.0 Conclusions

The investigation into modeling of surface roughness
effects on glaze ice accretion has resulted in the following:

1. Accreting glaze ice surfaces have been observed to have
distinct zones of surface roughness. They include: a
smooth wet zone in the stagnation region where uniform
film runback occurs, a rough zone where surface tension
causes coalescence of the surface water into beads, a
hom zone which can emerge out of the rough zone with
large roughness elements, a runback zone where surface
water runs back as rivulets, and a zone where rime
feathers grow.

2. The location of the transition point between the smooth
and rough zone was observed to propagate with time
towards the stagnation point.

3. The initial location of the surface roughness transition
point appears to be related to the transition of the
boundary layer from laminar to turbulent. The
propagation of the transition point appears to be related
to the rate of bead formation at the interface between the
rough and smooth zones.

4. Infrared video observations were made of accreting ice
surfaces. This technique was used to investigate the
extent of wet regions on the ice surface and also
measured heat transfer enhancements resulting from
roughness and horn elements.

5. Based on the above, a preliminary modification to the
LEWICE ice accretion code which incorporates multiple
roughness zones was proposed.

6. The proposed multi-zone modifications were
implemented using experimental data to determine factors
such as the rough to smooth transition locations. The
mult-zone modifications significanty improved the
performance of the code as compared with the normal
LEWICE code. Based on the good performance of the
preliminary multi-zone code, further efforts to develop a
more fully deterministic and operational version of the
code appear to be warranted.
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ABSTRACT

Results of tests to measure ice growth in natural
(flight) and artificial (icing wind tunnel) icing conditions are
presented. Ice thickness is measured using an ultrasonic
pulse-echo technique. Two icing regimes, wet and dry ice
growth, are identified and the unique ultrasonic signal
characteristics associated with these different types of ice
growth are described.

Ultrasonic measurements of ice growth on cylinders
and airfoils exposed to artificial and natural icing conditions
are presented. An accuracy of 0.5 mm is achieved for ice
thickness measurement using the pulse-echo technique. The
performance of two-probe type ice detectors is compared to the
surface mounted ultrasonic system. The ultrasonically
measured ice accretion rates and ice surface condition (wet or
dry) are used to compare the heat transfer characteristics for
flight and icing wind tunnel environments. In general the heat
transfer coefficient is inferred to be higher in the wind tunnel
environment, not likely due to higher freestream turbulence
levels. Finally, preliminary results of tests to measure ice
growth on airfoil using an array of ultrasonic transducers are
described. Ice profiles obtained during flight in natural icing
conditions are shown and compared with mechanical and
stereo image measurements.

1.0 INTRODUCTION

The direct measurement of ice thickness on critical
aircraft surfaces, in flight and on the ground, has proven to be
a difficult task. Current ice detectors generally measure the
accretion of ice on a probe and infer the accretion on other
aircraft components. In many applications this results in
significant uncertainty as to the actual ice accretion on critical
components. Recently, ultrasonic techniques have been
developed which allow the ice accreted on critical components
to be measured directly by a transducer imbedded in the
surface. This technology has significant implications for
operational use in measuring ice thickness and accretion rate in
flight and automatically controlling ice protection systems.
The technique also has potential applications in detecting
hazardous ground icing events. In addition, ultrasonic
techniques can be used to aid in the certification of aircraft for
flight in icing condition and in understanding the physics
which underlie the ice accretion problem.
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The purpose of this paper is to present an overview of
recent work on the measurement of ice thickness using
ultrasonic pulse-echo techniques. Additional ultrasonic
methods have been investigated including ice bond monitoring
by shear wave techniques and thin ice detection by pulse-echo
amplitude measurement. In the interest of brevity only the
pulse-echo results will be reviewed here. Experimental
measurements of ice growth in icing wind tunnel and flight
icing conditions are presented. The ultra-sonic pulse echo
technique is shown to provide the potential for the
development of an operational instrument. In addition, the
technique provides previously unobtainable resolution on the
temporal and spatial growth of ice accretion in simulated and
natural icing conditions. Finally, the unique capability of the
ultrasonic pulse-echo technique to detect the presence of liquid
water on an accreting ice surface allows the threshold between
wet and dry ice growth to be experimentally determined. It is
shown that this wet/dry threshold data may be used to infer
valuable information about the heat transfer from the ice
surface, and thus aid in understanding the ice accretion
process.
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2.0 ULTRASONIC PULSE-ECHO MEASUREMENT
TECHNIQUES.

2.1 ULTRASONIC PULSE-ECHO THICKNESS
MEASUREMENT

Ultrasonic pulse-echo measurement of ice thickness on
a surface is accomplished by emitting a brief compression or
shear wave from a small ultrasonic transducer mounted flush
with the accreting surface (Fig. 1). The pulse travels through
the ice, is reflected at the ice/air interface and then retums 10
the transducer as an echo signal. The time elapsed, Tpe,
between the emission of the pulse from the transducer and the
return of the echo from the ice interface can then be used to
calculate the ice thickness, D, from the formula:

D =LoToe ZT - )]
where C is the speed of propagation of the pulse-echo signal
inice. In a previous studyl, the speed of propagation was
found to be insensitive to different types of ice (glaze, rime
and mixed) formed at typical flight airspeeds. Fig. 2 illustrates
the approximately constant speed of sound observed
experimentally in ice samples formed under different icing
conditions. A value of 3.8 mm/ps was used for the speed of
sound in ice for all the results presented in this paper.
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Fig. 2 Ice thickness vs. pulse-echo time constant

speed of sound for ice samples formed under
different icing conditions.

2.2 ULTRASONIC SIGNAL CHARACTERISTICS
FORDRY ICE GROWTH

In cold conditions, all the droplets impinging ata given
location on a body freeze on impact and the ice surface formed
are"dry" During dry ice growth, the ice surface tends to
remain relatively smooth and simply increases in thickness.
The received echo, therefore, appears to translate in time with
a velocity proportional to the accretion rate. This behavior is
illustrated in Fig. 3. Since the surface formed by dry ice
growth is typically smooth, a sharp, well-defined echo is
received, as shown in the figure.

2.3 ULTRASONIC SIGNAL CHARACTERISTICS
FOR WET ICE GROWTH

In warm conditions at temperatures just below 0° C,
the heat transfer from the accreting surface is insufficient to
completely freeze all the impinging droplets and liquid water
will be present on the ice surface. This form of ice accretion
will be referred to as "wet ice growth", and is characteristic of
glaze and mixed ice formation.
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Ultrasonic signal characteristics for dry ice
growth.
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Ultrasonic signal characteristics for wet ice
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During wet ice growth the ice surface is covered, at
least partially, by a thin liquid layer. The ultrasonic pulse thus
encounters two separate interfaces: an ice/water interface and a
water/air interface, as shown in Fig. 4. Two echo signals are
therefore received by the transducer; the first from the
ice/water interface and a second, later echo from the water/air
interface. The echo received from the ice/water interface is
characteristically broader than the echoes received during rime
ice growth due to the rougher ice surface formed during glaze
icing. As in the rime ice case, this ice/water interface echo
translates in time as liquid freezes at the interface and increases
the accreted ice thickness.

Since the liquid layer over the ice surface is thin, and
its antenuation is low, multiple echoes are received from the
water/air interface following the ice/water echo. Due to
distortion of the liquid surface by impinging droplets and the
external flow, the detailed shape of these multiple water/air
echoes changes rapidly as the instantaneous local thickness
and surface orientation of the liquid layer varies. This rapid
variation in the received echo signal is absent when the ice
surface is dry. Wet and dry ice growth may thus be
distinguished by observing the time variation of the received
ultrasonic echo signals.

3.0 MEASUREMENT OF ICE GROWTH DURING
ARTIFICIAL AND NATURAL ICING CONDITIONS

This section presents results of tests to measure and
compare ice growth in both icing wind tunnel and icing
conditions. Ice thickness on the stagnation line of a cylinder
was measured as a function of the exposure time, using the
ultrasonic pulse-echo technique in the NASA Lewis Icing
Research Tunnel and on the NASA Icing Research aircraft,
Preliminary tests of digitally processed "real time" ultrasonic
measurement were conducted in the Boeing Icing Tunnel and
on the Boeing 757 test aircraft. In addition, the ultrasonic
signal characteristics were used to distinguish the presence of
liquid water on the accreting ice surface. These wet/dry ice
growth observations are then used to compare the heat transfer
processes occurring in the icing wind tunnel and in flight.

3.1 EXPERIMENTAL APPARATUS

The experimental apparatus used for both the NASA
Lewis Icing Research Tunnel (IRT) tests and the NASA
natural icing flight tests consisted of the following equipment:

1. A cylinder containing small ultrasonic
transducers mounted flush with the cylinder surface.

2. A pulser/receiver unit to drive transducers.

3. An oscilloscope to display the resulting pulse-
echo signal.

4. A video camera/recorder to record the pulse-
echo signal displayed on the oscilloscope.

Fig. 5 schematically illustrates the configuration of the
experimental apparatus. For the IRT tests a 10.2 cm diameter
cylinder was instrumented with four ultrasonic transducers.
The transducers used had plane circular faces with element
diameters of either 0.6 or 0.3 cm. The transducers had center
frequencies of 1, 2.25 and 5 MHz; all were broadband,
heavily damped transducers. As expected, the 5 MHz
transducers provided the highest thickness resolution (due to
the shorter wavelength), and all results presented are for 5
MHz transducers. The transducers were placed on the
stagnation line and were located near the midsection of the
cylinder. A pulser/receiver unit provided the electrical signals
necessary to generate the ultrasonic pulse and amplify the
return echo.

50 MHz BANOWIOTH, OUAL CHANNEL QSCILLOSCOPE

VIDEQ CAMERA
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!
]
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\ FLUSH WITH CYLINGER
& \—) e

Fig. 5 Schematic of experimental apparatus
configuration.

The cylinder employed for the NASA natural icing
flight tests was an 11.4 cm diameter cylinder. This cylinder
was instrumented with two 0.6 cm diameter, 5 MHz
transducers, mounted in the stagnation line of the cylinder.
Again a single pulser/receiver unit was used to drive either
transducer.

In order to observe the ultrasonic signal characteristics
in detail, an oscilloscope was used in both series of NASA
tests to display the pulse-echo signals. A video camera was
used to permanently record the oscilloscope signal for
subsequent analysis. The video camera simultaneously
recorded the cylinder exposure time from an electronic clock.

Preliminary tests of a digitally processed "real time"
ultrasonic measurement techniques were conducted on a full
scale model of a 757 leading edge slat in the Boeing Icing
Tunnel. The slat was instrumented with commercially
available 5 MHz transducers. Single and dual element
transducers with polystyrene delay lines were tested. The
diameter of the exposed polystyrene face was 0.63 crm.
Transducer excitation and return echo signal conditioning was
provided by commercial ultrasonic pulser/receiver hardware.
A digital oscilloscope was used to capture return echoes and
measure the round-trip delay. A micro-computer subsequently
computed the ice thickness (approximately every 2.5 seconds)
and logged the data on a printer. In addition, the oscilloscope
pulse-echo waveforms were also video recorded to allow
visual validation of the computer processing.

The Boeing natural icing flight tests used custom 2.25
MHz transducers with an exposed diameter of approximately
1.3 em. One transducer was mounted on an outboard leading
edge slat and another on a 7.6 cm diameter fared cylindrical
shaped mast extended approximately 40 cm from the
forwardmost passenger window as shown in Fig. 6. The
transducers were connected to a modified commercial
ultrasonic thickness gage which provided a digital display as
well as an analog thickness output. In addition, echoes were
monitored on an oscilloscope. Strip chart recordings were
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made of the aircraft altitude, true airspeed, outside air
temperature (OAT), liquid water content (LWC) and the analog
ice thickness output. Visual observations of a wing mounted
“barber-pole" were made to confirm the ice thickness readings.

Installation of the ultrasonic detector in the 757
window.

Fig. 6

3.1.1 Icing Research Tunnel Tests

The instrumented cylinder was vertically suspended
from the roof of the NASA Icing Research Tunnel (IRT), as
shown schematically in Fig.7. The cylinder was exposed to
the icing cloud, and the pulse-echo signals from the
transducers being compared recorded using the video-
camera/recorder, Each exposure was made with constant icing
cloud parameters and typically lasted eight minutes. At the
completion of a run, the iced diameter of the cylinder at each
transducer located was measured mechanically using a pair of
outside calipers. The ice thickness over the transducers was
inferred from this measurement for comparison with the
ultrasonically measured ice thickness. The cylinder was then
completely de-iced in preparation for the next run. Ice growth
for a total of fifteen different icing cloud parameter sets,
ranging from glaze to rime icing conditions, was recorded
using the ultrasonic pulse-echo system.

3.1.2 Boeing Icing Tunnel Tests

The 757 leading edge model spanned the tunnel at
approximately a 20° sweep angle. A total of 20 tests were
conducted. The test conditions covered a temperature range of
28° C to +2° C; LWC of 0.2 to 0.9 gm/m3 and airspeed from
100 to 175 MPH. Droplet size (MVD) was gravitational 10 or
20 microns, depending upon LWC. The exposure time varied
from two to 15 minutes. Typically ice was allowed to accrete
until between 0.150 to 0.300 inches were ‘present. The tunnel
was then opened and a manual measurement of the ice
thickness over the transducer was made using calipers.

EXTENSION POST.
TEST CYUINOER
12° x &"Dia

ICING  CLOUD

<

Test cylinder installation for icing tunnel (IRT)
tests.

Fig. 7

ORIGINAL PAGE IS’
OF POOR QUALITY

3.1.3 Natural Icing Tests

Natural icing tests were conducted in flight from the
NASA Lewis Icing Research Aircraft, a De Havilland Twin
Otter. The 11.4 cm cylinder instrumented with ultrasonic
transducers was exposed to icing conditions at the end of an
extension post that was vertically extended through the roof of
the aircraft by an experiment carrier mounted in thé aircraft
(see Fig.8). The cylinder midsection was located 53.3 cm into
the freestream when extended. The cylinder was typically
exposed throughout the entire icing encounter, the pulse echo
signal again being continuously displayed and recorded by the
oscilloscope/camera system. At the end of the encounter the
cylinder was retracted into the aircraft and the ice thickness
over the transducer measured using outside calipers. Four
research flights were conducted with the ultrasonic system
during the period March 30 to April 2, 1985.

The Boeing 757 flight tests were conducted on
February 28, 1987 from Boeing Field in Seattle. Four icing
encounters occurred at an altitude of approximately 10,000 ft.
Each encounter lasted from five to nine minutes and was
terminated by climbing above the icing conditions. Following
the last encounter, total ice accumulation was in excess of one
inch. The transducer mounted on the mast accurately tracked -
ice accretions in excess of 1 inch. The slat mounted transducer
failed to perform as expected. This is thought to be due to an
inadequate transducer mounting arrangement which prevented
the direct bonding of accreted ice to the sensor.

SMHz, 025" Dia. Transducers

—

Flow / 135"

MIT Ultrasonic

5" x 45" Dia

Ice Detectors
{(PIRAM.

& Rosemount)
Laser Cloud
Droplet Probes
(MVD)

Fig. 8 Test cylinder installation for natural icing

(NASA Lewis Twin Otter aircraft) tests.

3.2 RESULTS AND DISCUSSION
3.2.1 Icing Research Tunnel Tests

Figs. 9 and 10 show ice thickness measured with the
ultrasonic system plotted against exposure time for two
different icing cloud parameter sets, labeled "heavy" and
"light" icing respectively. The heavy icing conditions
represent an icing cloud with a high liquid water content of
approximately 0.77 gm/m3 and a [arge median volume droplet
size of 20 microns; whereas the light icing conditions represent
relatively lower values for both of these parameters. The
freestream airspeed was 102.8 m/sec for both cases shown.
Ice growth at three different temperatures (-8.0° C,

-17.5° C and -28.6° C), is shown for both icing conditions.
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Fig. 9 Ice growth under "heavy" icing tunnel

conditions.

The total ice accretion was mechanically measured with outside

calipers at the completion of each run and is also plotted, if known.

The accuracy of the ultrasonic pulse-echo thickness
measurements was found to be within 0.5 mm of the
accretion measured with the calipers for all runs where
mechanical measurements were obtained. This good
agreement between the mechanically measured thicknesses and
the ultrasonic measurements confirmed previous experimental
results which showed the speed of propagation of the
ultrasonic signal to be insensitive to widely varying icing
conditions.

The ice accretion rates measured in the IRT (given by
the slope of the thickness versus time curve) remained fairly
constant throughout each run. This behavior is a result of both
the constant icing cloud conditions in the tunnel and the
location of the transducer on the cylinder stagnation line

While observed accretion rates are relatively constant
throughout each run, the accretion rates differ significantly for
the different icing cloud conditions. Due to the higher
impinging mass flux, the accretion rates measured under the
"heavy" icing conditions were greater than those observed
under the "light*icing conditions at the same temperature. For
example at -28.6° C the accretion rate is 3.15 mm/min for the
heavy icing conditions while it was only 1.05 mm/min for the
"light" icing case. Of more interest is the effect of the cloud
temperature on the stagnation accretion rate. At the relatively
warm temperatures just below 0° C, the accretion rates for
both the heavy and light cases are low, and the ice growth is
observes to be wet. Under these conditions, the rate of heat
removal from the ice surface was sufficient to completely
freeze all the locally impinging droplets, liquid forms on the
accreting surface and ran back away from the stagnation
region. However, as the temperature of the icing cloud was
progressively reduced, the accretion rate was observed to
increase to a maximum value and then remain constant despite
further decreases in icing cloud temperature.
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Fig. 10 Ice growth under "light" icing tunnel

conditions.

The lower accretion rates observed at the warmer cloud
temperatures are due to liquid runback from the stagnation
region. As the cloud temperature is reduced, the rate of heat
removed from the ice surface increases, this results in the
freezing fraction (ratio of impinging to freezing water flux) and
the accretion rate increasing. For dry growth, the freezing
frachon is unity and the accretion rate is a maximum (for the
particular cloud parameters). This behavior is illustrated in
Fig. 11, which shows the average accretion rates measured for
the heavy and light icing conditions as a function of the cloud
temperature, Te.. For the light icing case the accretion rate
increases with decreasing temperature to -17.5° C, at which
point dry ice growth is observed, the accretion rate then
remains constant as the icing cloud temperature is further
decreased to -28.6° C. However, for the heavy icing
conditions it can be seen that at -17.5° C the growth is still wet
and the accretion rate continues to increase from -17.5° C to -
28.6° C. For these "heavy icing” conditions the heat transfer
from the ice surface as still insufficient at -17.5°C to
completely freeze the high impinging mass flux, and hence wet
growth was observed. At -28.6° C though the ice growth is
dry and the accretion rate measured, 3.15 mm/min is therefore
the maximum value for those conditions.
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3.2.2 Boeing Icing Tunnel Tests TIME - AVERAGED ICING  CONDITIONS

Fig. 12 shows an example of ice thickness measured P | e T | e ”(‘:? e | A
and processed in real time with the digitally analyzed ultrasonic (MIN: SEC)
data. As canbe seen in the data, the prehmmafy algorithms 522 200 | o223 | 038 | 19 | 157 7728
used in this test required approximately 0.075 of ice before it 85-23 w708 | +261 | o018 | 14 | 17 3404
locked in. However, a clear reaction in the echo amplitude 85-26 | 10:07 | «57 | 046 | Teast | 161 6480
was always observed within 5 seconds of spray initiation. 9545; fff:‘; sl °'1‘9 :‘ ! :6; Zg’;’
This amplitude behavior has been subsequently used for -2 i 98 | 012 | 120 |
ultrasonic measurement of thin ice accretions. The agreement
between final ultrasonic and mechanical ice thickness FLIGHT |ULTRASONICALLY | MECHANICALLY
measurements was generally good with most cases agreeing NUMBER {MEASURED ICE | MEASUREQ ICE ICE SHAPE
to better than 10%. Those outliers which did occur were THICKNESS (MM) | THICKNESS (M)
trackable to problems with the preliminary signal processing
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Fig. 12 Digitally processed ice growth measurement. 35-258 10 13
3.2.3 Natural Icing Tests
Fig. 13 contains a summary of the time averaged icing Fi ici
- . y ot t ig. 13 Summary of natural icing test results.
conditions during each of the four in-flight exposures of the § &
ultrasonic system obtained on the NASA Icing Research nr
Aircraft. The shape of the accreted ice at the completion of [MECHANICALLY MEASURED ICE_THICKNESS |
each exposure was obtained from photographs of the iced 9k

cylinder. Also shown are the final ice thicknesses measured
with the ultrasonic system and the outside calipers. The

accuracy of the ultrasonic measurements is again seen to be sk
within 0.5 mm of the mechanically measured ice thickness.

Fig. 14 is a plot of the ice thickness measured with the - 1r ,
ultrasonic system versus the cylinder exposure time, for i g ;E°'?;:r"m'"
research flight 85-24. Ice pulse-echo data, and the average a IME. N
accretion rate for the encounter was 0.88 mm/min. . 6r
v
v
Fig. 15 is a plot of icing cloud and ice accretion data E sk
measured by existing instrumentation on the aircraft, also for H
flight 85-24. The upper plot shows "icing rate” in mm/min =
measured by Rosemount and PIRAM ice detectors. Also —

shown is the ice accretion rate measured on the stagnation line

of the test cylinder by the ultrasonic system. This accretion P "

rate was determined by differentiating the measured ice I nns-weﬁoen ToNDITIONS
accretion (Fig. 14) with respect to time. The lower plot shows p .

the cloud liquid water content in gm/m3 measured by a B | e
Johnson-Williams hot-wire probe. Due to the relatively cold ir wo "
cloud temperature and low liquid water contents observed VEL  MPH 161
during this encounter, the icing rate is expected to be b

approximately proportional to the cloud liquid water content.

“From Fig. 15, it can be seen that three icing rate plots 0 L . L L I . . . L
(Rosemount, PIRAM and Ultrasonic) show overall similarity 0 1 2 3 . S 6 7 9 9
to the LWC plot, (e.g., all contain a decrease in icing rate after EXPOSURE  TIME (MINUTES)
two minutes, corresponding to a decrease in the cloud liquid
water content). However, the magnitudes of the icing rates Fig. 14 Ice thickness vs. exposure time for flight
indicated by the three instruments are markedly different, the 85-24.

PIRAM and Rosemount respectively indicating average icing
rates of 2.45 and 1.96 mm/min for the encounter while the



average ultrasonically measured accretion rate is 0.88 mm/min.
The ultrasonically measured icing rate is consistent with the
mechanically measured accretion on the test cylinder of 8.7
mm at the end of the ten minute exposure. The higher icing
rates recorded by the PIRAM and Rosemount systems appear
to be inconsistent with the cloud liquid water content measured
by the Johnson-Williams probe, a regression line analysis of
measured icing rate versus Johnson-Williams cloud liquid
water content was made which indicate that the PIRAM and
Rosemount systems respectively imply icing rates of 2.06 and
1.36 mm/min at zero liquid water content.
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Fig. 15 Comparison of ice accretion rates measured by
PIRAM, Rosemount and ultrasonic ice
detectors and cloud liquid water content
measured by a Johnson-Williams hot-wire

probe for flight 85-24,

The PIRAM and Rosemount systems are both probe-
type detectors that measure ice accumulation on a small,
protruding probe. The calibration of these systems depends
on the collection efficiency of the probe, which in turn varies
with the cloud droplet size distribution. Since the ultrasonic
system is non-invasive, ice thickness and icing rate are directly
measured on the surface of interest and no calibration is
required. Referring again to Fig. 15, it can be seen that the
time variation of the liquid water content is recorded by the
ultrasonic system while the Rosemount and PIRAM plots do
not contain the same level of detail, particularly beyond four
minutes exposure time, with the Rosemount data showing an
apparent drift to a higher icing rate. The time response of
probe-type systems is generally limited by two factors: the
amount of ice necessary to initiate the icing signal and the need
to repeatedly thermally de-ice the probe. The response time of
both the PIRAM and Rosemount instruments is therefore
dependent on the severity of the icing conditions and also
physically limited by the time taken to de-ice the probe
(typically 5-7 seconds). The time response of the ultrasonic
system is not limited by the need for de-icing and does not

depend on the icing severity; it is only fundamentally limited
by the ultrasonic pulse repetition frequency, which is typically
several KHz.

Fig. 16 presents strip chart data from an 8 minute
period of the 757 flight test. The ultrasonically measured ice
accretion is the bottom trace in Fig. 16. The measured ice
accretion behavior is consistent with the measured liquid water
content, also shown in Fig. 16, Reliable measurements were
made to greater than 0.75 inches before the detector saturated.
The average ambient temperature during the encounter was
-15° C, the pressure altitude was 10,000 ft. and the true
airspeed was 250 KTS.
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Fig. 16 Example of strip chart recordings of cloud
liquid water content and ultrasonically
-measured ice thickness for the Boeing 757
tests.

3.3 HEAT TRANSFER MEASUREMENTS FOR
AN ACCRETING ICE SURFACE

As discussed earlier, when the rate of heat removal
from the icing surface is insufficient to freeze all the impinging
droplets, liquid will form on the surface and the ice growth
will be wet. By experimentally measuring the type of ice
growth occurring (wet or dry) under particular icing cloud
conditions, it is possible to parametrically infer limits on the
heat transfer magnitude at the icing surface. A clear
understanding of the heat transfer is essential if accurate
analytic ice accretion models are to be developed. Due to
experimental difficulties associated with heat transfer
measurements on actual ice surfaces, local heat transfer
coefficient measurements have only been made around
wooden or foam models of typical ice shapes. In addition,
experimental measurements comparing local heat transfer
coefficients obtained in icing wind tunnels and in flight are
essential if natural icing conditions are to be accurately
simulated in icing wind tunnels. Very little experimental data
exists in this area.

This section presents a comparison of experimentally
measured wet and dry ice growth data with theoretical wet/dry
threshold curves calculated using a steady-state energy balance
for the stagnation region. The energy balance shown in Fig.
17 considers six modes of energy transport to and from the
icing surface, the most significant terms being the heat added
due to the latent heat of fusion and aerodynamic heating ("ram-
rise"). The heat is removed primarily due to convection and
evaporation or sublimation. The ultrasonically measured wet
and dry ice growth data for the cylinders tested in the icing
wind tunnel and in flight are used to compare a series of heat
transfer coefficients for the cylinder stagnation region. Using
this approach, the importance of freestream turbulence and
surface roughness on the local heat transfer can be compared
for artificial and natural icing conditions.
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Fig. 17 Modes of energy transfer for an accreting ice

surface.

The heat transfer coefficients used are from a recent
experimental study by Van Fossen, et al2, in support of the
NASA icing research program. In the Van Fossen study, heat
transfer coefficients were measured for two different
freestream turbulence levels, 0.5% and 3.5%, and for two
different cylinder surface conditions, one smooth and one
roughened with grains of sand. A more complete discussion
of these heat transfer models and the steady-state energy
balance used to calculate the wet/dry threshold curves is
contained in reference 3.

3.3.1 Icing Research Tunnel Results

Fig. 18 shows the ultrasonically measured ice growth
for six different icing conditions in the icing research tunnel.
The freestream velocity was 102.8 m/s (230 mph) for all six
runs shown. Also shown are four wet/dry threshold curves
calculated using the Van Fossen> heat transfer coefficients.
These curves are plotted versus ambient temperature and were
calculated for a freestream velocity of 102.8 m/s (230 mph),
and a cylinder diameter of 0.102 m (4 in). The four curves
shown thus represent the transition between wet and dry ice
growth calculated for the four different local heat transfer
coefficients implied by the Van Fossen data. If the local
impinging liquid water content exceeds this critical value for a
given ambient temperature then the ice growth is calculated to
be wet, and if the impinging liquid water content is less than
the critical value the ice growth is predicted to be dry. From
the figure it can be seen that the heat transfer coefficient that
best predicts the experimentally observed pattern of wet and
dry ice growth is that measured for the cylinder roughened
with sand and at a freestream turbulence level of 3.5%. While
dry ice growth was observed at -28.6°C and an impinging
liquid water content equal to 0.47 g/m3, the heat transfer
coefficients for the 0.5% freestream turbulence level clearly
imply wet growth for these conditions. Thus it appears that
the 0.5% turbulence level heat transfer coefficients
underpredict the actual heat transfer in the icing tunnel, and are
therefore too low.

Since the rough surface, 3.5% freestream turbulence
heat transfer coefficient appeared to best approximate the actual
heat transfer occurring in the icing research tunnel (based on
the wet/dry ice surface data from th ultrasonic tests), this heat
transfer model was compared with other ultrasonic wet/dry ice
surface data obtained at different tunnel icing cloud conditions,
with similarly favorable results.

Based on the results presented in Fig. 18, it appears
that the heat transfer coefficient model that best approximates
the actual heat transfer occurring in the icing research tunnel is
the 3.5% turbulence level, rough surface model. The actual
heat transfer coefficient is clearly greater than those applicable
at the low (0.5%) turbulence level and may be even greater
than that implied by the high (3.5%) turbulence level model.
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Fig. 18 Plot of impinging liquid water content vs.

cloud temperature showing ultrasonically
measured wet/dry ice growth and theoretical
wet/dry threshold curves for four different heat
transfer coefficients (V= 102.8 m/sec.).

3.3.2 Natural Icing Cloud Test Resuits

While constant icing conditions were maintained
throughout each exposure in the icing research tunnel, the
natural icing cloud conditions, most noticeably the liquid water
content, were not constant throughout each flight. Fig. 19
shows a plot of cloud liquid water content versus exposure
time for research flight 85-24. The liquid water content was
measured by a Johnson-Williams hot-wire probe located near
the nose of the aircraft (see Fig. 8). Also shown, are the
experimentally observed periods of dry, wet and transitional
ice growth, produced by the varying liquid water content. The
ultrasonic echo patterns received from the accreting ice surface
were used to determine if the ice growth was wet, dry or
transitional. Ice growth was characterized as transitional when
the time variation of the ultrasonic echo pattern was between
that characteristically observed for wet and completely dry ice
growth.

Fig. 20 is a plot of impinging liquid water content
versus cloud temperature. The experimentally observed ice
growth regimes during the four research flights conducted are
shown. Note that during flights 85-24 and 85-25 the full
range of ice growth regimes were encountered with periods of
dry, transitional and wet ice growth observed. No dry ice
growth was observed during flights 85-22 and 85-23. Also
shown are the four wet/dry threshold curves calculated using
the four different Van Fossen heat transfer coefficients (0.5%
turbulence, rough and smooth surface; 3.5% turbulence,
rough and smooth surface). These curves were calculated for
the test cylinder diameter of 0.114 m and for the average flight
airspeed of 71.4 m/s and the average exposure altitude of 1613
m.
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Fig. 19 Plot of liquid water content (measured by the

Johnson-Williams probe) vs, exposure time for
flight 85-24 showing typical fluctuations
observed in natural icing conditions. Also
shown are ultrasonic measured periods of wet,
dry, and transitional ice growth.

Figs. 19 and 20 illustrate the considerable variations
encountered in natural icing conditions, both during a
particular flight and between flights conducted on different
days. For example, the cloud temperature, liquid water
content and droplet size were roughly comparable for flights
85-24 and 85-25. However, different ranges of wet and dry
ice growth were observed, as indicated by the overlapping
experimental wet and dry growth ranges at the same impinging
liquid water content. -The implication is that the heat transfer
differed between the two flights, both at nominally similar
icing conditions, but conducted on different days through
different clouds.
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Fig. 20 Plot of impinging liquid water content vs.

cloud temperature showing wet, dry and
transitional ice growth regimes observed in
flights and theoretical wet/dry threshold curves
for four different heat transfer coefficients.

From the figure it can be seen that for flight 85-25 the
high (3.5%) turbulence level heat transfer coefficients
overpredict the observed heat transfer, based on the steady-
state model analysis. For this flight the low (0.5%) turbulence
level heat transfer coefficients appear appropriate since both of
these coefficients correctly predicts the observed wet and
regimes. The actual turbulence level applicable could be even
less than 0.5% based on the location of the observed wet and
dry growth regimes.

The experimentally observed ice growth regimes
during flight 85-24 are consistent with the wevdry threshold
predicted by the 3.5% turbulence level, rough surface heat
transfer coefficient. For this flight the low (0.5%) turbulence
level models incorrecty predict wet growth for impinging
liquid water content levels where dry growth was
experimentally observed. Thus, in contrast to flight 85-25, the
low turbulence level appears to be too low, and the 3.5%
turbulence level model gives acceptable results.

The results of the natural icing tests also indicate the
heat transfer occurring in natural icing conditions may vary
from day to day despite similar icing conditions. One reason
for this variation may be due to different icing cloud turbulence
levels. Based on the limited amount of flight test data available
it appears that in general the appropriate turbulence level for
natural icing conditions is somewhat lower than the 3.5%+
level inferred for the icing research tunnel. This result is
consistent with previous experimental comparisons between
the icing research tunnel and flight. For these réasons, care
should be taken in extrapolating the results of icing wing
tunnel tests to "similar” natural icing cloud conditions.

4.0 MEASUREMENT OF ICE SHAPE BY AN
ULTRASONIC ARRAY

Currently a comprehensive testing program is
under ‘way to measure and compare ice accretion in natural and
artificial wind tunnel icing conditions. This ice-growth data
base will enable a quantitative comparison to be made between
flight and icing wind tunnel tests. In addition, this temporal
and spatial ice accretion data will be used to support
development and validation of analytic icing models and
scaling laws. This section describes the experimental
apparatus and testing procedure for these tests, and presents
preliminary results of ice growth measurements made on an
airfoil in natural icing conditions#:
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Wing-cuff and ultrasonic array installat}on on
NASA Lewis Twin Otter aircraft.

Fig. 21
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4.1 EXPERIMENTAL APPARATUS

For the natural icing flight tests a De Havilland DHC-6
airfoil section was instrumented with an array of 9 ultrasonic
transducers, as shown in Fig. 21 The transducers were all 5
MHz, broadband, heavily damped transducers with 0.6 cm
element diameters. The airfoil section was attached to the
starboard wing of the NASA Lewis Icing Research Aircraft, a
De Havilland DHC-6 Twin Otter. The airfoil section, or cuff,
thus protruded approximately 3 in forward of the aircraft wing
section.

The NASA aircraft was also equipped with a stereo
camera system consisting of two 70 mm cameras mounted in
the nose of the aircraft (see Fig. 21). The cameras produce
stereo image pairs of the ice accretion on the wing cuff. These
images are then photogrammetrically analyzed post-flight, and
allow the ice accretion to be measured with a resolution of
approximately +0.03 in.

Fig. 22 schematically illustrates the ultrasonic system
installation for the natural icing flight tests. The 9 ultrasonic
transducers in the wing cuff were sequentially scanned using a
multiplexing pulser/receiver unit. The pulse-echo signals were
displayed on a broadband oscilloscope and a video camera
focused on the oscilloscope screen provided a permanent
record of these signals. Also within the camera’s field of view
were an electronic watch to provide time synchronization with
other icing data recorded onboard the aircraft, and an LED
display to indicate the current active transducer in the array.
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JO TRANSOUCERS

ARRAY

/
8 CHANNEL MULTIPLEXER
& PULSER/RECEIVER

0sCILLOSCOPE

ARRAY DISPLAY

CCO 8MM VIDEO

CAMERA/RECORDER
Fig. 22 Schematic of ultrasonic array equipment
configuration.
4.2 TESTING

Since the instrumented wing cuff was permanently
exposed on the aircraft wing, the ultrasonic system was
activated from take-off to landing. Typically the multiplexing
rate was set to approximately two seconds per transducer (i.e.,
each transducer was "active"” for two seconds), so that four
complete scans of the array were completed every minute.

In addition to the ultrasonic ice thickness
measurements, stereo photographs of the wing cuff accretion
were also taken during each encounter. However, adequate
stereo photographs could not be obtained while the aircraft
was inside the icing cloud, stereo photographs of the ice
growth were therefore only taken outside the cloud at fairly
widely spaced time intervals. Typically two or three separate
stereo pairs were obtained documenting the ice growth during
the icing encounter.

Since the wing cuff was not equipped with any ice
protection system, in most cases it was possible to
mechanically measure the final ice accretion on the wing cuff
after landing using vemier calipers. Nine research flights were
conducted with the ultrasonic system during the period
February to March 1986. Due to the weather conditions
during that period rime ice accretions were observed primarily.

4.2.1 Results

Fig. 23 shows a typical ice growth profile history
obtained from the ultrasonic array. The data were from
research flight 86-31 which had a cold average temperature of
-10° C and a low liquid water content of 0.06 g/m>- The data
are presented in the form of successive ice profiles. These
profiles were constructed by fairing a curve through the
"point" thickness measurements from the array transducers. A
total of six profiles are shown, with six minutes between each
profile. The time at which the profiles were measured is
indicated on the lower plot of the cloud liquid water content
during the flight. ’
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Fig. 23 Ultrasonically measured ice profiles for flight

86-31.



The ultrasonically measured profiles show the ice
shape to be relatively conformable to the leading edge
throughout the encounter. Thickness measurements from
transducers B and G, located near the edges of the accretion,
were not possible after the second profile. This was because
the slope of the ice surface above these transducers, relative to
the airfoil surface, became too large, reflecting the return echo
away from the ransducer and significantly reducing the
received echo strength. Increasing the receiver gain in this
situation would alleviate this problem; however, varying the
receiver gain between transducers was not practical with the
single multiplexed pulser/receiver used for these tests. Since a
single "optimum” gain had to be used, this "edge” effect
dropout of the echo signal was often unavoidable.

The ice profiles in Fig. 23 illustrate the non-uniform
growth rate throughout the encounter. The first three profiles
all show approximately equal growth, corresponding to the
roughly constant average liquid water content during this
period. The higher liquid water content in the interval between
profiles 3 and 4 results in more growth, as evidenced by the
larger profile spacing. Following profile 4 the liquid water
content falls, and as a result profiles 5 and 6 show little further
growth.

Fig. 24 illustrates the final ice shape accreted on the
wing cuff at the completion of flight 86-31. Three separate
measurements of the final ice profile are shown. The open
circles represent thickness readings obtained from the stereo
photographic analysis, while the crosses indicate
measurements made with vemier calipers after landing. The
final ultrasonic ice thickness measurements (from transducers
C, D, E, and F) are shown as a solid line on the figure. The
agreement between all three of these independent
measurements is within 0.5 mm, with a final ice thickness of
approximately 9 mm indicated.

5.0 CONCLUSION

In conclusion, ultrasonic pulse-echo measurement
techniques are seen to offer the potential for the development
of an operational ice detector, as well as providing a valuable
tool for better understanding and documenting that ice
accretion process.
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Investigation of Surface Water Behavior During
Glaze Ice Accretion®

R. John Hansman Jr.* and Stephen R. Turnockt
Massachusetts Institute of Technology, Cambridge, Massachusetts

A series of experimental investigations that focused on isolating the primary factors that control the behavior of
unfrozen surface water during glaze ice accretion were conducted. Detailed microvideo observations were made of
glaze ice accretions on 2.54 cm diam cylinders in 2 closed-loop refrigerated wind tunnel. Distinct zones of surface
water behavior were observed: a smooth wet zone in the stagnation region with a uniform water film, a rough zone
where surface tension -effects caused coalescence of surface water into stationary beads, and a zone where surface
water ran back as rivulets. The location of the transition from the smooth to the-rough zone was found to migrate
towards the stagnation point with time. Comparative tests were conducted to study the effect of the substrate thermal
and roughness properties on ice accretion. The importance of surface water behavior was evaluated by the addition
of a surface tension reducing agent to the icing tunnel water supply, which significantly altered the accreted glaze
ice shape. Measurements were made to determine the contact angle behavior of water droplets on ice. A simple
multizone modification to current glaze ice accretion models was proposed to include the observed surface

roughness behavior.

Nomenclature

= surface area, m?

= specific heat capacity of ice, J/kg K

= specific heat capacity of air, J/kg K

= specific heat capacity of water, J/kg K

= diffusion coefficient of water vapor in air, m?/s
= force, kg m/s?

= local convective heat-transfer coefficient, W/m?K
= thermal conductivity of air, W/m K

= latent heat of fusion of water, J/kg

latent heat of sublimation of water, J/kg

= latent heat of vaporization of water, J/kg

= local mass flux/time, kg/m?s

b

k&ﬁ,bpqg,\

&'cl\ ah \(~‘

= recovery factor, 0.875(-)
= equilibrium surface temperature, °C

N

surf
T, = cloud temperature, °C
t = icing time, s
Vo = freestream velocity, m/s

w = cloud liquid water content, g/m?

B = local collection efficiency (-)

A0 = contact angle hysteresis, deg

AT,  =cloud supercooling = T, (°C)

8 = contact angle, deg

8, = advancing contact angle, deg

0, = receding contact angle, deg

Posurr = saturated vapor density over surface, kg/m*
Po.co = saturated vapor density in cloud, kg/m?

4 = surface tension, kg/m s?
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I. Introduction

THE behavior of unfrozen water on an accreting glaze ice
surface can directly and indirectly influence the shape of
the resulting ice accretion. The surface transport behavior of
the unfrozen water prior to freezing has a direct impact on the
ice shape due to its effect of redistributing the impinging water
mass. The surface water behavior also indirectly influences the
ice accretion through its impact on surface roughness, which
modifies the local convective heat transfer. The local heat
transfer is the controlling factor in wet surface glaze ice accre-
tion, where there is sufficient impinging water such that ice
accretion rate is limited by the ability to remove latent heat of
fusion from the surface.

Current ice accretion models ignore the specific details of
unfrozen surface water behavior during glaze accretion. The
transport behavior and surface roughness are both treated in a
simplistic or heuristic manner. This simplistic evaluation of
surface roughness and transport behavior, which omits consid-
eration of the surface physics, is considered to be a contribut-
ing factor in the poor agreement between current glaze ice
accretion models and expeimental results.'

This paper describes a series of experimental investigations
focused on isolating the primary factors that control surface
water behavior. The eXperimental investigations include mea-
surement of the contact angle and resistance to motion of water
on an ice surface, photographic observations of surface rough-
ness during glaze ice accretion on cylinders, differential com-
parisons of substrate thermal and surface properties on ice
accretion, and the influence of surface tension on glaze ice
accretion. The results indicate the importance of surface water
behavior to the icing process in the glaze ice regime. A simple
modification to existing glaze ice models is also proposed.

II. Ice Accretion Mechanisms Influenced by Surface
Water Behavior

The primary ice accretion mechanisms that are influenced by
the behavior of unfrozen surface water are the convective heat
transfer, which is strongly related to the surface roughness,?
and the mass transfer at the surface, which is partly determined
by the water runback characteristics of the surface. Both the
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heat and the mass transfer will be discussed briefly in the con-
text of ice accretion models to identify the importance of sur-
face water behavior on the ice accretion process.

Mass Transfer
The principal modes of liquid water mass transfer on an
accreting ice surface are shown schematically in Fig. 1, which
depicts mass flux into and out of a control volume at the ice
surface. The primary source of liquid water is the impingement
of supercooled droplets. The impinging liquid water mass flux
M,f’mp is linearly related to the ambient liquid water content W,
the local droplet collection efficiency 8, and the freestream

velocity Ve:
M

mp = B WV’X) ( l)

The double prime superscript is used to indicate that the
quantity is defined per unit area of the icing surface.

Liquid water may also enter the control volume through
mass flow along the surface (M,, in Fig. 1). Liquid water leaves
the control volume through freezing at the ice water interface
M }eese, and surface flow out of the control volume M,,.. Some
mass also leaves the control volume due to evaporation, but
this is generally small in the icing problem and will be neglected
in the following analysis. The freezing mass flux M7, is de-
termined by the ability to convect the latent heat resulting from
the water ice phase transition away from the surface. This will
be discussed more fully in the following section.

In steady state, the mass flux into and out of a control vol-
ume with surface area 4 must balance

A Mo+ My=4" Mo + Mo, (2)

For rime icing conditions at cold temperatures, the convec-
tive heat transfer is sufficient to freeze all of the impinging mass
flux. In this case. there is no surface flow, and Eq. (2) reduces
to

M:;np = M;',reczz (3)

In glaze icing conditions, there is insufficient heat transfer to
freeze all of the impinging mass flux. In this case, the surface
flow terms in Eq. (2) have to be considered. In current ice
accretion models, all unfrozen water is assumed to run back
out of the control volume, while unfrozen water from the next
upstream element is assumed to flow into the control volume.'

The assumption of uniform runback is quite reasonable for
icing conditions where a thin water film covers the glaze ice
surface. However, recent NASA high-speed photographic
studies indicate that other runback mechanisms may exist.>** In
some of the NASA studies, surface water was observed to
coalesce into beads that remained stationary on the accreting
ice surface. An example is shown in Fig. 2. The liquid beads
were often surrounded by regions of otherwise dry ice surface,
and no runback was observed. The NASA observations sug-
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Fig. 1 Control volume mass balance for a wet surface.
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gest two potential scenarios for surface water flow in the pres-
ence of water beads. In one scenario, the water beads will grow
until the increased heat transfer from the rough surface be-
comes sufficient for the freezing mass flux to equal the imping-
ing mass flux and any surface flow into the control volume. In
this case, no water would leave the control volume, and Eq. (3)
would reduce to

A'M’f’rccze=A'M;’mp+Min (4)

In the alternate scenario, the water beads would grow
through coalescence and impingement until external dynamic
pressure and shear forces caused the droplets to slide along or
be torn from the surface. In this case, it is uniikely that the drop
would move into the next control volume, and the assumption
of surface flow continuity implicit in current mass balance
models does not hold. This may explain experimental observa-
tions of reduced total ice accretion at temperatures near 0°C.°

It should be noted that both scenarios described above may
occur depending on the particular temperature and liquid wa-
ter conditions. It should also be noted that uniform water films
were also observed in the NASA experiments, particularly near
the stagnation region.

Heat Transfer

The thermodynamic analysis presented in this paper for an
accreting ice surface follows the earlier work by Olsen et al.®
and others.®” and is commonly employed in current ice accre-
tion models.'® The principal modes of energy transfer associ-
ated with the icing surface are depicted schematically in Fig. 3.
Heat is added to the surface, primarily from the latent heat of

SMOOTH ZONE

LINE

Fig. 2 Grazing angle photograph of a glaze ice surface (courtesy of
William Olsen, NASA Lewis Research Center).*
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Fig. 3 Modes of energy transfer for an accreting ice surface.
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fusion released as the droplets freeze, but also from aerody-
namic heating and, to an even smaller extent, from the kinetic
energy of the droplets impacting the surfuce. Heat is removed
from the surface primarily by convection, and to a lesser degree
by sublimation (when the surface is dry) or evaporation (when
the surface is wet). In addition, heat is absorbed from the
surface as the supercooled droplets impinge and warm to 0°C.

The assumption of steady state requires that the rate at
which energy is added to the control volume equals the rate at
which it is removed, i.e.,

Oin= 0w (3)

where Q7 and Q7,, represent the energy added to and removed
from the control volume per unit area per unit time. Equation
(2) may be expanded into its component energy terms as

Qi’:‘l = ;!reezin| + Q:ero heating + eroplel kinetic energy (6)
Q:m = ngnv + Q:ub/e\mp + QZrop warming (7)

At steady state it is assumed that the ice surface achieves a
locally uniform equilibrium temperature T, Conduction into
the ice is assumed to be zero, and chordwise conduction be-
tween adjacent control volumes is neglected. With these as-
sumptions, the component heat terms of Egs. (6) and (7) may
be written as

Q;"reezing = M;Ireeze[Lf + CI(OOC - Tsurr)]

o _rhVy
acro heating = ZCP in (8a)
” ———__M:;np V?n
eroplel kinetic energy = 2

Qc':'onv = h(Tlurf - u:)
" hDL -
Qlub/evnp = T(pv.xurf - pv‘ao) Qout (Sb)

” —_ AL
droplet warming = Mimp CwATuo

Note that both of the primary heat dissipation terms Ol
and Q;’v,p contain the local convective heat-transfer coefficient
h. Also note that the Qfmz,»,,, term that dominates the heat flux
into the control volume contains the freezing mass flux M.,

This implies that the local ice accretion rate is strongly coupled

?
6

Fig. 4 Example of contact angle
hysteresis in a droplet on s vertical
wall.

AL

to the local convective heat-transfer coefficient. For wet sur-
faces, the ice accretion rate is essentially limited only by the
capability to transfer the latent heat of the freczing water away
from the surface.

The convective heat-transfer coefficient 4 has been empiri-
cally observed to be strongly dependent on the ambient surface
roughness.2 Current ice accretion models either empirically
generate local convective heat-transfer distributions to match
natural ice shapes,® or assume a uniform roughness and use
integral boundary-layer techniques to derive heat-transfer dis-
tributions.!” In these cases, the surface roughness is character-
ized by an equivalent sand-grain roughness, which is adjusted
to match experimental ice accretions.

The surface water behavior is a primary factor in the evolu-
tion of roughness on an accreting glaze ice surface. The surface
roughness determines the heat-transfer behavior, which ulti-
mately determines the ice accretion rate under glaze conditions.
Understanding the generation of surface roughness by the mi-
crophysical surface water behavior is, therefore, a key compo-
nent to understanding the glaze ice accretion process.

III.  Microphysics of Surface Water Behavior

Forces Influencing Surface Water Behavior

The microphysical behavior of water on an aircraft surface is
controlled primarily by the relative strength of the surface ten-
sion, and by aerodynamic and body forces. Surface tension
forces tend to minimize the surface area of the fluid, causing
the water to coalesce into beads or rivulets. They also act to
oppose motion of fluid along the surface. Body forces such as
gravity or centripetal acceleration act on the entire fluid bulk.
Aerodynamic forces result from pressure gradients and shear
stress at the water-air interface.

Contact Angle

An important parameter in surface fluid behavior is the con-
tact angle 6. It is defined as the angle the fluid-vapor interface
makes with an underlying substrate. The nominal contact angle
is a property of the specific gas-liquid-solid combination, and
may vary with temperature. The wettability, or tendency of a
fluid to spread on a particular surface, is inversely related to the
contact angle 6. In general, for contact angle values of less
than 10 deg, the surface is considered wettable.

If the fluid is subject to an external force such as gravity, the
contact angle may vary, depending on the direction of the force
relative to the contact line. This hysteresis effect can be visual-
ized in the schematic view of a drop sliding down a vertical
surface, shown in Fig. 4. On the lower surface of the drop the
advancing line of contact causes an increase in the contact
angle to its maximum allowable value 8,. Conversely, the re-
ceding edge of the drop remains at the lowest allowable value
of the contact angle 8,. The contact angle hysteresis A8 is the
difference between the advancing and receding contact angles:

A =6,-6, (9)

The contact angle hysteresis A0 is a property of the specific
gas-liquid-solid combination, and will tend to increase with
surface roughness. The resistance to motion of the liquid-solid
line of contact can be related to the value of the nominal con-
tact angle and its hysteresis.!! In general, increasing values of 6
and Af imply increased resistance to motion.

Modes of Surface Water Behavior

Water on an aircraft surface tends to behave in one of three
distinct modes depending on the water flow rate, aerodynamic
forces, and the wettability of the surface. For high flow rates
and wettable surfaces, the water will tend to coat the entire
surface with a uniform film. For lower flow rates, or higher
contact angles, there is insufficient water to coat the entire
surface. Once drying begins, surface tension forces will tend to
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coalesce the available water into either rivulets or water beads.
Water beads are generally associated with low flow rates or
unwettable surfaces such as wax. Equation (10) represents the
overall force balance for a small stationary water bead. As long
as the contact line force is greater than the sum of the aerody-
namic and body forces, the bead will remain stationary.

Fconlucl 2 Faero + Fbody ( IO)

The contact line force Fonue is the total force resulting from
the contact line resistance to motion described in the preceding
section. Both the contact line force and the aerodynamic force
are roughly proportional to the beads surface arcu. whereas the
body force is proportional to the bead volume. This implies
that, as the bead size is increased, there will be maximum
stationary bead volume for a given set of surface, flow, and
gravitational conditions above which the bead will move.

IV. Measurement of Contact Angle Between Ice and
Water

As discussed in Sec. II1, the contact angle 6 and hysteresis A
are important parameters in the behavior of water on an ice
surface. There is, however, very little data available on 0 and
A for water on ice. This is partly due to experimental
difficulties. Most investigations of the surface properties of su-
percooled water have concentrated on measurements of surface
tension ¢.'? In order to obtain preliminary working values of 0
and A8 for water on ice, a series of simple experiments were
conducted.

Experimental Setup

The apparatus employed in these investigations is shown
schematically in Fig. 5. A smooth layer of ice, approximately
8 mm thick, was formed from distilled water on a metal plate
that could be oriented at a variety of angles with respect to the
horizontal. Precooled droplets of distilled water were placed on
the ice surface by a syringe, and their shapes were recorded by
a CCD microvideo camera oriented to view the ice surface at a
grazing angle. By use of a dark background and a diffuse light
source, a sharp high-contrast image of the droplet at the ice-
water interface could be obtained. This enabled contact angles
to be measured to an accuracy of approximately + 5 deg. The
ice surface temperature was monitored by an iron-constantan
thermocouple mounted in direct contact with the ice surface.
The output of the thermocouple was presented on a digital
display within the field of view of the video camera. This pro-
duced a simultaneous record of contact angle and surface tem-
perature valid to approximately +1°C.

Measurement of the contact angle at various tempcratures
was obtained by initially cooling the iced metal plate in a cold
box, to a temperature below the target measurement tempera-
ture. The plate was then removed from the cold box and
mounted horizontally within the field of view of the camera. As
the plate warmed to the target temperature, droplets were
placed on the surface and their shapes were recorded. Although
the droplets would begin to freeze shortly after placement, the
initial contact angle was preserved in the frozen drop, and any
transient effects could be observed in the video record. In this
manner, values of the contact angle of water on ice could be
obtained for subfreezing temperatures.

The contact angle hysteresis measurements were made utiliz-
ing a similar procedure. However, the iced plate was set to an
angle of 30 deg with respect to the horizontal. Each droplet’s
volume was increased by syringe injection until motion began;
at this instant the advancing and receding angles and the sur-
face temperature were measured from the video recording.
Results

The observed dependence of contact, angle § and contacl
angle hysteresis A0 with temperature are shown in Figs. 6 and
7. respectively. Because of the low magnitude, it was not possi-
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Fig. 5 Schematic of contact angle measurement setup.
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Fig. 6 Contact angle temperature variation for water on ice.

ble to obtain accurate contact angle measurements at tempera-
tures above —4°C.

However, at the freezing point (0°C), ice and water are in
equilibrium so that the ice surface must be perfectly wettable,
implying that both 0 and A# must be zero. These points are
included in the contact angle and contact angle hysteresis plots.
They are consistent with the experimentally observed values
and allow interpolation between —4°C and 0°C.

Both the contact angle and hysteresis exhibit a strong non-
linear variation with temperature, particularly in the vicinity of
the freezing point (0°C). These results imply that the wettabil-
ity of the ice surface decreases greatly as the ice surface cools
below freezing. For warm ice surfaces (near 0°C) water will
tend to spread, and the ice-water contact line will have a low
resistance to motion. For colder ice temperatures, water will
tend to bead into droplets, which require a higher force to
initiate fluid motion.

The strong contact angle temperature dependance indicates
the potential importance of thermal gradients to the develop-
ment of ice surface roughness. Small variations in surface tem-
perature can restrict the mobility of water. This effect is
thought to be the cause of the stable nature of the surface water
beads observed by Olsen and Walker®* and shown in Fig. 2.
The dry ice surface around the beads can be cooled to temper-
atures well below 0°C by convective heat transfer. This cold dry
surface, therefore, imposes a barrier to water flow away from
the bead. Any impinging water that strikes the dry surface will
quickly be frozen due to the low temperature. Any cloud
droplets that strike the water will be trapped within the bead,
while glaciation occurs at the lower surface of the bead. In this
manner. the ice thickness can increase, while the bead is ob-
served to remain stationary.

V. Experimental Observations of Ice Surface Roughness
on Cylinders

Experiment Setup

Detailed photographic observations of the behavior of sur-
face water and formation of ice roughness on cylinders during
glaze ice accretion were made in the Data Products of New
England Icing Wind Tunnel. The experimental setup is shown



in Fig. 8. The tunnel was a closed-loop refrigerated system with
a 6-in.-square plexiglass test scction. The test article was a
cylinder that horizontally spanned the test section. Scale refer-
ence for the photographic studies was provided by a grid
mounted on a thin splitter plate at the midplane of the test
section. An 8 mm CCD micravideo (camera A) with a macro-
lens for magnification was used to obtain a grazing angle view
of the ice accretion. The camera was focused at the stagnation
region near the center of the test section. An additional video
camera (camera B) was mounted above and slightly upstream
of the cylinder to provide a view of the ice accretion looking
normal to the cylinder surface. Secondary lighting was pro-
vided to obtain a clear video record of the accreting ice surface.

The tunnel and icing cloud parameters were set to yield a
variety of glaze ice conditions. The air velocity was 150 knots
for all tests. A range of freestream air temperatures between
—9and —4°C was used. The centerline liquid water content W
was varied from 0.7 to 1.2 g/m>. The icing cloud for the condi-
tions had a nominal mean volumetric diameter (MVD) of 30 .
The standard exposure time was 3 min. The tunnel had previ-
ously been calibrated using an indirect method. There is, there-
fore, some uncertainty in the liquid water content and MVD
values.

The liquid water content was observed to vary somewhat
across the test section with a reasonably constant valve in the
central 2 in. as measured by rime ice accretion calibration runs.
Photographic observations were, thercfore, focused on the cen-
terline region where the ice deposit was uniform and the liquid
water content calibration was valid.
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Fig. 8 Schematic cross section of wind-tunnel setup.

Results

. Figure 9 shows a representative final glaze ice shape for an .
exposure lemperature of —4.5'C and a hiquid water contact of
1.0 g/m’. During the accretion, the following three distinct
types of ice surface behavior were observed, each having a
characteristic roughness and identifiable boundaries.

1) Smooth Zone. Close to the stagnation point during expo-
sure to the icing cloud, the surface was observed by light reflec-
tion techniques to be uniformly wet with a thin film of water at
warm temperatures. The surface in this regime was smooth,
with no distinct roughness. The ice was translucent within this
zone.

2) Rough Zone. At some point downstream, there was a
sudden transition to a significantly rougher surface. Within this
zone, there appeared to be insufficient water to maintain a
uniform film. Surface tension forces dominated the water sur-
face behavior. Runback did not occur; rather, the water tended
to coalesce into the water beads first observed by Olsen and
Walker.* The scale length of the roughness was typically on
the order of 1 mrh. The transition between the rough and the
smooth zones can be clearly seen in the grazing angle
photograph shown in Fig. 2.

Inasmuch as there was a distinct boundary between the
smooth and rough zones, this position could be easily identified
on the grazing angle video recording. The angular position of
this boundary is plotted in Fig. 10 for cold ( —9°C) and warm
( —4.5"C) conditions at a liquid water content of 1.0 g/m? The
boundary started at approximately 50 deg and propagated
rapidly towards the stagnation region. The repeatable nature
of the smooth-rough transition’s propagation toward the stag-
nation region implies a clear underlying physical mechanism

Runback
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Fig. 9 Typical final glaze ice shape showing distinct roughness zones,
T=-45C, W =1.0g/m"
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Fig. 10  Angular position vs time of smooth-rough transition location for
two air temperatures.
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for the transition between the surface water behavior in the
smooth and rough zones.

The ice accretion rate was observed to be enhanced in the
rough zone as compared with the smooth zone. This may be
seen in the ice profiles of Fig. 11 taken from the video at 30, 90,
and 150 s after exposure to the icing cloud. The enhanced ac-
cretion rate is thought to be due to increased heat transfer
resulting from the greater surface roughness in this zone. In all
of the cases observed in this study, the ice horns characteristic
of glaze ice accretion were found within the rough zone.

3) Runback Zone. At warm temperatures a third zone was
observed aft of the rough zone. This region was characterized
by areas of ice interspersed with uniced surface. This ice was
observed to form during an initial transition period after cloud
exposure. The ice was translucent, and quite often frozen
rivulets could be discerned. In warm conditions and high liquid
water contents. the surface water was observed to initially run-
back and then stagnate at the point of flow separation. This
water then slowly froze as rivulets or as large coalesced water
cells. Once ice began to form in the upstream rough zone, no
additional surface water was supplied to the runback zone, and
the ice surface remained constant.

V1. Observations of the Effect of Substrate Properties
on Surface Water Behavior
Experimental Setup

Two properties of the initial uniced surface that can affect
the surface water behavior are 1) thermal characteristics (i.e.,
conductivity, specific heat capacity), and 2) roughness of the
uniced surface. By exposing two test articles (identical except
for either their thermal characteristics or initial surface rough-
ness) to the same icing cloud. it was possible to assess the
individual importance of each parameter. Comparative tests of
this type were carried out in the icing wind-tunnel setup de-
scribed in Sec. V. For these experiments, the test article was
composed of two 3-in.-long, 1-in.-diam cylinders of different
material composition, separated by a splitter plate. As shown
in Fig. 8, each half of the test article was viewed by a grazing
angle microvideo camera (cameras A and C). A third camera
(B) was mounted above and upstream of the article to simulta-
neously record the differences between the two cylinders.

Two cylinders were used in the thermal comparison experi-
ments: a copper tube with a 1/16-in. wall thickness to investi-
gate fast thermal response, and a solid plexiglass rod to
investigate slow thermal response. To remove the possible in-
fluence of surface chemistry effects, each cylinder was covered
with a single coat of acrylic paint.

For the roughness experiment, two cylinders were used. Both
were manufactured from solid aluminum rods. One was ex-
tremely smooth with a polished finish obtained using ‘0000
emery paper. The rough cylinder had a repeatable surface pat-
tern that was produced by knurling the cylinder on a lathe. The
knurling process produces a pattern of trapezoidal surface ele-
ments. For the cylinder used in these experiments, the elements
had a height of 0.8 mm, a width of 1 mm, and a length of
2.7 mm.

Results
Thermal Comparison

Figure 12 shows a typical comparison of the final ice shapes
obtained after 3 min exposure for the copper tube and the
plexiglass rod. This comparison was run at a temperature of
—5.5°C and a liquid water content of 0.95 g/m>. Although
there is mnot a great deal of difference between the final accre-
tions. the' glaze ice homs onthe copper cylinder’ were more
sharply defined thin- on the plexiglass, -whichhad a relatively
flat front surface and was slightly thicker in the stagnation
region. The angular position of the rough-smooth transition
boundary is shown as a function of exposure time for these
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Fig. 12 Typical final ice shape comparison for copper and plexiglass
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Fig. 13 Angular position of smooth-rough transition vs time for copper
and plexiglass cylinders.

accretions in Fig. 13. For the plexiglass cylinder, the smooth
zone shrinks much more rapidly than for the copper. The ice
surface on the plexigiass cylinder became uniformly rough after
45's of exposure. The enhanced roughness in the stagnation
region, after this time, accounts for the thicker ice in the stag-
_natli:on rezgion and the relatively flat front ice surface observed
in Fig. 12.



The water surface behavior after initial exposure to the icing
cloud was observed to differ between the copper and plexiglass
test articles. For the copper cylinder, there was relatively little
surface water flow prior to Treezing, and the initial ice surface
was relatively smooth. For the plexiglass, droplet coalescence
and runback were observed to occur prior to the initial ice
formation. This resulted in a significantly rougher initial ice
surface, which is thought to be the cause of the difference in
accretion behavior observed between the plexiglass and copper
test articles.

In general, the differences in ice accretion behavior due to
substrate thermal properties were observed to be most signifi-
cant during the initial phase of ice accretion. As the accretion
grows, the effect of initial conditions begins to wash out. After
extended icing encounters, the accretion will tend toward a
shape that is controlled by the environmental parameters and
is independent of substrate properties.

Uniced Surface Roughness

A typical comparison of final ice profiles for the polished
(smooth) and knurled (rough) cylinders is shown in Fig. 14.
The ice horns on the knurled cylinder were broader and further
off the stagnation line than the horns on the polished cylinder.
This is thought to be due to enhanced heat transfer in the horn
regions during the initial phase of the ice accretion. A slight but
repeatable asymmetry was observed in the polished ice growth.
This is thought to be duc to the smooth surface on the polished
cylinder, which allowed gravitational forces to influence the
initial surface mass flux, resulting in a larger ice horn on the
lower surface.

The zones of smooth and rough ice growth discussed in Sec.
V were observed in both the polished and knurled cases. Fi gure
15 plots the angular position of the rough-smooth transition vs
time. There is some difference between the two cases, with the
smooth zone being smaller for the knurled cylinder after ap-
proximately 80 s exposure time. An important observation was
that the trapezoidal element pattern of the knurled cylinder
was clearly apparent in the ice accretion within the rough zone.
This implies that the roughness geometry propagates in the ice
accretion within the rough zone. In the absence of uniced sur-
face roughness, water beading mechanisms appear to be the
source elements for the roughness geometry.

VII. Surface Tension Effects on Ice Accretion
Experimental Setup

The importance of surface water behavior was further inves-
tigated by varying the surface tension of the water and studying
the effect on the resulting ice accretion. The water surface ten.
sion was varied by the addition of a surfactant (Photoflo 200),
which reduced the surface tension by approximately a factor of
2, while leaving its bulk properties (density, freczing tempera-
ture) unchanged.

The icing wind-tunnel setup was similar to that discussed in
Sec. V. Photoflo was added at a dilution of 1:200 to the icing
cloud water supply. Icing tunnel conditions were matched as
closely as possible between runs carried out with and without
the surfactant added. Because the spray system was not specifi-
cally calibrated with Photoflo, some uncertainty exists on lig-
uid water content and MVD values. Based on splitter plate ice
accretion, this uncertainty is estimated to be on the order of
5%. Photoflo runs were conducted at a liquid water content of
1 g/m* and for temperatures between —9 and - 4°C.

Results

Final glaze ice profile comparisons between a normal icing
cloud and the Photoflo modified cloud exposures are shown in
Fig. 16 for the copper cylinder at —4.5°C. The addition of
Photoflo resulted in an opaque white icc with a smaller scale
surface roughness and a significantly different profile, The
horns were more pronounced and closer to the stagnation
point. At the lower temperatures, (he glaze ice horn has be-
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Fig. 14 Typical final ice shape comparison for polished and knurled
cylinders, T = —4.5°C, W = 1.0 g/m’.
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Fig. 15 Angular position of smooth-rough transition vs time for polished
and knurled cylinders.
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Fig. 16 Typical final ice shape comparison for cloud water supply with
and without surfactant, T = —4.5°C, W = 0.95 g/m".

61




come so pronounced that it no longer collected all of the im-
pinging water. A second horn was, therefore, able to develop
behind it.

The different and unusual ice accretions obtained at reduced
values of surface tension indicate that surface water behavior
is, indeed, an important factor in the glaze ice accretion process
and must be considered in physically realistic models.

VIII. Implications for Ice Accretion Modeling

Based on the observations of surface water behavior during
glaze ice accretion, a relatively simple modification to the exist-
ing ice accretion model is proposed, which may improve the
current model’s accuracy within the glaze ice regime. In this
proposed “‘multi-zone™ model, the accreting ice surface is di-
vided into two or more discrete zones that have varying surface
water behavior and surface roughness. This is in contrast to
current techniques, which assume that the surface has uniform
roughness and surface water runback.

In the simplest version of the model, the surface is divided
into two zones. There is a smooth wet zone centered about the
stagnation region where thin film runback occurs, and the ex-
isting Messinger-type models® appear to be valid. In this region
the heat transfer would be that for a smooth surface. The
remaining ice surface would consist of a “rough” zone where
surface tension effects dominate the surface water behavior,
and the characteristic water beads appear. The heat transfer
within this region would be adjusted by incorporation
of roughness correction factors appropriate to the bead
dimensions.

Two primary areas need to be addressed prior to implemen-
tation of a two-zone model. They are: 1) determining the
smooth-rough transition locations, and 2) determining the ap-
propriate value of equivalent sand-grain roughness to be used
in calculating the rough zone heat-transfer coefficient.

The work described in Sec. V indicates that there are distinct
physical mechanisms that control the position of the smooth-
rough transition. However, further work is necessary to para-
metrically define the location of the smooth-rough transition.
In addition, the factors that control the generation of rough-
ness elements within the rough zone need to be investigated in
the context of their impact on the local convective heat-transfer
coefficient.

IX. Conclusions

The investigation of surface water behavior on an accreting
glaze ice surface has shown the following:

1) Surfaces have been observed to have distinct zones of
surface water behavior. They include a smooth wet zone in the
stagnation region where uniform film runback occurs, a rough
zone where surface tension causes coalescence of the surface
water into beads and no runback occurs, and a runback zone
where surface water runs back as rivulets.

2) The location of the transition point between the smooth
and rough zone was observed to propagate with time toward
the stagnation point.

3) The freezing of the coalesced water beads in the rough
zone generates a characteristic rough surface that enhances
heat transfer.
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4) Initial surface roughness patterns were observed to prop-
agate in the accreted ice within the “‘rough zone.”

5) Large variations in ice accretions were observed when the
surface tension of the water was changed. This illustrates the
importance of surface water behavior.

6) Measurement of contact angle and contact angle hys-
teresis for water on an ice surface showed a strong variation
with the ice surface temperature. This temperature dependence
indicates that thermal gradients along the ice surface may be
important to surface water behavior and to the generation of
roughness on an accreting ice surface.

7) Based on this investigation, a simple muitiple-zone mod-
ification to the current glaze ice accretion model is proposed.
The model incorporates discrete zones of surface water behav-
jor each with a characteristic surface roughness.
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ABSTRACT

The physics which control aircraft ice accretion are
reviewed in the context of identifying and forecasting
hazardous icing conditions. The severity of aircraft icing is
found to be extremely sensitive to temperature, liquid water
content and droplet size distribution particularly near the
transition between rime and mixed icing. The difficulty in
measurement and the variability of these factors with
aldtude, position and time coupled with variable aircraft
sensitivity make forecasting and identifying icing conditions
difficult. Automated Pilot Reports (PIREPS) are suggested
as one mechanism for improving the data base necessary to
forecast icing conditions.

1. INTRODUCTION

The accurate and precise forecasting of
meteorological conditions favorable to aircraft ice accretion is
difficult for several reasons. First, the type and severity of
ice accretion is often strongly or nonlinearity dependent on
environmental parameters such as temperature. liquid water
content, cloud droplet size distribution, turbulence level and
water phase. Secondly, several of these parame:ers are
difficult to measure or estimate in the forecasting
environment. Finally the severity of the ice accretion and its
influence on aircraft performance will depend on both the
type and flight condition of the aircraft.

This paper will examine those meteorological and
aircraft factors which influence the physics of ice accretion in
order to gain some insight into the limitations of current
forecasting techniques and the requirements for improved
icing forecasts.

2. OVERVIEW OF THE ICE ACCRETION PROCESS

The ice accretion process is controlled by two
physically distinct subprocesses. The first is the inertial
transport of liquid water (either in the form of cloud
droplets, rain drops or mixed phase hydrometeors) from the
ambient environment to the aircraft surface. Once droplets
have impacted the aircraft surface, their freezing becomes
controlled by thermodynamic processes. If the heat transfer
from the surface is sufficient to remove all the latent heat of
freezing of the impinging water than the droplets will freeze
on impact resulting in a dry ice surface. The ice shape
typically protrudes forward into the airstream and is
commonly referred to as rime ice (see Figure 1).

When the heat transfer from the surface is inadequate
to remove all of the latent heat from the impinging droplets
the ice surface becomes wet. This type of accretion is
commonly characterized as glaze ice. In some cases, both
wet and dry ice growth can occur at different places on the
same body. This situation is referred to as mixed ice
growth. Often in glaze or mixed conditions, the resulting ice
shape displays two pronounced growth peaks on either side
of the stagnation line (see Figure 1). The most severe
aircraft performance degradation is typically associated with
such horned ice formations (Renaudo, et al., 1984).

Because the physics of mixed and glaze icing are similar, the
term mixed icing will refer to both mixed and glaze unless
otherwise noted.

The physical processes which control ice accretion
are distinctly different for dry and wet ice growth. In dry
growth, where the droplets freeze on impact, the ice
accretion is controlled by the local rate of impingement of
liquid water on the surface. The local impinging mass flux
is an inertially determined quantity which involves the
individual droplet trajectories as they pass through the
flowfield surrounding the body. For wet growth, the ice
accretion is controlled by the rate at which latent heat of
fusion can be removed from the surface. The heat transfer
behavior of the ice surface, therefore, becomes the
controlling mechanism for wet ice growth. For mixed icing
conditions both the impingement and heat transfer
mechanisms play important roles in the ice accretion process.

RIME ICE

MIXED ICE

Fig. 1 Typical dry (rime) and wet (mixed/glaze) ice shapes.

2.1  Water Impingement

The physics which control the impingement of liquid
water onto the aircraft surface are fairly straightforward.
Because the surface is not permeable to gas, flow
streamlines do not intersect the body as can be seen in Figure
2. Water droplets have a higher ratio of inertial to
hydrodynamic forces than gas molecules and will tend to
cross the streamlines resulting in impingement as shown in
Figure 2.

* Preprint, Third International Conference on the Aviation Weather Systern, 1989,

+Some original figures were not available at time of publication.
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Much work has been done on droplet impingement
trajectories to determine local collection efficiencies B
(Bergrun, 1947, Bragg, et al., 1981, Brun, et al, 1953,
Gelder, et al, 1956, Hansman, 1984)., The local collection
efficiency is defined as the fraction of the mass flux locally
impinging onto the surface to the freestrean mass flux. The
collection efficiency is typically highest near the stagnation
point of the body and decreases downstream. The point at
which B becomes zero is defined as the impingement limit.
The collection efficiency is a strong function of droplet size
and body geometry. Large droplets have high inertia tending
to cross streamlines resulting in high collection efficiencies
and impingement limits. Small droplets tend to follow the
streamlines resulting in lower collection values. Small
bodies are more efficient droplet collectors because there is
less room for the droplets to turn prior to impact.

DROPLET A
TRAJECTORIES

STREAMLINES __

BODY

_—=T.3

Fig. 2 Example of the relation of water droplet trajectories
to the streamline field from Bergrun (1947).

2.2 Thermodynamic Heat Balance

As described above, the thermodynamic heat balance
on the accreting ice surtace is a controlling factor in
determining the rate of ice accretion in mixed icing
conditions and is the critical factor in determining the
transition between these conditions and rime ice growth.
Figure 3 shows the principal modes of energy transfer
associated with an icing surface, as depicted by Messinger
(1953). Heat is added to the surface primarily from the
latent heat of fusion released as the droplets freeze, but also
from aerodynamic heating and, to an even smaller extent,
from the kinetic energy of the droplets impacting the surface.
Heat is removed from the surface primarily by convection,
and to a lesser degree by sublimation (when the surface is
dry) or evaporation (when the surface is wet).. In addition,
heat is absorbed from the surface as the supercooled droplets
impinge and warm to 0° C. The parameters which primarily
influence the heat balance are the temperature difference
between the surface and the free stream, the convective heat
transfer and the impinging liquid water mass.

—

Convection

Aerodynamic

—/Heating
Latent Heat
— of Fusion

Nucleation of
upercooled Droplets

Energy
\ Sublimation/ —

Evaporation __
Fig. 3 Modes of energy transfer from an icing surface.
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3.0 INFLUENCE OF METEOROLOGICAL
PARAMETERS

The influence of various meteorological parameters
which are considered important aircraft icing are discussed
below in terms of their effect on the physics and the severity
of the ice accretion.

3.1  Temperature

Air temperature is one of the most important of the
icing parameters. Meteorologists normally work with the
ambient or Outside Air Temperature (OAT) however pilots
and aircraft designers also use Total Air Temperature (TAT)
to include aircraft velocity effects. The TAT is the
temperature at the stagnation point of the aircraft and
corresponds (o the OAT plus an additional temperature rise
due to the deceleration of the incoming flow. This "ram
rise" can be significant at high velocities. In Figure 4 it can
be seen that the difference between stagnation and ambient
temperature (TAT-OAT) may be as high as 30° at 500 kts.
Because the surface temperature can be lower than the TAT
aft of the stagnation point of the aircraft the normal
procedure in jet aircraft is to operate anti-icing equipment at
TAT values between +10° C and -10° C in the presence of
visible moisture.
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Fig.4 Stagnation temperature rise versus velocity.

An example of the effect of temperature on ice
accretion and performance degradation can be seen in Figure
5. which shows ice shapes and secdon drag coefficients for
a NACA 0012 airfoil at 4° angle of attack obtained by Olsen,
Shaw (1984) in the NASA Lewis Icing Research Tunnel. At
cold temperatures, the ice accretion was insensitive to
temperature and rime accretions were observed with drag
increases of 2 to 3 imes the clean values. However as the
temperature increased above -10° C the drag increased
sharply with temperature to a peak value of over 8 times the
clean drag. What happened was that the ice growth
transitioned from a dry rime growth to a wet mixed growth.
The homs characteristic of mixed growth can be observed in
the high drag ice accretions. As the Total Air Temperature
nears 0° C the ice accretions and the resulting performance
degradations decrease due to insufficient heat transfer to
freeze all of the incoming water.

From this example it is clear that a relatively small
temperature change can cause transition from a relatively
benign rime icing condition to a dangerous mixed condition.
The nonlinear dependance of icing severity on Total Air
Temperature (TAT) combined with aircraft velocity effects
make it difficult to accurately identify regions of moderate or
severe ice potential from the ambient air temperature alone.
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Fig.5 Effect of total temperature on ice shape
and drag. MVD = 20um; 0.053 m cloud
NACA 0012 airfoil at 4° angle of attack. Taken
from Olsen, Shaw and Newton (1984),

3.2 Liquid Water Content

Liquid Water Content (LWC) influences the severity
of the icing in two primary ways. First, increasing LWC
implies more potential water and larger accretions within a
given time. Thus, high LWC implies a greater urgency and
therefore severity of the icing encounter. The second effect
of high LWC is to cause the ice accretion to transition from
rime to mixed icing due to the higher impinging water load
on the icing surface. This can be seen in the schematic plot
of icing severity versus LWC in Figure 6. Rime ice growth
will occur even at relatively warm supercooled temperatures
for low liquid water contents. In this regime there is a linear
increase in the icing severity with LWC. At some value of
LWC however, the growth will transition from rime to
mixed and the severity of the icing will increase. At colder
temperatures the threshold for the transition will occur at a
higher liquid water content.
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Fig. 6 Schematic plot of icing severity versus liquid water

content.,

An additional factor which complicates the the ice
accretion process is the large variability in LWC often within
the same cloud. Figure 7 shows an example of LWC
measured by Hansman and Kirby (1987) with a Johnson-
Williams hot-wire probe mounted in the nose of the NASA
“Twin Otter" Icing Research Aircraft. During this flight, the
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Fig. 7 Plot of liquid water content versus exposure time
showing typical fluctuations observed in natural icing
conditions. Also shown are ultrasonically measured
periods of wet, dry and transitional ice growth.

stagnation point ice accretion was monitored by ultrasonic
techniques which could determine weather the accretion was
dry, wet or transitional. It can be seen that the variation in
liquid water content caused the accretion to vary from dry
growth characteristic of rime accretion to wet growth
characteristic of mixed accretion within the same cloud.

3.3  Droplet Size

The size of the ambient water droplets both in terms
of the Median Volumetric Diameter (MVD) and the actual
shape of the Droplet Size Distribution can be important to the
ice accretion process. As described in Section 2.1, large
droplets are more efficiently caught by body. These effects
have been quantified for typical cloud and rain size
distributions by Hansman (1984). Figure 8 shows the
impinging mass distribution function and the ambient size
distribution function for a Khrigian-Mazan distribution with
20 micron mean effective droplet diameter. It can be seen
that the bulk of the impinging mass results from the small
number of large droplets in the tail of the distribution. The
MVD and the shape of the distribution therefore determine
the effective collection efficiency of the aircraft. It is not
uncommon to have trace or negligible icing even at high
liquid water contents for clouds of predominantly small
droplets. It is also possible to have moderate to severe icing
at relatively low liquid water contents for distributions
consisting primarily of large droplets.
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Fig. 8 Khrigian-Mazan ambient doud droplet size
distribution and the resuiting impinging mass flux
distribution.

... Thepresence of large droplets within the cloud

distribution can result in additional hazard due to increased
impingement limits. The limit of droplet impingement on an
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aircraft component increases with droplet size. Current
design guidance (FAA AC-20-73, 1971) recommends that a
diameter of 40 microns be used to determine impingement
limits. The presence of significant numbers of droplets in
excess of 40 microns can therefore result in ice accretions
occurring behind the protected regions of the aircraft. These
factors are thought to contribute to the anomalously high
performance degradations observed by Cooper, Sand,
Politovich and Neal (1984) in clouds with droplets ranging
from 40 to 300 microns.

The problems resulting from large droplets are
exacerbated in freezing rain where both large droplet sizes
and large liquid water contents are combined. Freezing rain
commonly results in clear glaze ice accretions with
significant runback icing. Itis considered an extremely
hazardous condition.

3.4  Cloud Phase

The icing potential for a particular cloud is directly
related to the phase of the hydrometeors. As described
above, icing normally results from the impact of supercooled
water droplets. Dry ice crystals, generally, do not adhere to
the aircraft surfaces after impact and are therefore not
considered an icing hazard. If however, the ice crystals are
wet due to partial melting or the aircraft surface is wet due to
de-icing or the recent penetration of a high LWC region then
the impinging crystals will stick.

Mixed phase icing (not to be confused with mixed
rime/glaze icing) is relatively rare. Some examples of mixed
phase icing have however, been observed in flight tests by
Gayet, Bain and Soulage (1984) who noted that the presence
of snow in supercooled clouds significantly reduced the
icing rate. Ice crystal sticking on wet aircraft surfaces was
observed during NASA Icing Research Aircraft flight tests
of ultrasonic ice detector arrays where the wet aircraft
surface was documented by ultrasonic techniques
(Hansman, Kirby, McKnight and Humes; 1988).

In general, forecasting efforts are directed towards
identifying regions of supercooled cloud. Techniques are
available to predict cloud phase in stratiform cloud and
glaciation results in overestimation of the icing severity
(USAF, 1980). However, in cumuliform clouds, cloud
phase uncertainty represents a potential source of error in the
forecasting of icing conditions.

3.5 Fine Scale Turbulence Level

An additional factor which has recently emerged as
potentially important to the ice accretion process is the fine
scale (centimeter and below) ambient turbulence level. The
turbulence level is known to strongly influence the
convective heat transfer from the icing surface. As shown in
Section 2.2, the convective heat transfer is one of the
primary parameters in determining the transition between
rime and mixed icing with the resulting effect on icing
severity. Flight test observations by Hansman and Kirby
(1987) observed a wide variability in the parametric
threshold between rime and mixed icing. The variability was
thought to be due to variations in heat transfer resulting from
the ambient turbulence level. While the effect of fine scale
turbulence level on icing severity has not been directly
demonstrated it may be an additional source of uncertainty in
the forecasting process.

4.0 INFLUENCE OF AIRCRAFT PARAMETERS

The influence of various aircraft parameters which
are considered important to the icing problem are discussed
below in terms of their effect on the physics and severity of
the ice accretion.

4.1  Velocity

The aircraft velocity effects both the collecton of
liquid water and the thermodynamics of the icing process.
Increasing velocity results in higher impinging liquid water
exposure by increasing both the path swept out by the
aircraft trajectory in a give time and the collection
efficiency.of the aircraft surfaces. Thermodynamically, the
velocity effects the heat load through the increased impinging
water mass and through increasing the stagnation point
temperature at high velocities. This is shown in Figure 4
where the stagnation temperature rise is plotted as a function
of velocity.

4.2  Shape

The shape of the accreting body has a large effect on
the local collection efficiency. Generally, smaller bodies are
more efficient collectors than larger bodies. Therefore,
slender components such as propellers, fan blades and
antennas will tend to be the most sensitive to ice accretion.
As aresult of their high collection efficiencies, windshield
wipers or Outside Air Temperature probes are often used by
crews to detect icing conditions in flight.

. Three dimensional shape effects can also be
important for many aircraft components. For example wing
sweep commonly results in a spanwise variation of the
accretion in mixed icing conditions. This "lobster tail” ice
can result in significant performance degradation. It should
be noted that current forecasting procedures are based on
straight wing propeller driven aircraft (USAF, 1980).

4.3 Aircraft Category

) The effect of icing varies significantly with individual
aircraft design. While it is beyond the scope of this paper to
discuss the icing sensitivity of individual aircraft, the
sensitivity of broad aircraft categories will be discussed
briefly below.

4.3.1 Turbojet/Turbofan Aircraft

_Jet aircraft are considered to be the least susceptible
to icing. Jet aircraft normally operate with significant
quantties of excess thrust which can be used to offset
performance degradation. In addition, the typical flight
profile of a jet aircraft is to climb and descend rapidly
through the lower troposphere where the icing potential is
greatest and to cruise at high altitudes (20,000 ft to 45,000
ft.). Occasionally, Air Traffic Control (ATC) requirements
will dictate sustained operation at low altitudes particularly in
busy terminal areas. The primary icing hazard to jet aircraft
is engine failure due to Foreign Object Damage (FOD). This
results from the ingestion of chunks of ice which are shed
off of other aircraft components such as engine inlets or in
some aircrafts the wings. Therefore, critical regions are
normally anti-iced with hot bleed air from the engines to
prevent any ice accurnulation

4.3.2  Turboprop and Reciprocating Aircraft

There is a tremendous variability in the sensitivity of
propeller driven aircraft to icing. Large turboprops tend to
be fully ice protected and can operate successfully in regions
of high icing potential. Small reciprocating engine aircraft
are generally not equipped with ice protection and are not
approved for flight in icing conditions. Even light icing
conditions are a potential hazard to unprotected aircraft and
forecasting uncertainties have the greatest impact on this
aircraft category.

Propeller driven aircraft operate at low altitudes
where icing potential may exist over the entire flight. The
most critical components are generally the propellers because



loss of propeller efficiency translates directly into loss of
thrust. However, even airframe icing can pose a significant
hazard because propeller driven aircraft normally operate at
much lower excess thrust margins than jet aircraft. Other
hazardous factors include; reduced stability, loss of _control
authority and reduced visibility due to windshield icing.

4.3.3 Rotorcraft

Helicopter icing has become important during the last
decade where helicopter flight in Instrument Meteorological
Conditions (IMC) has become more comrponplace.
Helicopter operations occur almost exclusively at low
altitudes where there is significant icing potential.
Helicopters are extremely susceptible to icing conditions.
Rotor icing simultaneously degrades the lift and thrust
efficiency of the vehicle. In addition, helicopters typically
operate with very slim power margins and can therefore only
tolerate minimal ice accretion. Other hazardous factors
resulting from helicopter operations in icing conditions
include; blockage of engine inlets, reduced control authority,
vibration due to asymmetrical ice load on rotors and reduced
visibility due to canopy icing.

5.0 IMPLICATIONS FOR THE FORECASTING

OF ICING CONDITIONS

Some of the difficulties in forecasting or identifying
hazardous icing conditions are clear from the above. Many
of the parameters which were shown to be important to the
ice accretion process such as the droplet size distribution and
cloud phase are not available to the forecaster. Other
parameters, which may be available, such as temperature or
liquid water content are nonlinearly related to icing severity.
Limitations in accuracy and spatal resolution of these
parameters result in over or under prediction of the icing
severity. Finally the variable susceptibility of different
aircraft types implies’ that a single icing hazard analysis will
result in over or under prediction of the severity for certain
aircraft categories.

Given the limitations on the forecasting process,
current techniques do a remarkably good job at identifying

- general regions of potential icing conditions. One of the key

indicators which are used to validate or initiate an icing
forecast are pilot reports (PIREPS). By actually penetrating
the icing environment, aircraft can directly measure the
severity of the icing condition. One of the difficulties with
PIREPS is that the reports are not well calibrated and the
variable susceptibility of aircraft discussed in Section 4.3
must be considered in their interpretation. Another problem
is the timely dissemination and generation of PIREPS.
Because of other responsibilities, ATC cannot always
process PIREPS rapidly which may discourage the
voluntary pilot reports.

One potential improvement, which has been
implemented to a limited extent,is the automated generation
and transmission of PIREPS over digital data links. By the
use of onboard ice accretion sensors, automated continuous
reporting of the presence or lack of icing conditions could be
accomplished. If an adequate fleet of aircraft were so
equipped, a significant improvement in the forecasting and
identification of hazardous icing conditions could be
realized. Other potential technical developments which may
improve icing forecasting include: vertical sounders,
improved satellite imaging, and improved data synthesis
systems such as the PROFS system,

6.0 CONCLUSIONS

The severity of aircraft icing is found to be extremely
sensitive to temperature, liquid water content and droplet size
distribution particularly near regions of transition between
rime and mixed icing conditions. The difficulty in

measurement and the variability of these factors with
alatude, position and time coupled with variable aircraft
sensitivity make forecasting and identifying hazardous icing
conditions difficult. Automated Pilot Reports (PIREPS) are
suggested as one mechanism for improving the data base
necessary to forecast icing conditions.
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Cockpit Display of Hazardous Weather Information* #

R. John Hansman, Jr.* and Craig Wanket
Department of Aeronautics and Astronautics
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Cambridge, Massachusetts

Microbursts begin with a cool downdraft formed at the base of a

Abstract cumulus or cumulonimbus: ¢loud. If the downdraft is strong
enough to impact the surface, it spreads out radially and creates

Information transfer and display issues associated with a small area (1 to 4 km in diameter) of intense windshear. Such
the dissemination of hazardous weather warnings are studied in conditions typically last for short periods (10-30 min), but can be
the context of windshear alerts. Operational and developmental very dangerous to aircraft at low altitudes, particularly on takeoff
windshear detection systems are briefly reviewed. The July 11, or final approach Initially, the aircraft experiences a strong
1988 microburst events observed as part of the Denver TDWR headwind, which causes a momentary increase in lift. Next, the
operational evaluation are analyzed in terms of information aircraft enters an area of downdraft, and then a sharp tailwind.
transfer and the effectiveness of the microburst alerts. This combination results in loss of effective airspeed and
Information transfer, message content and display issues corresponding loss of lift. (Fig. 1). It may also serve to
associated with microburst alerts generated from ground based destablilize the flight trajectory. The resulting performance loss
sources (Doppler Radars, LLWAS and PIREPS) ars evaluated can in some cases be sufficient to result in ground impact. In
by means of pilot opinion surveys and part task simulator addition, microbursts can be accompanied by strong edge
studies. vortices, which can further destabilize the aircraft. Most fatal

windshear accidents have been attributed to microbursts.{5]
1. Introduction
An additional factor which makes microbursts particularly
Technological advances in ground-to-cockpit datalink dangerous is that they are generally not obvious either visually or
capability, information display, and hazardous weather detection  to standard airborne weather radar. Microbursts have been
create the possibility for new and improved methods of informin g observed to occur both during periods of severe rain or during
flight crews about weather hazards. However, the availability of  periods of little or no low-altitude precipitation. For
increased information and multiple modes of communication also meteorological and instrumentation purposes, it is convenient to

lead to problems of system integration. Issues including the distinguish between 'wet' and 'dry’ microbursts. Dry
selection, transfer, and presentarion of information must be microbursts, more common in the western U.S., can sometimes
addressed in the development of advanced systems for the be detected by the presence of curlin g clouds of dust on the
display of hazardous weather information. In addition, design ground or vertical cloud shafts known as 'virga'. Wet
procedures, centered around the needs of the flight crew and the microbursts cannot generally be distiguished from benign rain
capabilities of the available equipment should be applied. cells with radar reflectivity information.

The display and information transfer issues related to Microbursts have been observed with intensities greater
advanced windshear alerting systems in the terminal area have than most aircraft could be reasonably expected to survive.
been chosen as an initial point of focus. This problem was Avoidance is the best way to handle a windshear hazard. This
chosen both to investigate general issues related to the indicates a need for reliable remote detection, allowing the flight
dissemination of hazardous weather information and to focuson ~ Crew adequate advance warning to plan and execute a maneuver
specific issues of a critical near term need. Windshear in the to avoid microburst penetration.

terminal area is one of the most dangerous weather-related
problems faced by aviation today.{1]. The real-time detection of
windshear hazards is a very active field of research,[2,3,4] and
thus provides a useful testing ground for issues related to
advanced data uplink and display of hazardous weather
information.

2. Background
2.1 Terminal Area Windshear

Low-altitude windshear is the leading weather-related
cause of fatal aviation accidents in the U.S. Since 1964, there
have been 26 accidents attributed to windshear resulting in over
500 fatalities [1,5]. Low-altitude windshear can take several
forms. Macroscopic forms, such as gustfronts caused by
colliding warm and cold air masses, can generally be predicted
and avoided. However, the smal! intense downdrafts known as
microbursts are far more dangerous and difficult to detect.

- - Fig. 1: Microburst windshear encounter on approach
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2.2 Microburst Detection

2.2.1 Current Procedures

Current procedures for microburst detection and warning
center around the Low-Level Windshear Alert System (LLWAS),
Pilot reports, and improved pilot education through efforts such
as the FAA's Windshear Training Aid.[6] LLWAS is a system
of anemometers currently in service at most major U.S. airports
designed to measure shifts in wind speed and direction within the
airport perimeter. Although capable of detecting macroscopic
phenomena such as gustfronts, the anemometer spacing is larger
than the characteristic surface dimension of many microbursts, and
thus LLWAS remains fairly ineffective for detection of
microburst windshear. The Windshear Training Aid states that
“If an LLWAS alert (triggered by wind speed and/or direction
differential) occurs, it indicates the presence of something shear-
like, though not necessarily indicative of magnitude or location.
However, the absence of an alert does not necessarily indicate
that it is safe to proceed!".[6]

Pilot reports (PIREPS) of windshear provide the most
reliable data. The availability of PIREPS necessarily requires that
an aircraft penetrate a microburst, which is not desirable; but the
information, unlike LLWAS, provides conclusive evidence of a
windshear hazard for subsequent aircraft. It is desirable to
integrate PIREPS with any sensor data available in future
windshear detection systems.

The Windshear Training Aid itself is designed to inform
pilots and controllers about windshear, primarily how to
recognize and avoid or recover from microburst encounters.
Avoidance is practiced through the use of LLWAS information,
weather reports, and visual clues. In past accidents, these clues
have been largely ignored; increased windshear training emphasis
is being used to increase pilot awareness of these events.
However, high pilot workload in the terminal area and the relative
rarity of hazardous windshear makes it difficult for crews to fully
assimilate the evidence of windshear before penetration.

2.2.2 Emerging Windshear Detection
Technologies

To meet the need for improved windshear warning, new
systems for detection are under development. Both airborne and
ground-based systems are under consideration. Airborne look-
ahead systems are still primarily experimental: candidate
technologies include doppler radar, doppler lidar, and infrared
radiometry. [2,3,4] To be an effective, dependable windshear
avoidance tool, an airborne system must be able to detect
windshear ahead of the aircraft to a range of 1 - 3 km, thus
typically providing 15 to 45 seconds of warning. Also, the
sensor should work for either wet or dry microbursts with
enough resolution to adequately measure size and intensity.
None of the methods mentioned have yet fully demonstrated
these capabilities in flight.

Ground-based remote sensing technology is much more
developed. LLWAS and PIREPS often yield useful data, but are
not always available or accurate. Ground-based doppler radars
have been succesfully demonstrated for microburst detection
(JAWS, Huntsville, Denver) {5] and have an advantage over
airborne systems in terms of ground clutter suppression, size and
power. Experiments performed at Huntsville, AL in 1986 and at
Denver in 1987 and 1988 have shown impressive results (Table
1). The predominance of wet microbursts at Huntsville and dry
microbursts in Denver shows the versatility of the ground-based
doppler radar. The ability of such systems to integrate data aloft
with wind measurements near the surface allows for earlier
forecasting of microburst locatioris and outflow strengths.

[
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MICROBURST DETECTION

Probability of detection® Probability
Data AV<i0 wis AV220 m/s Total of faise slarm
Huntsville 1986 88% 100% 9% 5%
Denver 1987 90% 99% 92% 5%
Combined 0% 100% 92% 5%
GUST-FRONT DETECTION
Probability of detection Probability
Data AVg 1S mis AV> 15 wm/s of false alarm
Denver 1987 81% 93% 5%

* 4V = net wind change in shear region (only events with AV values greser than 10 mvs are scored )

Table 1:Doppler radar windshear detection results (71

The demonstrated capability of ground-based doppler
radar for windshear detection and forecasting makes it the most
viable system for near term use for microburst avoidance
information. The combination of doppler radar, improved
LLWAS systems and PIREPS makes an integrated ground-based
system the primary focus for system integration and automated
datalink issues.

2.3 Ground-to-Air Data Transfer

Digital ground-to-air data transfer is an area under active
development. Several methods of digital ground-to-air data
transmission are currently or nearly available. ACARS, a
privately-sponsored system for the uplink and downlink of digital
information related to commercial aviation, is currently in use by
many major airlines. It provides a high-speed alphanumeric
datalink for flight management information, helping to relieve
congestion on crowded ATC voice frequencies. With the
addition of satellite relays, ACARS coverage will extend to most
international commercial air routes. The first satellite
transmissions are expected to begin in the third quarter of 1989 in
the Pacific Ocean region [8).

Another system slated for near-term deployment is the
FAA's Mode-S surveillance datalink. Mode-S is an extension of
the altitude encoding Mode-C transponder in the ATC Radar
Beacon System allowing message delivery from ATC to
individual aircraft. Each individual message can carry 48 useful
bits of information, and the time for the interrogation beam to
scan the entire coverage area is 4 to 12 seconds. Messages can
be also be linked in groups of up to 4 frames or sent as a longer
Extended Length Message with less urgency.

In the long term, the Aviation Satellite Communications
System (SatCom) is being developed. The goal is a standardized
worldwide system for digital voice and data communications,
based on nine existing satellites in geosynchronous orbit.[9]
Other systems such as digital ATIS or enroute weather channels
are also envisioned for future development.

2.4 Information Transfer Issues in the 1988 Denver

TDWR Evaluation

An event which illustrates many of the information
transfer issues occurred during the 1988 Terminal Doppler
Weather Radar (TDWR) operational demonstration at Stapelton
International Airport in Denver, On July 11, a period of severe
microburst activity occurred. It is instructive to evaluate the
warnings and responses of the five aircraft which initiated and
abandoned approaches immediately prior to the closure of the
airport,



2.4.1 TDWR Setup

In the 1988 operational evaluation, the TDWR radar was
operated by the MIT Lincoln Laboratory and located at the
Buckley AFB southeast of the Stapelton airport. Microburst and
gustfront alerts were generated from the doppler weather radar
data by an automatic algorithim and confirmed on line by an
NCAR meterologist. The alerts were then sent by ground line to
the Stapelton control tower and the terminal radar approach
control (TRACON).

The information was displayed in two formats in the
control tower. The local tower controller, who had primary
responsibility for the dissemination of microburst alerts, had an
alphanumeric display (Fig. 2) which could present either TDWR
or LLWAS information in the same format. This was done to
minimize the transition between periods of TDWR and LLWAS-
only operation. The tower supervisor and the TRACON also had
the geographical situation display which is shown in Fig.3. This
color display presented the locations of microbursts, gustfronts
and precipitation on a plan view of the runway configuration. In
addition, LLWAS wind vectors are displayed. In the tower a
locai controller working arrivals to Runways 26L and 26R would
have to cross the tower cab to have access to the geographical
situation display.

Wind shear
Type of Runwuy Thresbold Heusawind Lucation
wiad shear winds change (hts)
CF 190 16 G 25
MBA 35 LD 160 22 50. RWY
MBA 35 RD 180 § 25. RWY
MBA 35 LA 030 23 55- 1 MF
35 RA 180 10 60- 3 MF
MBA 17 LA 180 § 28. RWY
MBA 17 RA 160 22 55. RWY
17 LD 180 10 60- RWY
MBA 17 RD 030 23 55. RWY
Fig. 2: Example of controllers alphanumeric display
{(from Ref. 7).
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Fig. 3: Geographical situation display used in the

control tower and TRACON (from Ref. 7).
2.4.2 July 11, 1988 Scenario

The period of intense microburst activity began at the
Stapelton airport shortly after 2200 UTC. At this time arriving
aircraft were landing on runways 26L and 26R. Departing
aircraft were using runways 35L and 35R. On the arrival ATIS
aircraft were informed of a convective SIGMET for the eastern

Colorado area,and that the doppler radar windshear detection
demonstration was in progress. After 2203 UTC the ATIS was
updated to include "low level windshear advisories in effect”.

The evolution of the microburst event can be seen in the
geographical situation displays presented to the tower supervisor
at at 2201, 2207 and 2212 UTC (Fig.4). At 2201 UTC there

- Runway 26L
tinal approach course =umew
N \ i
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Fig. 4: Geog_raphical situation display plots
showing the evolution of the severe
microburst event of July 11.
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was an area of precipitation southwest of the airport and a region
of 25 kt windshear within 2 miles of the airport center. By 2207
UTC. a gustfront had developed over the airport with some light
precipitation. Several microbursts had developed with the
gustfront including a 45 kt headwind to tailwind cell located on
the approach to runways 26L and 26R. By 2212 UTC the
microburst had increased in strength to 80 kts and the
precipitation had increased. This microburst event continued at
high intensity to 2222 UTC when it began to abate. Windshear
values of 30 kts were still being measured at 2230.

The altitude versus time plots generated from Mode C
transponder replies for the 5 aircraft which initiated approaches
between 2207 and 2214 UTC are shown in Fig. 5. Also shown
are the times at which microburst alerts were given to the aircraft
and the time of reported missed approach. All aircraft which
penetrated the microburst reported intense windshear.
Transcripts of the verbal microburst alerts given to each aircraft
by the local tower controller are presented in Table 2. Itis
unknown if there were any microburst alerts issued to these
aircraft by the TRACON approach controller. However, the fact
that 4 of the 5 aircraft elected to continue the approach indicates
that this was unlikely.

2.4.3 Implications of the July 11 Experience

Several issues important to the development of microburst
alerting systems are apparent from this data. The variability in
aircrew interpretation of microburst warnings can be seen by
comparing the response of aircraft A to that of aircraft B. The
aircraft were approaching parallel runways and were issued
virtually identical alerts within 30 seconds of each other. Aircraft
A elected to immediately abandon the approach based on the
microburst alert and visual observations of a descending rain
shaft. This aircraft never penetrated the primary microburst area.
Aircraft B elected to continue the approach, penetrated the
microburst, and descended to within 100 ft of the runway
threshold before executing a missed approach.

Another issue which arises from the data is the delay
between the generation and the voice transmission of the alert to
the aircraft by ATC. Fig.6 plots the delay to alert for each aircraft
based on the first TDWR generated microburst alert at 22:06:17
UTC and the assumption that no alerts were given to these
aircraft by the TRACON. It can be seen that the shortest delay
was approximately 60 seconds and that a delay of 350 seconds
was encountered for the last aircraft to report to the tower
(Aircraft E). The delays in excess of 100 seconds are likely a
result of the effort to make the TDWR alerts apear like LLWAS
alerts. The primary windshear alert responsibility therefore
rested with the tower controller who did not have contact with the
aircraft until they were at the outer marker. It does appear,
however, that a minimum delay of approximately 60 seconds can
be expected for the dissemination of verbal alerts even if the
aircraft is in contact with the controller who has alerting
responsibility.

A third issue which arises is that the initial microburst
alert for each aircraft was imbedded within a routine landing
clearance message. The routineness of the message may have
resulted in a lack of urgency associated with the alert. This
possible lack of urgency coupled with the high cockpit workload
which occurs at the outer marker may have contributed to the
difficulty some crews had in fully assessing the magnitude of the
hazard. It is also worth noting that the tower controller relied
primarily on the alphanumeric display. Itis interesting to
consider whether his level of urgency may have increased if he
had access to the geographical situation display and could have
more casily visualized how the situation was developing.

The final point which comes out of the analysis is the
importance of PIREPS. Both the flight crews and the tower
controller were more likely to react conservatively to the
microburst alert after several aircraft had gone around and

(Aircraft C, DC-8) {Aircraft B, B-737) (Alrcraft A, B-737)

(Aircratt D, B-727)

(Aircraft E, B-727)

Fig. 5:
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Alrcraft A

22:07:15  “Aircraft A, Denver tower, runway two six right, cleared to
land. Microburst aert, centerfield wind two two zero at none,
a forty knot loss, one mile final as reported by machine, no
pilot report.”

Alrcraft B

22:07:35  "Aircraft B, Denver wower, runway two six left cleared to
iand. Winds two one zero at five, a forty knot loss, one mile
final microb alert, not sub iated by aircraft.”

Aircraft C

22:09:35 “Aircraft C heavy, Denver tower, microburst alert, threshold
wind one four zero at five, expect a fifty knot loss, two mile
final, runway two six left, cleared to land.”

Alrcraft D

22:11:05  "Aircraft D, caution have turbulence from the heavy DC-8.
He is going around. We have a microburst alert, threshold
winds, zero nine zero at three. Expect & seventy knot foss on
a three mile final.”

22:11:45 “Microburst alent, runway two six. Threshold wind, one five
zer0 at five, expect an eighty knot loss on a three mile final.”

Alrcraft E

22:12:08 “Aircraft E, microburst alert, threshold wind one six zero st
six, expect an cighty knot loss on s three mile final, say
request.”

Table 2: Transcripts of verbal microburst alerts
issued to each aircraft.

reported wind shear. This, coupled with the increasing
microburst intensity, explains why the later aircraft initiated their
missed approaches at higher altitudes than aircraft B which had
no PIREP information to confirm the microburst alert.

3. Research on Windshear Detection and Warning in
the Advanced ATC Environment

3.1 Problem Statement

The integration of ground-based information sources with
digital datalinks such as Mode-S shows great potential for the
accurate prediction and delivery of microburst windshear alerts
with minimal delay. Fig. 7 illustrates possible information flow
configurations for such a system. The multiple potential data
paths are dependent on the acceptable degree of automation.
Clearly, the delay between detection and alert is minimized with a
fully automnated process whereby computer algorithms determine
aterts from PIREPS, TDWR, and LLWAS data and use Mode-S
to directly distribute them. However, putting the controller in the
loop to some degree would help filter false alarms and more
efficiently control the destination of the data.

K PIREPS

Data

Digital
Dataiink [*] ATC
L LLWAS
Ground Data
Processing TOWR

Fig 7: Possible windshear data distribution in the
advanced ATC environment.

A number of other information issues also require
consideration. The content, timing, ransmission, and
presentation of windshear information all need to be determined.
Automated links such as Mode-S are subject to bit limitations and
reliability considerations. This has an impact on message content
and distribution. The iming and priority of alerts must be
considered to get maximum efficiency and to generate the least
possible confusion. The high workload of both controllers and
flight crews during terminal area operations adds a further
measure of difficulty. Finally, the varying levels of instrument
sophistication in civil aircraft must be considered. The advanced
moving map displays in modern transport category aircraft allow
for development of user-oriented graphical presentations, while
many general aviation aircraft have no visual display capability.

3.2 Investigations

Several investigations are being performed to address the
issues discussed above. Flight crew opinion surveys are being
used to obtain user input on a number of factors. Data is sought
on current operational issues such as LLWAS and other available
windshear information sources, as well as pilot perceptions of the
microburst threat. Also, issues of data transmission and
presentation are addressed. In addition, some issues are being
addressed through flight simulation studies. A simple experiment
based on a general aviation simulator was conducted to compare
voice communication with graphical data presentation modes.
Also, a part-task simulation of the Boeing 757/767 has been
developed in order to do more sophisticated investigation into
optimization of graphical warning formats, information content
and delivery timing, and the effect on pilot workload.

3.3 Results
3.3.1 Current Windshear Procedures

For user input on current windshear alert systems and
requirements for future systems, a pilot opinion survey is being
conducted. A preliminary sample of 20 United Airlines line and
training pilots has been completed, and a further distribution of
250 is under way. Initial results show several consistent trends.
It is almost universally agreed (94%) that microbursts pose a
major safety hazard to transport aircraft. Fifty-three percent of
the respondents have had what they considered to be a hazardous
windshear encounter; most incidents occurred at DEN, a United
operations hub. When posed the question “Currently available
windshear alert data is sufficient for safe operation in the terminal
area,” only 17% of the respondents agreed, while 56%
disagreed. All but one of the pilots felt that "...a system to
provide aircrews with better and more timely windshear alerts is
necessary.” The results clearly indicate that flight crews are not
completely confident in currently available data and would be
very receptive to improvements. Figure 8 shows the pilots’
average ranking of possible sources of windshear information.
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Fig. 8: Pilot ranking of windshear information
sources.
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Significantly, PIREPS and visual clues are both
considered more useful for windshear avoidance than LLWAS
alerts. Yet, neither pilot reports or visual clues are always
available; this underlines the need for a detection system which
can reliably provide some degree of advance warning.

3.3.2 Modes of Information Presentation

Because of the high workload in terminal area operations,
it is important to consider the manner in which information is «
presented to the flight crew. This was illustrated by the Stapleton
incident; even though data was available, it was difficult to
effectively communicate it to the flight crew. There are several
possible modes of information presentation in the cockpit: voice,
alphanumeric, or graphical. Issues to be considered include
crew workload, preferences, and the capabilities of the aircraft
instrumentation. The widespread use of CRT displays in modern
transport aircraft, for example, opens up new possibilities for
totally automated graphical information displays. Moving map
displays, such as the Electronic Flight Instrumentation System
(EFIS) used on the Boeing 757-767 generation of aircraft, are
good candidates for display of critical weather information.

Responses from the pilot survey indicate that pilots are
receptive to graphic displays. (Fig. 9). The specific suggestion
of integrating windshear information with an EFIS-type moving
map display was strongly supported. Also of interest was the
preference of ATC voice alerts over alphanumeric links or ATIS
information. Comments received indicated that the low ranking
of ATIS was due to the time between updates.
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Fig. 9: Pilot rankings of possible relay/presentation
modes of windshear information from the
ground

A preliminary experiment has been conducted with a
general aviation simulator to compare the efficiency of voice and
graphical modes of presentation. Eight GA pilots with 210 to
1,700 total flight hours were tested. The scenario involved a
microburst which appeared during an ILS approach, when the
aircraft reached the outer marker. Avoidance of the microburst
required a non-standard missed approach. The information was
presented by voice, on a runway-fixed graphic display of
microburst position, and on a graphic display showing both the
microburst and aircraft positions. The data (Table 3) shows the
effectiveness of the graphic displays. Avoidance improved
significantly with the graphic displays, even though the same
information was presented at the same time in each case.

74

Presentation Type Avoidance Rate

Voice (JAWS format) 43%
Runway-Fixed Graphical Display:

Microburst position only 62%
Runway-Fixed Graphical Display:

Microburst + Aircraft position 94%

Table 3: Results of experiment with general aviation
simulator and computer graphic display.

These results considered, the incident at Stapleton Airport
serves as an illustration of the problems of voice communication.
Crew and ATC workload in terminal phases of flight is high,
leading to possible confusion and error. The simulation indicates
that even under fairly light workload, the difficulty involved in
fully interpreting the microburst threat from a voice warning can
mean the difference between avoidance and penetration. Further
evaluation of communication modes, including a variety of
alphanumeric and graphic formats, will be performed with the
part-task 757/767 simulator.

3.3.3 Message content and timing

The issue of what data is necessary and when it should be
presented is important for either voice or digital transmission. In
either case, a limited amount of information can be contained, and
the iming must be determined to give the crew maximum
awareness while minimizing the increase in workload. An initial
viewpoint can be obtained from the pilot surveys. The responses
indicate that location and intensity of microbursts are clearly the
most important information items. Size, microburst movement,
and intensity trends are of secondary importance, and shape data
is generally felt to be inconsequential.

Location
Intensity
Size
Movement
Inten. Trend

Shape

v 4 v T L] v L} v
0 1 2 3 4 5. 6
Higher Priority —3>

Fig. 10: Pilot ranking of microburst information by
importance

The issues of what constitutes a hazardous microburst,
who should be informed, and when are more difficult to resolve.
The surveys are less clear in this case; the most common
response was that aircraft should be alerted as soon as
microbursts are detected anywhere around the airport vicinity. A
few pilots defined a particular phase of flight, i.e. at the outer
marker, when cleared for approach, or immediately upon entering
Sc terminal area, as the best point for delivery of microburst

erts.

In response to a question about threshold shear levels,
there was general agreement that a windshear agdvisory should be
issued for approximately 10 knots of head-to-tail shear and a
warning for 15 knots of shear. Also, it was almost unanimously
expressed that decisions about the threat posed by windshear in a
particular situation should be made entirely by the pilot, and the
controller's role should be to maintain safe separation during



avoidance maneuvers. However, it remains to be determined
what locations and intensities of microbursts actually constitute a
threat in the view of the pilot. It is impractical to plan on
distribution of all available windshear information in raw form to
all aircraft in a congested terminal area. Some 'threshold hazard
level' needs to be defined, based not only on the windshear
intensity of the microburst, but including other factors such as the
microburst and aircraft locations, aircraft altitude, and desired
flight path.

3.4 Current Research

Research to resolve these issues is being conducted with
the part-task 757/767 simulation shown in Fig. 11. The
simulation uses an IRIS 2400T graphics computer , an autopilot
control panel, and an EFIS control panel to duplicate the
electronic instrumentation and flight dynamics of the aircraft.
Data from TDWR experiments is used to generate simulated
airborne weather radar returns and the windfield over the airport.

DOPPLER
MICROBURST |@———  RADAR
ALERT DATA
t ‘ REFLECTIVITY
MODE S AIRBORNE
COMM RADAR
SIMULATION SIMULATION
AIRCRAFT EFIS
DYNAMICS SIMULATION
AUTO
PILOT

Figure 11: Part-Task 757/767 EFIS Simulation

The initial simulations are based on data provided by
NCAR and the Lincoln Laboratory TDWR evaluations. The
Stapleton incident is very well documented, and serves as a
model for scenario construction. With a suitable sidetask,
workload leveis will be properly adjusted to get a reasonable
range of pilot responses. Once the simulation is validated and a
range of scenarios developed, issues of information format can
be explored. Simulations of Mode-S transmissions with varying
alphanumeric and graphic alert formats can be added, as well as
voice communications, and the differences in pilot decision
making and reaction time can be measured. If the results are
commensurate with the results of the earlier general aviation
simulations, more specific tests can be performed. These will
center around more specific information issues, such as warning
content, timing, and display formats.

4. Conclusions
Based on the above, the following points can be made:

. Technological advances in weather sensors and information
transfer will allow development of sophisticated hazardous
weather detection and alert systems. Design guidelines, centered
around the end user and the available equipment, need to be
applied to these systems.

. Microburst windshear is a - weather hazard of particular
concern and hence provides a good test case for development of
user-oriented weather alert displays. Pilot surveys indicate that
currently available detection and alert systems are not adequate,
and a system for advance detection and alert is needed.

. The events which occurred during the TDWR operational
evaluation on July 11, 1988 were analyzed in the context of
information transfer issues. The observations included the
following: Variability of pilot response to similar microburst
alerts. The verbal relay of microburst alerts was found to induce
delays. The inclusion of microburst alerts with other routine
messages was thought to reduce the sense of urgency of the
alerts. Finally, PIREPS have been found to be extremely
important in validating the TDWR alerts to the user.

. A review of the current state of microburst detection
technology and the analysis of the TDWR operational evaluation
leads to the conclusion that the integration of ground-based
doppler radar, LLWAS and PIREPS, and of a digital datalink
such as Mode-S is the most viable near-term system for reliable
advance warning of windshear.

. A simple flight simulator study has indicated that display of

windshear information with a graphical display of aircraft and
microburst position can result in significantly greater microburst
awareness and greatly improve the probability of avoidance when
compared with standard voice transmission.

. An opinion survey of air carrier pilots was conducted.
Pilots feel that PIREPS and visual clues are the best currently
available methods for microburst detection, while LLWAS and
airborne weather radar are less effective. Also, pilots were
receptive to the idea of displaying windshear information on an
EFIS display, preferring the EFIS to ATC voice
communications. Alphanumeric information and ATIS were
rated poorly for transmission of windshear alerts.

. When asked about microburst alert information content,
pilot specified that microburst location and intensity were the
most important items, followed by size, movement, and intensity
trend information.

. Research is currently in progress to further explore the
issues involved. A part-task Boeing 757/767 simulation has been
developed to address issues of wamning content, timing, and a
selection of alphanumeric and graphical display formats.
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1 Introduction
Planning denotes the formulation of a detailed scheme, program, or method

worked out beforehand for the accomplishment of a goal. It involves the analysis of
the desired goal and its division into sub-goals which are subsequently treated in the
same way until a set of primitive objectives is obtained. A rational plan is prepared
by a reasoner for execution by one or more actors or agents who perform actions to
achieve the objectives. A reasoner is a cognitive system (human or machine) capable
of some level of logical deliberation.

The formulation of complex plans is an arduous process. Computers have been
employed to assist in the creation of plans almost from their inception. One of the first
uses of computers, shortly after World War II, was to solve large linear optimization
problems for military planners. However, the actual creation of a plan by a computer
did not occur until Sussman’s work [1] in 1975. The reason for this delay is that
planning is a cognitive process not directly involving computation; that is, planning
requires symbol manipulation. Also, the composition of a plan is highly domain spe-
cific, so it is difficult to make a general planning program [2]. Domain dependent plan
generation is rule based, and the rules vary from domain to domain. The creation of
plans by a computer had to await the development of a mature symbol manipulation
language, such as Lisp.

2 The Single Actor Assumption
Sussman, and most of those who followed him, made a very powerful simplifying
assumption regarding the domain of a planner. This assumption is that all actions in

the domain are taken by a single actor, the plan executor. Furthermore, that actor is

*Research supported by NASA contract number NGL 22-009-640.
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restricted to taking only one action at a time. This supposition constrains the plan
to consist of a serial sequence of primitive objectives. Because the sequence is non-
overlapping, there is no requirement for the planner to be aware of time in the general
sense. Time in this restricted domain is only measured by the conclusion of a task;
the clock time necessary to complete the task is unimportant. The assumption also
guarantees that the environment is not hostile. Because there is only one actor, and
it carries out the plan, there is no mode by which the plan may fail. This obviates
ezecution monitoring and plan repair.

The central reason for the employment of the single actor assumption is the lack pf
a unified representation of the knowledge required by the more complex environment.
The standard representations employed by classical planners are sufficient to represent
domain knowledge alone. Information concerning causal or temporal relationships
is not domain knowledge in the normal sense. Rather, this kind of information is
an example of more abstract knowledge regarding relationsﬁips between facts known
about the domain. For example, let us analyze the statement, “After snow plowing
is completed, the runway will be returned to service.” This statement is actually
three statements: (1) Snow plowing of the runway will be completed, (2) the runway
will be returned to service, and (3) the period of validity of statement (2) follows
that of statement (1) temporally. Notice that statement (3) is a statement about
statements (1) and (2), without regard to their domain meaning or content. Making
such meta-statements requires a mechanism within the representation language which
allows reference to statements that have previously been made.

The domain of classical planners also provides the reasoner with accurate informa-
tion about the initial state of the domain and a precise goal in terms of the required

final state.



3 The Real World

Although such restricted environments do exist in reality, they are very rare and
usually contrived. In the “real world”, there are multiple actors who can accomplish
tasks simultaneously. Some of the actors may be random or chaotic or even hostile to
the planner — therefore a plan or a part of a plan may fail. There may be clock time
constraints on the accomplishment of a task, as well as relative temporal constraints
between tasks. Additionally, “real world” plans may depend on causality, a notion
completely missing in classical computer planners. A planner in the real world must
not only create a plan. It must schedule! the events of the plan, monitor the execution
of the plan and detect failures, and repair the plan and schedule in light of any failures
that occur.

In “real world” environments, domain information may be incomplete or erroneous.
The planner is required to discover spurious data and to be able to make reasonable
assumptions about missing or incorrect knowledge. F inally, “real world” planners often
must operate in a process management domain, in which there is no final goal, but
rather a continuous requirement to control and keep a system “functioning”. A planner
with such a task must analyze the current and predicted future states of the system

and even create goals.

4 Forward Chaining Inference

Computer reasoners are based on rules. For the purposes of this discussion,
a rule is a generalized statement of deduction. Rules are composed of two parts, an
antecedent consisting of one or more conditions, and a consequent consisting of one

or more declarative statements regarding changes in the reasoner’s knowledge. The

!Scheduling is the assignment of specific times to the objectives determined by a planning process.
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consequent of a rule is valid if and only if all of the conditions in its antecedent are
valid.

When a new statement about the reasoner’s knowledge is asserted, the reasoner
examines the antecedents of its rules to see if any of them are applicable. Those
that are deemed appropriate are queuedv(together with contextual information, in a
structure called a situation) for more detailed examination on the reasoner’s agenda.
When the reasoner completes its analysis of a rule it gets the next rule from the agenda,
until the agenda is empty. The reasoner then has an up to date picture of the domain

until some new observation is perceived.

5 Truth Maintenance

Knowledge about the world can be classified as observed fact and inferred fact.

Observed fact is information provided to the reasoner from some direct

observation of the domain.

Inferred fact is knowledge produced by the reasoner via the application of

its rules.

As its observations of the world change, a reasoner must change its inferred beliefs
in order to preserve a correct representation of reality. To accomplish this, the reasoner
must retain information regarding the evidence supporting each fact that it believes. In
practical applications, this information is kept in a tree structure. The nodes of the tree
represent known ‘fa,cts, while each arc represents an inference relation or dependency
(see Figure 1).

The base nodes in the tree represent observed facts. All other facts in the tree

are inferred facts. When an observation changes, all the inferred facts reachable by
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going down dependency arcs from the modified observation node must be investigated
for correctness. Those found to be incorrect under the new observation must either
be corrected or denied (i.e., deleted from the tree). All inference nodes which are
dependent on a changed or denied node must likewise be inspected.

The process of maintaining a correct set of beliefs through the use of evidence is
called Truth Maintenance (|3] and [4]). It should be noted that the process of truth
maintenance is a form of constraint propagation. It is said that the truth of a node is
constrained by the truth of its supporting nodes. The validities of all inferred facts are
constrained by the validity of the facts that were used as a basis for their deduction.
The inspection and update process propagates down the tree. The system of programs
that implements this constraint propagation process is called a Truth Matntenance

System or TMS.

6 Assumptions and Truth Maintenance

When a reasoner is faced with incomplete information, it must resort to making
tentative assumptions about the questionable domain. The reasoner then proceeds to
infer the consequences of those assumptions on its representation of reality. This is

another classification of knowledge:

Assumed fact is knowledge “guessed” in order to proceed with a chain of

reasoning when the reasoner detects that it is missing some information.

A contradiction occurs whenever a rule deduces a fact that conflicts with another fact
already known to the system. Should a contradiction be detected, the reasoner is
forced to change one or more assumptions. Changing an assumption requires truth

maintenance similar but not identical to that required when changing an observation.



Doyle [3] implicitly defines all non-deduced knowledge in his truth maintenance
system as assumption. There is a disadvantage to this view. It unnecessarily increases
the number of candidates when a contradiction is found. I prefer to view information
that the reasoner observes as different than that which is assumed because of some lack
of knowledge.

The process of changing an assumption when a contradiction is detected requires
two steps. The first is to find an appropriate candidate to change. This step, first
explored by Stallman and Sussman [5], is called “dependency directed backtracking”.
The second step is to remove the offender and replace it with a different assumption,
if possible.

An important question needs to be addressed when reasoning with assumptions:
When is it appropriate to make an assumption? Clearly, just because we can make an
assumption does not mean that we should make it. Making unnecessary assumptions
is expensive and can be confusing. We need to have a criterion which determines the
need to make an assumption. I claim that the only time that we need to make an
assumption is when we want to know some missing information. Thus, when we are
in the middle of deducing something new about our world and we find that we are
missing some fact required in the chain of reasoning, we try to make an assumption
about what is unknown that is congruous to what we do know. Operationally, this
means that we need a special set of rules for making assumptions.

These assumptive rules have the same general form as normal rules. However, they

are different in three significant ways.

1. They are only invoked during the evaluation of the antecedent of a normal rule.

This insures that assumptions are only made when they are required.
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2. If all of the antecedents of an assumptive rule are satisfied, then the consequent
asserts the assumption through the TMS, as usual. However, it is not necessary
to search for other rules which will use the assumption and enqueue situations on
the agenda. This is because if there were another rule requiring the assumption,

the assumption would already have been made.

3. Assumptive rules can be disabled or enabled by the system. There are circum-
stances under which the reasoner can detect that a particular assumption cannot
logically be made, and the associated assumptive rule(s) should not even be con-

sidered. If the circumstances change, the restriction may be lifted.

To understand why assumptive rules should be disabled, consider what must take
place if an assumption results in a contradiction. First, note that contradictions can

occur for two reasons:

1. Suppose that facts A and B are used by rule R, to deduce fact C. Now suppose
that the resaoner observes that not C is true, and that A and B are true. In this
situation, either the user is mistaken about one of the facts, or the rule R, is
incorrect. There is no way for the reasoner to determine which of these premises

is true, so it should stop and explain the situation and ask for a correction.

2. Suppose, again, that facts A and B are used by rule R; to deduce fact C. Now
suppose that the reasoner observes that A is true, and that the system has no
knowledge about B. The fact that A is true will cause the reasoner to attempt
to run rule R;. When the antecedent requiring B is evaluated, the reasoner will
come up empty handed and then endeavor to make an assumption about B. If

there is an appropriate assumptive rule AR; which succeeds, assumption B' is



asserted. The (' resulting from R; will also be an assumption. Now, if not (' is

true, a contradiction will occur.

Contradictions involving assumptions need to be looked at in greater detail. In the
example above, clearly the reasoner should deny both C' and B’. In addition, it should
mark the assumptive rule AR, as unusable (i.e. disabled) as long as not (' is known to
be true. It can then consider other assumptive rules that may result in an alternative
hypothesis for B. If there are no more assumptive rules for B, then processing of R,

must be terminated.

7 Time and Truth Maintenance

The truth maintenance systems of Doyle and DeKleer do not concern themselves
with an environment that changes with time. In these systems, either a statement is
supported by current data, or it is not.

When new data are obtained, truth maintenance systems change the implications
that were previously derived based on old knowledge. Consider the following rules for

a resource allocator:
1. You may only allocate a resource if it is not already allocated (in use).

2. If you do not know that a resource has been allocated, you may assume that it

is available (not allocated).

In a system with truth maintenance, if the allocator wants to assign a resource, it looks
for one which is uncommitted. Suppose that it only finds resources that are already
committed or about which it is ignorant. It then assumes that one of the uncommitted
resources is ‘available. Based on the evidence of that supposition, the resource can be

allocated. When the resource is allocated, the assumption that it is available is no
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longer true, and the TMS removes it. But the assumption of availability was the
evidence supporting the action of allocating the resource in the first place, so it must
remove the fact that it has allocated the resource, too. This is a variant of the famous
statement, “This statement is not true.” The system wants to state that the resource
is available and unavailable at the same time. While the TMS may be able to detect
circularities of this kind, it cannot properly resolve them without modification.

The reason that the TMS gets into trouble in the resource allocation problem is
that it has no temporal knowledge. All of its statements must be true at all times. To
correct this difficulty, it must be able to reason not only why a statement is true, but
when it is true, as well.

Interest in temporal reasoning has increased recently. Notable work has been done
by James Allen (6] and [7]), Tom Dean ([8] and [9]), and Yoav Shoham ([10] and [11]).
Prior to their work, the most that one could do was to “time tag” each fact in the
system with the clock time at which it was asserted.

The real break through in Allen’s work is the idea that most temporal references
about facts are relative to temporal references of other facts. Allen further postulates
that temporal references are not points in time, but intervals. That is, there is a period
of time, which I like to call the “validity interval” of the fact, during which the fact is
true.

Very few, if any, facts are actually tagged with a clock time in Allen’s system. In-
stead, most validity intervals are determined by constraints derived from relationships
to other facts. For example, two facts may be connected by an “after” relation: “The
runway may be returned to service after the plowing is completed.” The significance
of this connection is that if the period of validity of the plowing operation is extended

(i.e., the plowing takes longer than was expected), the runway must be returned to



service later. The period of validity of the plowing operation constrains the validity
period of the return to service. The result is another constraint propagation network,
but a rather complex one. While it has been shown [12] that the maintenance of the full
temporal network described by Allen is at least NP-hard, the approach hasinteresting
implications to truth maintenance systems.

In the truth maintenance constraint propagation process described above, the arcs
in the network identify a single relationship: implication. According to Allen, there are
thirteen different ways that one temporal interval can be related to another. Further,
there is a transitive algebra that allows one to compute the relationship between two
intervals that have known relationships to a common interval. This means that it is
not necessary to keep all of the arcs that could connect the nodes in the net, but only
a sufficient number of them to allow the others to be computed as necessary. The
computation- of a transitive relation is claimed to be fast, so it seems reasonable to
keep only a minimum network.

Every fact known to the system must have an associated temporal validity interval.
Facts which are true at all times have a special temporal interval “ALWAYS”. While
we could also support facts which are never true with another special interval, it is
more efficient to simply exclude them all together. Note that a statement of the form
“X is never true” is a true statement over the interval ALWAYS.

In a planning domain, it is not enough to simply change the rules to incorporate
temporal intervals and use Allen’s transitive operators. To see this, consider the re-
source allocator previously discussed. In a temporal environment, the rules must be

modified to include validity interval information:

1. You may only allocate a resource during a time interval T if it is not already

allocated at any time during T.

P
[
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2. If you do not know that a resource has been allocated during a time interval T,

you may assume that it is available for allocation during T .

All that this addition does is to restrict the interval of time from all time to the
interval T. While it is a necessary addition to the rules for operation in a temporal
environment, the reader will see by stepping through the previous exercise that it is
not sufficient to solve the problem.

The solution to the problem can be realized by observing the logic employed by a
human scheduler. The human is aware of two times while constructing the schedule.
One of the times is the period during which the resource is to be allocated, called T
above. The other time is the actual time that the plan is being constructed, the plan-
ner’s now. The planner is not only aware of the time sequence of the proposed schedule,
but of the sequence of events during plan construction. In a temporal environment,
contradiction can only happen between facts which have overlapping temporal valid-
ity intervals. In the same way that new information can change the truth of implied
facts in the TMS, new information can change the temporal validity intervals of facts
that were already known in the temporal system. This process goes beyond simply
computing the relationship between two facts in the network.

As an example, let us re-examine the resource allocation problem once again. Sup-
pose the allocator wants to assign a resource during a time interval T. It begins by
looking for an uncommitted resource. Suppose, as previously, it finds only resources
which are committed during T or about which it is ignorant concerning allocation sta-
tus during T. It can then assume, at time 7;, that one of these unknown resources is
available during T. Note that 7, is the time that the availability assumption is made,
and has nothing to do with the proposed schedule time 7. The temporal validity in-

terval of the assumption is from 7m; to forever. On the basis of the assumption, the



resource can be allocated during T at time 75, which is later than r;. This allocation
produces a fact that the resource is not available for the period T, with a temporal
validity interval from 7; to forever. The effect of this new fact is not, however, to
completely remove the assumption that the resource was available from 7; to forever.
Rather, it removes the validity of that assumption from 7; to forever. This leaves the
assumption that the resource is available valid from 7, to 73. Thus the evidence for the
allocation step remains valid.

This mechanism is still a form of constraint propagation, since the new information
about the plan constrains the temporal validity interval of old plan information. While
it is possible that this change may effect the validity intervals of yet other facts, in

practice it does so only rarely.

8 Conclusions

In this report, I have described some of the logical components of a rule based
planning and scheduling system. I have pointed out a deficiency in the conventional
truth maintenance approach to this class of problems and suggested a new mechanism
which overcomes the problem.

This extension of the idea of justification truth maintenance may seem at first to be
a small philosophical step. However, it embodies a process of basic human reasoning
which is so common and automatic as to escape conscious detection without careful
introspection. It is vital to any successful implementation of a rule based planning

reasoner.
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INVESTIGATION OF AIR TRANSPORTATION
TECHNOLOGY
AT OHIO UNIVERSITY
1988-1989

Richard H. McFarland
Department of Electrical and Computer Engineering

Ohio University
Athens, Ohio

INTRODUCTORY REMARKS

This year has been an especially exciting one at Ohio University with
engineering research into three very contemporary issues. Not only does the
technical content stir excitement in the lives of young engineers-in-training but
also it provides for our more senior staff an opportunity for a critical insight into
topics that are of current interest to our society. This judgment is made based on
the kind and amount of response that has been received at technical meetings and the
interest in government concerning the new technical findings.

The first major topic is the use of the NAVSTAR Global Positioning
System (GPS) for purposes other than the original military application. Because
Ohio University has been pursuing research for many years in the field of air
navigation by using Loran-C it was logical that it would be integrated into the
thinking of those here at Ohio who were specializing in GPS navigation.
Combining these two areas into one involving interoperability was quite logical and
natural. This is especially true when one considers that there are certain
deficiencies known to exist with the GPS which need early solution for this
expensive system to have maximum societal benefit. These deficiencies,
monitoring for integrity and incomplete global coverage challenged technical staff
and students to come up with solutions without adding substantial costs. A good
solution will ultimately allow GPS and Loran to be considered and designated as a
hybrid sole means of air navigation.

Work was performed by Frank van Graas to show an effective
complementary structure. This work was progressively reported over the last two
years and serves as the principal element in his Doctoral Dissertation completed in
November 1988 The originality of the work was documented in his article in the
Summer 1988 Issue of the Journal of The Institute of Navigation? The work is
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significant enough that national interest in GPS/Loran interoperability has
developed at least in part because of the positive results of van Graas' work.

The second major area of work which has carried its own excitement with
it, especially with pilots who fly regularly, is that of uplinking of near real-time
weather data to the cockpit. Adverse wgather can be life threatening. The pilot is
the one person who is in fact and by regulation given the responsibility of the safety
of the flight. Yet, he is the person who sometimes has the least amount of
meaningful information. Considerable weather data are presently being generated
by the Federal Aviation Administration (FAA) and the National Weather Service.
Newer and better radars, for example, are providing more complete and detailed
weather products which are essentially unavailable to the pilot in flight when he
needs these most. Some of the best data comes in graphical form and there is no
provision to get this to the cockpit where the decision is made.

Perhaps it is better said that without the product there would be more
excitement in the back of the aircraft and in the cockpit, too. Excitement admittedly
can come in various forms, but the weather data uplink research provided some
true technical excitement when Craig Parker presented his results® from his Masters
Thesis project. He demonstrated an impressive data compression for weather
data which makes it quite realistic to place this data stream on available, aircraft
common very-high frequency (VHF) communication channels.

The potential benefits available from Parker's work are many. More
extensive, complete data, some in graphical form being available to the pilot, can
only translate into higher levels of aeronautical safety. The well-recognized 40%
figure of aircraft accidents related to weather can be expected to decrease with
implementation of weather data uplinks. The issue of how to handle the mass of
available data is addressed by Parker. More information bits per unit time per
channel is what is needed and the thesis covers several possibilities. One of these,
quadrature phase shift keying was demonstrated as part of the thesis program with
an uplink to an aircraft in flight using a Piper Saratoga plus some live link work for
the conference room during the thesis defense.

This FAA/NASA supported program has made it possible for these
important projects to exist. High quality technical results have been derived from
this work, and quite importantly for Ohio University, the students involved, and
society as a whole, have derived benefits which should prove to be extraordinary.

High Speed Civil Transport (HSCT) technology is being addressed now and
the work product will be discussed and reported in the near future. In this topic, as



with the other more mature topics of investigation, both undergraduate and
graduate students have been involved along with four Electrical and Computer
Engineering faculty members. A total of five students have participated over this
past year. Indications from prospective employers are that this program is an
important item helping establish credibility for new engineers. Ohio University
strongly believes this program is a very important part of its educational program
in engineering.

Evidence of the productivity of the program can be obtained by referring
to the annotated bibliography which follows.

ANNOTATED REFERENCES OF 1988 PUBLICATIONS

1. van Graas, F.: Hybrid GPS/Loran-C: A Next-Generation of Sole Means Air
Navigation. Ohio University, Department of Electrical and Computer
Engineering, Dissertation, November 1988.

This paper describes a new technique that hybridizes the NAVSTAR Global
Positioning System (GPS) and the Long Range Navigation system, Loran-C, based
on a generic pseudorange processing technique. The concept, theoretical analysis,
and justification of a hybrid GPS/Loran-C system are presented, along with a
scheme for meeting sole means of navigation requirements. Following the design
and modeling phase, a prototype GPS/Loran-C receiver was developed and
implemented. The hybrid GPS/Loran-C receiver concept was proved through an
actual flight-test, which was referenced to a Differential GPS truth trajectory. The
hybrid system has the potential to meet all requirements for a next generation of
sole means of air navigation for the conterminous United States.

2. van Graas, F.: Sole Means Navigation Through Hybrid Loran-C and GPS.
Navigation: Journal of The Institute of Navigation, Vol. 35, No. 2, Summer 1988.

A minimum of four GPS range measurements or two Loran-C time
differences is normally required for a position solution for en route navigation,
area navigation, and nonprecision approaches. This paper describes a new
technique that hybridizes GPS and Loran-C used in the pseudorange mode to
process efficiently all available navigation information. Emphasis is placed on
combined GPS and Loran-C timing, both for the ground/space facilities and the
user equipment. The hybrid system has the potential to solve the GPS and Loran-C
integrity and availability problems; more measurements are available than are
required for the navigation solution.
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3. McFarland, R.H. and Parker, C.B.: Weather Data Dissemination to Aircraft.
Proceedings of the ATAA 27th Aerospace Sciences Meeting, AIAA Paper 89-0809,
Reno, Nevada, January 9-12, 1989.

Documentation exists that shows weather to be responsible for
approximately 40 percent of all general aviation accidents with fatalities. Weather
data products on the ground are becoming more sophisticated and greater in
number. Although many of these data are critical to aircraft safety, they currently
must be transmitted verbally to the aircraft. This process is labor intensive and
provides a low rate of information transfer. Consequently, the pilot is often forced
to make life-critical decisions based on incomplete and outdated information.

Automated transmission of weather data from the ground to the aircraft can
provide the aircrew with accurate data in near real time. The current National
Airspace System Plan calls for such an uplink capability to be provided by the Mode
S beacon system data link. Although this system has a very advanced data link
capability, it will not be capable of providing adequate weather data to all airspace
users in its planned configuration. This paper delineates some of the important
weather data uplink system requirements, and describes a system which is capable
of meeting these requirements. The proposed system utilizes a run-length coding
technique for image data compression and a hybrid phase and amplitude modulation
technique for the simultaneous transmission of both voice and weather data on
existing aeronautical Very High Frequency (VHF) voice communication channels.
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SUMMARY

Current navigation requirements depend on a geometric dilution of
precision (GDOP) criterion. As long as the GDOP stays below a specified value,
navigation requirements are met. The GDOP will exceed the specified value when
the measurement geometry becomes too collinear. A new signal processing
technique, called Ridge Regression Processing, can reduce the effects of nearly
collinear measurement geometry; thereby reducing the inflation of the
measurement errors. It is shown that the Ridge signal processor gives a consistently
better mean squared error (MSE) in position than the Ordinary Least Mean Squares
(OLS) estimator. The applicability of this technique is currently being investigated
to improve the following areas: receiver autonomous integrity monitoring
(RAIM), coverage requirements, availability requirements, and precision
approaches.

BACKGROUND

Ridge Regression was developed by statisticians Hoerl and Kennard in 1970
(ref. 1). Throughout the 70's Ridge Regression was a controversial topic in the
statistics world as shown by Efron (ref. 2). This was because Ridge Regression is a
biased estimation technique - it goes against the traditional unbiased Ordinary Least
Mean Squares (OLS) technique which has been used since Gauss. Based on the
statistician's Ridge Regression techniques, a Ridge signal processor was developed
in 1988 by Kelly (ref. 3) for navigation applications.

A navigation system gives a number of measurements that one tries to find

system states (i.e. position, velocity, etc.) from by using a linear measurement
model. The linear measurement model is given by the following equation:
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Y =HBi+e

where: Y is the measurement vector
H is the data matrix
B is the system state vector
¢ is the measurement noise vector

If no noise were present in the measurements,  could be solved for directly by
taking the inverse of H and multiplying it by Y. But since measurement noise exists,
B must be estimated.

The OLS solution is given by the following equation:
ﬁOLS — [HTH]'I HTX

The GDOP, which is a factor that relates range errors and position errors, may be
calculated by taking the TRACE of the first term of this equation, (HTH) 1.
Looking more closely at this first term, one can see that when the values of the
diagonal terms of the HTH matrix get smaller, GDOP increases. The second term
of the equation, HTY, is known as the smoothing function.

The Ridge Regression solution is given below:
Bg = [HTH + «I]'1HTY

Again, the inflation of the position errors is calculated by taking the TRACE of the
first term of the equation. But notice that it now includes a variable, x, which is
added 'to the diagonal elements of the HTH matrix. This variable, k, limits the
minimum values that the diagonal elements of this matrix can obtain, thereby
limiting the inflation of the position errors to some maximum value. By limiting
the inflation of the position errors, a better position estimate may be obtained.

RIDGE REGRESSION PROCESSING CONCEPTS

For navigation, the most important factor is the mean squared error (MSE)
in position. The MSE grows as the GDOP grows. In order to understand GDOP, a
look must be taken at the so-called "geometry problem". For example, if two range



measurements have a crossing angle of 90 degrees, the geometry is said to be
"good"; but if the crossing angle between two range measurements is small, the
geometry is said to be "bad". This geometry problem is embodied in the GDOP
factor which, when using the OLS technique, is as low as 1.4 for good geometry
(crossing angle is 90 degrees) and as high as 86 for bad geometry (crossing angle is
1 degree).

When bad geometry exists, the OLS technique inflates the variance of the
errors around the true solution in the form of an error ellipsoid. The Ridge
Regression technique adds a small bias to the true solution which in turn reduces the
variance greatly, thereby giving a smaller MSE. Recall that the MSE is given by the
bias term squared plus the variance, see figure 1.

A simulation is given for the Distance Measurement Equipment (DME)
system with an aircraft, traveling at constant velocity, making range measurements
to two DME stations. This simulation compares the performance of the OLS batch
estimator to the Ridge Batch estimator. The simulation set-up is shown in figure 2.
From figure 2, gamma is defined to be the crossing angle between two
measurements. Notice that the error ellipsoid around the aircraft is a strong
function of gamma (along with the measurement noise).

The simulation results are given in figure 3. Figure 3 compares the OLS
estimator to the Ridge estimator for a crossing angle, gamma, of 1 degree. This
figure shows graphically how the OLS estimator is centered on the true solution but
allows the variance of the errors to grow greatly for small crossing angles. The
Ridge estimator reduces this error variance, while introducing a small bias, giving
an area of errors which is off from the true solution but having an overall smaller
MSE (by a factor of 100!). The reduction of the MSE is achieved by choosing an
appropriate bias term, x. (Note that when x is equal to 0, the Ridge estimator
becomes the OLS estimator).

FUTURE RESEARCH

The effectiveness of receiver autonomous integrity monitoring (RAIM) for
the Global Positioning (GPS) should be significantly improved by using the Ridge
Regression Processing technique (ref. 4). Navigation system integrity is defined as
the detection of a signal failure and a warning to the pilot that the system is not
operating within required performance limits. (The FAA requires that the pilot be
notified within 10 seconds during a nonprecision approach of a signal failure for a
system to have integrity.) Right now, because there are times when bad geometry
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exists among the GPS satellite sub-sets, integrity monitoring cannot be performed
about 15% of the time. With Ridge Regression Processing used in place of the
current OLS solution, GPS monitoring performance should improve.

Another avenue that needs to be pursued is the implementation of a
recursive Ridge processor for precision approach applications. For precision
approaches, very accurate positioning and fast output of the guidance information
to the pilot is needed. The current Ridge batch processor used in the above DME
simulation may give better position estimates when used in cooperation with the
Kalman filter. But being a batch process, it may introduce too much lag in the
guidance information. Therefore, the implementation of a recursive Ridge
processor is desirable.
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Figure 1. Comparison of unbiased and biased solutions and definition of
Mean Squared Error (MSE).
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OPTIMIZATION OF THE EFFECTIVE GPS DATA RATE

David S. Mclntyre
Ohio University
Athens, Ohio

SUMMARY

Ohio University's Avionics Engineering Center is performing research
directed towards the integration of the NAVSTAR Global Positioning System
(GPS) and the Inertial Navigation System (INS) for attitude and heading
determination. The integration of GPS/INS offers synergistic benefits. INS gyro
drift error can be compensated by the long-term stability of GPS by means of an
in-flight data monitoring algorithm. Using GPS data as a reference is more
advantageous than implementing an additional INS since GPS offers a dissimilar
redundancy to the attitude and heading determination configuration. In converse,
the short-term stability of the INS can be used to correct or substitute for faulty
GPS data due to tracking loop phase lag or data gaps because of satellite shielding.

The optimization of the effective GPS data rate is essential for the proper
execution of an integrated GPS/INS in-flight algorithm. GPS attitude and heading
information must be consistently available during INS outages. Present research
efforts involve the development of an in-flight algorithm that maximizes the
potential of integrated GPS/INS. This algorithm determines the acceptable limits of
phase lag that the GPS tracking loop introduces to the flight control system (FCS)
during the transmission of information. Once these calculated limits are exceeded,
INS data areused to. insure the continuous availability of attitude and heading
information to the flight control system, as depicted in figure 1.

OVERVIEW OF GPS RECEIVER TRACKING LOOPS

Both code and carrier tracking loops are implemented in a GPS receiver to
abstract navigation information. Each channel of the receiver measures an antenna
phase center location on the aircraft (see figure 2). Through interferometric
measurements, the receiver obtains the navigation signal. The GPS signal is tracked
by the carrier and code tracking loops. Both tracking loops are based on
phase-locked loop (PLL) principles. The phase-locked loop is a negative feedback
system which consists of three principal components: a multiplier, a
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voltage-controlled oscillator (VCO) and a loop filter. A reference signal is
generated by the VCO and is continuously adjusted until its phase is equal to the
phase of the carrier component of the GPS input signal.

The GPS navigation code is retrieved by an analogous method implemented
in the carrier tracking loop. The input code is compared with a locally - generated
reference code. An early/late detector determines whether the two codes match
through the use of a correlator. Once the code is acquired, it can be combined with
the carrier component to be used as the real-time reference by the carrier tracking
loop. As aresult, both the code and carrier tracking loop functions are mutually
dependent upon one another during the continuous tracking of the GPS signal, as
shown in figure 3.

DETERMINATION OF THE EFFECTIVE GPS DATA RATE

The acceptable level of phase lag introduced by the GPS guidance
information into the flight control system during, for instance, a precision
approach is 6 degrees for a guidance-loop bandwidth of 1.5 radians per second. If
this phase lag level is exceeded, the overall phase margin of the FCS becomes too
small, thereby reducing the stability of the FCS. To optimize the GPS data rate, the
tracking loop bandwidth in the GPS receiver must be designed to meet the above
requirement. Too narrow a bandwidth will introduce a phase lag to the flight
control system since the tracking loop configuration will take longer to track the
signal dynamics. In converse, too wide a loop bandwidth will introduce excessive
noise into the tracking loops.

Tracking loop bandwidth optimization can be achieved by characterizing a
given tracking loop circuitry in a GPS receiver through computer simulation. Ina
simulation environment individual component parameters can be adjusted to
narrow the loop bandwidth. The effective data rate is varied by changing the loop
parameters. As the data rate approaches the limiting phase lag of the flight control
system, the tracking loop bandwidth parameters will approach optimum values. If
no satisfactory parameters can be determined, then additional information is
required, which could be provided by an INS.

A sensitivity analysis will determine which parameters have the most effect
on the phase response of the tracking loop circuitry. Since numerous combinations
of parameter values can be combined to produce an equivalent phase response,
practical design constraints will be considered to determine the optimum set of
parameter values.
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CONCLUSIONS

Once the effective GPS data rate is determined, the phase response of the
transfer of data to the flight control system can be measured. Optimum loop
parameters can be chosen to minimize phase lag through simulation.

If the effective GPS data rate is unacceptable during flight dynamics,
inertial aiding must be implemented to increase the effective data rate presented to
the FCS. The synergistic advantages of employing these two dissimilar systems
contribute to a continuous supply of navigation information at an acceptable rate to
the flight control system.

BIBLIOGRAPHY

1. Copps, E., Geier, G., Fidler, W., and Grundy, P.: Optimal Processing of GPS
Signals. Special Issue on the Global Positioning System, Vol. 2, The
Institute of Navigation, 1984, pp. 13-24.

2. Ward, P.: An Inside View of Pseudorange and Delta Pseudorange
Measurements in a Digital Navstar GPS Receiver. Paper presented at the
ITC/USA/81 International Telemetering Conference, San Diego, Ca.,
October 1981.

3. Kelly, R. J., and Cusick, D.: Distance Measuring Equipment and Its Evolving
Role in Aviation. Advances in Electronics and Electron Physics, Vol. 68,
Academic Press, Inc., 1986.

107



-l

/

x
///

Figure 3.

N s !
I \S 7 I 4
! N // U
I W Ve Y
\ 4
I \ d
W s n -
| \ s v -
l \ 7 n_.-
\ L7 P ’
~ i \
~ 0~ \ rd
SIS~ ! AN d o /
SS TS ! N P It s 7
~ ~ N/ N\ el 17 /
N ~ \'\ 7\ I /
N ~ ~ N - 1] 7/
~ | ~ I
N \\ . 4 Ve X / /
N l -~ ~/ /( \ / /
N ! S AR YNg AT / Ve
N P N ly 7
[ 7 > ~ Va4
N PR ~x N /7
N ] /s ~ NN /s /7
v ~ DN/
AN [ w
A P /

GPS Interferometric measurement scheme.

109




SOLE MEANS NAVIGATION AND INTEGRITY THROUGH
HYBRID LORAN-C AND NAVSTAR GPS

Frank van Graas
Avionics Engineering Center
Ohio University
BIOGRAPHY

Ir. Frank van Graas received the B.S, degree in 1983 and
the "Ingenieurs" degree in 1985, both in electrical
engineering with specialization Avioniecs from Delft
University of Technology, Delft, the Netherlands,
Currently he is a research associate for the Avionics
Engineering Center and Ph.D., student at Ohio University.
During the past three years he has been involved with
the NASA Ames differential GPS program, and system
development and flight testing of GPS and LORAN-C.

ABSTRACT

A minimum of four GPS range measurements or two LORAN-C
Time Differences (IDs) is normally required for a
position solution for enroute navigation, area
navigation, and non-precision approaches.

This paper describes a new technique that hybridizes GPS
and LORAN-C used in the pseudorange mode to process
efficiently all available navigation information.
Emphasis is placed on combined GPS and LORAN-C timing,
both for the ground/space facilities and the user.

The hybrid system has the potential to solve the GPS and
LORAN-C integrity problems; more range measurements are
available than required for the navigation solution.

1.0 INTRODUCTION

The NAVSTAR Global Positioning System (GPS) is expected
to become operational around 1991. At that time, given
the currently planned 21 satellite constellation, GPS
will only qualify for a supplemental type certification.
GPS does not fulfill the integrity requirements for a
sole means navigation system. Several schemes have been
proposed to solve the GPS integrity problem, including
additional GPS satellites, geostationary satellites with
ground based monitoring stations, and differential GPS.
These approaches require either major government
investments or significantly increased user costs
(additional uplink equipment).

Another way to achieve integrity is by combining
navigation systems. For the continental United States,
the Long Range Navigation system, LORAN-C, combined with
GPS has the potential to meet both the availability and
the integrity requirements for a sole means navigation
system. In addition, it is expected that the
requirements for non-precision approaches will be
fulfilled.

This paper is mainly concerned with the interoperability
of LORAN-C and GPS. It should be emphasized that other
navigation aids such as Omega, DME, IMU/INS, and
altimeter could be integrated as well. The resulting
navigation system should be based on a generic design
that allows for effective and transparent processing of
all navigation data simplifying certification and
training procedures.

2.0 WHAT CONSTITUTES A SOLE MEANS NAVIGATION SYSTEM ?

Air navigation in controlled airspace requires the
presence of a sole means navigation system, Although
many descriptions and even a definition® exist for a
sole means navigation system, not all requirements that
constitute such a system are specified. Consequently,
the question raised in the title of this section cannot
be fully answered.

Looking at currently accepted sole means navigation
systems such as VOR/DME, and considering five major
performance characteristics: accuracy, availability,

N90-20933M
reliability, coverage,.and integrity, both the known
requirements and deficiencies of the definition for a
sole means navigation system can be derived as follows:

(Formal definitions for some of the requirements can be
found in references [1,27).

Accuracx: Both current accuracy requirements and future
goals exist., Table 1 summarizes these accuracies for
specific phases of flight in the continental United
States (CONUS).

Coverage: Navigation signals must be adequate to
determine position accurately within the coverage area.

Availability: This is the percentage of time that the
navigation system can be used at a certain location.
Availability should be close to 100 percent (VOR); the
exact percentage is not specified, Generally, the
requirement states that a system outage should not
overload the air traffic controller. Whether an
availability of 99.9% (526 minutes of outage during a
year) or 99.9999% (32 seconds of outage during a year)
would satisfy this requirement is not known, Also, a
VOR outage only affects a relatively small area; a
failing GPS satellite affects a large service area.

Reliability: This is the probability that a system will be
operational continuously over a specified period of time
at a certain location. A low reliability indicates that
the system is likely to experience an outage over the
specified period of time. Systems with long outage
periods should therefore be very reliable. Solid-state
VOR or DME stations have a specified Mean Time Between
Failure (MTBF) of 10,000 hours [4]). For area
navigation, two signals are needed at the same time.
Redundant VOR/DME results then in a reliability of 95%
over a period of approximately 120 days.

Integrity: This is a fairly recent requirement for
navigation systems, An adequate definition of integrity
used for the Institute of Navigation workshop on GPS
integrity is given by [5]:

Guaranteeing to the user (with probability p) that
he will be promptly (within time T) notified when
GPS system induced errors are greater than a
prespecified level,

Other definitions of integrity exist, they all have the
same three ingredients: a warning time T, an error
limit, and a probability p. The integrity working group
of RTCA Special Committee 159 has developed goals for
warning times and error limits, these goals are

summarized in Table 2 for navigation in CONUS [5]. &
figure for probability has not been specified.

3.0 AVIONICS EQUIPMENT INTEGRATION OPTIONS

The avionics implementation of combined LORAN-C and GPS
can be divided into two approaches:

1) Two Separate Systems. This approach requires a
third system that combines the two receivers in
one of the following ways:

a) A (processor) system that obtains
navigation data from the GPS and the LORAN-
C receivers, executes the integrity
checking algorithms, and provides the
"best" navigation solution to the pilot
(this solution may be based on data from
both systems).

b

~

An interface that converts the data from
one system in such a way that it can be
used as an extra input to the other system
(e.g. LORAN-C as a pseudolite input to the
GPS receiver). This approach might require
minor modifications to the data receiving
system.

* The 1984 Federal Radionavigation Plan [1] gives the following definition for a Sole Means Air Navigation SYstem: An
approved navigation system that can be used for specific phases of air navigation in controlled airspace without the

need for any other navigation system.
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(1)@
Current System( H2)
Accuracy Requirements Future System
Phases of Flight AC90-45A 3] Accuracy Requirements
95% conf. for cross track FRP-84 {1]
and al'oqr’lg track 2 drms
Enroute Domestic 1.5 nmi 1000 m
Terminal 1.1 nmi 500 m
Non-Precision Approach 0.3 nmi 100 m

1) SFystem accuracy requirements do not include
light Technical Errors.

(2) Does not include radiated signal accuracy. It is
not clear from AC 90-45A how to account for these errors.

Table 1. Current and future navigation system accuracy
requirements for specific phases of flight in the
continental United States.

Phases of Flight Radial Alarm Limit Time to Alarm
Enroute Domestic 1000 m 30 s
Terminal 500 m 10 s
Non-Precision Approach 100 m . 6s

Table 2, Goals for integrity criteria as developed by the
integrity working group of RTCA Special Committee 159,
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2)  Hybrid GPS and LORAN-C. Several grades of
hybridization can be implemented. Since this
system is currently non-existent, it is
necessary to identify the most effective method
of hybridization.

Figure 1 illustrates the separated and hybridized
GPS/LORAN-C functional block diagrams. The main
features of the hybrid system are the shared clock and
receiver/processor assembly. The shared clock enables
both systems to obtain timing information from each
other, maximizing the use of all available navigation
information., This will be illustrated in more detail in
section 6.

Before the introduction of the navigation solution for
combined GPS/LORAN-C it is necessary to take a close
look at the timing of both systems. GPS maintains all
timing relations between the space segment and the
ground segment, However, for navigation users LORAN-C
timing is established for each chain only. Current
developments in LORAN-C include proposed system timing
changes. This will result in a major improvement of
navigational accuracies, Section 5 presents LORAN-C
timing options and their effects on the navigation
accuracy. LORAN-C pseudoranging is emphasized, since
this allows for LORAN-C signal processing in a manner
very similar to GPS, and will take advantage of the
LORAN-C clock information.

4.0 GPS TIMING AND COVERAGE

The timing of the GPS system is very well defined (6].
The Master Control Station at Falcon AFS maintains GPS
system time. Each satellite operates on its own
reference time (space vehicle time) which is closely
monitored by the GPS Ground Control Segment.

Information about space vehicle clock phase offset with
respect to GPS time can be calculated continuously from
the navigation data transmitted by the satellites with a
typical accuracy of 15 nanoseconds [7].

Currently, GPS system time is monitored to within 100
nanoseconds with respect to Universal Time, Coordinated
(UTC). Offset between GPS time and UTC is also
transmitted by the satellites and can be determined
continuously by the user with a resolution of 1
nanosecond [6], ' With the installation of three hydrogen
masers at the Master Control Station, the capability
exists to determine time offset between UTC and GPS time
to within 30 nanoseconis [8]. -

The 21 satellite constellation will provide full
coverage for CONUS. However, there are several hours
out of each day that only four satellites are visible.
During these periods, there is no ability to detect so-
called "soft" GPS errors, such as might result from
satellite clock degradation. Periods of limited
visibility are also vulnerable to single satellite
outages, causing the GPS system to be unavailable. The
availability of the 21 satellite constellation is
estimated to be about 75% [9].

5.0 LORAN-C TIMING AND PSEUDORANGE COVERAGE

In order to consider the effect of LORAN-C system timing
on navigation and timing accuracies, four timing options
with respect to LORAN-C and GPS/LORAN-C interoperability
are described below, Table 3 summarizes the anticipated
error budgets for pseudorange measurements to LORAN
transmitters for the four timing options. Although not
specifically mentioned in the following sections,
pseudorange measurements are considered to be made with
respect to a known time reference (UTC or GPS) at the
user., In general, the knowledge of UTC or GPS time at
the user is not only a function of geometry, but also
depends on the magnitude of common bias errors in the
pseudoranges (e.g. unmodeled propagation delays). These
errors hardly affect the position solution, but will
appear as an additional bias in the estimate of the
system time reference (UTC/GPS). Note also that
receiver hardware delays from the antenna phase center

to the measurement point in the receiver are considered
to be calibrated and known,

5.1 Current LORAN-C Timing.

LORAN-C Master station transmissions are synchronized to
UTC within + 2.5 microseconds. Whenever a Master drifts
too far away from UTC, two methods can be used to adjust
the offset: a frequency adjustment or a microphase
stepper adjustment. Intentional time-steps and
frequency adjustments are always announced in advance
[10]. Frequency adjustments are on the same order as
the drift rates of the LORAN Cesium frequency
references, typically 50 - 300 nanoseconds per day.

Secondary stations are held to within + 50 nanoseconds
of the Controlling Standard Time Difference (CSTD), a
reference TD established for each Master-Secondary pair,
measured by a System Area Monitor (SAM). The SAM
initiates Local Phase Adjustments (LPAs) at the
Secondary station to maintain the CSTD. This results in
an extremely stable TD for users close to the line-of-
position (LOP) the SAM is located on.

The main disadvantage of the current LORAN-C timing
procedure is that the time of transmission of the
Secondary station varies when propagation delays to the
monitor (SAM) vary. This results in an uneven error
distribution with relatively large errors in areas not
close to the line-of-position defined by the CSTD
{11,12). Also, propagation delay models cannot be
applied easily; besides the signal path delay from the
Secondary transmitter to user, the variations caused by
the SAM would need to be predicted as well,

5.2 Master Station Time of Transmission Control.

Controlling the LORAN-C Master stations to an accuracy
of better than 100 nanoseconds with respect to UTC will
reduce the uncertainty of the LORAN-C clock phase offset
relative to GPS. Including propagation uncertainties,
pseudorange measurements to Master stations could be
within 200 nanoseconds. Ranging to Secondaries would
introduce approximately another 100 nanoseconds due to
chain timing and temporal propaéation effects. Users of
LORAN-C only will see no net change. In fact, LORAN-C
users can benefit from the increased coverage and
accuracy offered by cross-chaining, approximately a
factor of 2 in position accuracy with respect to current
LORAN-C, mainly caused by improved geomsetry.

5.3 Time of Transmission Control for all LORAN-C
Stations.

This option proposes a radical change in the timing
control of the LORAN-C system. Each transmitter will be
synchronized with respect to UTC. This approach is
similar to the French direct ranging LORAN-C chain where
GPS is used to monitor the timing control 1121,

Time of transmission control will result in improved
navigation accuracies for areas not close to line-of-
positions maintained by SAMs., The main disadvantage of
this option is the upward compatibility of existing
LORAN-C receivers. The very high TD repeatability
around the SAM will be lost, and tables for ASF
corrections would have to be replaced by propagation
delay models. Single chain LORAN-C users would not
necessarily see an improvement in navigation accuracy
when compared with Master time of transmission control.
Chain timing errors and temporal propagation effects
would be replaced by timing uncertainties with respect
to UTC. Cross-chaining users on the other hand would
benefit tremendously; all transmitters are equal,
opening up a larger coverage area with good geometry.
This would also increase the LORAN system availability:
a failing Master station does not result in an unusable
chain,

For the combined GPS/LORAN-C system, this option would
be very effective: all LORAN transmitters could provide

ranging with accuracies typically better than 200
nanoseconds.
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(TRANSMITTER TO USER, 50-100 | 50-100 | 50-100 | 50-100
AFTER MODELING)
EIVE A MENT
REC R MEASURED} (ns) 25 25 25 2
ERROR

I= CURRENT LORAN-C TIMING

II = MASTER STATION TIME OF TRANSMISSION CONTROL
1l = TIME OF TRANSMISSION CONTROL FOR ALL LORAN-C STATION

1V = DETERMINATION OF LORAN-C TRANSMITTER OFFSETS WITH

RESPECT TO GPS TIME

* NOTE THAT THE TRANSMITTER OFFSET WITH RESPECT TO UTC ONLY
AFFECTS THE ESTIMATE OF UTC AT THE USER; THE POSITION SOLUTION
BASED ON TRANSMITTERS FROM THE SAME CHAIN IS HARDLY AFFECTED.
CROSS-CHAINING ON THE OTHER HAND IS AFFECTED S[GNIFICANTLY,
UNLESS AN EXTRA TRANSMITTER IS TRACKED TO DETERMINE THE
OFFSET BETWEEN DIFFERENT CHAINS.

Table 3. A comparison of error budgets for LORAN-C pseudorange
measurements with respect to current and proposed system

timing.




5.4 Determination of LORAN-C Transmitter Offset with
respect to GPS Time.

All of the timing options discussed above should also be
considered in combination with GPS receivers at each
transmitter site. Data collected from GPS can be used
to determine the transmitter clock offset from GPS time
with an accuracy better than 30 nanoseconds. The clock
offset with respect to either UTC or GPS time can then
be transmitted to the user. This approach establishes,
in essence, time of transmission control without
affecting existing user equipment., Ranging accuracies
to the transmitters will only be limited by the sum of
GPS time transfer accuracy, remaining uncertainties
after propagation models are applied, and user receiver
errors. State-of-the-art LORAN receivers would
typically achieve ranging accuracies better than 150
nanoseconds.

The use of the LORAN-C blink codes or additional pulses
for the transmission of the clock offset data can be
Jjustified by the significant improvement of the timing
and navigation capabilities created by this approach.

5.5 LORAN-C Pseudorange Coverage.

Use of LORAN-C in the pseudorange mode improves the
geometry for users outside the center of the service
area, and facilitates user clock synchronization with
LORAN-C system time., If all stations are synchronized
to a common time reference, coverage would significantly
improve, Every combination of three stations could be
used for positioning.

To predict LORAN-C pseudorange coverage for synchronized
stations, a computer program was written based on a
hyperbolic coveragg prediction model developed for the
FAA [13]. The current program predicts pseudorange
coverage accounting for geometry and signal-to-noise
ratio at the receiver., Figures 2 and 3 show predicted
coverage for CONUS with the "mid-continent gap™ filled.
The mid-continent stations are indicated by triangles
around the circular-shaped stations. Coverage is
declared when the geometry (Horizontal Dilution of
Precision HDOP), number of stations, and the signal-to-
noise ratio conditions are satisfied. Figure 2 shows
predicted pseudorange coverage for 3 or more stations
with SNR above ~10 dB and HDOP less than 4, Figure 3
shows the predicted coverage for 4 or more stations with
SNR above -10 dB and HDOP less than 7.8. This figure
illustrates that redundant coverage is available.
Current efforts are focused on the determination of the
quality of the redundant coverage. That is, given a
transmitter failure, do the remaining stations satisfy
the coverage requirements. One important note should. be
made about the atmospheric noise values used for the
predicted coverage., These values are based on CCIR
Report No. 322 ald are rather conservative [13}.

Further research is required to determine atmospheric
noise values that are in closer agreement with actual
measurements.

From Figure 2 and Table 3 it can be concluded that
positioning with synchronized LORAN-C stations can
result in navigational accuracies on the order of 100 -
200 meters throughout CONUS,

6.0 AIRBORNE NAVIGATION SOLUTION

Several schemes can be implemented to combine the
navigation data from LORAN-C and GPS. For example, a
humongous ¥alman filter could be developed that
processes all available GPS pseudorange measurements and
LORAN-C time differences. Even though such an approach
promises to be optimal, certification procedures are
most likely to be hindered by the physically impossible
task to ensure the performance of the navigation filter
under all input conditions [l14]. Another concern is the
complexity of modifications caused by the addition or
deletion of navigation sensors or upgrades of existing
sensors. These modifications should not necessitate a
new system design with related certification and

training procedures, Instead, the system should
recognize the change and take appropriate actions.

Therefore, the navigation solution should be based on a
generic design that emphasizes effective, modular, and
transparent rather than optimal processing.

A system design philosophy that satisfies the above
requirements could be based on the conversion of all
sensor inputs into comparable quantities. Differences
in sensor performance can be accounted for by assigning
weights to the individual sensor measurements. These
weights can for instance bte determined by the magnitude
and variance of measurement residuals, differences
between actual measurements and predicted measurements
based on previous data,

Pseudorange measurements are in common to both GPS and
LORAN-C. The main advantages of using pseudoranges over
time differences are the additional clock phase offset
information and the option to use single transmitters
instead of pairs. For instance, 4 GPS satellites could
be used for navigation in combination with only one
LORAN station to achieve integrity.

Noise on the pseudorange measurements can be effectively
reduced by range domain filtering techniques [15,16].
This eliminates the possibility of navigation domain
filtering divergence and allows for straightforward
filter tuning. Although process noise cross-correlation
terms are discarded in the range filters it was shown
for stand-alone GPS that the overall system performance
is essentially that of navigation domain filters [16].
Similar results may be expected for a solution based on
both GPS and LORAN-C pseudorange measurements.

6.1 GPS Pseudorange Measurements.

Pseudorange measurements to GPS satellites are made by
taking the difference between the measured time of
signal arrival and the known time of signal
transmission, corrected for known and estimated error
sources., Figure U4 illustrates the ranging geometry.
The general equation for the measured pseudorange is
given by:

_.)
Pi(l)-ISi(t-Bi(!))-?(l)Hc (T (l)-TSi(l)+dGPSi(l,r)) O]

GPS” GPS
where:
-
S i position vector satellite i
8; line-of-sight travel time for signals from satellite i
Tx_) user position vector
€ aps GPS value for the speed of light
Tgps user clock offset from GPS system time
TS satellite i clock offset from GPS system time

d cps . delay for measurement i caused by GPS error sources
1

Typical GPS pseudorange accuracies are on the order of
10-40 meters (C/A code), mostly depending on ephemeris
uncertainty, ionospheric and tropospheric delays, and
intentional signal degradation, if active. GPS position
accuracy is specified to be 100 meters 2 drms.

6.2 LORAN-C Pseudorange Measurements.

LORAN-C pseudorange measurement geometry is different
from GPS; in the coverage area, LORAN-C ground waves
basically travel great-circle distances. A receiver at
sea-level will interpret the signals as if they came
from transmitters located in the locally level plane at
distances equal to great-circle distances to the
transmitters, as depicted in Figure 5. The LORAN-C
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Figure 2. Preliminary LORAN-C pre-
dicted pseudorange coverage with
the "mid-continent gap" filled.
Coverage is computed under the
following assumptions:

- All stations are synchronized
- All-in-view solution using

3 or more stations

- SNR greater than -10 dB

- HDOP'less than 4

- Receiver bandwidth = 20 kHz

- Atmospheric noise values used
are for the summer season,
based on CCIR Report No. 322

- Search increment = 0.5°

Figure 3. Preliminary LORAN-C pre-
dicted pseudorange coverage with
the "mid-continent gap" filled.
Coverage is computed under the
following assumptions:

- All stations are synchronized
- All-in-view solution using

4 or more stations

- SNR greater than -10 dB

- HDOP

- Receiver bandwidth = 20 kHz

- Atmospheric noise values used
are for the summer season,
based on CCIR Report No. 322

- Search increment = 0.5°
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GPS ranging geometry,
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pseudorange equation is given by:

oo ,
P = ILO-u@f+c(T (- T i(t) + chi("') ) 2)
where:

= .

L} position vector LORAN-C transmitter corrected

for earth curvature

- -

u user position vector

¢ speed of light in vacuum

T Le user clock offset from LORAN-C time

Ty transmitter i clock offset from LORAN-C time

i
dic delay for measurement i caused by

LORAN-C error sources

LORAN-C pseudorange performance is given in Table 3 for
different timing options., Stand-alone LORAN-C
positioning using pseudoranges yields typical accuracies
of 100 - 200 meters for HDOP less than 4,

6.3 Hybrid GPS/LORAN-C Navigation Solution.

From the pseudorange geometries given in Figures 4 and
5, and equations (1) and (2), the user position and
clock biases can be obtained by solving the following
set of equations:

. N
€n €12 i3 10
€y €5 €53 1 0 3
: ; ; P X
: Y
enl ¢ n2 ¢ n3 1 0 Z
T,
Carm Sz Cep 0 1 GPS
; T Tic
i i -
€ (n+m)l € (n+m)2 ¢ (n+m)3 0 1
L J

Variations on these equations result when different
LORAN-C timing options are considered. As an example,
option IV, "Determination of LORAN-C transmitter offset
with respect to GPS time," would remove the user clock
offset uncertainty with respect to LORAN-C system time
from the set of unknowns. In other words, only 4
measurements are needed to solve for user position and
clock offset from GPS time.

Generally, a total of at least 8 measurements will be
available throughout CONUS, leaving 3 or 4 measurements
(depending on accuracy requirements) for integrity
checking., Current LORAN-C timing would either require
some of the redundant measurements to solve for clock
offsets between chains and/or stations, or GPS

could be used to (continuously) calibrate LORAN
measurements. In the latter case, calibration could
start with 5 GPS satellites, or only 4 GPS satellites
and either one accurate LORAN measurement, or one
additional measurement such as (airport) altitude.

6.4 Hybrid GPS/LORAN-C Integrity.

As indicated in the previous sections, integrity can be
obtained through utilization of redundant pseudorange

measurements from GPS and LORAN-C. Recently, several
papers have been published on the subject of user
autonomous integrity checking with redundant
measurements {17-20].

Measurement residuals are commonly used to indicate a
bad signal. This may be accomplished through maximum
likelihood detection schemes, a parallel bank of Kalman
filter failure hypothesis testers, or even through
direct comparison of the residuals. Further research is
needed in this area to determine the most effective
method, once the proper requirements for integrity are
established.

7.0 EXPERIMENTAL HYBRID SYSTEM DESIGN

Early in-flight comparison of GPS and LORAN-C indicated
2-dimensional differences of up to 300 meters for data
collected across southern and central Ohio [21), Most
of the navigation error was found to be inherent to the
LORAN-C part of the system. A TI 9900 LORAN receiver
and the Experimental Dual Channel GPS receiver were used
during these tests [22]

Currently, work is ongoing to replace the hyperbolic
LORAN receiver with a RACAL Megapulse Accufix 500 LORAN-
C receiver, The resulting system will be configured as
depicted in Figure 1b. Both the GPS and the LORAN-C
receiver can be fully controlled by an external computer
system. The main advantage is that tracking and data
smoothing filters can be adjusted. This eliminates
large navigation errors during maneuvers due to filter
lag which is especially the case for most LORAN-C
receivers. All data from the receivers will be
collected on magnetic tape and disk for postprocessing
r 3

-
e -Sl -P1 +TSl

&)

L n+m

on the ground in combination with ground based tracker
data., This will create a data base for performance
evaluation of navigation and integrity algorithms.

8.0 CONCLUSIONS AND RECOMMENDATIONS

A sole means navigation system does not only call for
integrity, but also for coverage, reliability,
availability and accuracy. Even though ground monitored
GPS will provide integrity, availability is still not
sufficient, One satellite outage can affect a large
service area for several hours per day. The same holds
for differential GPS, a total satellite outage cannot
be corrected for. To obtain sufficient coverage, extra
measurements are needed. Either in the form of extra
GPS satellites (expensive) or through redundant
measurements from other systems. LORAN-C is available
and will, hybridized with GPS, result in a system that
has the potential to satisfy the requirements for a sole
means navigation system for use in the continental
United States.

Assumptions are made about the qualification sole means,
mainly based on current sole means systems such as
VOR/DME, In order to allow for system design that will
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satisfy sole means requirements, it is recommended that
a definition of a sole means navigation system be
established. This definition must include requirements
for availability, reliability, and integrity currently
not specified.

In additinn to the definition of a sole means navigation
system, certification requirements must be established
for hybrid navigatinn systems. This will allow for
design and production of a new generation of airborne
navigation systems that will reduce overall system costs
and simplify training procedures.

The current LORAN-C navigation and timing system could
be greatly enhanced by upgrading the synchronization
between stations. It is recommended to implement time
of transmissinn control for all LORAN-C stations under
the condition that the impact on current users will be
minimal. Otherwise, GPS receivers should be installed
at each LORAN-C station to determine the station clock
offset with respect to GPS. These offsets should be
transmitted to the users using blink codes or additional
pulses. This would establish, in essence, time of
transmissinn control without affecting current users.
Either timing option would significantly increase the
LORAN-C coverage area (see Figures 2 and 3) and also
result in navigational accuracies on the order of 100 -
200 meters throughout CONUS. In addition, hybrid
GPS/LORAN-C would have a minimum of three redundant
measurements to insure system availability and
integrity.
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Abstract

Documentation exists that shows weather to be
responsible for approximately 40 percent of all
general aviation accidents with fatalities.
Weather data products available on the ground are
becoming more sophisticated and greater in number.
Although many of these data are critical to
aircraft safety, they currently must be trans-
mitted verbally to the aircraft. This process is
labor intensive and provides a low rate of
information transfer. Consequently, the pilot is
often forced to make life-critical decisions based
on incomplete and outdated information.

Automated transmission of weather data from
the ground to the aircraft can provide the aircrew
with accurate data in near-real time. The current
National Airspace System Plan calls for such an
uplink capability to be provided by the Mode §
Beacon System data link. Although this system has
a very advanced data link capability, it will not
be capable of providing adequate weather data to
all airspace users in its planned configuration.
This paper delineates some of the important
weather data uplink system requirements, and
describes a system which is capable of meeting
these requirements. The proposed system utilizes
a run-length coding technique for image data
compression and a hybrid phase and amplitude
modulation technique for the transmission of both
voice and weather data on existing aeronautical
Very High Frequency (VHF) voice communication
channels.

Background

The National Transportation Safety Board
(NTSB) broad cause/factor assignments for general
aviation accidents in the United States show
weather to be the overall cause of approximately
40 percent of the general aviation accidents with
fatalities occurring from 1980 to 1984 [1].
According to these data, only pilot error outranks
weather as the most frequent overall cause of

the data for United States air carriers show
weather to be the overall cause of approximately
35 percent of the air carrier accidents with
fatalities occurring in the same time period [2).

Not included in the above data is the August
1985 Delta L-1011 crash in which 135 persons lost
their lives when the pilot attempted to penetrate
a severe thunderstorm containing a microburst on
final approach at the Dallas/Fort Worth Inter-
national Airport. This crash led the NTSB to
express concern that although the Federal Aviation
Administration (FAA) had addressed nearly all of
the actions proposed by the Safety Board since
1973, one important problem:'was not adequately
being addressed. 1In the aircraft accident report
for the Delta disaster, the NTSB identifies that
problem as "the communication of hazardous weather
information available from ground sensors to the
flightcrew in time for the information to be
useful in go/no-go decision making." The NTSB
continues: "Current procedures to relay NWS
[National Weather Service] information through the
ATC [Air Traffic Control] system are not and will
never be adequate for dynamic weather conditions"

[31.

The aircraft pilot is the principal decision
maker when in flight, and has the ultimate
responsibility for the safety of the aircraft.
Unfortunately, the information the pilot needs to
make informed decisions about navigation in and
around areas of severe weather simply is not
available in today’s National Airspace System.

Weather information is provided to users of
the National Airspace System by a weather system
which has been developed and is operated through a
joint venture involving the FAA, the Department of
Defense (DOD), the National Oceanic and Atmo-
spheric Administration (NOAA), and the civil
aviation community. Many of the weather data
products utilized in the system are provided by
the National Weather Service (NWS). The system is
known as the Aviation Weather System, and is

fatal accidents in general aviation. Similarly, represented functionally in figure 1.
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In spite of significant advances in the
ability to gather and disseminate weather data on
the ground, the Aviation Weather System continues
to rely upon voice communication for the dissemi-
nation of weather data to the aircraft. As a
result, the system is severely limited in its
ability to disseminate current weather data which
is operationally significant to the individual end
user.

The transmission of current weather data
products from the ground to the aircraft by data
uplink is widely recognized as a feasible solution
to the weather data dissemination problem. The
FAA has the responsibility to determine what
meteorological services are required for aircraft
efficiency and safety, and has committed to
providing this service. The Aviation Weather
System Plan states that at some point in the
future the pilot will have in-flight access to
required weather data "automatically and by
request via data link" [4].

Requirements
Weather Data

Airspace user organizations and several U.S.
Government agencies have expressed recommendations
for the improvement of the Aviation Weather
System. These recommendations are included in the
Aviation Weather System Plan [5]. Recommendations
with specific applicability to the uplink of
weather data to aircraft are included in table 1.

Research in this area has resulted in the
identification of certain weather data products

Organization Expressed User Needs
ALPA * NWS weather radar display
AOPA * Timely critical forecasts

* Self-briefing capability
* Direct access to weather data

ATA * Satellite images
* NWS/FAA weather radar display

NBAA * Pre-flight and in-flight weather
data/briefings

* Mass dissemination of Aviation
Weather System data

NTSB * Real time display and
classification of precipitation

and turbulence

NOAA/FAA/ |* Automated transmission of
NAsal hazardous weather areas

ALPA - Air Line Pilots Association

AOPA - Aircraft Owners and Pilots Association

ATA - Air Transport Association

NBAA - National Business Aircraft Association

NASA - National Aeronautics and Space

Administration

1981 jointly sponsored workshop on meteoro-
logical and environmental inputs to aviation

systems
TABLE 1
RECOMMENDED WEATHER DATA PRODUCTS
FOR UPLINK TO AIRCRAFT (5}

which would improve aircraft safety and efficiency
were they transmitted to the pilot by real time
data uplink [6]-[8). These weather data products
are as follows:

1. Hazardous weather conditions
2. Radar precipitation reflectivity patterns
3. Surface analysis (SA)
4, Terminal and area forecast (FT and FA)
5. Critical weather maps
6. Text information:
Pilot Reports (PIREPS)
Significant Meteorological Information
(SIGMETS)
Airman’s Meteorological Information
(AIRMETS)
Notices to Airmen (NOTAMS)
7. Satellite images

Microburst detection systems such as the Low
Level Wind Shear Alert System (LLWAS) have been
shown by simulation to be as much as 94 percent
effective in the avoidance of microbursts if
displayed graphically to the pilot. This compares
to 43 percent if warnings are transmitted only by
voice [9). For such systems to provide the level
of safety of which they are capable, the pilot
needs to have the data available in graphical
form.

Based on these facts, it is apparent that any
system developed for the uplink of weather data
will be required to provide some type of graphics
transmission capability. Some of the more
important graphics weather data would consist of
real time radar precipitation reflectivity
patterns and graphical microburst informationm.
Such data would provide the pilot useful and up-
to-date information about areas of operationally
significant weather, and most importantly, areas
of hazardous weather.

Many larger aircraft are equipped with on-
board weather radar systems which provide similar
information as do ground-based radar systems.
These systems do not, however, have the capability
of ground-based systems. Due to equipment size,
cost, and weight considerations, airborne systems
operate at X-Band and at lower power levels than
ground-based systems. X-Band energy is more
readily absorbed by precipitation and is also
attenuated more in free-space than the S-Band and
C-Band energy which is utilized by many ground-
based systems. For these reasons, airborne
systems have lesser range and are subject to
greater precipitation shadowing than their ground-
based counterparts. Additionally, airborne
systems do not provide 360 degree azimuthal
coverage. Although airborne radar systems can
provide very useful precipitation reflectivity
information, they cannot provide as accurate and
detailed information as ground-based radar
systems.

Ground-based weather radar data arecurrently
available to the Center Weather Service Unit
(CWSU) within the Aviation Weather System.
Improved radar systems such as the Next Generation
Weather Radar (NEXRAD) and the Terminal Doppler
Weather Radar (TDWR) will provide additional
information such as doppler echoes for location of
windshear. The uplink of such information is
certainly technically feasible and would greatly
enhance the safety of the National Airspace.



Data Transmission

Transmission of weather data to the aircraft
must be accomplished in such a way as to minimize
the use of an already overcrowded frequency
spectrum, while at the same time provide an
adequate temporal update rate for near-real time
weather data dissemination. The pilot or aircrew
should be able to access these weather data
without expending a great amount of additional
effort since workloads are already quite heavy.
Additionally, the transmission mode should provide
adequate spatial coverage to allow uplink of
weather data at any flight altitude and especially
during final approach and departure. Coverage on
the ground at the terminal would be very useful
for updated pilot weather briefings after depar-
ture delays. Finally, the transmission of weather
data products should be a service provided by the
FAA as part of the Aviation Weather System. 1In
this way airborne equipment requirements can be
standardized and transmission can be accomplished
using existing aeronautical radio frequency
channels without competition for transmission
rights from commercial interests. As a result,
quality weather data products will be available to
all airspace users throughout the United States.
The transmission requirements identified above are
summarized as follows:

1. Near-real time transmission with spectrum
conservation

2. Ease of pilot access to weather data
3. Adequate spatial coverage
4. Weather uplink service provided by FAA

An ideal weather uplink system implementation
would meet all of the described requirements with
a minimal additional investment on the part of the
aircraft operator and with minimal equipment,
facilities, and maintenance cost to the FAA.

Mode S Data Link

The Mode Select (Mode S) Beacon System is the
planned replacement for the current Air Traffic
Control Radar Beacon System (ATCRBS) [10],[1ll1}.
The Mode S system has evolved from earlier
development work on the Discrete Address Beacon
System (DABS). The system is capable of providing
radar surveillance with selective interrogation of
alrcraft, and also of ground-to-air and air-to-
ground data exchange. The current Aviation
Weather System Plan relies upon this data exchange
capability for the uplink of ground-based weather
data products [12]. For the reasons described in
the following discussion, this system is not
capable of providing adequate weather data uplink
services to all users of the National Airspace.

The Mode § interrogator is capable of trans-
mitting three classes of messages to the aircraft.
These are as follows:

1. Surveillance data
2. Standard message

3. Extended-length message (ELM)

These messages consist of a 56-bit or 112-bit data

block. Included in the data block is a 24-bit
discrete address overlaid with parity check bits
which provides for selective interrogation of
aircraft and also for error detection. The
messages are transmitted at a 4 Mbit/s data rate
using differential phase shift keying (DPSK).
Effective utilization of the parity check bits
will allow for an overall undetected bit error
rate of less than 1077. The interrogator is
capable of servicing 700 users within the service
volume, and so the overall data exchange rate is
very high.

The standard message and the ELM are capable
of providing general purpose data transmission.
The standard message provides surveillance data
along with a 56-bit data link message. This
message type is intended primarily for messages
not requiring large numbers of consecutive bits,
and replaces the surveillance message while still
providing the surveillance data. The ELM does not
contain the surveillance data, and thus cannot
substitute for the surveillance message. It is
designed to accommodate transfer of large amounts
of data, and consists of up to 16 112-bit data
blocks of which 80-bits are available for the
message. This results in one message block of up
to 1280 bits being transmitted per ELM. Because
graphic weather data products will consist of
relatively large amounts of data, the ELM is the
most efficient message format for the uplink of
this information.

The ELM data rate available to the individual
user is limited by the ability of the interrogator
to service all of the users within the service
volume. For terminal interrogators, the antenna
scan time is approximately 4 seconds. Allowing
one l6-segment ELM for an individual user in any
one antenna scan would limit the individual user
to 1280 bits in the 4 second scan time. The
Minimum Operational Performance Standards (MOPS)
for the Mode S airborne equipment require the
aircraft transponder data link interface to be
capable of handling this same amount of data in
the same 4 second period of time [13]. Both
performance criteria result in an overall effec-
tive ELM data rate of 320 bits/s for the
individual user. This number is considerably less
than the overall system data handling capability
because the individual user is being communicated
with selectively.

The Mode S selective communication capability
is very important for the transfer of data used
for air traffic control and would be useful for
the transmission of user-specific weather data
while en-route. It is not required, however, for
the transmission of weather data products that
affect all airspace users in a particular terminal
area. In fact, the data rate limitation of a
fully loaded Mode S interrogator in the terminal
area could slow the transmission time of graphic
weather data products at a time when access to
current weather data is extremely important.

One other very important Mode S data link
limitation for the uplink of weather data is the
system spatial coverage. The National Airspace
System Plan calls for the first 137 Mode S systems
to provide coverage down to 12500 feet above mean
sea level (msl) and to the ground at high density
terminals. These systems are to be in place in
the early 1990’'s. The second contract for an
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additional 60 systems would then provide coverage
down to 6000 feet msl by 1993 [14]. As a result,
any airspace user at altitudes of less than 12500
feet msl would not have weather uplink capability
unless in the vicinity of a high density terminal
equipped with Mode S surveillance. After 1993,
this coverage would be lowered to 6000 feet msl,
but would still not provide for approaches and
departures from any terminal not equipped with '
Mode S surveillance. This is not a significant &
problem for the air carriers, but leaves general
aviation aircraft without weather uplink capabil-
ity for approaches and departures from the
terminals most often used by these aircraft.

For these reasons, the Mode S data link alone
cannot meet the weather data uplink requirements
for all airspace users. Although the Mode S data
link capability is important for the transmission
of air traffic control data and en route weather
data, supplemental systems will be necessary at
lower density terminals and would greatly enhance
the individual user data rate capability at higher
density terminals.

VHF Voice/Data Transmission

The continuous broadcast of weather data by
VHF data uplink at the terminal area would meet
the data uplink requirements and could be
accomplished simultaneously with existing voice
communications at these locations. The resulting
system would not require any additional spectrum,
would support a high data rate regardless of
number of users, and would provide line-of-sight
(LOS) coverage down to ground level. Addition-
ally, the system could be implemented with only
modifications to existing ground-based and
airborne VHF communications equipment.

Voice and digital data can be transmitted
simultaneously through the use of two independent
modulations of the same carrier. Continuous wave
radio communication is accomplished through the
modulation of the amplitude, phase, or frequency
of a continuous wave radio frequency carrier. The
current VHF aeronautical radio frequency channels
used for communication between the ground and the
aircraft utilize amplitude modulation (AM) for the
transmission of voice. In an amplitude modulated
continuous wave, the phase and frequency carry no
information. If phase modulation (PM) of this
same carrier is accomplished by a digital data
stream, then both voice and data can by trans-
mitted simultaneously on the same carrier.

An amplitude modulated carrier can be
expressed as:

Ac(l + kym(t))cos(2nf.t) (1)

where A, is an arbitrary constant, k, is the
amplitude sensitivity of the modulator, m(t) is
the modulating waveform, and f. is the carrier
frequency. Similarly, a phase modulated carrier
can be expressed as:

Aqcos(2nf .t + 6(t)) (2)

where 6(t) is the phase modulation resulting from
the modulating waveform. Combining amplitude and
phase modulations yields the hybrid modulation
waveform:

Ac(l + kym(t))cos(2nf .t + 6(t)) (3)

By letting m(t) be the voice modulation, and 6(t)
be the phase modulation resulting from a digital
data stream of weather information, simultaneous
communication of these data can be accomplished.

The hybrid modulated carrier can be generated
and received as shown in figure 2. The described
modulation technique works perfectly provided that
the signal is not subject to non-linear processes
such as amplitude or bandwidth limiting. Under
these ideal conditions, the AM envelope detector
only detects the amplitude modulated voice
information. Similarly, an ideal phase detector
responds only to zero crossings and 1s not
sensitive to amplitude modulation. Thus only the
phase modulated data information is detected by
the phase detector. Of course, the phase informa-
tion is only retrievable if the AM modulation
index (y) of the process is limited to values of
less than 1:

ln] = llem(e)| < 1,

It is equally important to maintain limits on u in
existing AM systems in order to prevent over-
modulation while still providing adequate sideband
power levels for efficient information trans-
mission. Specifications for ground-based aero-
nautical VHF transmitters require uy to be greater
than 0.7 but not to exceed 1.0 [15].

for all ¢t (4)
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TRANSMITTER (A) AND RECEIVER (B) FOR SIMULTANEOUS
TRANSMISSION OF VOICE AND DATA

Limitations

Unfortunately, an actual radio communication
system cannot achieve ideal linear conditions.
Amplitude limiting occurs in modern Class C output
amplifiers, and would be necessary in the receiver
in order to limit the dynamic range of signals
presented to the phase detector. Furthermore,
filtering performs bandwidth limiting at the
transmitter power amplifier output for harmonic
attenuation and frequency spectrum control, and in
the receiver for selectivity.



These limitations affect the performance of
both the voice and data transmission. Voice
transmission performance is degraded by amplitude
fluctuations caused when bandlimiting removes high
frequency energy from the carrier. This high
frequency energy is created by the phase modu-
lation of the carrier. Data transmission perfor-
mance is affected by both bandwidth and amplitude
limiting. Amplitude limiting results in a lower
effective signal level present at the phase
detector, and also creates an interphasor cross-
talk mechanism for the digital data.
Additionally, bandwidth limiting creates inter-
symbol interference for the digital data.

Spectrally Efficient Phase Modulations

Before analyzing the effects of bandwidth and
amplitude limiting on system performance, it is
necessary to consider the specific type of phase
modulation utilized. An overview of two spec-
trally efficient phase modulation techniques is
presented here [16],[17].

Quadrature phase shift keying (QPSK) and
minimum shift keying (MSK) have both received
increasing attention in recent years due to the
common characteristic of transmitting maximum
amounts of information while occupying relatively
small amounts of frequency spectrum. Both
modulation techniques accomplish this by utilizing
one of four possible phase states for the repre-
sentation of data. Using this technique, each
phase state corresponds to one symbol composed of
two data bits in the modulating data stream.

Quadrature Phase Shift Keying (QPSK)

The QPSK signal waveform can be expressed as:
g(t) = Agcos[2nf .t + ¥(21 - 1)m) (5)

where Ag is an arbitrary constant, i= 1,2,3, or 4
depending on the symbol transmitted by the data
stream during the symbol period T, and f. is the
carrier frequency chosen to be an integer multiple
of 1/T. This signal is more easily analyzed in
the quadrature form:

g(t) = gy(t)cos(2nf t) - gq(t)sin(2nfct) (6)

where gj(t) is referred to as the in-phase
component, and gq(t) is referred to as the
quadrature component. Expressing 5 in this form:

g(t) = Agcos{¥(21 - l)n]cos(2nf,.t) -
Agsin(¥(21 - 1l)nlsin(2nf t) (7)

where gj(t) = Agcos(%(21i - 1)n], and similarly
gq(t) = Agsin{}(21 - l)nm. Let g4(t) and gq(t) be
modulated by the odd and even numbered data stream
input bits respectively. Note that each quadra-
ture component takes on values of * Ag/V2 depend-
ing upon the data streams.

Since the two quadrature carrier components
are coherently orthogonal signals, the two binary
data streams modulating the two signals can be
demodulated independently. The two QPSK quadra-
ture carrier components gy(t) and g,(t) along with
their sum g(t) are shown in figure g for the input
binary data sequence 01101000.

A. IN-PHASE 2 (3]

B. QUADRATURE xq(l)

C. RESULTING g(1}

FIGURE 3
QPSK WAVEFORMS

Minimum Shift Keying (MSK)

Now consider a special case of QPSK where:

g(t) = Agcos[6(t)]cos(2nf t)-
Agsin[6(t)]sin(2nf.t) (8)

For a given bit rate T, = T/2, f. is the carrier
frequency which is chosen to be an integer
multiple of 1/4Tp. 8(t) is defined as follows:

e(t) = 6(0) = [n/(ZTb)]t, 0=t =Ty, (9)
where the + corresponds to the symbol 1, the -
corresponds to the symbol 0, and 6(0) is 0 or n
depending upon the past history of the modulating
signal. In this case gy(t) = cos[8(t)], and gq(t)
= gin[6(t)]. Let gj(t) and gq(t) be modulateg by
the odd and even numbered input data stream bits
as before, but introduce an offset of Tp between
these two data streams. Note that each quadrature
component takes on maximum values of * A /V2 as
before. In this case, however, the amplitudes of
each quadrature component are sinusoidally
weighted, and the two quadrature components never
change phase at the same instant of time.

As for QPSK, the two MSK quadrature carrier
components can be demodulated independently. For
MSK, the two quadrature carrier components gj(t)
and gq(t) along with their sum g(t) are shown in
figure 4 for the input binary data sequence
01101000.

A. IN-PHASE g, (0

B. QUADRATURE gq(:)

C. RESULTING g(t)

FIGURE 4
MSK WAVEFORMS
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The power spectral density of any bandpass In the case of a communication channel with
signal g(t), given by S(f) is, except for a _additive white Gaussian noise, the bit error rate

scaling factor, a frequency shifted version of the of a QPSK or MSK signal can be written as: (18]

baseband power spectral demsity Sp(f). Therefore, 172 9 1/2
the power spectral density of g(t) is given by the P(error) = 2Q[(2Ep/Ny) 1 - Q“[(2Ep/Ng) ] (12)

power spectral demsity of gy(t) + gq(t). Because

these two components are independent, the total where Ep = (Ag2Tp) /2 is the signal emergy per bit,
power spectral density is given by the sum of the N, is the noise spectral density, and Q is the Q
power spectral densities of gj(t) and gg(t). For function defined as:
a data sequence of equally probable ones and ! »
zeroes, the baseband power spectral density of & - -1/2 2
g(t) in the case of QPSK is thus: Qx) (2m) Jxexp( £7/2) de (13)
sinz(Znbe) 2 Equation 12 is plotted as a functiom of Ep/Ng in
Sp(f) = 4Ep| ——————— (10) figure 6.
2nTpf
10
Similarly, the baseband power spectral density of ?55\\\\“\\\\
g(t) in the case of MSK is:
10
cos(2nTLf)
Sp(£) = 32Ep/n?| ———— (11) 105
16Tp2£2 - 1 ~
2
Equations 10 and 11 are normalized with respect to O
4Ep, and plotted as a function of Tpf in figure 5. & \\\
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01
10
-10 1
—20 QPSK 107 rervrrrery yrrerrrerpreerreen :  AGiidd et tadastad: v n
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ey
n =701 Analysis
-80 -
A computer simulation of a combined amplitude
=901 and phase modulation communication system has been
—100 s performed, and the results are available in the
0 1 2 3 4 S 6 ‘ literature [19),([20}. The computer simulation was
Normalized Frequency, fTb performed using discrete numerical techniques and
sampling of the signals. Processing was performed
FIGURE $ on the equivalent baseband system. The signal was
BASEBAND POWER SPECTRAL DENSITY FOR
QPSK AND MSK MODULATIONS processed in blocks of 2048 samples, and was
sampled at 19200 Hertz (Hz). Filtering was
performed in the frequency domain, and non-linear
operations such as modulation and demodulation
Comparing the power spectral densities of MSK were performed in the time domain. A Fast Fourier
and QPSK in figure 5, it can be seen that the MSK Transform (FFT) algorithm was used for the
waveform contains much less high frequency energy transformation between frequency and time domains.
than the QPSK waveform. This can be explained by
comparing the two waveforms in figures 3 and 4. The signal and system parameters were chosen
Note that the instantaneous phase of the QPSK to simulate transmission by hybrid modulation of
waveform 1s subject to instantaneous changes, voice and data on a VHF communication channel.
while the instantaneous phase of the MSK waveform Bandpass filtering was performed at the output of
is continuous with time. It is the instantaneous the transmitter and at the input of the receiver.
phase changes which cause the QPSK waveform to The filter characteristics were as follows:
contain more energy at the higher frequencies than
the MSK waveform. Transmitter filter - 4th order Butterworth

3 dB bandwidth of * 7.5 kHz
Since the removal of this high frequency

energy by bandlimiting produces unwanted carrier Receiver filter - 8th order Butterworth

amplitude fluctuations, it is apparent that by 3 dB bandwidth of * 5.0 kHz
choosing the modulation which produces less high

frequency energy, this effect can be minimized. The modulated signals of interest here were phase
Therefore, to minimize the deleterious effects modulated at various data rates using MSK. The
caused to the voice modulation by the data same signals were then amplitude modulated using a
modulation, MSK is the modulation technique of 4 second sample of an actual voice, and by a
choice. simulated voice signal consisting of the sum of
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five tones as shown:
5
m(t) -izlaicos(ani:) (14)

where a; and fj were chosen as shown in table 2.
This signal and its corresponding power spectral
density are shown in figures 7 and 8.

Amplitudes Frequencies (Hz)
aj 2/9 f1 468.75
ap 1/3 £2 937.50
aj 2/9 f3 1406.25
a4 1/9 £, 1875.00
as 1/9 fs 2343.75

TABLE 2
VALUES OF a; AND f; FOR SIMULATED
VOICE SIGNAL IN EQUATION 14

1.000 -
.870 4
740
610
480 —
350
+220

Amplitude

080 -
—.040 4
-.170

-.300 T T T Y T 1
.000 1 1.422 2133 2,844 3.556 4.267

Time (ms)

FIGURE 7
SIMULATED VOICE SIGNAL n\t)
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02468
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01852

01543

Sb(f)

01235

/00926 ~

00617

00309 l l

1
.00 46875 83750 140625 187500  2343.75
Frequency (Hz)

FIGURE 8
POWER SPECTRAL DENSITY OF SIMULATED VOICE -
SIGNAL m(t) (SAME FOR NEGATIVE FREQUENCIES)

The analysis resulted in the determination of
both signal-to-noise ratio (SNR) of the detected
voice signal and the bit error rate for the data
signal. The voice channel is assumed noiseless
such that the noise in the channel is due entirely
to the effects of the data modulation. For the
data signal, additive white Gaussian noise is

introduced in the channel, and the overall bit
error rate including the effects of the amplitude
modulation is experimentally determined.

This analysis does not take into account
amplitude limiting of the phase modulated portion
of the carrier. Such limiting would occur in some
Class C transmitter power amplifiers, and would be
necessary to reduce the dynamic range of the
signal presented to the phase detector in the
receiver. Instead, the effects of phase detecting
the amplitude modulated version of the phase
modulated carrier are considered.

Analysis Results

The voice signal SNR results for the simulated
voice with y set to 0.8 are shown in figure 9 as a
function of data rate. The same data for the
actual voice signal with p set to 0.9 are shown
figure 10. The results for the data modulation
show an overall degradation of 2-4 dB in Ep/Ny as
compared to an ideal infinite bandwidth and
constant amplitude data modulation.
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314
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FIGURE 9
SNR RESULTS FOR HYBRID MODULATION
USING SIMULATED VOICE SIGNAL (u = 0.8)
36
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5 33
324
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FIGURE 10

SNR RESULTS FOR HYBRID MODULATION
USING ACTUAL VOICE SIGNAL (u = 0.9)

Further Analysis

If both the amplitude and bandwidth limiting
effects on the data modulation are considered,
further analysis can be applied to predict the

125



overall reduction in bit error rate. Such
analysis has been performed for various cases of
filter bandwidths assuming an ideal limiter
characteristic [21]. The results show that
despite severe distortion of data symbol shapes
and the introduction of interphasor crosstalk,
Ep/Ny is degraded by a maximum of 0.5 dB.

With amplitude limiting, an additional
degradation of Ep/N, can be expected since the
amplitude of the data modulated carrier would be o
limited to its lowest value. For a carrier with
constant amplitude A., the energy per bit is given
by:

Ep = AZTp/2 (15)

However, if the carrier amplitude is modulated by
a voice signal with some known value of u,
equations 3 and 4 show that the minimum value of
the overall bit energy would be given by:

Ebmin = AcZ(l - u)2Tp/2 (16)

Since the limiter would provide this level to the
phase detector at all times, a reduction in Ep/Ng,
in decibels, would be given by:

Ploss = 101og(Epnin/Ep) = 20log(l - ) (17)

For u of 0.8, this would represent a loss of
approximately 14 dB. Adding this amount to the
worst-case degradation predicted due to the
presence of amplitude modulation and limiting of
both amplitude and bandwidth gives a total loss in
Ep/Ng of:

14 + 4.0 + 0.5 = 18.5 dB

relative to a constant amplitude carrier. This
loss would result in a decreased distance of
communication for acceptable system performance.

It is important to consider the spectrum
requirements of the overall hybrid modulated
waveform. Because the amplitude and phase
modulations are statistically independent, the
overall power spectral density at baseband can be
found by the convolution of the power spectral
densities of the voice modulation process and the
phase modulation process. The baseband power
spectral density of the MSK modulated carrier is
given by equation 11 and shown in figure 5. If
the simulated voice signal given by equation 14 is
chosen to represent the voice information, then
the baseband power spectral density of the voice
modulated carrier is as shown in figure 8. The
convolution of the two signals at the carrier
frequency yields the power spectral density shown
in figure 1l1. Also shown on the plot are the
Federal Communications Commission (FCC) spectrum
limits for the VHF aeronautical communication band
[22). The hybrid modulated waveform conforms to
this requirement.

Data Redundancy Reduction

The transmission time required for the uplink
of a complete weather data graphical image at a
fixed data rate can be substantially reduced using
image redundancy reduction techniques. Many
methods exist for the accomplishment of this
redundancy reduction.
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MODULATED WAVEFORM USING SIMULATED VOICE SIGNAL
(SHOWN WITH VHF VOICE CHANNEL SPECTRUM LIMITS)

The method chosen for data redundancy reduc-
tion of graphical weather images will depend upon
the characteristics of the image. For the uplink
of weather radar reflectivity patterns, however,
run-length encoding provides very high compression
ratios and is implemented more easily than many
types of image compression. Run length encoding
codes runs of repeated pixel values with a
starting location and a count of the number of
repeated pixels. Because NWS weather radar
reflectivity patterns contain only six intensity
levels and these levels are usually grouped
together to form weather cells, repeated pixel
runs occur frequently. Thus run length encoding
very efficiently compresses the amount of data
necessary for the description of these images.
Further compression can be achieved by not
transmitting weather map overlays. Since this
information is constant, and digital data storage
costs are decreasing, the weather map information
can be stored in the cockpit and overlaid on the
current weather data.

Radar reflectivity patterns which include
weather activity over large areas of the radar
coverage have been compressed to 2000 bytes using
run length coding and suppression of map detail
{23). Transmitting this data at 2400 bits/s would
result in'a total transmission time of less than 7
seconds.

Conclusions

Some requirements for the uplink of weather
data to the aircraft have been delineated, and it
has been shown that the Mode S Beacon System data
link capability will not be sufficient to provide
weather data uplink capability to all airspace
users.

A system capable of meeting weather data
uplink requirements has been described. The
system uses hybrid modulation techniques for the
transmission of both voice and data on an existing
aeronautical VHF voice communication channel. The
system is particularly well suited for the
provision of weather data products to the airspace
user in the terminal area where Mode S
capabilities have been shown to be inadequate.



A computer analysis shows that the hybrid
modulation technique would result in an Ep/Ng loss
of up to 18.5 dB as compared to a phase modulated
constant amplitude carrier. This loss in Ep/N,
results in an increased bit error probability as
shown in figure 6. By limiting communication
distance, however, acceptable performance can be
maintained. The voice signal is shown to provide
an SNR of approximately 30 dB when combined with
the MSK phase modulation. The MOPS for VHF
airborne communication equipment establishes 25 dB
as the required minimum SNR when the received
signal strength is well above the receiver noise
floor [24]. Based on this requirement, the SNR
obtained using the hybrid modulation technique
would be adequate. The hybrid modulation tech-
nique would thus provide acceptable performance if
the AM modulation factor is limited to the range
of 0.7 to 0.9rand MSK is used for data trans-
mission at a data rate of 2400 bits/s.
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SUMMARY OF RESEARCH

The Air Transportation Technology Program at Princeton Univer-
sity, a program emphasizing graduate and undergraduate student research,
proceeded along seven avenues during the past year:

» Microburst and Wind Shear Hazards to Aircraft
* Intelligent Flight Control Systems

* Real-time Cockpit Simulation

* Revitalization of General Aviation

» Alternatives for the Air Traffic Control System
» Stochastic Robustness of Flight Control Systems
* Neural Networks for Flight Control

It has become apparent that severe downdrafts and resulting high
velocity outflows caused by microbursts present a significant hazard to
aircraft on takeoff and final approach. Microbursts, which are often asso-
ciated with thunderstorm activity, also can occur in the vicinity of dissi-
pating convective clouds that produce no rainfall at ground level. Micro-
burst encounter is a rare but extremely dangerous phenomenon that
accounts for one or two air carrier accidents and numerous general avia-
tion accidents each year (on ‘the average). Conditions are such that an
aircraft's performance envelope may be inadequate for safe penetration
unless optimal control strategies are known and applied.

While a number of simulation studies have been directed at the
problem, there are varied opinions in the flying commumty regarding the
best piloting procedures, and optimal control strategies have only recently
been defined. Graduate student Mark Psiaki completed a study of optimal
trajectories for penetration of microbursts when encounter is unavoidable.
His initial work (reported earlier) showed that simple control laws could
greatly reduce an aircraft's response to wind shear. His 1987 Ph.D. thesis
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presents flight envelopes within which optimal application of throttle and
pitch control produce acceptable deviations from nominal takeoff and
landing flight paths for a jet transport and a propeller-driven general avia-
tion aircraft. Although the response mechanism is the same, jet transport
and general aviation aircraft behave somewhat differently in microbursts;
the larger, heavier aircraft are more adversely affected by variations in the
horizontal wind, while the smaller, lighter aircraft have greater difficulty
with the downdraft. These findings are summarized in Ref. 1.

The emphasis of current wind shear research, being pursued by
graduate student Alex Stratton under a separate NASA grant, is on devel-
oping an expert system for wind shear avoidance [2,3]. Our principal
objectives are to develop methods for assessing the likelihood of wind shear
encounter (based on real-time information in the cockpit), for deciding
what flight path to pursue (e.g., abort, go-around, normal climbout, or
glide slope), and for using the aircraft's full potential to combat wind
shear. This study requires the definition of deterministic and statistical
techniques for fusing internal and external information, for making
"go/no-go" decisions, and for generating commands to the aircraft's auto-
pilot and flight directors in automatic and manually controlled flight.

Undetected system failures and/or inadequately defined recovery
procedures have contributed to numerous air carrier incidents and acci-
dents. The infamous DC-10 accident at Chicago's O'Hare Airport, in
which loss of an engine pod, subsequent loss of subsystems, and asymmetric
wing stall led to disaster, provides a prototype for the kind of tragedy that
could be averted by intelligent flight control systems. (An intelligent
control system is one that uses artificial intelligence concepts, €.g., an
expert systems program, to improve performance and failure tolerance.)
Although many methods of modern control theory are applicable, the
scope of the problem is such that none of the existing theories provides a
complete and practical solution to the problem. At the same time, heuristic
logic may be applicable, but it has yet to be stated in satisfactory format.

Graduate student David Handelman has developed a knowledge-based
reconfigurable flight control system that is implemented with the Pascal
programming language using parallel microprocessors. This expert system
could be considered a prototype for a failure-tolerant control system that
can be constructed using existing hardware. The knowledge-based flight
control system is specified initially and tested using the LISP programming
language. When desired logic is determined, the corresponding Pascal
code is generated automatically. Concepts for rule-based learning and



control that can be used in such systems are contained in two technical
papers and in Mr. Handelman's Ph.D. thesis [4 - 6].

Helping a pilot make quick decisions under high workload conditions
is important for aircraft missions of all types. In research principally sup-
ported by an Army/Navy grant but reported at numerous quarterly reviews
of the Joint University Program, Brenda Belkin has developed an expert
system of expert systems called AUTOCREW. In her M.S.E. thesis [7],
Ms. Belkin uses the paradigm of a hypothetical aircraft crew to facilitate
the assignment of tasks, rules, and data within parallel knowledge bases.
AUTOCREW performs a cyclical search in which the Director expert sys-
tem, the electronic analog of the aircraft commander, establishes goals that
invoke the crew-member expert systems. The crew members then perform
such tasks as observation, monitoring, and control in response to continu-
ing needs as well as special requests from the Director. The application of
AUTOCREW to civil jet transports is apparent, and Ms. Belkin has
participated in the Joint University Program with this in mind.

Development of a real-time cockpit simulator continued during the
year. The simulator provides a single-person crew station with both con-
ventional and advanced control devices; it currently is programmed to
simulate the Navion single-engine general aviation airplane. Displays for
the "out-the-window" view and the control panel devices are generated
entirely by computers and are presented on color cathode-ray tubes. The
external view is generated and displayed by a Silicon Graphics IRIS 3020
Workstation, which has 1024 x 768-pixel resolution and can perform over
85,000 3-D transformations per second. A central computing unit per-
forms dynamic and control calculations, accepts analog inputs, drives the
panel displays, and commands the external view. It is a special-purpose
Multibus computer employing parallel 80286 processors and special-pur-
pose graphics boards, which are controlled by an IBM PC-AT computer.
Senior Jeffrey Seinwill developed an all-attitude artificial horizon display
for the simulator during the year [8].

For all practical purposes, the production of small general aviation
(GA) airplanes in the U.S. has come to an end. Fewer than a thousand
four-seaters were produced in 1987, and most of the principal American
GA manufacturers have all but abandoned the business. Although there are
many reasons for the erosion of this industry, outmoded technology is a
major factor. General aviation has a potentially significant role to play not
only in the National Transportation System but in the economic infrastruc-
ture of the country. Revival demands reinvention of the small plane, in
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what might be called a Modern-Equipment General Aviation airplane.
There is a wealth of fundamental research to be done in this area, much of
it already under way in the Air Transportation Technology Program.
Senior Joakim Karlsson's independent work project dealt with the design of
such an aircraft [9] using modern aerodynamic, structural, and control
technology. Senior Bruce Weiner conducted an economic review of the
price-performance characteristics of small aircraft during the period from
1970 to 1987 that graphically illustrates the effects of increased product
liability costs [10].

Air commerce is a significant factor in the nation's economy,
involving hundreds of millions of passenger trips and tens of billions of
dollars in operating revenue each year. Recent revenue growth rates aver-
age 10 percent per year; much of this growth can be traced to the deregu-
lation of the nation's airlines in 1978. This growth has caused severe air
traffic control problems, most often demonstrated in flight delays and
reflected by growing concems for passenger safety. Despite the aggregate
economic benefits of deregulation, many people are questioning whether
the benefits outweigh the perceived costs of reduced confidence and
increased delays. Senior Lawrence Neubauer analyzes alternatives for the
air traffic control system in his thesis, giving particular attention to the
institutional structure of the FAA [11].

Control system robustness is defined as the ability to maintain satis-
factory stability or performance characteristics in the presence of all con-
ceivable system parameter variations. While assured robustness may be
viewed as an alternative to gain adaptation or scheduling to accommodate
known parameter variations, more often it is seen as protection against
uncertainties in plant specification. Consequently, a statistical description
of control system robustness is consistent with what may be known about
the structure and parameters of the plant's dynamic model. Guaranteeing
robustness has long been a design objective of control system analysis,
although in most instances, insensitivity to parameter variations has been
treated as a deterministic problem. Graduate student Laura Ryan is inves-
tigating a simple numerical procedure for estimating the stochastic robust-
ness of control systems [12-14]. Monte Carlo evaluation of the system's
eigenvalues allows the probability of instability and the related stochastic
root locus to be estimated. This analysis approach treats not only Gaussian
parameter uncertainties but non-Gaussian cases, including uncertain-but-
bounded variations. Trivial extensions of the procedure admit alternate
discriminants to be considered. Thus, the probabilities that stipulated
degrees of instability will be exceeded or that closed-loop roots will leave



desirable regions also can be estimated. Results are particularly amenable
to graphical presentation.

There is growing interest in the use of neural networks for compu-
tational decision-making and control, brought about by the advent of small,
fast, inexpensive computers. The neural network paradigm offers a poten-
tially attractive structure for flight control systems that adapt to changing
flight conditions and system failures, but much is to be learned about the
practicality of such an approach. Graduate student Dennis Linse has begun
to examine this potential. To date, he has formulated various multi-layer
networks to trim the longitudinal motions of a twin-jet transport. The
network is resilient in the face of elemental failures and provides moder-
ately accurate open-loop control of throttle and elevator over a wide range
of flight conditions.

ANNOTATED REFERENCES OF 1988-89 PUBLICATIONS

1. Psiaki, M., and Stengel, R.F., "Performance Limits for Optimal Micro-
burst Encounter," Proceedings of the AIAA 15th Atmospheric Flight
Mechanics Conference, Minneapolis, Aug 1988, pp. 358-370.

The performance limits of optimal aircraft control strategies for
microburst encounter are presented. The purpose is to determine the
"edges of the envelope” for no-accident aircraft penetration of microburst
wind shear. Over 1,100 optimal trajectories have been computed for jet
transport and general aviation aircraft flying through idealized micro-
bursts. They have been generated using a Successive Quadratic Programs
trajectory optimization algorithm, which directly handles inequality con-
straints. Qualitative aspects of the best strategies provide a composite pic-
ture of good control in a microburst. Variations of the no-accident per-
formance with microburst type, intensity, length scale, and location define
performance limits.

Optimal performance limits show three length-scale regimes. At
short length scales, hazards usually associated with gustiness predominate.
At intermediate length scales, a degraded ability to maintain flight path
and/or vertical velocity sets the limiting microburst intensities for no-acci-
dent performance. At very long microburst length scales, the hazards
associated with intense steady winds are the critical safety limits. The abil-
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ity to successfully transit a microburst also varies strongly with microburst
location. The performance limits show that both aircraft types, if con-
trolled properly, can penetrate very severe microbursts. Nevertheless,
even the best control strategies have their limits. The jet transport perfor-
mance limits occur at higher microburst intensities than the general avia-
tion limits.

2. Stengel, R.F., and Stratton, D.A., "An Expert System for Wind Shear
Avoidance," presented at the Second Combined Manufacturers and Tech-
nology Airborne Wind Shear Review Meeting, Williamsburg, VA, Oct
1988.

Flight in strong wind shears, especially microbursts, poses a unique
and severe hazard to aircraft. The disturbance caused by the wind field
may literally exceed the performance characteristics of the aircraft, making
safe transit impossible even with optimal guidance and control strategies.
An unusual degree of piloting skill may be required to successfully elude
danger. Nevertheless, planes fly in moderate wind shear all the time; pilots
learn to handle crosswinds, gustiness, and moderate frontal activity. The
problem is that microbursts are random, rare phenomena; pilots do not
develop the needed skills for coping with wind shear through normal expe-
rience. The typical pilot is likely to be confronted with a life-threatening
wind shear only once or twice during an entire flying career; hence, it is
unlikely that he or she can learn all the important signs of wind shear and
maintain a high level of proficiency in the proper control procedures.

On-board computation provides an excellent opportunity to assist the
pilot in surviving encounters with severe wind shears, but the logic that
must be executed in real time is complex and must have sufficient inputs
for framing decisions about appropriate control actions. The computer
program(s) and hardware to perform this task must have attributes of
expert systems and control systems, they must account for the limitations of
aircraft performance, and they must operate in real time. At least as
important as its technical specifications, the on-board system must provide
a satisfactory interface with the flight crew, which bears the ultimate
responsibility for assuring safety. This means not only that the system
must deduce near-optimal strategies and tactics for emergency situations
but that it must distinguish between truly hazardous conditions and the
more likely alternatives associated with normal aircraft operations.

A program to investigate ways of protecting against wind shear has
begun at Princeton University, with current emphasis on developing an



expert system for wind shear gvoidance. Our principal objectives are to
develop methods for assessing the likelihood of wind shear encounter
(based on real-time information in the cockpit), for deciding what flight
path to pursue (e.g., abort, go-around, normal climbout, or glide slope),
and for using the aircraft's full potential to combat wind shear. This study
requires the definition of deterministic and statistical techniques for fusing
internal and external information, for making "go/no-go" decisions, and
for generating commands to the aircraft's autopilot and flight directors in
automatic and manually controlled flight.

The expert system for pilot aiding is based on results of the Inte-
grated FAA Wind Shear Program. Its two-volume manual presents an
overview, pilot guide, training program, and substantiating data and pro-
vides guidelines for this initial development. The WindShear Safety Advi-
sor currently being developed at Princeton contains over 140 rules and is
coded in the LISP programming language for implementation on a Sym-
bolics 3670 LISP Machine.

3. Stengel, R.F., and Stratton, D.A., "An Expert System for Wind Shear

Avoidance," presented at the 1989 American Control Conference, Pitts-
burgh, June 1989.

A study of intelligent guidance and control concepts for protecting
_against the adverse effects of wind shear during aircraft takeoffs and land-
ings is being conducted, with current emphasis on developing an expert
system for wind shear avoidance. Principal objectives are to develop
methods for assessing the likelihood of wind shear encounter (based on
real-time information in the cockpit), for deciding what flight path to
pursue (e.g., takeoff abort, landing go-around, or normal climbout or
glide slope), and for using the aircraft's full potential for combating wind
shear. This study requires the definition of both deterministic and statisti-
cal techniques for fusing internal and external information, for making
"go/no-go"decisions, and for generating commands to the aircraft's
autopilot and flight directors for both automatic and manually controlled
flight. The program has begun with the development of the WindShear
Safety Advisor, an expert system for pilot aiding that is based on the FAA
Windshear Training Aid, a two-volume manual that presents an overview,
pilot guide, training program, and substantiating data provides guidelines
for this initial development. The WindShear Safety Advisor expert system
currently contains over 200 rules and is coded in the LISP programming
language.
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4. Handelman, D.A., and Stengel, R. F., "Rule-Based Mechanisms of
Learning for Intelligent Adaptive Flight Control," Proceedings of the 1988
American Control Conference, Atlanta, June 1988, pp. 208-213.

This paper investigates how certain aspects of human learning can be
used to characterize learning in inte]ligent adaptive control systems.
Reflexive and declarative memory and learning are described. It is shown
that model-based systems-theoretic adaptive control methods exhibit
attributes of reflexive learning, whereas the problem-solving capabilities of
knowledge-based systems of artificial intelligence are naturally suited for
implementing declarative learning. Issues related to learning in knowl-
edge-based control systems are addressed, with particular attention given to
rule-based systems. A mechanism for real-time rule-based knowledge
acquisition is suggested, and utilization of this mechanism within the con-
text of failure analysis for fault-tolerant flight control is demonstrated.

5. Handelman, D.A., and Stengel, R. F., "Perspectives on the Use of Rule-
Based Control," Proceedings of the IFAC Workshop on Artificial Intelli-
gence in Real-Time Control, Swansea, UK, Sept 1988.

This paper addresses issues regarding the application of artificial
intelligence techniques to real-time control. Advantages associated with
knowledge-based programming are discussed. A proposed rule-based
control technique is summarized and applied to the problem of automated
emergency procedure execution. Although emergency procedures are by
definition predominantly procedural, their numerous evaluation and deci-
sion points make a declarative representation of the knowledge they encode
highly attractive, resulting in an organized and easily maintained software
hierarchy. Simulation results demonstrate that real-time performance can
be obtained using a microprocessor-based controller. It is concluded that a
rule-based control system design approach may prove more useful than
conventional methods under certain circumstances, and that declarative
rules with embedded procedural code provide a sound basis for the con-
struction of complex control systems.



6. Handelman, D.A., "A Rule-Based Paradigm for Intelligent Adaptive
Flight Control," Ph. D. Thesis, Princeton University, Report No. 1858-T,
April 1989.

Although fault tolerance always has been an important aspect of air-
craft design, the reduced static stability and increased maneuverability of
modern aircraft complicate the problem by shortening the amount of time
available to detect, identify, and adjust for component failures. This dis-
sertation investigates the use of highly integrated symbolic and numeric
processing in real-time knowledge-based systems for enhanced automatic
aircraft failure accommodation. A rule-based control technique is pro-
posed whereby procedural activity is attained through the manipulation of
declarative expressions. Rules are used to encode common-sense depen-
dencies, to incorporate expert knowledge on specific situations, and to
invoke algorithmic mathematical procedures. Task execution occurs as a
by-product of search through these knowledge-base rules. Also proposed
is a rule-based controller development system that utilizes a high-level
symbolic LISP environment for preliminary system design. Automatic
LISP-to-Pascal knowledge-base translation is used to provide dramatically
increased execution speed and an environment for highly integrated sym-
bolic and numeric computation. The utility of the control technique is
demonstrated through the construction of a multi-processor Rule-Based
Flight Control System (RBFCS) for a CH-47 tandem-rotor helicopter. The
RBFCS is shown to accommodate multiple simulated failures affecting the

-electrical, hydraulic, and stability augmentation subsystems of the heli-
copter. It is concluded that declarative rules with embedded procedural
code provide a sound basis for the construction of complex control sys-
tems.

7. Belkin, B.L., "Cooperative Rule-Based Systems for Aircraft Navigation
and Control," M.S.E. Thesis, Princeton University, Report No. MAE-
1856-T, June 1989.

This thesis proposes a design methodology for the development of
multiple cooperating rule-based systems for aircraft. Nine systems, collec-
tively called AUTOCREW were designed to automate functions and deci-
sions. The organization of tasks is described, details of knowledge-base
development and implementation are given, and performance metrics for
evaluating the workload of each knowledge base are demonstrated. Several
test scenarios were evaluated using an interactive graphical simulation on
an IBM PC-AT computer. Software tools developed to aid in high-level
design also are described. Results show that these tools facilitate rapid
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prototyping of a complex system exhibiting knowledge-base cooperation,
satisfactory logic flow, and human pilot-AUTOCREW interaction.

Design of one of the component expert systems, the Navigation Sen-
sor Management (NSM) module, was pursued in considerable detail. This
problem was chosen because it presented the challenge of designing an
expert system from simulation data? that is, from quantitative test results.
The NSM Expert was systematically derived from Kalman filter covariance
data for simulated missions flown with seven different navigation system
types. This development used Analysis of Variance (ANOVA) and the
"ID3" algorithm. The function of the NSM Expert was to determine opti-
mal navigation strategies from a set of available sensors based on a root-
sum-square metric. Results show that the NSM Expert predicted position
accuracy between 65 and 100 percent of the time for a specified "navaid"
configuration and aircraft trajectory; hence, this decision-making logic
could be incorporated in a scheme for best navaid selection. The system-
atic nature of the ANOVA/ID3 method makes it broadly applicable to
expert system design when experimental or simulation data are available.

8. Seinwill, J., "Design and Testing of Cockpit Displays for a Flight
Simulator," Princeton University Senior Independent Work Project
Report, May 1988.

A program to simulate an artificial horizon display on a CRT was
developed and tested. The code exhibits real-time performance using a
Matrox Multibus graphics board to generate an image of the aircraft's pitch
and roll attitudes in maneuvering flight. The display can be masked to
yield circular or rectangular format, and additional alphanumeric or
graphical information can be presented within the mask. A pitch "ladder”
can be superimposed on the artificial horizon to show quantitative data.

9. Karlsson, J., "Preliminary Design for a Modern Equipment General
Aviation (M.E.G.A.) Aircraft,” Princeton University Senior Independent
Work Project Report, May 1988.

A single-engine/propeller aircraft design is proposed to revitalize the
U.S. general aviation industry. The objective of the design is to improve
safety over existing designs, improve cost efficiency, and to provide easy-
to-fly aircraft, while maintaining good performance qualities. The design
approach is defined, followed by the resulting design procedure, and a
preliminary design is presented. These objectives are realized through the
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use of modern, but proven, technology, as well as a high degree of system
redundancy.

The Modern Equipment General Aviation (M.E.G.A.) airplane is
designed to carry a payload of one pilot and three passengers, as well as
two children on a folding seat or 100 kg of baggage. The range specifica-
tion is 1000 km, the cruising speed is 90 m/s, and the landing speed is 25
m/s. The resulting design incorporates a stratified-charge rotary engine
and three lifting surfaces: a laminar-flow wing, a T-tail, and a small
flapped canard in the propeller slipstream. All lifting surfaces have
mechanically uncoupled controls. The wing has 50%-span simple flaps,
and the wing tips are sheared to improve aerodynamic efficiency. Large
cockpit windows afford good visibility, and limited use is made of com-
posite materials to reduce weight and insure partial laminar flow over the
wing.

The first phases of the preliminary design were based on conven-
tional analytical procedures. Two computer programs, LinAir and Paper
Airplane, were used to optimize design details such as wing twist and static
stability to produce the final design.

10. Weiner, B.W., "Public Policy and Its Impact on The Decline Of Gen-
eral Aviation: Directions For Future Improvement,” Senior Thesis,
Woodrow Wilson School of Public and International Affairs, Princeton
University, May 1988.

General aviation has not participated in the recent upswings in the
economy. This year represented the ninth consecutive year of the decline
in shipments of U.S.-built general aviation airplanes. The number of pri-
vate pilots has been following a downtrend as well. The cause of the
decline and future directions for general aviation are the topics of this the-
sis.

The purpose of the inquiry is to examine some of the external influ-
ences driving general aviation pilots and aircraft out of American skies. It
begins by examining the benefits of general aviation in both quantitative
and qualitative terms. It considers the effect that the FAA has had and the
policy changes that would benefit general aviation. It develops a "hedonic"
pricing model to examine the economic demand for general aviation air-
craft, focusing on single-reciprocating-engine configurations. The thesis
concludes with policy recommendations.
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The pricing model is a function of cruise speed, range, useful load,
rate of climb, landing gear (retractable or not), and aircraft age. An eight-
term polynomial was found to fit the logarithm of current average price
with an R2 statistic of 0.93 for a 17-year period beginning in 1970. The
resulting index was applied to the general aviation fleet on an averaged,
annualized basis to determine the relative quality of available aircraft. This
measure suggests that both quality ‘and aircraft price increased during the
period, although there was a downturn in both during the final two years.
The price index tracked the gross national product rather well until the
same point in time. The author presents evidence that this relative reversal
is due to skyrocketing product liability costs, which impact established
manufacturers with many aircraft in the field most heavily. Liability costs
have smaller impact on foreign competitors, who do not have as large an
American fleet and thus have fewer claims. Tort reform is seen as a prin-
cipal means of solving this problem.

11. Neubauer, L. A., "The Air Traffic Control System: Problems and

Prospects,” Senior Thesis, Woodrow Wilson School of Public and Inter-
national Affairs, Princeton University, April 1988.

Air commerce is a significant factor in the nation's economy,
involving hundreds of millions of passenger trips and tens of billions of
dollars in operating revenue each year. Recent revenue growth rates aver-
age 10 percent per year; much of this growth can be traced to the deregu-
lation of the nation's airlines in 1978. This growth has caused severe air
traffic control problems, most often demonstrated in flight delays and
reflected by growing concerns for passenger safety. Despite the aggregate
economic benefits of deregulation, many people are questioning whether
the benefits outweigh the perceived costs of reduced safety and increased
delays. Elected officials have responded by holding numerous hearings and
introducing bills providing for a range of alternatives from total re-regu-
lation to dismantling the Federal Aviation Administration.

The FAA faces a growing crisis of confidence in its ability to pro-
vide air traffic control. In response to funding, procurement, staffing, and
oversight problems, three alternative solutions were analyzed in this thesis:
reestablishing the FAA as an independent agency, setting up a government-
owned corporation to run air traffic control, and privatizing air traffic
control. After extensive review, it was concluded that the first alternative
provides the best opportunity for resolving this dilemma, while creating
the fewest new problems. An independent FAA would provide the oppor-
tunity for a revitalization of the Agency by reducing funding concemns,



cutting outside influence over the organization, and providing the Admin-
istrator with more flexibility to appoint staff and to recognize meritorious
service. Resolution of the concerns facing air traffic control depends upon
the joint efforts of FAA, DOT, Congress, and the Administration, as well
as the users of the system.

12. Stengel, R.F., and Ryan, L.E., "Stochastic Robustness of Linear Con-
trol Systems," presented at the 1989 Conference on Information Sciences
and Systems, The Johns Hopkins University, Baltimore, Mar 1989.

A simple numerical procedure for estimating the stochastic robust-
ness of a linear, time-invariant system is described. Monte Carlo evalua-
tion of the system's eigenvalues allows the probability of instability and the
related stochastic root locus to be estimated. This definition of robustness
is an alternative to existing deterministic definitions that address both
structured and unstructured parameter variations directly. This analysis
approach treats not only Gaussian parameter uncertainties but non-Gaussian
cases, including uncertain-but-bounded variations. Trivial extensions of
the procedure admit alternate discriminants to be considered. Thus, the
probabilities that stipulated degrees of instability will be exceeded or that
closed-loop roots will leave desirable regions also can be estimated.
Results are particularly amenable to graphical presentation.

13. Stengel, R.F., and Ryan, L.E., "Stochastic Robustness," presented at

the SIAM Conference on Control in the 90's,” San Francisco, May 1989.

This paper is an oral-only extension of the above paper with
extended numerical results for the Doyle L.QG counterexample. In partic-
ular, the comparison of stochastic robustness with singular-value analysis is
pursued; whereas the latter provides only qualitative guidelines for "loop
transfer recovery," the former provides a specific solution for the amount
of robustness recovery required as a function of parameter uncertainty.

14. Stengel, R.F., and Ryan, L.E., "Multivariate Histograms for Analysis
of Linear Control System Robustness,” presented at the 1989 American
Control Conference, Pittsburgh, June 1989.

A simple numerical procedure for estimating the stochastic robust-
ness of a linear, time-invariant system is described. Based on Monte Carlo
evaluation of the system's eigenvalues, this analysis approach introduces the
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probability of instability as a scalar measure of stability robustness. The
related stochastic root locus, a portrayal of the root probability density,
provides insight into robustness characteristics. Parameter variations are
not limited to Gaussian parameter uncertainties; non-Gaussian cases,
including uncertain-but-bounded variations, can be considered as well.
Confidence intervals for the scalar probability of instability address com-
putational issues inherent in Monte I%arlo simulation. An example demon-
strates stochastic robustness as applied to an aircraft control system in
which parameters are alternately considered to have Gaussian, uniform, or
binary probability distributions.



S5l paa

N90-20936

APPLICATION OF STOCHASTIC ROBUSTNESS TO
AIRCRAFT CONTROL SYSTEMS

Laura E. Ryan
Department of Mechanical and Aerospace Engineering
Princeton University

INTRODUCTION

Guaranteeing robustness has long been an important design objective of control system
analysis. Stochastic robustness is a simple numerical procedure that can be used to measure and gain
insight into robustness properties associated with linear control systems. In the realm of aircraft
control systems, problems such as the effects of flight condition perturbations and model-order
uncertainties on robustness are easily and effectively analyzed using stochastic robustness. The
concept of stochastic robustness will be reviewed and examples will be presented demonstrating its
use in flight control system analysis.

e Summary of stochastic robustness
» Control system robustness with flight condition perturbations

 Control system robustness with model-order uncertainties

Actuator dynamics
Aeroelastic effects

» Summary of results
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DEFINITIONS

Control system robustness is defined as the ability to maintain satisfactory stability or performance
characteristics in the presence of all conceivable parameter variations. A good robustness measure is vital
to guarantee and understand control system robustness. Stochastic robustness provides such a
measure. It uses the statistics of a plant's variable parameters and Monte Carlo simulation to compute the
probability distributions of closed-loop system characteristics. Present research has concentrated on
stability robustness as characterized by the closed-loop eigenvalues, although the method can be extended
to other closed-loop characteristics. Stochastic robustness is computationally simple. For a single Monte
Carlo evaluation, random numbers are generated and shaped to match the parameter statistics, added to the
mean parameter vector, and the closed-loop eigenvalues are computed using the modified parameters.
Repeated Monte Carlo evaluations give rise to the stochastic root locus, a plot of the probability
distributions of the closed-loop eigenvalues. The probability of instability, or probability that all of
these eigenvalues lie in the open left-half s plane,is the scalar measure of robustness.

Robustness

The ability to maintain satisfactory stability/performance
characteristics in the presence of all conceivable parameter
variations.

Stochastic robustness

A robustness measure based on the probability distributions of
closed-loop characteristics, given the statistics of a plant's variable

parameters.

« Characteristics can be eigenvalues, performance,
control authority, disturbance rejection

« Based on Monte Carlo simulation

« Not limited to Gaussian parameters

Stochastic root locus
Plot of the probability distributions of closed-loop eigenvalues.
Probability of instability

Probability that closed-loop system is unstable - a scalar measure of
stability robustness.
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STOCHASTIC ROBUSTNESS
APPLIED TO DEMONSTRATOR AIRCRAFT

As an example of the application of stochastic robustness, three controllers are applied to a

fourth-order longitudinal model of an open-loop unstable aircraft. A ten-element parameter vector

consisting of elements of the dynamic and control effect matrices is chosen. The three control designs are
chosen to reflect increasingly robust controllers. The first two Cases are LQR controllers with low and
high control weighting respectively, and the third controller multiplies the Case (b) controller by a factor of
five to restore the closed-loop bandwidth to that of Case (a). These three cases have been chosen not to
satisfy any particular flying qualities criteria, but merely to demonstrate the impact of differing generalized

design criteria on stochastic robustness.

Fourth-order longitudinal dynamic model
x=F(p)x+G(p)u
=-Cx

Ten-element parameter vector

P = [f1; f15 £13 25 £35 £33 811 812 831 832]

fi;, gij are elements of matrices F and G.

Control design ( C matrix) to demonstrate stochastic robustness
Case (a) LQR with low control weighting.
Case (b) LQR with high control weighting.

Case (¢) Gain matrix of Case (b) is multiplied by 5 to restore
bandwidth.
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Stochastic root loci for demonstrator aircraft with 30%
standard-deviation Gaussian parameters

The results for 30% Gaussian parameters and 10,000 Monte Carlo evaluations reflect the expected
increase in robustness between control designs. The stochastic root locus shows the extent to which
eigenvalues can vary. The eigenvalue near the origin is least affected by the parameter changes, and its
peak dominates the distribution. In Cases (a) and (c), the left-most eigenvalue (not shown) has an
enormous variance along the real axis. Interaction of roots around the origin causes instability.
Robustness improves from Case (a) to (b) as control usage is restrained by high control weighting, and the
ad hoc robustness recovery technique used in Case (¢) gives additional improvement.

pr(A)

Case (a)
P=0.0711

Case (b)
P=0.0169

Case (¢)
P =0.0033
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Stochastic root loci for demonstrator aircraft with 30% uniformly

distributed parameters

For 30% uniformly distributed parameters and 10,000 Monte Carlo evaluations, the probability of
instability for all three cases is zero. The stochastic root locus gives a good indication of the effects of

Gaussian "tails" on the eigenvalue probability densities.

pr(A)

Case (a)
P=0.0

Case (b)
P=0.0

Case (¢)
P=0.0
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CONTROL SYSTEM ROBUSTNESS WITH
FLIGHT CONDITION PERTURBATIONS

Demonstrator Aircraft with Flight Condition Effects

Dynamic pressure variations can be considered separately and included in the parameter vector.

Although velocity (V) and air-density (p) are essentially deterministic, including them as separate
parameters gives the ability to look at flight condition perturbations around the nominal and eliminates

correlation of the remaining parameters. A twelve-element parameter vector results. p and V are modeled
as uniform parameters, giving an indication of stochastic robustness over a range of flight conditions.

Fourth-order longitudinal dynamic model
x=F@)x+G(@)u

u=-Cx

Twelve-element parameter vector

p=Ip V112513522 032/33 811 812 831 832]

p is the air density (nominal value 0.00152 s/ft3)
V is the velocity (nominal value 670 ft/sec)
fij» &ij are elements of F and G with p and V considered separately.

Model p and V as uniform parameters and apply stochastic
robustness using the same three control designs as previous example.
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Stochastic root loci for demonstrator aircraft with 30% Gaussian
parameters and 30% uniform p and V

Next, we examine the stochastic root loci for these three cases: for 30% uniform p and V, and
30%-standard-deviation Gaussian uncertainty on each of the remaining elements of the parameter vector.
The shapes of the root loci are similar to the case with correlated parameters.

Case (a)
P=0.0736

Case (b)
P=0.0166

pr(A)

Case (¢)
o P =0.006
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SUMMARY OF STABILITY ROBUSTNESS RESULTS FOR
DEMONSTRATOR AIRCRAFT FOURTH-ORDER MODEL

Considering a case with non-varying flight condition along with the above results, the probabilities of
instability seem to indicate that instability in Case (a) is a stronger function of uncertainties in individual

parameters or stability derivatives than 30% V and p variations, while the remaining two cases are sensitive

to flight condition variations.

Correlated parameters
30% Gaussian variations

Uncorrelated parameters
30% Gaussian variations

30% uniform p and V

Uncorrelated parameters
30% Gaussian variations

no p and V variations
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Case (a)

0.0711

0.0736

0.0746

Controller

Case (b)

0.0169

0.0166

0.0162

Case (¢)
0.0033

0.0060

0.0030



CONTROL SYSTEM ROBUSTNESS
WITH ACTUATOR DYNAMICS

Stochastic robustness can be used to quantify the effects on robustness of actuator dynamics.
First-order actuator dynamics are added for each control, resulting in a 14-element parameter vector. A
controller is designed with LQR weighting specifications intended to approximate the controller of Case (a),
while not pushing the actuator dynamics to unrealistic frequencies.

Fourth-order longitudinal dynamics and first-order actuator dynamics
for each control

x=F'(p')x+G'(')u

u=-Cx

14-element parameter vector
P'=1p Vi1 fi2f13f22132133 811 812 831 832 T Tt ]

T = canard time constant (nominal value 0.1 sec)

T, = thrust time constant (nominal value 1.0 sec)

*Redesign Case (a) controller such that closed-loop longitudinal
eigenvalues are the same as previous example and actuator dynamics
are reasonable.

*Apply stochastic robustness using new controller,
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PROBABILITY OF INSTABILITY FOR VARIOUS GAUSSIAN
CONTROL PARAMETER UNCERTAINTIES

Stochastic robustness is applied for different values of the variance associated with each time
constant, in order to detail the separate effects of each control lag. As indicated by the first line in the
Table, simply including actuator dynamics increa’ses the probability of instability, even if the associated
parameters are known perfectly. This is a reasondble result because actuator dynamics are no longer
infinitely fast but are allowed to interact with the rigid-body states. Qualitatively, bringing actuator
dynamics in from infinity pushes the root-locus closer to instability. Stochastic robustness quantifies the
effect. The thrust time constant has a small effect on the probability of instability, while a large increase in
the probability of instability is seen as the canard time-constant standard-deviation increases from 30% to
150%.

p and V are 30% uniform parameters.
fij’ gjj are 30% Gaussian parameters.

standard-deviation of To standard-deviation of Tt P
0 0 0.092
0 30 0.0988
30 30 0.101
30 150 0.1014
150 30 0.1474
No control dynamics 0.0736
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Stochastic root loci for demonstrator aircraft with 30% Gaussian
parameters, 30% uniform p and V, and non-varying T, and 7,

The stochastic root loci show that a strong coupling due to uncertainties can occur between the
control and dynamic states, which tends to push more eigenvalues towards the right-half plane.

ORIGINAL PAGE IS
OF POOR QUALITY

jo

r 45.0

I 15.8

- 5.8

-
~45.0

-35.0

-25.0

=-15.0

5.0

Case (a)
P =0.092
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Stochastic root loci for demonstrator aircraft with 30% Gaussian
parameters, 30% uniform p and V, and 30% Gaussian Te and Ty

Increasing the standard-deviations associated with the time constants shows that the complex pair of
eigenvalues has a small "variance" in the 6-direction, and a large variance in the jog direction.

jo
[ vs.o Case (a)
P=0.101

- 35.0 )
- 25.0

ORIGINAL PACE 1S

OF POOR GUALITY | so

; o I s.e
. : . . . K o r c
—45.8 -3..d -25.90 -15.0 - 5.0 5.0
pr(d)
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Stochastic root loci for demonstrator aircraft with 30% Gaussian
parameters, 30% uniform p and V,

30% Gaussian T, and 150% Gaussian T;

The o-direction variance is largely due to the uncertainty associated with the thrust time constant, as
illustrated by increasing the standard-deviation on this parameter to 150%. Increasing the uncertainty of T
has little effect on the probability of instability because it does not cause significant coupling with the

dynamic modes.

ORIGINAL PAGE 1S
OF POOR QUALITY

......

jo |

r 45.8

I 15.0

Case (a)
P=0.1014

~45.9

-35.0

=-25.8

-15.8
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Stochastic root loci for demonstrator aircraft with 30% Gaussian
parameters, 30% uniform p and V,

150% Gaussian Teo and 30% Gaussian T

The variation at constant ¢ and coupling of c'(;ntroller and dynamic modes is largely due to variation

of the canard time constant . Uncertainty in T causes eigenvalues to migrate to the real axis and split off to
form the complex "cloud" of eigenvalues that reaches instability.

jo

Case (a)
[ =0 P=0.1474

CIGTALD FRCE IS

OF POCR GQUALITY
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Stochastic root loci for demonstrator aircraft with aeroelastic effects

(-2.95 + 32.03)) shift towards instability.

jw/.

(

\

for 30% uniform p and V

r 15.0

-20.8

jw/’

o ——

-20.8

+ 15.0

-28.0

For 30% uniform variations in velocity and density alone, using the reduced-order gains, the
probabilities of instability are zero. As expected, the closed-loop torsion eigenvalues at s=-0.1 + 212.5j
(not shown in figures) do not change with velocity and do not effect the probabilities of instability.
Bending mode eigenvalues show a definite velocity trend, migrating towards instability as velocity
increases. The closed-loop mean eigenvalues of rigid-body modes shift from the reduced-order case
because of the presence of the added dynamics. In each case, the open-loop bending mode eigenvalues

Case (a)
P=0.0

Case (b)
P=0.0

Case (¢)
P=0.0
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Stochastic root loci for demonstrator aircraft with aeroelastic effects
for 30% Gaussian parameters and 30% uniform p and V
Next, the stochastic root loci for 30% uniform variations in p and V and 30% Gaussian variations of

the parameters are evaluated. The peak near the origin is magnified to bring out the distribution associated
with the bending mode eigenvalues.

Case (a)
P=0.043

I 15.8

ORIGINAL PAGE IS
OF POOR QUALITY
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CONTROL SYSTEM ROBUSTNESS WITH AEROELASTIC
EFFECTS

With second-order, dynamic-pressure-dependent aeroelastic effects representing the wing's first
bending and torsional modes, the (8x8) and (8x2) system matrices can be partitioned as shown, where Fr

=F and G = G represent dynamic and control effects for rigid body modes, Fra and Far couple the rigid
and flexible modes, and F,, Gj represent aeroelastic dynamic and control effects. To separate effects of
material properties, the four parameters Ky , Mp, K¢, and M; are assumed to be known perfectly. The
aeroelastic matrices introduce 32 additional parameters, and the resulting 44-element parameter vector

includes separate p and V effects. For preliminary analysis, 40 parameters were used, although concern
for statistical significance and limits on the computational facilities used to date calls for modification of the
number of parameters for future studies.

Fourth-order longitudinal dynamics coupled with fourth-order
aeroelastic effects

x=F'(p')x+G'(@)u

u=-Cx

F' = F, Fpy C'= G,

| Fy Fy | G, |

Fr =F, Gy = G represent rigid body modes
F3, G, represents coupled second-order bending and torsion modes
Frq and F4 couple rigid and aeroelastic modes

44-element parameter vector
P’ =lp Vi fiaf135523233 811 812 831 832 + uncertain terms
from Frq, Far, Fa, and G4 |
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CONTROL SYSTEM ROBUSTNESS WITH AEROELASTIC
EFFECTS (CONTINUED)

In terms of structural-dimensional derivatives, Fg can be represented as given. Material properties

dominate the torsional mode, which varies little with dynamic pressure variations. Stochastic robustness is
applied to the new system using the reduced-ordér gains. Coupling of the systems through Fry and Fyp

causes the closed-loop system to be sensitive to adroelastic terms.

» Assume generalized mass and stiffness of bending and torsion
modes are known perfectly.

) 1 0 0 ]

1 1 1 1
(Snb'Kb)/Mb S ﬂb/Mb Sm/Mb S 1,h/Mb

Fa =
0 0 0 1
S2 ‘S 2 2 K S 2
i nb/Mz ﬂb/Mt (S N /M 1,h/Mt__

Kp, Mp, K¢ and M; are generalized stiffness and mass for each
mode.
Snl are structural dimensional derivatives.

* Apply stochastic robustness to new system using gains established
previously.

C'=[C 0]

Fclosed-loop = F r- GI'C Fra
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Stochastic root loci for demonstrator aircraft with 30% Gaussian
parameters and 30% uniform p and V

| e
- 35.0

Case (b)
P=0.017

I -15.8

- 20.8

CRIGIAL PAGE IS
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Stochastic root loci for demonstrator aircraft with 30% Gaussian
parameters and 30% uniform p and V

Case (¢)
P=0.0415

T TR AL LI

SN TSTINRIE I S AP RN - 15.0
Of POSK QUaITY
-20.0 d.e j(l)
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SUMMARY OF ROBUSTNESS OF DEMONSTRATOR
AIRCRAFT WITH AEROELASTIC EFFECTS

While definite conclusions cannot be reached because of the small sample space, this example
illustrates the type of analysis possible using stochastic robustness. Certain trends are evident. The
disparity in robustness between Cases (a) and (c) is reduced, and Case (c) shows a considerable decrease in
robustness, while the robustness of the first two cases is at least retained or possibly improved.
Application of a reduced-order controller to a higher order system does not guarantee that the robustness
margins of the original system are retained, but the robustness of the system does not always go in the
adverse direction. (This is somewhat analogous to the loss of guaranteed stability margins when applying
LQG). Stochastic robustness again provides an excellent framework to quantify the effects of applying a
reduced-order controller to a higher-order system. In each of these examples, questions concerning the
selection of the number of Monte Carlo simulations, confidence limits, and statistical significance of results
are issues of future research.

Probability of instability:
without aeroelastic effects with aeroelastic effects

Case (a) 0.0736 0.0430
Case (b) 0.0166 0.017
Case (c) 0.006 0.0415

Closed-loop eigenvalues:
without aeroelastic effects with aeroelastic effects

Case (a) -0.02 -0.02
-3.32,-5.14 -4.96 + 1.27;j
-35.0 -35.0
-2.3 + 32.0j
Case (b) -0.02 -0.02
-1.09 -1.01
-3.36, -5.15 -4.8 + 1.38j
-2.53 + 32.05
Case (¢) -0.01 -0.02
-3.44, -5.15 -3.6, -5.53
-32.21 -34.1
-1.74 + 32.88;j
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SUMMARY

Stochastic robustness offers a rigorous yet straightforward alternative to current metrics for control
system robustness that is simple to compute and is unfettered by normally difficult problem statements,
such as non-Gaussian statistics, products of parameter variations, and structured uncertainty. The
approach answers the question, "How likely is the closed-loop system to fail, given limits of parameter
uncertainty?" It makes good use of modern computational and graphic tools, and it is easily related to
practical design considerations.

The examples presented here illustrate the use of stochastic robustness and its advantage in studying
aircraft control systems. The parameters of aircraft stability and control effect matrices (stability derivatives
and nominal flight condition parameters) lend themselves to this type of analysis tool. The stochastic
robustness of different control system designs can be directly compared. Stochastic robustess can be used
to study stability with flight.condition variations. The method is also easily applied to model-order
uncertainties in aircraft control systems by adding the uncertain dynamics to the system and assigning
appropriate statistics to the new parameters. Quantitative effects of individual parameters or combinations of
parameters on robustness can be measured in terms of the probability of instability. The principal difficulty
in applying this method to control systems is that it is computationally intensive; however, requirements are
well within the capabilities of existing computers. The principal advantage of the approach is that it is
easily implemented, and results have direct bearing on engineering objectives.

1. Stochastic robustness can be used to study effects of flight
condition perturbations on robustness.

« By considering flight condition parameters separately,
parameters are uncorrelated.
« Can separate flight condition effects on robustness from

parameter uncertainty effects.

2. Stochastic robustness can be used to study effects of model-order
uncertainties on robustness.

« Shows magnitude of actuator dynamics effect on robustness.
« Reveals instability or robustness degredation due to
neglected dynamics.
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Neural Networks for Aircraft Control
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Department of Mechanical and Aerospace Engineering
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Current research in Artificial Neural Networks indicates that net-
works offer some potential advantages in adaptation and fault tolerance.
| This research is directed at determining the possible applicability of neural
| networks to aircraft control. The first application will be to aircraft trim.

P4

u u
| —~— 9| Neural Net?—= Airplane >

| ¢ Introduction to Neural Networks
e Neural Networks for Aircraft Trim

¢ Application of Neural Networks to Control
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Introduction to Neural Networks

Artificial neural networks (usually called simply neural networks) are
an attempt to model the processing behavior of the nervous system. Neural
network research focuses on a much larger group of networks loosely clas-
sified by the dense interconnection of simple computational elements.
Since the magjority of the processing operations are independent of one
another, neural networks can conduct massively parallel computations.
While the human brain is estimated to have 100 billion neurons each with
approximately 1000 inputs and outputs, artificial neural networks are
interested in the computational capabilities of smaller networks which may
or may not be biologically correct.

e Artificial neural networks
Abstract simulation of real nervous system

Dense interconnection
of simple computational elements

Massively parallel computation
Biologically inspired vs. biologically accurate

Estimated 100 billion (1011) neurons in brain
Each has 1000 inputs and outputs



Introduction to Neural Networks

Most current applications of neural networks have been in the area of
pattern recognition. A smaller number of applications have been devoted to
optimization, most notably the famous Traveling Salesman Problem in
which the shortest route through selected cities is determined.

The major benefits of neural network are two-fold. First, neural
networks have the ability to learn their internal knowledge from
presentation of input-output data. This means that the network does not
have to be programmed in the traditional sense. It must be trained with
examples of the desired input-output relationship. Adaptability arises if the
learning process continues while the network is in operation. Neural
networks are potentially very fault tolerant due to the massively parallel
architecture. The knowledge contained in the network is distributed
throughout the network so that the loss of individual computational
elements should not seriously degrade the performance of the network.

¢ Applications

Speech/Image/Pattern Recognition, Classification and
Restoration

Optimization

* A few potential benefits
Adaptability/Learning

Robustness / Fault tolerance
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Introduction to Neural Networks

Neural network models are differentiated by the type of computational
element (or node), the connection of the nodes, and the learning rule used to
update the weighted connections between nodes.

¥
¢ Neural network models are specified by
Node characteristics

- linear/ nonlinear
- analog / discrete (binary)

Net topology
- node interconnections

¢ layers
¢ feedforward/feedback

Learning rule

- supervised / unsupervised



Neural Network Node Characteristics

An individual neural network node computes a weighted sum of its
inputs and runs the sum through a fixed function. The resulting value is
transmitted to all of the following network elements. The fixed function,
called the node activation function, is generally a bounded, S-shaped non-
linear element. A common activation function is the sigmoid function.
The nonlinearity of the activation function provides the computational
power of the network. Networks with linear elements have been tested, but
most contain some type of nonlinear function.

¢ Individual Neural Net Node

£()

Threshold

¢ Node Activation Function

Sigmoid f(x)=1.0/(1.0 + exp(-x))

11
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Network Topology and Operation

The multilayer feedforward network is characterized by the distinct
layers of network nodes connected only in the forward direction. There are no
connections between nodes in a single layer nor are there connections from
higher layers to lower layers. A caonstant unit input is used as a threshold
or bias. N

The operation of the network is easily characterized by a recursive
matrix equation. The output of each layer is simply the weighted sum of its
inputs passed through the nonlinear activation function f. The knowledge
of the system is contained in the weighted connections, i.e.,the weights, W.
As the weights change, the nonlinear input-output relationship function
modeled by the network changes.

e Multilayer Feedforward Network

© (1)
X1

) N4V,
‘1/')&‘;\'/
APRRR
, 15,'1A“‘§

Threshold 1.0

e Forward Operation (Activation, Retrieval)
xK) = A wk-1) x(k-1)) k=1, .., Nlayers
x(0) = input

x(N) = output
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Neural Network Learning

In supervised learning, the neural network is trained to match a par-
ticular input-output relationship. First an input is applied to the neural
network. Next, the output produced by the network is compared to the de-
sired output. Finally, the network weights are adjusted based upon the er-
ror.

¢ Supervised Learning Diagram
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Neural Network Learning

The backpropagation learning algorithm adjusts the weights of the
network to minimize the mean square error of all of the outputs. The diffi-
culty comes when assessing the importance of individual weights of the in-
ternal (or hidden) layers on each oytput. The backpropagation learning al-
gorithm explicitly assigns a portion of the error to each element. The one
requirement is that the nonlinear function in each network node must be
differentiable.

¢ Learning by Backpropagation
Adjust weights to minimize the mean square error
Difficulty of error assignment

Differentiability of nonlinearity

¢ Backpropagation
Wil = Wi+ AWj
AW j = B x(k-1) §(k)
9 1is the error term
for output layer = (uq - u

for hidden layers, error is backpropagated



Neural Network for Aircraft Trim

A multilayer feedforward neural network is trained on the input-
output relationship for the longitudinal trim of a transport aircraft. Using
the backpropagation learning rule, the network is taught to produce the
aircraft control positions necessary to maintain a given trim state. Such a
trim map could be used as part of a perturbation control law. The power of
the neural network would eventually be in the ability to continuously update
its knowledge of the aircraft during operation.

¢ Exploit learning/adaptability features of neural networks

¢ Teach neural network the map between
trim states and trim control positions

Useful for

Autotrim system
Trim map for perturbation control law

¢ Straight and level flight
Longitudinal states and controls for learning

x={ q - dynamic pressure
V - forward velocity
v - flight path angle
o - angle of attack
q - pitch rate

h - altitude }

u = { O - elevator deflection

OT - throttle deflection }
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Aircraft Trim Points

The neural network is trained on aircraft trim points ranging from
Mach 0.25 at 1000 feet up to Mach 0.9 at 20000 feet.

Trim Points
25000
20000 e 6 e o o o
d'-115000- e o 0 0 0 0 o o
g
B
%10000- e e 06 0 0 0 0 o 0
y
5000 e 6 0 0 0 ¢ 0 o
® ®© o 6 o ¢ o o o
1 e S S S . S R A A—— e
0.2 0.4 0.6 0.8 1.0
Mach
Example Network Run

A simple example is shown in which the network is trained only on
the aircraft data at 1000 and 5000 foot altitudes. A three layer network is
used with 6 inputs, 6 hidden nodes in one layer, and 2 outputs.

¢ Train network with 17 trim points, 6 units in hidden layer
e 5000 Iterations, § = 0.5, momentum = 0.9

¢ Final Total Square Error = 0.0004



Error in Learned Response

The results after 5000 iterations are quite good. The elevator error is
less than 1 percent and the throttle error is less than 3 percent over the en-
tire learned range.

0.10
ap 0.05 -
&
| )
: ~—’
i b
[§ 0.00
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g
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S -0.05 4
o ] ———g—— 1000 Feet
'c% wrreeeepeeeeee 5000 Feet
2 .
Boo+— 7
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; Velocity (fps)
1.0
i

0.5 -

0.0 4

-0.5 4

Throttle Error

=i}  Error D-Th
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200 300 400 ' 500 600 l 700 ' 800
Velocity (fps)
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Neighboring Optimal Control Law
using Neural Network

The neural network trained as a trim map fits quite nicely into a
neighboring optimal control scheme. A perturbation control law is used to
eliminate the errors between the actual aircraft state and the desired trim
value. The resulting perturbation control position is combined with the
trim control position from the neural network trim map to produce the con-

trol input for the aircraft.

e Full state feedback perturbation control law developed for

linearized system

e Applied to full nonlinear system using a Neighboring

Optimal Control structure

¢ Trim values provided by Neural Network

— Trim

u
—

Airplane

P4

(A);—_ C

Neural Net

=1 X Trim




Example Histories using Neighboring Optimal
Control with a Neural Net

Using the neighboring optimal control scheme with a neural network
as the trim map, a smooth transition from 5000 to 2500 feet is effected for the
simulated aircraft. The control positions are smooth and accurate over the
entire range.

5000
% 4000
E
% 3000 <
m v L v ) | v L v L{ L 1 v T v T v
0 60 120 180 240 300 360 420 480 540
Time (sec)
-6.9
_§° -7.0
g -71-
é 7.2 1
'7.3 * ¥ v 1 o ] v 1 v T v T v T v 1 r
0 60 120 180 240 300 360 420 480 540
Time (sec)
36.8
36.6 1
g 36.4 1
36.2 y
36.0 1
35.8
35.6 v " T v T T T v T v T v —r 1 v
0 60 120 180 240 300 360 420 480 540
Time (sec)
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Neural Networks for Control

In addition to use as a trim map, a neural network could possibly be
trained as a feedback control element. If the aircraft is modeled by a
discrete time linear system, the weights could be adjusted as to minimize
the error between the actual system states and some desired states. The
mathematics of such a minimization appears feasible.

* Investigate Neural Network as Feedback Control Element

X

—®  Airplane -

=

Neural Net <

N

¢ Discrete Time Linear System

Xd

=0 x.+T u.

X.
=1+1 =1 =1

Neural Network Control Law

- f(w ew® x))

Adjust weights to minimize least squares fit error

%; () —x(1)" (x,(i) -x(1))

Steepest descent training based on error gradient

1 I
wy =w -p—l_
Jk +1 Y an)
1Jk



Neural Networks for Aircraft Control

There are many topics which still must be investigated before any valid
conclusions may be made about the usefulness of neural networks in air-
craft control. The ability of the network to correctly generalize to trim
points between the trained data is an important topic which must be looked
into. The fault tolerance of neural networks is based upon massive par-
allelism. It is unknown how much of this fault tolerance is retained by
smaller networks. There are many more possible applications for neural
networks that are, as yet, untapped.

Topics of Interest for Neural Networks

* Generalization capabilities of networks

What happens between learned points?

¢ Fault tolerance capabilities of networks

What happens if nodes or weights malfunction?

¢ Other uses of neural networks for aircraft control
Model identifier

Adaptive control element

Conclusions

¢ Neural Networks show some promise for control
applications

* There is much left to investigate

181



363 P
N90-20938

An Expert System for Wind Shear Avoidance

Robert F. Stengel! and D. Alexander Stratton?
Princeton University
Department of Mechanical and Aerospace Engineering

Princeton, NJ

ABSTRACT

A study of intelligent guidance and control concepts for
protecting against the adverse effects of wind shear during air-
craft takeoffs and landings is being conducted, with current
emphasis on developing an expert system for wind shear
avoidance. Principal objectives are to develop methods for
assessing the likelihood of wind shear encounter (based on
real-time information in the cockpit), for deciding what flight
path to pursue (e.g., takeoff abort, landing go-around, or
normal climbout or glide slope), and for using the aircraft's
full potential for combating wind shear. This study requires
the definition of both deterministic and statistical techniques
for fusing internal and external information, for making
"go/no-go"decisions, and for generating commands to the
aircraft's autopilot and flight directors for both automatic and
manually controlled flight. The program has begun with the
development of the WindShear Safety Advisor, an expert sys-
tem for pilot aiding that is based on the FAA Windshear
Training Aid; a two-volume manual that presents an overview,
pilot guide, training program, and substantiating data provides
guidelines for this initial development. The WindShear Safety
Advisor expert system currently contains over 200 rules and is
coded in the LISP programming language.

INTRODUCTION

Flight in strong wind shears, especially microbursts,
poses a unique and severe hazard to aircraft. The disturbance
caused by the wind field may literally exceed the performance
characteristics of the aircraft, making safe transit impossible
even with optimal guidance and control strategies. An unusual
degree of piloting skill may be required to successfully elude
danger. Nevertheless, planes fly in moderate wind shear all
the time; pilots learn to handle crosswinds, gustiness, and
moderate frontal activity. The problem is that microbursts are
random, rare phenomena; pilots do not develop the needed
skills for coping with wind shear through normal experience.
The typical pilot is likely to be confronted with a life threaten-
ing wind shear only once or twice during an entire flying ca-
reer; hence, it is unlikely that he or she can learn all the impor-
tant signs of wind shear and maintain a high level of profi-
ciency in the proper control procedures.

On-board computation provides an excellent opportu-
nity to assist the pilot in surviving encounters with severe
wind shears, but the logic that must be executed in real time is
complex and must have sufficient inputs for framing decisions
about appropriate control actions. The computer program(s)
and hardware to perform this task must have attributes of ex-
pert systems and control systems, they must account for the
limitations of aircraft performance, and they must operate in
real time. At least as important as its technical specifications,

1 Professor.
2 Research Assistant.

-

the on-board system must provide a satisfactory interface with
the flight crew, which bears the ultimate responsibility for as-
suring safety. This means not only that the system must de-
duce near-optimal strategies and tactics for emergency situa-
tions but that it must distinguish between truly hazardous con-
ditions and the more likely alternatives associated with normal
aircraft operations.

Background on Wind Shear Encounter

The microburst phenomenon can be visualized as a
vertically descending column of air that spreads out upon hit-
ting the ground [1,2]. In a typical scenario, the aircraft first
experiences a headwind as it enters the outflow, causing the
aircraft to balloon above the flight path if no corrective action
is taken (Fig. 1). (This phase may be preceded by an en-
counter with upflow and tailwinds at the edge of a ring vor-
tex.) Just as the pilot is throttling back to accommodate the
headwind, it diminishes and is replaced by a downdraft that is
soon followed by a tailwind (and perhaps another ring vortex
encounter). The rapid loss of airspeed and the low energy
state of the aircraft both contribute to a trajectory undershoot
that can lead to ground impact.

A good deal of research has been conducted on the
wind shear hazard during the past decade. Much of it deals
with the meteorological details of the phenomenon or general
treatments of aircraft stability and ad hoc piloting effects [3-
14]. Linear-quadratic regulators with feedforward contro! that
provided remarkably good results in reduced-order linear sim-
ulations of wind shear encounter were developed [15]. This
work illustrated the potential value of using "energy state”, E
= V2/2g + h, either as a feedback variable or as an element of
the quadratic cost function.

1. Approach initially sppeared
2. Increasing downdnaft 4 at transition
3. Ainspeed d bined with reduced
visual cues resulted in pitch altitude reduction
\ 4. Airplane crashed short of approach end of runway

Runway

Wind shear encounter during approach (from
"Windshear Training Aid," Federal Aviation
Administration, Washington, DC, Feb 1987),

Additional applications of the energy state in aircraft
guidance and control have been considered [16-22], and a
Wind Shear Hazard Index that derives from the combined ef-
fects of the vertical shear in headwind and the downdraft mag-
nitude on dE/dr was presented in Ref. 8. Following an exten-
sive classical-control analysis, a feedback controller that dra-
matically reduces wind shear response by feeding flight path
angle and the product of dynamic pressure and angle-of-attack
perturbation to elevator and E and dE/d to throttle was derived

Figure 1.
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[23]. This study included realistic delays associated with
short period, throttle, and elevator dynamics, which are im-
portant in real-world implementation.

Optimal flight paths and guidance strategies also have
been suggested [24-29]. Knowing the optimal flight profiles
corresponding to various wind fields is vitally important to
designing and evaluating on-board systems to protect against
wind shear, as survival may well depend on the specific con-
trol profile chosen by the pilot. Sub-optimal systems can pro-
vide an increased safety margin over conventional cockpit in-
strumentation, and a number of wind-shear-waming systems
are commercially available. Nevertheless, one would like
much more than sub-optimal protection through systems that
properly anticipate dangerous conditions before they occur and
that provide near-optimal guidance in inadvertent encounters. It
is in this regard that concepts of machine intelligence may
prove useful.

Background on Intelligent Guidance and Control

The human pilot is a most capable and robust con-
troller, but the complexity, scope, and flight-criticality of
making proper decisions and controlling the aircraft during
wind shear encounter is an extreme challenge. The nature of
the task is not, in any sense, beyond human understanding,
but the need for assimilating a multitude of diverse data and
taking correct actions may be beyond unaided human capabil-
ity. Given time and information, an expert crew could arrive
at a satisfactory solution; however, it is clear that computers
could assess the quantitative aspects of the situation far more
quickly than a human can. It would be desirable for a com-
puter to evaluate symbolic, qualitative information as well,
although the best way of doing this remains to be found.

A dynamic expert system will form a critical part of an
on-board system to counter wind shear effects. Whereas
static expert systems may consider fixed vectors of informa-
tion, many components of the dynamic expert system's infor-
mation vector are essentially dme-varying, increasing the di-
mensionality of the information. As an example, consider the
pattern-recognition problem. In the static case, a fairly
straightforward discriminant function could be used to clas-
sify information; while in the dynamic case, a discriminant
function must be applied to time series of data. In this in-
stance, the typical "IF...THEN...ELSE" paradigm (in its
simplest form) is inadequate, and hypothesis testing must be
based on dynamic algorithms.

There are two principal approaches to interconnecting
machine intelligence and automatic control, based on federated
systems and integrated systems. In federated systems, the
goal is to provide a symbolic supervisory control for a large-
scale process control system, as used, for example, in the
chemical industry. A LISP processor performing the first
class of tasks could be connected to a conventional computer
performing the second set of tasks. This decoupling of fun-
damentally different types of tasks provides good isolation for
software development, and it facilitates the manual intervention
of a skilled operator, should that be required. However, it is
most appropriate for intrinsically slow operations. Integrated
systems are Rule-Based Controllers (RBC) that combine sym-
bolic and numeric processing in a highly integrated, parallel
environment [30). The principal characteristics of an inte-
grated system are that numeric processes occur as side effects
of forward and/or backward chaining, and the entire system is
implemented for real-time execution in an array of similar pro-
cessors coded with a procedural language.

Three areas appear to be critical to successful real-time

implementation of machine intelligence in wind shear en-
counter. The first is acquisition of sufficient data on which to
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base a decision and to control the aircraft. The second is the
definition of efficient hardware and software structures for a
real-time expert system that addresses the wind shear problem.
The third is the design of interfaces between the equipment and
the pilot that are both complete and reasonable.

A real-time expert system for fault-tolerant control that
has many of the features needed for an intelligent anti-wind-
shear system has been developed {30-32]. That system pro-
vides a number of important pathfinders for such a system,
including implementation of a controller with hierarchical
structure, multiple cooperating expert systems in parallel mi-
croprocessors, and closure of an intelligent feedback control
loop at a high sampling rate. The system structure has been
developed using LISP, then translated semi-automatically to
Pascal code for real-time operation on three 80286/7 Multibus
boards. There are equivalent expert systems in the two lan-
guages, both of which access the same database and external
simulation.

FAA WINDSHEAR TRAINING AID

The FAA Windshear Training Aid was prepared with
the support of the Integrated FAA Wind Shear Program. This
two-volume manual was written by a team from the airframe
industry that interacted with airlines, government, and acade-
mia [33]. Principal results are expressed in a variety of ways
for executive review, training classes, and public information.
One principal goal is to identify the logical connections be-
tween pilot observations and pilot actions when wind shear is
encountered. The functions that a jet transport aircraft crew
should perform are summarized by a flow chart (Fig. 2).

[ Evaluate the Weather ey

No ny Signs ©
P indshear?,

Yes

I Avoid Known Windshear ]

ot Sate—=— _N°

Continug2

Yes
[ Consiger Precautions ]

Foliow Siandard
rating Techniques

4

Windsheasr Recovery Technigue

JRRERY Y,
{ ZAeporihy Encounte_

Figure 2. Model of flight crew actions. (from [33])

Flight crews are provided with guidelines: that relate
observations to wind shear probability along with examples
of their use. If the probability of wind shear is LOW, standard
procedures are recommended. If the probability is MEDIUM,
the crew is instructed to consider precautions, including delay
or alteration of terminal operations. If the probability is
HIGH, delay or alteration of terminal operations is recom-
mended, with specific actions guided by flight phase. If
more than one observation suggests dangerous wind shear, the
subjective probabilities should be added, although the guide-
lines for the risk assessment and the probability addition are
imprecise. For example, two LOWs equal a MEDIUM, and
either two MEDIUMs or a LOW and a MEDIUM equal a
HIGH. There is no guidance regarding spatial or temporal
characteristics of the observations; issues of proximity and de-
gree of intensity are left to the pilot's judgment.

Although the strongest suggestion for piloting strategy
is "avoid, avoid, avoid," recommended procedures for recov-
ery or abort following wind shear encounter are given as



functions of flight phase. These strategies are sub-optimal,
but they matenally enhance the probability of survival, in
comparison to standard piloting procedures.

The FAA Windshear Training Aid is a significant
achievement in the fight against the hazards of low-altitude
wind shear. Nevertheless, it takes a high level of piloting
awareness and skill to evaluate the situation and to execute the
implied actions correctly and quickly erough to avert catastro-
phe. To the extent that a computer can be fast and precise, it
could assist the flight crew in this dangerous situation.

In seeking to build a computer aid for wind shear
avoidance, it is necessary to model the implied logical patterns
that the flight crew must use and to quantify subjective rules
for computation. Many factors related to situational aware-
ness, limitations to effective action, and efficient decision
analysis must be considered, for the computer cannot exert
"sound judgment,” as suggested in the Training Aid, without
having been programmed to do so.

WINDSHEAR SAFETY ADVISOR

The WindShear Safety Advisor (WSA) is a computer
program that uses concepts drawn from the world of artificial
intelligence (Al) to assess the wind shear threat and to recom-
mend safe piloting action (Fig. 3). The current version is an

On-Board Data

Inertial Sensors
Air Data Sensors
Weather Radar

WindShear
Safety
r’ Advisor

Visual Observations

Look-Ahead Sensors|

T T T T T Y
Extemal Data

Waler‘Repons
Tower Reports
LLWAS i
i Flight
SIGMETs Crew

NEXRAD
TDWR

Figure 3. Structure of WindShear Safety Advisor.

interactive but non-real-time program for studying the input
information and logic required to emulate and extend the FAA
Windshear Training Aid to on-board computer systems. In
particular, the WSA implements the stated rules of the Training
Aid, and its development is uncovering the unstated (but criti-
cal) implications of the manual. The WSA, currently on a
Symbolics 3670 LISP machine using the Genera environment,
does not address important human factors issues, such as pre-
sentation of information to the pilot and requests for pilot input
. or intervention, which would have little significance in non-
real-time simulation. However, our goal is to identify a pro-
gram structure that is appropriate for real-time use.

As shown in Fig. 3, the WSA accepts data from
sources that are external and internal to the aircraft. External
sources include human controllers in an airport control tower,
weather reporting systems, terminal doppler weather radar
(TDWR),thelow-level windshear alert system (LLWAS), and
pilot reports (PIREPs). Internal data are transmitted from mo-
tion sensors, weather radar, visual observations, and (in the
gutqm) "look-ahead" sensors such as infrared, radar, or laser

evices.

Functions of the WindShear Safety Advisor

The WindShear Safety Advisor, in its current state, is
principally a model of pilot and crew decision-making and
control, as described in the FAA Windshear Training Aid.
The four primary functions of the system are:

MONITORING - Observe sensors, receive reports and
flight-plan revisions, alerts, and
warnings

ASSESSMENT - Detect wind shear encounters,
determine if there are signs of wind
shear, and if it is safe to continue
PLANNING - Recommend actions and precautions to
be taken

ACTION - In automatic mode, execute standard,
recovery, and go-around procedures; in
semi-automatic mode, issue commands
to flight directors

These functions are performed as side effects of a goal-di-
rected search for parameter values in a set of rules.

An on-board implementation of the WSA would be a
Rule-Based Control (RBC) system having attributes of bogh
expert systems and conventional controllers (Fig. 4). A deci-
sion-making process implemented as an expert system may
require that certain side tasks be accomplished, such as taking

COMMAND USER DISPLAY
INTERFACE

KNOWLEDGE BASE

RULE BASE
INFERENCE

———— ENGINE
DATA BASE
N——— SIDE EFFECTS CONTROL
ALGORITHM ENGINE
BASE
MEASUREMENTS
Figure 4. Rule-based system for control.

measurements, making estimates, computing control settings,
and transferring commands to control effecters. This
procedural, quantitative computation is done in a Side Effects
Engine that calls on both the Data Base and an Algorithm Base
for its knowledge. (Measurement and control are considered
side effects of the request for information and the decision-
making process.)

Decision and control functions are readily separated in
an RBC system, the former calling for symbolic computation,
the latter for numeric computation. (In either case, the digital
computer simply moves bits around; however, interpretations
of the logical operations are different.) Not surprisingly, some
computer programming languages are better than others at
performing the two types of tasks, so it is most efficient to use
different languages for decision and control during the devel-
opment phase. For example, LISP is a good language for de-
veloping logical relationships among strings of symbolic data,
while Pascal or FORTRAN is a good language for numerical
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computation. Consequently, LISP is the language of choice
for current WSA development. Once decision and control
functions have been defined, they must be merged (in some
sense) in the RBC system. Development of a real-time version
of an RBC system is thus aided by one or more language
translators that efficiently transform subsets of the develop-
ment languages into the final code.

Expert System Techniques and Implementation

An important feature of the RBC system is its use of a
declarative representation of knowledge in a knowledge base.
The rules and given facts are structured using frames. The el-
ements of decision making needed for the WSA are illustrated
by this simple example (Fig. 5). A parameter is a quantity that
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Figure 5. Graphical representation of knowledge.

can have several values as well as an array of complicated
properties (not shown). A rule accepts one or more parame-
ters as its premise and performs the action of setting another
parameter if the values of its input parameters make the rule
true. For the premise to be true, it may be necessary that all
multiple parameters take certain values (represented by the arc
between connecting lines), or it may be sufficient for any par-
ameter to take a certain value (represented by no arc between
channels into the rule).

The process of applying the knowledge base to given
facts is known as inference. Given a base set of facts and
rules, all of the facts that follow may be asserted by examining
all the rules, in any order, repeatedly, unti] no new facts can be
proven. However, the order in which the rules are tried can
make a big difference in the efficiency of this process. With a
large number of rules (which is always the case for any sub-
stantial amount of expert knowledge), efficient inference in an
expert system requires a strategy for deciding the order in
which the rules are examined.

_ Two different types of inference procedures are used in
the WindShear Safety Advisor. These procedures can be dis-
tinguished by how the expert system obtains facts from the
user. With one type of procedure, the user gives a set of facts
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10 the system, and the procedure works forward from these
facts, deriving all the possible consequences of them. This
type of procedure is called data-driven or forward-chaining in-
ference. With the other type of procedure, the user directs the
system to find the truth or falsehood of a goal parameter, and
the search procedure works backward from this goal parame-
ter, asking the user to supply values for parameters whose
values are not known, relevant to the goal parameter, and can-
not be given values by examining rules. This type of proce-
dure is often called goal-directed or backward-chaining infer-
ence. The WindShear Safety Advisor uses both types of pro-
cedures. Taken together, these procedures are referred to as
the inference engine.

To demonstrate the actions of goal-directed inference,
consider the following example (Fig. 6). The expert system 15

T|F | EXECUTIVE-PROCEDURES-COMPLETE

AN “IF monitor-procedures-complete

T| F| MONITOR-PROCEDURES-COMPLETE

T{F|{ NEW-INFORMATION-RECEIVED

[p]I EI ol CURREAT-Fucm-PHAsil

. *“IF current-flight-phase EQUALS preflight,
. AND new-information-received EQUALS true,
THEN SET monitor-procedures-complete

Figure 6. Graphical representation of goal-directed
inference.

invoked periodically from a simulation by directing the infer-
ence procedure to get a value for the parameter "Executive-
procedures-complete”. "Executive-procedures-complete” is
set in the EXECUTIVE rule base by the top-most rule in the
figure, which considers the truth or falsehood of the expres-
sion, "Monitor-procedures-complete”. To know this, we must
find out what the flight phase is. Turning to the list of
parameters, we find a parameter "Current-flight-phase"” that is
set in the FLIGHT PHASE rule base. The rules within the
FLIGHT PHASE rule base are examined next. When the
flight phase has been determined, we return to considering the
truth or falsehood of the first premise. If, for example, we
determined that the flight phase was "Preflight,” we would
then consider whether or not new information had been re-
ceived. Once this search is complete, the parameter
"Executive-procedures-complete" is set to TRUE, and the top-
level search is finished.

A data frame is a structure that defines the attributes of
objects, as well as their linkages to other frames in the knowl-
edge base. We might, for example, describe a hazardous vol-
ume of airspace as a sphere of given location and radius (Fig.
7). The sphere frame has two slots: location of the center and
radius. The latter is specified by a number, while the former is
itself another frame that contains four slots, and so on. Each
sphere is denoted by a frame instance, in which actual values
appear in the slots. When a specific sphere is defined, it is

- said to be "instantiated.”
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Figure 7. Structuring data with frames.

The WSA contains numerous other frames that de-
scribe the aircraft's dynamic state and its so-called "world en-
vironment." For example, the flight phase, event, and hazard
frames are defined as follows, where terms in italics refer to
specific data types:

Flight Phase Frame
Type: Stype
Airport: airport
Runways: rawy-list
Time interval: tinterval
Nominal rajectory:  p-list
Event Frame
Type: event-type
Reported by: info-source
Intensity: int-metric
Space-time description:std-rype
Hazard Frame
Type: h-type
Sphere: std-type
Affected trajectory:  t-points
Risk factor: number

Qualitative decisions must be made on the bqsis of in-
formation contained in these frames, the risk of wind shear
encounter providing a good example. An appropriate rule is

IF there is an instance of event type microburst,
AND we intersect it in the next flight phase,
AND a value for severity is obtained from the
microburst-indicator rule base,

THEN a microburst hazard is instantiated,
AND the risk factor is increased by the
incremental severity value.

The Windshear Training Aid guidelines provide ad hoc ways
of determining incremental severity values, but a great deal is
left to the implied good judgment of the human decision-
maker. Computer-based decisions require an approach that is
at least quasi-quantitative if not rigorously so. For example,
the LOW-MEDIUM-HIGH descriptors of wind shear proba-
bility can be equated to an ordinal ("1-2-3") scale to implement
the above logic. As increasingly numeric information is gath-
ered about risk factors, fractional severity metrics then can be

incorporated. Rainshowers on the flight path might reason-
ably indicate a higher concern than showers near the path but
not high enough to increment the risk factor by an integer
value.

Another important feature of any expert system is an
interface to translate a user's problem into a collection of sym-
bols and to translate the results of inference back into a format
the user can understand. The WindShear Safety Advisor
Interface, used for logic development and demonstration, is a
multiple-window interactive display (Fig. 8). The current ver-
sion accepts keyboard and mouse input, with the results of in-
ference displayed as text output. Execution of the system con-
sists of an elementary dialogue between the program user and
the expert system. As the user answers the system’s ques-
tions, statements of applicable rules are typed out in one win-
dow, while information about parameters is displayed in an-
other. Special messages summarizing the system's advice are
printed in a third window.

e ———————————————————— e |
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Executive observations
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Figure 8. Development screen for WindShear Safety
Advisor,

CONCLUSIONS

The WindShear Safety Advisor program implements
the stated decision-making logic of the FAA Windshear
Training Aid, as well as a set of unstated implications that are
necessary for practical application. The WSA expert system
contains over 200 rules that set over 80 parameters for terminal
operations of jet transport aircraft. Future modifications will
account for spatial and temporal variations of the aircraft and
its meteorological environment, as well as for interfaces with
the air traffic control system. The WindShear Safety Advisor
sets the stage for cockpit simulation of logic for wind shear
avoidance, which, in turn, will lead to practical systems for
operational aircraft.
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ABSTRACT

This paper investigates how certain aspects of human
learning can be used to characterize learning in
intelligent adaptive control systems. Reflexive and
declarative memory and learning are described. It
is shown that model-based systems-theoretic adaptive
control methods exhibit attributes of reflexive
learning, whereas the problem-solving capabilities
of knowledge-based systems of artificial intelli-
gence are naturally suited for implementing declara-
tive learning. Issues related to learning in
knowledge-based control systems are addressed, with
particular attention given to rule-based systems. 4
mechanism for real-time rule-based knowledge acqui-
sition is suggested, and utilization of this mecha-
nism within the context of failure diagnosis for
fault-tolerant flight control is demonstrated.

INTRODUCTION

Adaptability is an essential feature of any control
system designed to interact effectively with the
real world. Uncertainty motivates much of the need
for adaptability, directly affecting control system
stability and performance. Sources of uncertainty
are many, representing insadequacies in knowledge of
the system to be controlled, or in the environment
within which the system must operate. For example,
uncertainty can result from corruption of incoming
information due to sensor noise or failure. It can
also result from changes in control effectiveness
due to failure or unanticipated changes in the oper-
ating environment, changes in system dynamics due to
environmental factors or structural failure, and
unanticipated or poorly-modeled external distur-
bances. Control law design must address to some
degree these issues.

Fortunately, effective control techniques capable
of accommodating certain types of uncertainty exist.
Robust stochastic optimal estimation and control
methods, for example, perform well in the presence
of Gaussian sensor noise and state disturbances [1].
Characteristic changes in the dynamics of the con-
trolled system often can be accommodated using
parameter estimation and adsptive control techniques
[2]. Under certain circumstances, self-organizing
controllers may be used to perform non-trivial tasks
given little prior information about the kinematics
and dynamics of the system being controlled
[3.4,5,6].
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Even the most accommodating numerical control
techniques, however, be they robust, adaptive, or
self-organizing, eventually reach limits of perform-
ance when deficiencies in knowledge of the plant or
its environment exceed certain thresholds. One lim-
iting factor relates to the ability of the control
system to learn about novel, important relationships
and events in the world, and how to respond properly
to them. Machine learning is an active area of
research in the field of Artificial Intelligence
(AI) [7,8,9,10,11]. However, although problem-
solving techniques of Al are finding their way into
various phases of control system design and imple-
mentation {12,13], 1little work has addressed the
issue of learning in demanding real-time applica-
tions such as aircraft and spacecraft flight con-
trol.

This paper investigates how certain aspects of
human learning can be used to characterize learning
in "intelligent” control systems. Two types of mem-
ory and learning are described. It is shown that
model-based adaptive control methods are particular-
ly well suited for implementing one type, whereas
the problem-solving capabilities exhibited by
knowledge-based systems of artificial intelligence
make them naturally suited for implementing the oth-
er type. Issues related to learning in knowledge-
based control systems are addressed, with particular
attention given to rule-based systems. A mechanism
for rule-based knowledge acquisition is suggested,
and utilization of this mechanism within the context

of failure diagnosis for fault-tolerant flight con-
trol is described.

REFLEXIVE AND DECLARATIVE MEMORY AND LEARNING

Learning relates to knowledge acquisition, memory to
its storage. Various methods of classification are
used by psychologists to describe different types of
memory and learning exhibited by humans. One clas-
sification scheme is based on how learned informa-
tion is encoded and recalled, distinguishing between
what some authors term reflexive and declarative
memory and learning [(14). With regard to control,
maneuvers indicative of reflexive mechanisms may be
characterized as automatic. requiring little or no
thought. Maneuvers involving declarative memory and
learning, on the other hand, require conscious
effort. Evaluation, comparison, and inference char-
acterize declarative thinking. Moreover, whereas
reflexive learning relates specific responses to
specific stimuli, declarative learning provides
insight into not only how something is done, but
why. Any complex task attempted for the first time
involves some form of declarative reasoning.
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Reflexive and declarative memory and learning are
closely related. Tasks initially learned declara-
tively often become reflexive through repetition.
Conversely, when familiar tasks are attempted in
novel situations, reflexive knowledge must be con-
verted back into declarative form in order to become
useful. For example, although one may become adroit
at tying one's own necktie, tying someone else's
necktie requires some thought due the change in per-:
spective. By drawing analogies to such human infor-
mation processing mechanisms, adaptive control sys~
tems might benefit from the incorporation and
integration of both reflexive and declarative forms
of learning [15}.

A simplistic example of learning pertinent to
aircraft flight contrel demonstrates that distinc-
tions between reflexive and declarative learning can
affect aircraft stability and performance. Consider
what happens when a student pilot is taught how to
recognize and recover from a wings-level approach-
to-landing stall. The student is shown how sluggish
control response and aircraft buffeting indicate low
airspeed and impending stall, and that recovery
includes pushing the control stick forward. Reflex-
ive learning would encode knowledge similar to the
following.

If control response is sluggish
and
buffeting is encountered
then push stick forward

Conversely, declarative learning would result in the
acquisition of knowledge encoding more causal
detail, such as the following.

If control response is sluggish
and
buffeting is encountered
then decrease magnitude of angle of attack

If magnitude ‘decrease in angle of attack
is required
then push stick forward

The type of knowledge acquired by the student,
reflexive or declarative, has a large impact on the
student's ability to apply this knowledge in novel
situations (and hence to adapt). For example, dur-
ing aerobatic flight, the student notices signifi-
cant differences between required control inputs for
inverted and non-inverted flight.

If aircraft is upright
and '
magnitude decrease in angle of attack
is required

then push stick forward

If aircraft is inverted
and
magnitude decrease in angle of attack
is required

then pull stick aft

How will the student respond when pre-stall condi-
tions (control” sluggishness and airframe buffeting)
are encounted during inverted flight? A reflexive
response would be based on the relationship between
pre-stall warnings and forward stick movement
learned during non-inverted flight. Such a response
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would aggravate the stall. Declarative thinking, on
the other hand, would recognize the need for a
reduction in the magnitude of angle of attack, and
that when inverted such a reduction is accomplished
with aft stick movement.

The distinction between reflexive and declarative
memory and learning suggests what roles existing
systems-theoretic adaptive control techniques and
proposed artificial intelligence methodologies can
play in adaptive control systems. Most existing
adaptive control techniques are based (for good rea-
son) on mathematical models of the dynamic system
being controlled. The analvtical functions repre-
senting the adaptive control law ultimately calcu-
late specific control commands in response to spe-
cific sensor measurements. In this sense, these
model-based techniques can be viewed as implementing
reflexive knowledge. Conversely, the inferencing
capability of knowledge-based systems can be viewed
as implementing declarative knowledge. Many model-
based adaptive control techniques benefit from the
availability of closed-form analytical expressions
dictating how model parameters should be modified.
Learning often proceeds in a stable and optimal
fashion, and these algorithms should be used when
possible. Unfortunately, with knowledge-based sys-
tems, no such rigorous guidelines for learning
exist.

In general, a learning controller should be able
to identify important new information, decide wheth-
er this new information should augment or replace
existing knowledge, and transfer this information
into the existing knowledge base. Possible schemes
for knowledge acquisition include rote learning,
learning by example, and learning by trial and
error. As mentioned above, much AI research
addresses learning in knowledge-based systems, and
the field of adaptive control most likely will ben-
efit from its advances. Any knowledge-based appli-
cation, however, is based upon a specific form of
knowledge representation. The following sections
suggest that rule-based expert system techniques
provide a sound representational basis for declara-
tive learning in time-critical adaptive control sys-
tems.

REAL-TIME DECLARATIVE LEARNING
THROUGH RULE RECRUITMENT

The knowledge representation and problem-solving
features of rule-based systems make them particular-
ly well-suited for implementing the causal relation-
ships characteristic of declarative learning. More-
over, as will be demonstrated, knowledge acquisition
can be made to occur in the computationally effi-
cient manner required for real-time control. Note
that the discussion below focuses on mechanisms
enabling automated rule-based knowledge acquisition,
not on how this new knowledge is identified.

Within a certain class of forward- and backward-
chaining rule-based systems [16], the knowledge base
is composed of parameters and rules. Parameters
represent symbolic information. Each parameter may
acquire one of a list of allowed values, or its val-
ue may be considered unknown. Information express-
ing relationships and dependencies L:¢tween parameter
values is contained in rules. Each rule contains a
premise and an action. If a rule premise is true




when tested, its action is executed, causing the
inference of additional information. In control
system applications, rule actions also may perform
specific control tasks. Rule testing is guided by
an inference engine, an operator applied to the
knowledge base enabling the process of search.
Parameters thereby represent a partial description
of the "state of the world", and rule-based search
is used to modify this description. Figure 1
defines & symbology useful in graphically depicting
such a knowledge base. Rectangles contain all val-
ues that the corresponding parameter can acquire.
With arcs between parameters representing rules, the
resultant AND/OR graph can be used to trace the log-
ic path taken by the search process.

Various forms of search may be applied to the
knowledge base. The key to search is the manner in
which rules are linked through parameters. Lists of
rule names associated with each parameter provide
this link. For example, the purpose of a goal-
directed (backward-chaining) search is to infer a
value for a specified parameter. To this end, each
parameter has attached to it a list identifying
which rules are capable of modifying the value of
the parameter through the rule action. This list is
consulted by the inference engine during goal-
directed search when a parameter value must be
inferred.

in general, knowledge acquisition within such a
rule-based system involves three steps. These three
steps are depicted graphically in Fig. 2 to 4 with
reference to the knowledge associated with the stall
recovery scenario given above. First, parameters
capable of representing the 'state space” of knowl-
edge to be learned are collected as shown in Fig. 2.
In the second knowledge acquisition step, rules
associating parameter states are constructed as in
Fig. 3. .Finally, rules are linked by updating the
rule-name lists associated with relevant parameters.
The resultant knowledge base is depicted in Fig. 4.

Following incorporation into the knowledge base,
these new rules may be utilized for control system
problem solving. A goal-directed search on the
knowledge of Fig. &4, for example, would begin with
the question, "How should the stick be moved?" or

more specifically the instruction, "Determine the
value of paramerer DESIRED_STICK_MOVEMENT." Rules 1
and 2 are capable of supplying this information.

Rule 1 is tested first, with its premise initially
checking aircraft attitude. Assume the aircraft is
inverted. In this case, Rule 1 fails, and Rule 2 is
tested. The premise of Rule 2 eventually needs to
know whether or not a magnitude decrease in angle of
attack is required. Rule 3 is capable of supplying
this information; therefore it is tested at this
time. If control response is sluggish and buffeting
is encountered, the action of Rule 3 determines that
a change in angle of attack is required, finally
allowing the action of Rule 2 to determine that aft
stick movement is appropriate.

Rules represent executable code. Knowledge
acquisition as specified above involves the automat-
ic generation and execution of code during control
system operation. List-based programming languages
such as LISP can be used to accomplish such feats.
Problems can arise, however, when symbolic program-
ming languages and hardware must be integrated with
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numeric control system processing chores [17]. For-
tunately, by sacrificing some flexibility, real-time
performance can be obtained. For example, by encod-
ing rules in a structured procedural language such
as C or Pascal, and integrating them with numerical
routines in a multiprocessor system, symbolic pro-
cessing capability remains limited, yet powerful
[18,19]). Furthermore. knowledge acquisition can be
enabled in such a system through a process called
rule recruitment. '

Rule recruitment involves the manipulation of a
stack of dormant rules. A rule is defined as dor-
mant if it cannot be referenced during search. This
situation will occur if the rule's name does not
appear on any parameter's rule-name list. For exam-
ple, before the rules depicted in Fig. 3 are linked
into the knowledge base through their respective
parameters, they remain dormant and inaccessible to
the inference engine. Simply by manipulating param-
eter lists, rules may be transferred into and out of
dormancy.

Rules on the dormant rule stack serve as rule
"templates". Each retains a fixed premise and
action structure but refers to parameters and param-
eter values indirectly through pointer-type refer-
ences. For example, the following rule template
exhibits a structure capable of encoding the rules
of Fig. 3.

If <parameter pointer> is <value pointer>
and
<parameter pointer> is <value pointer>
then set <parameter pointer>
to <value pointer>

By manipulating rule template pointers, rules may be
built automatically as required. The process of
rule recruitment, therefore, involves pulling a rule
template off the dormant rule stack, initializing
its pointers so that it encodes the desired chunk of
knowledge, and modifying the appropriate parameter
lists so that the new rule becomes an active part of
the knowledge base. Figure 5 depicts the process of
rule recruitment.

The major drawback with this knowledge acquisi-
tion mechanism is the inability to build arbitrarily
complex rules at run-time. All desired parameters
must be pre-defined as well. However, by forcing a
system designer to formalize the structure of knowl-
edge to be learned by the controller, these limita-
tions may prove beneficial in the long run. A
restricted set of unique rule templates encourages
modular construction of more complex rules. Fur-
thermore, a large set of unique rule templates may
be designed into the dormant rule stack if needed.
This remedy is memory intensive, not computation
intensive, and memory is inexpensive.

The major advantage associated with rule recruit-
ment is that it is fast. The execution time
incurred during pointer assignment and parameter
list updating is negligible. Moreover, the recruit-
ment of rules can be overseen by other rules dedi-
cated to knowledge acquisition, in much the same way
that meta-rules can be used to guide rule selection
during search [16]. Consequently, the knowledge
acquisition mechanism of rule recruitment fits neat-
iy into the existing computationally efficient rule-
pased control system environment.
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APPLICATION OF RULE RECRUITMENT
TO FLIGHT CONTROL SYSTEM DESIGN

A demanding adaptive control application was chosen
as a testbed for some of the rule-based learning
ideas presented above. The Rule-Based Flight Con-
trol System (RBFCS) is designed to combine analyt-
ical redundancy and expert system concepts for
fault-tolerant flight control [19,20]. The software
and hardware architectures of the RBFCS provide for
real-time integrated symbolic and numeric process-
ing. Within this setting, rule-based learning has
been used in conjunction with model-based simulation
to facilitate certain phases of control system
design.

The RBFCS is intended to detect, identify, and
reconfigure for a wide range of aircraft failures.
The overall job of failure accommodation is broken
down into five main tasks. The Executive Control
Task provides continual dynamic state estimation,
feedback control calculations, and synchronization
of the remaining tasks. The Failure Detection Task
monitors aircraft behavior and detects significant
abnormalities. The Failure Diagnosis Task finds a
set of probable causes of the problem, and the Fail-
ure Model Estimation Task generates a mathematical
model of the aircraft dynamics considered to reflect
changes arising from the assumed failure. Finally,
the Reconfiguration Task determines what action
should be taken to correct the situation. Automated
learning has been used to generate rules relevant to
failure diagnosis.

At the core of the Failure Model Estimation Task
is a numerical algorithm that chooses from among a
group of failure hypotheses the one most likely (in
a probabilistic sense) to represent the actual fail-
ure. The number of hypotheses considered by the
algorithm must be kept low, and this is the job of
the Failure Diagnosis Task, which performs initial
failure candidate screening. The intent is to use
expert system techniques to emulate in real-time the
reasoning of pilots, engineers, and mechanics famil-
iar with the aircraft in order to make informed
judgments as to what did or did not fail [21].
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In addition to containing explicitly specified
heuristic knowledge, the Failure Diagnosis Task also
has been given the capability of learning through
simulation how the Failure Detection Task will
respond to various failures. The impetus behind
this capability is the intent to accommodate eventu-
ally an extremely large number of possible failure
modes. The RBFCS presently is configured to accom-
modate a biased or stuck sensor or control in a U.
S. Army CH-47 tandem-rotor helicopter travelling at
80 knots airspeed and sea level altitude. However,
accommodation of structural failures affecting air-
craft dynamics, as well as multiple and intermittent
failures in sensors and controls, is included in the
design gosl of the RBFCS. By using analytical mod-
els of these failures, stochastic Monte Carlo type
simulations can be used to characterize the effect
that such complex failures have on failure detec-
tion. Learning by example off-line, the Failure
Diagnosis Task generates a set of rules that approx-
imates the effect of each failure mode. Utilizing
these rules on-line, the task bases its initial
screening of failure candidates, in part, on simi-
larities between available failure-time information
and effects known to be caused by specific types of
failures. ‘

This simulation-based learning by example is
accomplished wusing rule recruitment. Presently,
seven rules are used to approximate the average
effect each failure mode has on 16 indicators. Win-
dowed average and root-mean-sguare values of the
residuals of an 8-state estimator are used as indi-
cators. The 24 possible failure modes correspond to
abrupt bias and stuck failures in 8 sensors and 4
controls. Sensors measure body-axis longitudinal
velocity, lateral velocity, vertical velocity, roll
rate, pitch rate, yaw rate, pitch angle, and roll
angle. Controls include the two actuators of each
rotor: forward cyclic pitch, forward collective
pitch, aft cyclic pitch, and aft collective pitch.
Each rule has the following form.

if indicator_01 is near x.x
and
indicator_02 is near x.x
and

and
indicator_16 is near x.x

then there is good chance that
forward collective pitch control is
biased from nominal by an amount near x.x
and
failure detection delay is near x.x

The definition of '"near x.x" in these rules is
defined by fuzzy functions [22). Failure detection
delay is the time difference between detection and
occurrence of the failure. Heuristics are used to
distribute the 7 rules per failure mode throughout
the expected failure mode range.

When recruited into the knowledge base, the 168
failure-effect rules integrate features of function
approximation and pattern recognition with the
remaining heuristics of the Failure Diagnosis Task.
They help estimate at failure detection time the
relative likelihood of each failure mode, failure
mode magnitude and direction, and failure detection
delay. The relative likelihood of a failure mode
depends on the validity of its rule's premises, and
it is used to narrow the initial set of failure mode
candidates down to a reasonable size.
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Fig. 6. Rule-Based Failure Diagnosis Performance:
Failure Mode Likelihoods Given
Biased Forward Collective Pitch Control.

Figure 6 illustrates some of the on-line informa-
tion generated by these off-line recruited rules.
For this figure, bias failures in forward collective
pitch control were simulated using a stochastic
fully-coupled 8th-order linear model of aircraft
dynamics. Failure Diagnosis Task processing typi-
cally required less than 3 seconds on a computer
equipped with an 8-MHz 80286 CPU and an 8-MHz 80287
math coprocessor. The abscissa of each plot in the
figure corresponds to the amount of failure bias,
normalized for a range of +/- 7.5 cm. Each data
point in a plot corresponds to the average relative
likelihood of the associated failure mode candidate
over 20 simulated failure runs. Failure detection
delays for these bias failures varied between 0.2
sec and 2 sec. Failures remaining undetected 2 sec
after their occurrence were considered undetectable,
explaining the gap in data associated with near-zero
bias failures. It can be seen from the plots in
Fig. 6 that likelihoods associated with the actual
failure mode described as "forward collective pitch
control biased" usually were the highest. Further-
more, other failure mode candidates capable of
strongly affecting longitudinal dynamic state vari-
ables had significant likelihoods, as expected.
Likelihoods associated with failure modes strongly
affecting lateral/directional states (not shown)
remained low.

193



By applying other heuristics in concert with this
type of information, the Failure Diagnosis Task can
quickly narrow the number of failure mode candidates
from 24 down to 6 or less. Note that due to a rule-
based implementation, the failure-effect knowledge
generating this information can be used on a condi-
tional basis if desired. For example, rule premises
can be made sensitive to previously identified fail-
ures. The rule-based technique thereby exhibits in
this case certain advantages over standard pattern
matching techniques. Additionally, although the
recruited failure diagnosis rules of the RBFCS were
obtained off-line as part of control system design,
the same mechanism of learning could be utilized
during on-line control system operation.

CONCLUSIONS

The problem-solving capabilities of numeric model-
based systems and symboljc knowledge-based systems
can be used to implement various forms of automatic
learning. The concept of learning through rule
recruitment described above serves as an extension
to work originally designed to integrate such sym-
bolic and numeric processing for real-time control.
Rule recruitment provides a mechanism whereby knowl-
edge may be acquired automatically in a timely man-
ner, allowing rules to generate additional rules.
It can be used as a representational vehicle through
which more fundamental issues of control system
learning may be addressed, such as the acquisition
and maintenance of general knowledge for highly
adaptive aircraft and spacecraft flight control.
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RULE-BASED CONTROL
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Abstract. This paper addresses issues regarding the application of artificial intelli-
gence techniques to real-time control. Advantages associated with knowledge-based pro-
gramming are discussed. A proposed rule-based control technique is summarized and
applied to the problem of automated aircraft emergency procedure execution. Although
emergency procedures are by definition predominately procedural, their numerous evalua-
tion and decision points make a declarative representation of the knowledge they encode
highly attractive, resulting in an organized and easily maintained software hierarchy.
Simulation results demonstrate that real-time performance can be obtained using a
microprocessor-based controller. It is concluded that & rule-based control system design
approach may prove more useful than conventional methods under certain circumstances, and
that declarative rules with embedded procedural code provide a sound basis for the con-

struction of complex, yet economical, control systems.

Keywords. Aerospace control; artificial intelligence; real-time operation; programming
languages; hierarchical systems; man-machine systems; system failure and recovery.

INTRODUCTION

The apparent success of knowledge-based systems,
such as expert systems, to provide a limited human-
like decision-making capability within a well-
defined problem domain gives strong support to their
use in the design and implementation of complex con-
trol systems [1-4]). Before knowledge-based control
techniques are ‘widely accepted, however, many ques-
tions regarding their utility must be addressed.
Why should a control system designer consider using
knowledge-based programming techniques? Wwhat dis-
tinguishes knowledge-based techniques from conven-
tional ones, how should various knowledge-based con-
trol ideas be evaluated and compared, which control
problems call for a knowledge-based solution, and
what specific benefits result from their use?

This paper attempts to answer some of these ques-
tions. The first section provides a comparison
between conventional and knowledge-based program-
ming, outlines some advantages associated with
knowledge-based systems, and identifies some of the
difficulties involved with applying these techniques
to time-critical control. The second section summa-
rizes an on-going research effort in real-time
knowledge-based control designed to overcome these
difficulties. The third section illustrates the
utility of the proposed control technique by apply-
ing it to the problem of automated aircraft emergen-
cy procedure execution, and the final section summa-
rizes benefits associated with its use.

THE PROMISE OF KNOWLEDGE-BASED PROBLEM SOLVING

One way knowledge-based systems can be distinguished
from conventional software is by the manner in which
data and the routines used to manipulate data remain
separated within the program. As opposed to being
written in a procedural manner whereby syntactic
restrictions dictate an intermixing of code and
data, knowledge-based systems use declarative state-
ments, often in the form of rules, to declare and
associate pieces of data. As the system rums, modi-
fications and additions to the data are obtained
through the use of an inference engine. In this
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case, the concept of data is generalized to mean
knowledge, and the inference engine acts on the
knowledge base (previously recognized as the data
base) in hopes of inferring additional knowledge
from that which already exists. The solution to a
problem addressed by a knowledge-based system can
come in the form of the additional knowledge (or
information) inferred as a result of the system's
execution, 4&s well as in the form of sequenced
actions performed as side effects of its execution.

The fundamental separation of a knowledge-based
system into inference engine and knowledge base
results in an enhanced capability for decision mak-
ing and subsequent problem solving. The value of
this enhancement, however, can mean different things
to different people. While the user of a knowledge-
based system may be impressed by the performance of
the program itself, the designer of such a program
also will appreciate the convenient environment pro-
vided by the adoption of knowledge-based system
techniques. For example, although creation of an
effective and consistent knowledge base is the
toughest part of system construction, the mechanical
ease with which it can be prototyped, tested, and
modified (given the proper software and hardware
tools) reflects a significant increase in programmer
productivity in comparison to similar programming
efforts based on conventional methods [5,6]. The
benefits of using knowledge-based techniques, there-
fore, include not only what the resulting program
can do, but also the efficient manner in which such
& program may be created. It is within this context
-- increased programmer productivity as well as pro-
gram performance -- that the utility of knowledge-
based techniques should be evaluated.

Many factors complicate the use of knowledge-
based systems technology in control. Time-critical
and numeric in nature, conventional control algor-
ithms exhibit computational characteristics radical-
ly different from those exhibited by knowledge-based
systems. The strength of knowledge-based systems
comes from a symbolic processing capability, i.e.,
the ability to reason with non-numeric data. Unfor-
tunately, symbolic computation facilities, in addi-
tion to being monetarily expensive, traditionally
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result in slow execution speeds (in comparison to
numeric facilities) and weak support for the repre-
sentation and manipulation of floating-point numeric
data types. Under the assumption that knowledge-
based control efforts should build upon, and not
attempt to replace, existing effective numerical
control algorithms, a major challenge to control
system designers is to integrate efficiently symbol-
ic and numeric computation in a real-time environ-
ment.

Most control-oriented real-time knowledge-based
systems developed to date can be characterized by
(1) a separation within the control system of the
symbolic and numeric processing environments (soft-
ware and/or hardware), and (2) a supervisory role
for the knowledge-based system, usually involving
monitoring, diagnosis, and planning. Separation of
the symbolic and numeric processing environments is
justified by the fact that specialized software and
hardware exist for this purpose. Moreover, as indi-
cated in Fig. 1, sensing and control functions, con-
ventionally based on numerical algorithms, usually
are considered numeric processing tasks, whereas
more general control system information processing
usually is considered symbolic. Numeric processing
historically has demonstrated the capability for
high-bandwidth operation, whereas symbolic process-
ing typically has been associated with low-bandwidth
operation. Because sensing and control functions
impose strict time constraints on control system
design, separation of these high-bandwidth opera-
tions from the conventionally lower-bandwidth infor-
mation processing operations seems essential.

Although justified, the separation of symbolic
and numeric processing within a control system can
limit severely the interaction between processing
environments and the throughput of the system as a
whole [7,8). In time-critical applications such’ as
fault-tolerant flight control, the throughput of a
knowledge-based control system must be high. The
present research goal is to integrate the desirable
attributes of procedural and declarative techniques
for efficient and effective control system program-
ming, combining convenience in design with speed,
economy, and high symbolic/numeric integration in
implementation.

Symbolic |  gosired 0 L ..-s3
TASK et
PROCESSING typical
Numeric
Sensing & Information
Control Processing
TASK FUNCTION
@
High
TASK
BANDWIDTH
Low
Numeric Symbolic
TASK PROCESSING
(b)

Fig. 1. Characteristic Relationship between Task Function,
Processing, and Bandwidth

‘base of parameters, rules, and procedures.

RULE-BASED CONTROL

Princeton Rule-Based Controller (PRBC) [9-11)
embodies a control technique whereby control actions
occur as a consequence of search through a knowledge
Parame-~
ters, each with an assigned value, collectively rep-
resent a partial description of the "state of the
world" pertinent to a given control objective.
Search implies the attempt to increase the system's
knowledge of the world by inferring additionai
parameter values, most of which are assumed unknown
when the search begins. Information expressing
relationships and dependencies between parameters is
contained in rules, each of which contains a premise
and an action. If a rule premise is true when test-
ed, its action is executed, possibly causing the
inference of additional parameter values. Rule
testing is guided by an inference engine.

Control actions occur as side effects of search.
Buried within the premises and actions of rules are
procedures (or calls to procedures) that invoke
time-critical control tasks that are best achieved
using proven analytical techniques. These proce-
dures are treated as building blocks upon which
higher-level control actions are built using rules.
Thus, in its simplest form, rule-based search con-
veniently implements deeply nested IF-THEN-ELSE
clauses. The resultant ability to perform complex
conditional branching in an organized manner pro-
vides a convenient mechanism with which to manipu-
late analytically derived numerical procedures. In
this scenario, it is not the end result of a search
that is important to control system operation but
the side effects of its execution.

Such use of rules for control results in a tight
functional integration between symbolic rules and
numerical procedures. In this sense, the technique
addresses the desired movement of the curve repre-
sented in Fig. la by admitting symbolic processing
at the sensing and control level. Figure 1b, how-
ever, implies a concurrent desire to increase the
bandwidth of symbolic processing, thereby addressing
the issue of system throughput. The approach adopt-
ed here involves two distinct design phases. Phase
I involves the development of rules and procedures
in separate environments. LISP is used to create
and test rules, whereas Pascal is used to derive
procedures. Phase Il involves final rule and proce-
dure debugging in an integrated Pascal implementa-
tion environment. Phase I utilizes a LISP-based
inference engine, whereas Phase II uses one based in
Pascal. The transition from Phase I to Phase II
involves the automatic translation of the LISP-based
parameters, rules, and parameter-rule association
information into a form acceptable to the Pascal-
based inference engine. This knowledge base trans-
lation represents a form of automatic code optimiza-
tion, and results in a compile-ready program
implementing a search environment functionally simi-
lar to that based in LISP, but exhibiting the proven
real-time control system performance characteristics
of Pascal [12].

The advantages associated with an integrated Pas-
cal implementation environment a&re many. In addi-
tion to increasing search speed dramatically, knowl-
edge base translation allows rules and procedures to
communicate through common data structures. Because
parameters are implemented as Pascal variables,
their values can be inspected and modified easily by
procedures. Similarly, rules are free to access
variables other than knowledge base parameters, such
as the elements of a matrix routinely used by a
numerical procedure. Finally, additional integra-
tion results from the ability to place arbitrary
Pascal statements within the premises and actions of
rules. The search process can thereby invoke timely
pieces of Pascal code (calling a procedure, for
example) as easily as Pascal code can invoke the
process of search.




Although the search technique utilized here for
control was inspired by that used in rule-based
expert systems, it differs significantly in both
implementation and intent. The use of rules in
expert systems often is influenced by the character-
istics of pure production systems. In production
systems, each rule is considered a distinct and mod-
ular piece of knowledge, with explicit dependence of
one rule on another being discouraged. Rules are
meant to communicate with other rules through the
indirect and limited link provided by the parameters
of the knowledge base, but the intentional calling
of one rule by another using parameter values as
messages is looked upon with disfavor. As Davis and
King [2] point out, "It is the premeditated nature
of such message passing (typically in an attempt to
"produce a system with a specified behavior') that
is the primary violation of the 'spirit’' of produc-
tion system methodology."

Given that the goal of a control system is, in
fact, to produce & system with 8 specified behavior,
it is not surprising that some control system
designers view the application of pure production
system techniques to control to be misguided. It is
the intent of the rule-based control concept dis-
cussed here, however, not to take a pure production
system approach, but to utilize the declarative pow-
er of the production system formalism for its bene-
ficial effects. This effort may be summarized,
therefore, as the attainment of procedural activity
through the manipulation of declarative expressions,
which is not an entirely new idea [13]. The unique-
ness in this effort comes from its application to
the design and implementation of time-critical con-
trol systems, particularly flight control systems.
Although violating the spirit of pure production
systems in order to provide the specified behavior
demanded for control, the proposed control technique
retains many advantages related to production sys-
tems. Davis and King [2] provide an interesting
perspective related to program performance and pro-
grammer productivity as mentioned above.

Since it is possible to imagine coding
any given Turing machine in either pro-
cedural or production system terms, in
the formal sense their computational
power is equivalent. This suggests
that, given sufficient effort, they are
ultimately capable of solving the same
problems. The issues we wish to examine
are not, however, questions of absolute
computational power but the impact of a
particular methodology on program struc-
ture, as well as of the relative ease or
difficulty with which certain capabili-
ties can be achieved.

The next section illustrates the straightforward
manner in which significant control system capabili-
ties may be obtained using rules.

DECLARATIVE EXECUTION OF AIRCRAFT EMERGENCY
PROCEDURES

The rule-based control technique described above was
developed as part of a research program in applica-
tions of artificial intelligence theory to fault-
tolerant flight control [14]. Presently, the tech-
nique is being applied to the automation of aircraft
emergency procedures. Aircraft emergencies require
a quick response and relatively complex decision
making by a flight crew. Prescribed emergency pro-
cedures contained in the Pilot's Operating Handbook
are designed to guide the flight crew through the
decision-making process. Although these emergency
procedures are by definition predominately procedur-
al, their numerous evaluation and decision points

make a declarative representation of the knowledge
they encode highly attractive.

Consider as a simple example the following
excerpt of an emergency procedure associated with
the electrical system of the CH-47C tandem-rotor
helicopter [15]:

4-96. FAILURE OF ONE AC GENERATOR.

4-97. Should one ac generator fail, the
remaining ac generator will assume the
entire load under normal conditions.
This condition will be noticed by the
illumination of @& generator caution
light and by a zero indication on the ac
loadmeter for that generator. Attempt
to place the inoperative ac generator
into operation by performing the follow-
ing:

a. Master caution lights - PUSH TO
RESET.

b. All circuit breakers - CHECK.

¢. Generator switch - TEST, then
RESET, then ON. If the generator is
inoperative, move the generator switch
to OFF. (Move the generator switch to
TEST and observe the generator caution
light. If the caution light goes out,
the generator is delivering proper volt-
age and frequency and a short circuit on
a bus is indicated. If the caution
light remains on, the generator is inop-
erative.)

The following discussion highlights how this
emergency procedure (with reference to Generator
No.1 only) can be made to execute automatically as &
side effect of search through a knowledge base of
parameters and rules. The inference engine executes
on the highest level a repetitive cycle involving
knowledge base initialization and goal-directed
search on a parameter named PROC_SEARCH_COMPLETED.
This is represented in Pascal as

repeat
initialize_knowledge base;
determine_value_of (PROC_SEARCH_COMPLETED)
until false;

Knowledge base initialization assigns the value of
UNKNOWN to all parameters without a stored "initial
value". Goal-directed (backward-chaining) search on
parameter PROC_SEARCH_COMPLETED results in the
inference engine testing rules capable of supplying
a value for this parameter in their action, such as
the following.

(RULE_PROC_1
{PREMISE
"(SOR (SEQ PROC_REQUIRED "FALSE)
(SEQ PROC_STEP_CHECKED 'TRUE]
[ACTION
"($SETQ PROC_SEARCH COMPLETED 'TRUE]]

Note that the premise of this rule depends on other
parameters whose values also are as yet unknown
(parameters receiving & value of UNKNOWN during
knowledge base initialization are written entirely
in capital letters). When tested, the premise first
searches for a value for parameter PROC_REQUIRED. A
value of FALSE implies that the emergency procedure
is not required (the conditions under which it is to
be executed do not exist). The following rules

determine whether or not procedure requirements are
met.
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{RULE_PROC_REQ_1
[ PREMISE
' ($AND (SEQ Proc_Step 0)
(SEQ Gen_1_Control_Switch_Status 'ON)
($EQ Gen_1_Loadmeter_Status 0)
(SEQ Gen_1_Caution_Light_Status 'ON)
(SEQ Gen_2_Caution_Light_Status 'OFF]
[ACTION
' ((SSETQ Proc_Step 1)
(SSETQ PROC_REQUIRED 'TRUE] ]
[RULE_PROC_REQ_2
[PREMISE
'(SGT Proc_Step 0)
[ACTION
' (SSETQ PROC_REQUIRED 'TRUE])

[RULE_PROC_REQ_3
[PREMISE
' (SEQ Rule_Tested 'TRLE]
[ACTION
' (SSETQ PROC_REQUIRED 'FALSE]])

Rules are tested in order of appearance in the
knowledge base until a value for the specified
parameter is obtained. These three rules are tested
in order when a value for PROC_REQUIRED is needed
within the premise of RULE_PROC_1. The premise of
the first rule holds if the procedure is not already
executing (the active procedure step number, repre-
sented by parameter Proc_Step, is 0) and the condi-
tions specified by the remainder of the SAND clause
prevail. The second rule holds if the procedure is
already executing (Proc_Step is greater than 0), and
the third rule always holds whenever tested. Thus,
if during search only the third rule holds, then
PROC_REQUIRED obtains a value of FALSE, and
PROC SEARCH COMPLETED is assigned a value of TRUE
within the action of RULE_PROC_1 quickly ending the
search cycle. However, if RULE_PROC_REQ_1 holds,
then the step number is set to 1, PROC_REQUIRED
obtains a value of TRUE, the first subclause of
RULE_PROC_1 fails, and a goal-directed search for
PROC_STEP_CHECKED begins. A similar search will
prevail if RULE_PROC_REQ_1 fails, but
RULE_PROC_REQ_2 holds.

Emergency procedures are executed here as a
series of steps. Steps are executed one at a time,
in order. Fach step in general involves an initial
action (invoked for Step 1 by parameter
PROC_STEP_1_STARTED), a time delay (reflected by
parameter Proc_Step_Delay) over which the initial
action is allowed to take effect, and a final action
(invoked for Step 1 by parameter
PROC_STEP_]_FINISHED). For example, an emergency
procedure may require the flipping of a switch and
the monitoring of its effect. The time delay
between the initial and final step actions gives the
physical system being probed & chance to react.
When a final step action is taken, Proc_Step is
incremented, allowing the next emergency procedure
step to be performed.

Rules invoked by cyclic goal-directed search
effectively encode the logic required to execute
these emergency procedure steps with the appropriate
time delays. As shown by the rules above, cyclic
search on parameter PROC_SEARCH_COMPLETED results in
cyclic search on parameter PROC_STEP_CHECKED (assum-
ing that PROC_REQUIRED is TRUE). In effect, the
control system continually asks the question, "Has
the appropriate emergency procedure step been
checked?" Rules capable of answering this question
for Step 1 are shown below.

[RULE_PROC_STEP_1A
[PREMISE
' (SAND ($EQ Proc_Step 1)
(SEQ Proc_Step_Timer 'STOPPED)
(SEQ PROC_STEP_TIMER_SET 'TRUE)
($EQ PROC_STEP_1_STARTED 'TRUE]}
[ACTION
' ($SETQ PROC_STEP_CHECKED 'TRUE]]

[RULE_PROC_STEP_1B
[ PREMISE
" (SAND
(SEQ Proc_Step 1)
(SEQ Proc_Step_Timer 'RUNNING)
(SOR [$AND
(SEQ PROC_STEP_1_BYPASSED 'TRUE)
(SEQ PROC_STEP_TIMER_SET "TRUE]
(SEQ PROC_STEP_TIMEOUT 'FALSE] )
[ACTION
' (SSETQ PROC_STEP_CHECKED 'TRUE] }

[RULE_PROC_STEP_1C”
[PREMISE
' (SAND (SEQ Proc_Step 1)
(SEQ Proc_Step_Timer 'RUNNING)
(SEQ PROC_STEP_TIMEOUT "TRUE)
(SEQ PROC_STEP_1_FINISHED 'TRLE)
($EQ PROC_STEP_TIMER_SET 'TRUE]]
[ACTION
' (SSETQ PROC_STEP_CHECKED 'TRUE})

When a value for PROC_STEP_CHECKED is required by
RULE_PROC_1, these rules are tested. Each rule per-
Sorms ﬁ distinct intra-step function, monitoring the

state of Procedure Step 1 and quickly performing a
piece of the step if required. At least one rule
always holds. Within the first rule, the parameter
Proc_Step_Timer is checked for a value of STOPPED.
This indicates that the step has not begun, in which
case the timer is started (via search for parameter
PROC_STEP_TIMER_SET using rules not shown) and the
initial step action is taken (via search for parame-
ter PROC_STEP_1_STARTED). 1If the first rule fails
(Proc_Step_Timer is RUNNING), a search for parameter
PROC_STEP_1_BYPASSED within the second rule checks
whether or not the final step action already has
been performed by the flight crew. If it hes,
PROC_STEP_1_BYPASSED will return a value of TRUE and
a search on PROC_STEP_TIMER_SET will stop the timer
and increment Proc_Step. If PROC_STEP_1_BYPASSED is
FALSE, the next premise subclause tests whether or
not the required step time delay has been achieved.
If PROC_STEP_TIMEOUT is FALSE (inferred with a rule
not shown), the rule premise holds without perform-
ing any emergency procedure actions. If
PROC_STEP_TIMEOUT is TRUE, the third rule perforams
the final step action (via search for parameter
PROC_STEP_1_FINISHED) and stops the timer and incre-
ments Proc_Step (via search for parameter
PROC_STEP_TIMER_SET).

Thus, each search for parameter PROC_STEP_CHECKED
performs a single piece of a single procedure step.
Execution of the entire emergency procedure requires
many search cycles. The following three Step 1
rules encode the first part of the emergency proce-
dure excerpt shown above.

{RULE_PROC_STEP_1_ST
[PREMISE
'(SAND (SEQ Advisory_Mode 'ON)
(SPASCAL "advise
("##% EMERGENCY PROCEDURE *#*
Failure of One AC Generator:
a. Master caution light -
PUSH TO RESET');")
(SSETQ Proc_Step Delay 1.0]
[ACTION
' ($SETQ PROC_STEP_1_STARTED 'TRUE]]

[RULE_PROC_STEP_1_BY
[PREMISE
' (SEQ Master_Caution_Light_Status 'OFF)
(ACTION
' ($SETQ PROC_STEP_1_BYPASSED 'TRUE]]
[RULE_PROC_STEP_1_FIN
[PREMISE
' (SAND
(SEQ  Operational_Mode 'ACTIVE)
(SSETQ Master_Caution_Light_Command 'PUSH)
[ACTION
"(SSETQ PROC_STEP_1_FINISHED 'TRUE)]



The premise of the first rule contains three sub-
ctauses. The first subclause holds if parameter
Advisory_Mode has value ON. If so, the next two
subclauses are evaluated. The $PASCAL subclause
contains embedded Pascal code that calls a procedure
which sends an advisory message to the cockpit for
evaluation by the flight crew. The SSETQ subclause
assigns to parameter Proc_Step_Delay a value of 1.
Both of these subclause operators, as members of a
Boolean premise, always return TRUE. Similarly, the
premise of the third rule generates a master caution
light command within the $SETQ subclause if parame-
ter Operational Mode has value ACTIVE. Thus, for
Procedure Step 1, if Advisory Mode is ON and Opera-
tional Mode is ACTIVE, the control system will reset
the master caution light if after 1 sec this task
has not been performed by the flight crew. In gen-
eral, the parameter Advisory_Mode can have values ON
and OFF, and parameter Operational Mode can have
values ACTIVE and STANDBY. If Advisory_Mode is OFF,
no recommendations are sent to the flight crew, and
advisory delays are eliminated. If Operational_Mode
is STANDBY, actions may be recommended but not exe-
cuted by the flight control system.

If any of these three rules fails, an additional
rule supplying an appropriate 'default" value for
the required parameter is tested, such as the fol-
lowing.

[RULE_PROC_STEP_1_BY_0
{PREMISE
'(SEQ Rule_Tested 'TRUE]
[ACTION
' (SSETQ_PROC_STEP_1_BYPASSED 'FALSE])

The remaining parts of the emergency procedure
excerpt given above are implemented in a similar
fashion. Consider the next three rules.

[RULE_PROC_STEP_2_ST
[PREMISE
' (SAND
($EQ Advisory Mode 'ON)
(SPASCAL "advise
('b. All circuit breakers - CHECK');™)
(SSETQ Proc_Step_Delay 2.0)
[ACTION
' ($SETQ PROC_STEP_2_STARTED 'TRUE]]

{RULE_PROC_STEP_2_BY
[PREMISE
'(SEQ BREAKERS_CHECKED_BY_FLIGHTCREW 'TRUE)
[ACTION
"($SETQ PROC_STEP_2_BYPASSED 'TRUE]]

(RULE_PROC_STEP_2_FIN

(PREMISE
'(SAND ($EQ OPERATIONAL_MODE 'ACTIVE)
(SEQ BREAKERS_CHECKED_BY_FCS 'TRUE]

[ACTION

" (SSETQ PROC_STEP_2_FINISHED 'TRUE]]

The first rule provides an advisory with a 2 sec
grace period. Within this time period, a goal-
directed search on parameter
BREAKERS_CHECKED_BY_FLIGHTCREW performed within the
second rule invokes additional rules that check if
all circuit breakers have been checked by the flight
crew. The third rule invokes other rules performing
this task automatically if and when necessary.

The last part of the emergency procedure is
implemented with two steps. Rules of Procedure Step
3 verify movement of the generator switch to the
TEST position. If Advisory_Mode is OFF, the control
system performs the action immediately. If Adviso-
ry_Mode is ON, a maximum advisory delay of 1 sec is
tolerated. Finally, rules of Procedure Step 4 wait
one more second (regardless of Advisory_Mode) before
moving the generator switch to ON or OFF, depending
on the status of the generator caution light.

The result of using a declarative rule-based rep-
resentation for emergency procedure execution is an
organized and easily maintained software hierarchy.
Additionally, by using cyclic search with "time-
sliced" procedure steps, the action of the control
system can be made to emulate a multi-tasking oper-
ating system, This capability is demonstrated
below.

Figure 2 shows & time history of the amount of
"effort" expended by a single-processor rule-based
controller executing the emergency procedure
described above. The data was obtained with the
Princeton Rule-Based Controller Development System
[9], employing a commercially-available single-board
computer outfitted with an 8-MHz 80286 processor and
an B8-MHz 80287 math coprocessor. The controller
knowledge base contained 34 parameters and 34 rules.
Off-line LISP-to-Pascal knowledge base translation
required 8.6 min on a personal computer functionally
similar to the PRBC processor described above. Pas-
cal representation of the knowledge base required 16
KBytes of Random-Access Memory (some as code, some
as data), and the inference engine required 13
KBytes of code.

During simulation runs, certain parameters were
given a fixed initial value: Gen_l_Loadmeter_Status
was 0, Gen_2_Caution_Light_Status  was OFF,
BREAKERS_CHECKED_BY_FLIGHTCREW was FALSE,
BREAKERS_CHECKED_BY_FCS was TRUE. Emergency proce-
dure execution was triggered by changing the value
of Gen_l_Caution_Light_Status from OFF to ON. Each
data point in the top plots of Fig. 2 corresponds to
the number of rules tested by the inference engine
during a goal-directed search cycle. Adjacent data
points are separated by the amount of time required
to complete a search cycle. Figure 2 shows that
although the value of the parameter Advisory_Mode
has a large effect on emergency procedure step tim-
ing (as intended), the inference engine consistently
executes search cycles at a very high rate.
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Figure 3 shows a time history of rule testings
performed by the same rule-based controller concur-
rently executing five copies of the same emergency
procedure. Although all procedures trigger off the
same generator caution light, each manipulates its
own master caution light and generator switch, and
employs a unique set of step delays. Figure 3 shows
that this version of the rule-based controller, with
a knowledge base of 154 parameters and 170 rules,
still provides real-time multi-tasking performance
with a single economical processor.

CONCLUSIONS

The main conclusion to be drawn is that a rule-based
control design approach may prove more useful than
conventional methods under certain circumstances,
especially when complex decision making is required.
The proposed rule-based control technique provides
basic programming constructs required in real-time
applications such as flight control. Capabilities
including event scheduling, selection, and synchron-
ization, as well as data passing and sharing, are
implemented in an extremely flexible and modular
representation. Consequently, declarative rules
with embedded procedural code provide a sound basis
for the construction of complex, yet economical,
control systems.
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STOCHASTIC ROBUSTNESS OF LINEAR CONTROL SYSTEMS

Robert F. Stengel and Laura E. Ryan
Department of Mechanical and Aerospace Engineering
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ABSTRACT

A simple numerical procedure for estimating the
stochastic robustness of a linear, time-invariant system is
described. Monte Carlo evaluation of the system's
eigenvalues allows the probability of instability and the
related stochastic root locus to be estimated. This
definition of robustness is an alternative to existing
deterministic definitions that address both structured
and unstructured parameter variations directly. This
analysis approach treats not only Gaussian parameter
uncertainties but non-Gaussian cases, including uncertain-
but-bounded variations.  Trivial extensions of the
procedure admit alternate discriminants to be considered.
Thus, the probabilities that stipulated degrees of
instability will be exceeded or that closed-loop roots will
leave desirable regions also can be estimated. Results
are particularly amenable to graphical presentation.

INTRODUCTION

Control system robustness is defined as the ability to
maintain satisfactory stability or performance
characteristics in the presence of all conceivable system
parameter variations. While assured robustness may be
viewed as an alternative to gain adaptation or scheduling
to accommodate known parameter variations, more often
it is seen as protection against uncertainties in plant
specification. Consequently, a statistical description of
control system robustness is consistent with what may be
known about the structure and parameters of the plant's
dynamic model.

Guaranteeing robustness has long been a design
objective of control system analysis, although in most
instances, insensitivity to parameter variations has been
treated as a deterministic problem (see Ref. 1 for a
comprehensive presentation of both classical and modern
robust control). Stability (gain and phase) margins are
useful concepts for designing robust single-input/single-
output systems, addressing disturbance rejection and
other performance goals in the process, and they are
amenable to the manual graphical procedures that
preceded the widespread use of computers. With the help
of these computers, singular-value analysis has extended
the frequency-domain approach to multi-input/multi-output
systems (e.g., [2,3]); however, guaranteed-stability-
bound estimates often are unduly conservative, and the
relationship to parameter variations in the physical
system is weak. Structured-singular-value analysis [4]
reduces this conservatism somewhat, and alternate
treatments of structured parameter variations have been
proposed (e.g., [5-7]), though these approaches remain
deterministic. Elements of stochastic stability [8] have
application to robustness but have yet to be presented in
that context.

Presented at the 1989 Conference on Information Sciences
and Systems, Johns Hopkins University, Baltimore, MD.

The notion of probability of instability, which is
central to the analysis of stochastic robustness, was
introduced in Ref. 9, with application to the robustness of
the Space Shuttle's flight control system, and it is further
described in Ref. 10. This method determines the
stochastic robustness of a linear, time-invariant system by
the probability distributions of closed-loop eigenvalues,
given the statistics of the variable parameters in the
plant's dynamic model. The probability that all of these
eigenvalues lie in the open left-half s plane is the scalar
measure of robustness.

With the advent of fast graphics workstations and
supercomputers, the stochastic robustness of a system is
easily computed by Monte Carlo simulation, and results
can be displayed pictorially, providing insight into
otherwise hidden robustness properties of the system.
The method is computationally simple, requiring only
matrix manipulation and eigenvalue computation, and it is
inherently non-conservative, given a large enough sample
space.  Furthermore, the analysis of stochastic
robustness is a logical adjunct to parameter-space control
design methods [11-14]. Details of the approach and
examples are given in the sequel.

PROBABILITY OF INSTABILITY

Consider a linear, time-invariant (LTI) system of the
form,

x(1) = F(p)x(2) + G(p)u(®) (1
y() = H(p)x(2) ¢

where x(z), u(r), y(z), and p are state, control, output, and
parameter vectors of dimension n,m, q, and r,
respectively, accompanied by conformable dynamic,
control, and output matrices F, G, and H, which may be
arbitrary functions of p. The plant is subject to LTI
control,

u(r) = uc() - CH(p)x(r) 3

uc(?) is a command input vector, and, for simplicity, the (m
x n) control gain matrix C is assumed to be known without
error. The n eigenvalues, Aj = Gj + jw;i, i = I to n, of the
matrix {F(p) - G(p)CH(p)] determine closed-loop
stability and can be determined as the roots of the
determinant equation,

sk - [F(p) - G(R)CH(P)]I = 0 @

where s is a complex operator and I, is the (n x n)
identity matrix. System stability requires that no
eigenvalues have positive real parts. The relationship
between parameters and eigenvalues is complicated.
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Even if F, G, and H are linear functions of p, the
associations between p and the A; are nonlinear, and
there is the further possibility of products of parameters in
the feedback term. Consequently, while small-parameter-
variation sensitivities of the eigenvalues can be estimated
by linear methods [10], the hopes for generally applicable
analytic expressions are slim.

Putting aside the mathematical intricacies, note that
the probability of stability plus the probability of instability
is one:

Pr(stability) + Pr(instability) = 1 (5

Stochastic robustness is achieved when the probability of
stability (instability) is large (small). Since stability
requires all the roots to be in the open-left-half s plane,
while instability results from even a single right-half s
plane root, we may write

Pr(instability) 4 P=1- fpr(o)do 6

~co

where © is an n-vector of the real parts of the system's
eigenvalues, pr(c) is the joint probability density function
of ¢, and the integral that defines the probability of
stability is evaluated over the space of individual
components of G.

Estimating the probability of stability of a closed-loop
system from repeated eigenvalue calculation is a
straightforward task. Denoting the probability density
function of p as pr(p), eq. 4 is evaluated J times with each
element of pj, j =1 to J, specified by a random-number
generator whose individual outputs are shaped by pr(p).
This Monte Carlo evaluation of the probability of stability
becomes increasingly precise as J becomes large. Then,

) N <0
fpr(o)do = lim % (7

—> o0

N(.) is the number of cases for which all elements of ¢ are
less than or equal to zero, that is, for which omax < 0,
where Gmax is the maximum real eigenvalue component
in 6. An important feature of this definition is that it does
not depend on the eigenvalues and eigenvectors retaining
fixed structures. As parameters change, complex roots
may coalesce to become real roots (or the reverse), and
modes may exchange relative frequencies. The only
matter for concern is whether or not all real parts of the
eigenvalues remain in the left-half s plane. The stable
space of G is a hypercube with one comer at the origin and
all other corners at various infinite points.

There is, of course, no limitation on admissible
specifications for the multivariate pr(p): it may be
Gaussian or non-Gaussian, as appropriate. Rayleigh,
correlated, and any other well-posed distributions are
admissible, the principal challenge being to properly shape
(and correlate) the outputs of the random-number

generator. In practice, system parameter uncertainties

“are most likely to be bounded, as typical quality control

procedures eliminate out-of-tolerance devices, and there
are physical limitations on component size, weight, shape,
etc. The rectangular (uniform) distribution is particularly
interesting, as it readily models bounded uncertainty, and
it is the default distribution of most algorithms for random-
number generation. Given binary distributions for each
parameter, in which the elements of p take maximum or
minimum values with equal probability, the Monte Carlo
evaluation reduces to 2 deterministic evaluations, the
result is exact, and the probability associated with each
possible value of p is 1/2” . Similarly, the distribution for r
parameters, each of which takes w values (i.e., for
quantized rectangular distributions), can be obtained from
w’ evaluations; the probability of acquiring each value of p
(for equally probable parameter values) is 1/w'.

Histograms and cumulative distributions for varying
degrees of stability are readily given by the Monte Carlo

estimate of fpr(o)do, where I represents a maximum

-00

real eigenvalue component, and -ec < I < co. The
Ni(Z-A)<o <X
histogram is a plot of K ) 7 max = 2] vs. Z; A is

an increment in X, N[.] is the number of cases whose
maximum real eigenvalue components lie in the increment,
and J is the total number of evaluations. The histogram
estimates the stability probability density function, pr(X),
which is obtained in the limit for a continuous distribution
of £ as A —> 0 and J —> o. The cumulative probability
distribution of stability, Pr(X), is similarly estimated and

N(Omax < X)

presented as 7 vs. Z, the exact distribution

being achieved in the limit as J -> e. Consequently,
P =1 - Pr(0). (8

The regions of varying stability degree are hypercubes in
o space, each with one corner at the n-vector Z=[Z X X ...
Z)T and all remaining corners at appropriate infinite
locations.

When has stochastic robustness been achieved? The
answer is problem-dependent. In some applications
involving bounded parameters, it will be possible to
choose C such that P = 0, and that is a desirable goal;
however, if admissible parameter variations are
unbounded, if C is constrained, or if the rank of CH is less
than n, the minimum P may be greater than zero. C then
must be chosen to satisfy performance goals and one of
two robustness criteria: minimum P, or P small enough to
meet a reliability specification (e.g., one chance of
instability in some large number of realizations).

STOCHASTIC ROOT LOCUS

While it is not necessary to plot the eigenvalues (or
roots) of eq. 4 to determine or portray stochastic



robustness, stochastic root loci provide insight regarding
the effects of parameter uncertainty on system stability.
Consider, for example, a classical second-order system
whose roots are solutions to the equation

s2 + 2{ans + 0p2 = 0 (9

Suppose that the damping ratio ({) and natural frequency
(®wn) are nominally 0.707 and 1, respectively, and that
each may be a Gaussian-distributed random variable with
standard deviation of 0.2. Allowing first { to vary, then
®p, 100-sample scatter plots of the roots are obtained
(Fig. 1). These root loci are immediately recognized as
following the classical configurations of root locus
construction [15], with the heaviest density of roots in the
vicinities of the nominal values. The density of roots
depicts the likelihood that eigenvalues vary from their
nominal values if either damping ratio or natural frequency
is uncertain. These stochastic root loci include branches
on the real axis and in the right-half s plane for large
enough variations of { and wp.
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Figure 1. Stochastic root loci of a second-order system with Gaussian
damping ratio or natural frequency. o =0.707, wpg = 1; 100 Monte
Carlo evaluations.

a) Effect of { variation with 0.2 standard deviation.

b) Effect of wp variation with 0.2 standard deviation.

If both { and wp are uncertain and uncorrelated (ie., p’
=[{ on]T), the scatter plots become "“clouds" surrounding
the nominal values; Fig. 2a is one representation of the
resulting stochastic root locus based on the calculation of
4,000 samples. Further understanding can be gained by
plotting the density of roots in a third dimension above the
root locus plot. This is done in two steps. The first step
is to divide the s plane into subspaces (or "bins"), as in
Fig. 2b, and to count the number of roots in each bin as a
sampled estimate of the root density p. The result is a
multivariate histogram, with o and o serving as
independent variables. Complex root bins are elemental
areas, for which pA is defined in units of roots/unit area.
Real root bins are confined to the real axis; hence, pL
measures roots/unit length.

The second step is to portray the root density
distribution. This can be done by brightening or darkening
the bin outlines (Fig. 2b), graphing contours of equal root
density on the two-dimensional plot, or by plotting an
oblique view of the three-dimensional histogram or root
density surface, as in Fig. 2c. The plotted surfaces would
become smoother as the number of evaluations increased.

Numerical smoothing also can be applied (judiciously) to
account for sampling effects on the plotted surface. For
this paper, the graphical presentations are relatively
crude, but it is apparent that more sophisticated graphical
processing, including the use of false color, hidden-line
removal, surface generation, and shading can be applied to
good effect. Root densities along the real axis present a
special problem for 2-D presentation, in that their
distributions are linear, not areal; oblique 3-D views
provide a satisfactory alternative.
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Figure 2. Stochastic root loci of a second-order system with Gaussian
damping ratio and natural frequency. (o =0.707, wpq = 1; 4,000 Monte
Carlo evaluations.

a) Scatter plot.

b) 2-dimensional binned representation.

¢) Oblique 3-dimensional representation.

There is an ostensible relationship between pr(Z) and
p; however, the relationship may be multivalued and
ambiguous. When considering instability, distinction must
be made between the number of cases with right-half-
plane roots and the number of roots in the right-half plane.
For example, a third-order system with a complex pair of
roots and a real root can be unstable with 1, 2, or 3 roots
in the right-half plane, yet N would be incremented by one
in each case. A high-order system with real roots could
be unstable with one or more roots in the same right-half-
plane bin. Again, N would be incremented by one,
although the bin's p depends upon the number of roots it
contains.

A STOCHASTIC ROBUSTNESS EXAMPLE

Reference 16 provides a linear-quadratic-Gaussian
(LQG) design problem with a closed-loop system that is
nominally stable, but whose stability margins become
vanishingly small as control and estimation gains become
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large. That example is used here for a demonstration of
stochastic stability robustness. An unstable second-order
plant,

)= 0 (8 [2]

X1
z={10] [x2:|+n
L 4

is to be stabilized by an LQG regulator with controller
cost function matrices,

(10

11
Q=Q[1 1:|, R=R=1 (12,13
and disturbance and measurement-error spectral density
matrices

11

W=W[11], N=N=1 (14,15

The corresponding LQG control and estimator gains, C
and K, are {16]

C=0Q+Vva+Q) 1 ]=[cc] (16
K=Q+va+w)inT=kxT a7

If the actual control effect matrix is G = [0 u]T rather than
[0 1T, eq. 4 can be expressed for this problem (with the
state consisting of the original state and its estimate, x T
= [x1 x2 %1 R2)), as,

(s-1) -1 0 0
0 (s-1) pc

k0 (s-1+k) tl]c = s44cas34cpsacys+og =0
-k 0 (c+k) (s-1+¢) A

(18

Using Routh's criterion, Doyle showed that i remaining in
(a,b) = {(1 + 1/ck), [1 - (k + ¢ - 4)/2ck]} is a necessary
condition for stability to be retained [17].

Consider two cases with different LQG gains. In
Case 1, ¢ = k = 4 (the limiting case as Q and W approach
zero), and in Case 2, ¢ = k = 100. Because

ci=k+c-4+2(u-1)ck, co=1+(1-pw)ck (19,20
the characteristic polynomial can be expressed as

4+ 0333 +cps52 + (k+c-4-2ck)s + (1+ck) + uck(2s-1) =0
(21

which is a root-locus problem with pck taken as the gain.
The nominal roots are found with y = 1, and they are

Case 1 AM-g = -1,-1,-1,-1 (22
Case 2 Ai-4 = -0.01,-0.01,-98,-98 (23

Three features are immediately evident. The root locus

‘gain is proportional to ck; hence, W has a greater effect on

the root locus in the latter case. There is a transmission
zero at +1/2 that will draw one root into the right half
plane. The excess of poles over zeros is three, indicating
that additional instability must occur for large magnitudes
of (U - 1). There will be either one or two unstable roots
among those going to infinity, depending on the sign of
(- 1).

The stochastic root locus plots based on 3,500 Monte
Carlo evaluations with p =y corroborate these
predictions (Fig. 3). It is assumed that p is a Gaussian
random variable with mean equalling (a + b)/2,
representing a bias from the nominal p used to determine
the gains, and standard deviation of (b - a)/2. In both
cases, the root distributions are skewed and/or multi-
modal, and each of the branches has a pronounced peak.
Few roots lie near breakaway points, but rather
accumulate nearer to the transmission zero or infinity.
Figure 3a shows three of the five possible unstable
branches, while for the higher gain, only two branches
reach instability. Figure 4 indicates that the resulting
Pr(Z) are non-Gaussian. The corresponding probabilities
of instability P are 0.48 and 0.33, indicating that the
resulting distributions are dissimilar, even though the
standard deviations were equally scaled for each case.
(When the Case 1 standard deviation is used with Case
2's gains, P climbs to 0.96.)

Figure 3. Stochastic root loci for the Doyle LQG counterexample.
Gaussian parameter uncertainty with mean = (a + b)/2 and standard
deviation = (a - b)/2.

a)c=k=4, b)c=k=100
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Figure 4. Histograms and cumulative probability distributions for the
Doyle LQG counterexample. Gaussian parameter uncertainty with
mean = (a + b)/2 and standard deviation = (a - b)/2.

a)c=k=4, byc=k=100

Now consider two similar cases in which pu is a
random variable with uniform probability in (a,b). For
Case 1, Figures S and 6 illustrate how the stochastic root
locus and probability distributions are bounded in
comparison with Fig. 3a and 4a. In this example, the
bounds given by Routh's criterion are not the actual
stability bounds, and the probability of instability is non-
zero. For Cases 1 and 2, the probabilities of instability P
decrease to 0.27 and 0.01, respectively, as some unstable
values associated with the tails of the p distribution have
been eliminated. Naturally, if 0 had been uniformly
distributed just inside the actual stability boundaries
(0.9243 < p < 1.0625, for ¢ = 4), P would be zero.

prd) i
r 2-0
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i /
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Figure 5. Stochastic root locus for the Doyle LQG counterexample, ¢ =
k = 4. Parameter uniformly distributed in (a,b) = (0.875,1.0625).

Figure 6. Histogram and cumulative probability distribution for the
Doyle LQG counterexample, ¢ = k = 4. Parameter uniformly
distributed in (a,b) = (0.875, 1.0625)

Using Loop Transfer Recovery (LQG/LTR) {17],
linear-quadratic (LQ) robustness can be fully recovered.
Recovery as a function of design parameter v (W=vWg)
for Case 1 is illustrated in Fig. 7 through both singular-
value analysis and the stochastic root locus. The LQG
return difference function in this case is a scalar, and the
singular value is identically the return difference function:

1+a(s) = I+C[sI-(F-GC-KH)]- 1KH[sI-F]-1G (24

The original LQ stability margins are not fully recovered
until v > 10,000 (Fig 7a). Figure 7b illustrates the
mechanism of recovery: increasing v pushes two
eigenvalues to higher frequencies and decreases the
variation in the two roots near the origin. Based upon
3,500 evaluations and a Gaussian 1 variation, the present
analysis estimates P to be zero when v >100.

0tv =10000
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Figure 7. LQG/LTR applied 10 the Doyle counterexample.
a) Unstructured-singular-value analysis.
b) Stochastic root loci

COMPUTATIONAL ISSUES

The validity of the Monte Carlo analysis is dependent
on the number of eigenvalues computed, the number of
varying parameters, their probability distributions, and
required confidence levels. The number of evaluations
required can be related to the number of varying
parameters by considering uniform probability
distributions. Quantized uniform distributions
approximate continuous uniform distributions, approaching
them in the limit as the numbers of discrete parameter
values go to infinity. Given n Monte Carlo evaluations of
a system with r continuous uniform parameters, the result
is, at best, equivalent to results computed
deterministically for a system with r uniform parameters
quantized in w levels, where w = nl/T. Conversely, the
number of evaluations should be of O(aw’), where w is an
acceptable level of parameter quantization , and o >> 1.
Note that in a 10-parameter case, direct equivalence to
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ten parameter quantization levels requires over 10 billion
evaluations, while 10,000 evaluations yield results that
are equivalent to a quantization level less than three.
Work remains to be done in associating small-sample
evaluations with confidence levels of the histograms and
the resulting probability of instability.

If 6max is monotonic in the individual elements of p,
then evaluation results for the binary probability
distribution denoted by (Pmin,Pmax) circumscribe results
obtained for continuous or quantized distributions with the
same limits. In this case, a conservative estimate of P is

provided by the associated 27 deterministic evaluations
based on binary distributions.

Because each Monte Carlo evaluation can be
calculated independently, determining stochastic
robustness is a task well-suited to parallel computation.
Eigenvalue computation speed is linear in the number of
processors, and results from separate processors need be
consolidated only at the final stage of display.

CONCLUSIONS

Stochastic robustness offers a rigorous yet
straightforward alternative to current metrics for control
system robustness that is simple to compute and is
unfettered by normally difficult problem statements, such
as non-Gaussian statistics, products of parameter
variations, and structured uncertainty. The approach
answers the question, "How likely is the closed-loop
system to fail, given limits of parameter uncertainty?" It
makes good use of modern computational and graphic
tools, and it is easily related to practical design
considerations. The principal difficulty in applying this
method to controlled systems is that it is computationally
intensive; however, requirements are well within the
capabilities of existing computers. The principal
advantage of the approach is that it is easily implemented,
and results have direct bearing on engineering objectives.
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