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Nonlinear Inverse Dynamics Control of Aircraft Using Spoilers
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The nonlinear inverse dynamics (NID) methodology and its specific application to flight control using a promising
control device, the spoiler, are studied. The proper control modeling of spoiler aerodynamics leads to a generic
nonlinear model for the most typical aft-mounted spoilers that is then included in a complete nonlinear aircraft
model. A novel systematic design procedure for the synthesis of robust NID-based flight control systems is presented.
Use of the methodology for a modern combat aircraft, the Hawk trainer, leads to the development of a multimode
longitudinal flight control system, with the particular aim of using spoilers as an active control device. Promising
applications of spoilers for active control of aircraft are studied, and the related control configurations designed.
Simulation results for aircraft maneuvering are presented, demonstrating the effectiveness of spoilers for aircraft
maneuver enhancement and, in particular, in ameliorating the effects of wind shear and microbursts.

I. Introduction

THE complicated aerodynamic features and operational require-
ments of a modern aircraft present the control system designer

with problems, typically nonlinearity, that are difficult to solve with
conventional control system design approaches. The nonlinearity of
an aircraft system exists in the dynamic equations and is closely
connected with the flight condition. Its effects become severe when
aircraft are undergoing an extreme maneuvering operation.1 In ad-
dition, it may be introduced by the control system or by nonlinear
control devices, such as spoilers.2

Spoilers are deflected plates, usually on the upper surface of a
wing, that can be used to disturb the flow, causing separation and
thereby changing the lift and drag of the aircraft. A popular and
conventional arrangement of spoilers on the upper aft surface of
a wing section can be seen in Fig. 1. As effective aerodynamic
control surfaces, spoilers have been traditionally and widely used
in aircraft control as speed brakes and/or as lift dumpers at touch
down. They are also used as effective lateral control devices when
asymmetrically deflected. A problem with spoilers as far as control
is concerned is that the variable <5sp, the deflection angle between
spoiler and the wing, cannot be negative.

Recent experimental and computational studies in spoiler aero-
dynamics have suggested their potential usefulness for the active
control of future aircraft, owing to their effectiveness in providing
rapid force variation, the negligible changes in pitch moment, and
their flexibility of use.3"7 From the viewpoint of aerodynamics, the
flowfield generated by a deflected spoiler on a wing can be very
complicated and contains the phenomena of flow separation, reat-
tachment, and vortex shedding.2 Therefore, a spoiler exhibits more
complex behavior than do most conventional aircraft control de-
vices, such as the elevator, rudder, and aileron. Consequently, the
modeling and complex control of aircraft become more difficult
when spoilers are involved and demand innovative techniques.

There has been a great deal of progress in recent years in applying
differential geometrical control theory to the linearization and con-
trol of a nonlinear system. The theory is relatively well developed
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and understood.8 An important part of the theory and applications
is the nonlinear inverse dynamics (NID) methodology, which uses
input-output linearization via the construction of the inverse dynam-
ics of a nonlinear system.9 Its potential for flight control of aircraft
has been demonstrated in many previous studies.

Early studies of the method were connected with system de-
coupling and separation of aircraft control modes.10"12 Use of the
method for an aircraft with complex characteristics and operational
requirements, such as the power lift short takeoff and landing and
vertical/short takeoff and landing was successfully carried out by
Meyer.13 During the same period, the method was applied to the
control and testing of an aircraft flying through a large portion of
the flight envelope.14 In 1984, Meyer et al.15 employed the method
for the development of a helicopter control system, giving details
of the construction of the transformation from the nonlinear system
to the linear system. Recent work in this area includes that of Lane
and Stengel,16 who applied NID to the effective control of a 12-state
nonlinear aircraft model in extreme flight conditions (high a and an-
gular rates), and that of Hauser et al.17 on the modified use of the
method for the control of a nonminimum phase nonlinear aircraft
system.

Because of the complex modeling of aircraft auxiliary control
devices, such as flaps and spoilers, and their unexpected effect on
the invertible dynamics,13 their use for the active control of aircraft
incorporating the NID has not been studied before. Although the
feedback linearization methodology has received considerable at-
tention in the literature and has found many applications in nonlinear
flight control, little work on the robustness aspect of the nonlinear
control systems has been documented.

These considerations are addressed in this paper, wherein the
original contributions are 1) spoiler control modeling, generation of
a generic spoiler model for flight control from experimental data;
2) design of flight control systems utilizing spoiler control, devel-
opment of a NID-based robust control methodology that includes

1— A
Fig. 1 Conventional spoiler configuration.
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a parameter adaptive control algorithm to account for model un-
certainties and its use for nonlinear control of the Hawk aircraft,
with spoilers functioning as a principal control device; and 3) study
and design of mission-defined longitudinal controllers for active use
of spoilers for aircraft maneuver enhancement and gust/microburst
alleviation.

II. Spoiler Control Modeling
A. General Remarks

The effects of spoilers are normally measured by integrated pa-
rameters, such as the lift, drag, and moment, that represent the effects
on aircraft dynamics. Pressure and velocity distributions are also
used to show the characteristics of the spoiler flowfield. The mea-
surements of these parameters provide an understanding of spoiler
flow mechanism and form the basis for the mathematical model-
ing of spoilers. As far as the use of spoilers for aircraft control is
concerned, for precise modeling and introduction of spoilers into
the control systems, comprehensive measurements of spoiler coef-
ficients, C/sp, Qsp, and Cmsp, and/or their derivatives C/5iS., C^ss and
Cmss, are of great importance.

Many studies in this area have been based on wing-spoiler/
aerofoil-spoiler experiments and their outcomes, as summarized by
Sun,18 focusing on the measurements of the coefficients for two-
dimensional aerofoils and conventional spoiler designs and loca-
tion. Some general conclusions concerning the principal features of
spoilers can be drawn:

1) Aft- and upper-wing mounted designs have been widely
adopted for conventional use owing to their large range of effec-
tiveness, particularly at negative wing incidence.

2) Generally speaking, for an aft-mounted spoiler, when incidence
a varies within the normal region and the spoiler deflection angle <5sp
is beyond an insensitive region, nearly linear coefficient functions
Gsp(<$sp), Qsp (<5sp), and Cmsp(5sp) are obtained. The experimental
data also strongly suggest that a linear description of spoiler effec-
tiveness vs spoiler projection height [8hsp = sin(5sp)] may be even
better for modeling purposes.

3) There is an increasing dependence of spoiler effectiveness on
the incidence a as it approaches the stall regions (positive or nega-
tive).

4) An aft-mounted spoiler has an effect on the pitching moment
of an aircraft, the extent of which depends heavily on the location
of the spoiler. This effect may have a considerable influence on the
longitudinal handling and control.

5) Under some circumstances and assumptions, two-dimensional
aerofoil/spoiler data may be applied to the three-dimensional case.4
Hence, we may initially design and tailor suitable spoilers for a wing
by referring to relevant two-dimensional test data.

B. Design of a Generic Spoiler Control Model
With the aim of providing a precise mathematical expression of

spoiler behavior when used as a control device, a generic spoiler con-
trol model for the most common location, aft mounted, is proposed.
The design of the model is based on a recent series of experimental
data concerning spoiler aerodynamics and is for a range of popular
spoilers with the common feature of around 70% aerofoil profile
chord (c) location, a chord normalized to 10% aerofoil chord, and
a span normalized to the whole span of the aerofoil. According to
the spoiler data used for the modeling, the model would ideally
be used for low-air-speed/Mach number cases with spoiler motion
being quasi steady.18

The model expression takes the form of the related aerodynamic
coefficients, namely, the spoiler lift coefficient C/sp, the drag coef-
ficient Qsp, and the moment coefficient Cmsp, and/or their deriva-
tives relating to a linear model. In this study, a least-square er-
ror fitting (LSEF) technique in MATLAB™ (MathWorks, Inc.)
was applied to the spoiler data, fitting algebraic expressions for
the coefficients C/sp, C</sp, and Cmsp. The spoiler deflection angle
<5sp and the wing incidence a appear as the most influential inde-
pendent variables. The modeling process consisted of two major
steps:

1) The spoilers were modeled for small aerofoil incidence, where
the functional dependence of the spoiler effectiveness is mainly on
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Fig. 2 C/Sp fitting from test data.

its deflection angle 5sp. The underlying mechanism is that, when the
incidence is small or below some critical point, there is no inter-
action between separated wing flow and the spoiler-induced sepa-
ration. Hence the effectiveness of the spoilers is decided solely by
the separation because of their deflection. An important assumption
was that spoiler effectiveness would be proportional to its projected
height, which not only revealed the effect of spoiler chord length,
leading to more collapsed data distributions suitable for the generic
model, but also suggested an improved lift coefficient expression
using the sine function.

Figure 2 shows typical normalized spoiler C/sp vs 5sp data and
different curve-fitting results for C/sp using LSEF. The experimental
data shown here are from those for spoilers with chords ranging from
5%c to 15%c (all normalized to 10%c) and locations from 65%c to
73%c. Linear fitting gives C/sp = 0.75sp, with an error norm EN =
0.45, whereas fitting a sine function yields C/sp = 0.92 sin(5sp), with
EAT = 0.41.

2) The effect of incidence on spoiler effectiveness was introduced
into the model, owing to the fact that the effectiveness of spoilers
has an increasingly weak dependence on the deflection <5sp as the
wing incidence a approaches the positive or negative stall regions.
This was made by defining an incidence influence function A (a) and
combining the function with the spoiler model from step 1:

C*Sp(a, 5sp) = A.(a)CspO$sp) (1)

where X(0) = 1 yields Csp = Csp, the spoiler model for small
incidence cases. So, given Csp|a=0 and a family of Csp(a, <5sp)
curves, X(a) can be modeled using piecewise linear interpolation of

Applying this routine to the influence functions for the lift, drag,
and moment coefficients, i.e., A/(a), Xj(a), and Km(a) (with a in
degrees), yields

A,, (a) =

1

XXa) = 1 -
2 -a/10

Am (a) = 1 - a/30, -10 < a < 20

(2)

Finally, a nonlinear generic spoiler control model is given as

C/sp = 0.92A,/(a)sin(5sp), Qsp = -O.UXa)Ssp

Cmsp = -O.Um(a)3Sp (3)

where the functions A/ (a), Xd (a), and Xm .(a) are defined in Eqs. (2),
(3), and (4), respectively, and -90 deg < <5sp < 0 deg.

Based on the generic model, further analyses and evaluations of
spoiler control effectiveness have been made18 and, in particular,
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some artificial spoilers for the Hawk aircraft have been designed for
advanced studies of active flight control utilizing spoilers.

III. Aircraft System Modeling
The general nonlinear aircraft model used here takes the form

x = f(x,u),y = C(x), with state variables x e 9ft", control inputs
u e sJtm, and output variables y e ffl. By augmenting the system
dynamics with the derivatives of appropriate control inputs,16 it can
be transformed to

x = A(x)x + B(x)u, = C(x) (4)

In most previous studies concerning nonlinear flight control us-
ing the feedback linearization methodology, control devices such
as spoilers and flaps have not been considered. This was mainly
because these devices were considered as only occasional and/or
weakly coupled devices, and the incorporation of these direct force
generators might result in a system that was not explicitly block
triangular and, hence, not invertible.13 Clearly, these arguments are
not really valid and may result in an improper flight control when
spoilers are actually active and in principal use.

In fact, in NID synthesis for longitudinal flight control where
spoilers are principal control devices, where the measured variables
are defined as yc = [V, y, a(or#)]', and where the controls are the
elevator deflection 8e, the thrust St, and the spoiler deflection <5sp, the
introduction of the generic spoiler model as described in Sec. II into
the aircraft model in Eq. (8) can be made through augmenting the air-
craft system dynamics with the first derivative of the spoiler control
input (<5sp = —asp<5sp + tfspwsp; see Fig. 3), where the corresponding
first-order lag represents, in practice, the spoiler actuator dynamics
that can be expected to have a high bandwidth (e.g., asp = 40). To
match the relative order of the longitudinal aircraft system with re-
spect to the spoiler input, the system dynamics are augmented by a
first-order lag in the thrust control, modeling the delay in the engine
dynamics (e.g., at = 0.5).

Using a hybrid coordinate system consisting of mixed wind
and body axes,19 the foregoing procedure produces a complete
aircraft longitudinal open-loop system, having the following two-
dimensional 3-axis block lower-triangular form, with which the sta-
ble inverse dynamics can be constructed for the NID control laws13:

*2

o
(5)

where

-hiUr
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y

a (or 0)
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m
(L-mgcosy)

mV
q-y

M
lyy

(6)

ftOO =
b8e 0 0
0 at 0
0 0 aso

and Z), L, and M are the drag, lift, and pitch moments that are non-
linear functions of the aerodynamic coefficients and of the system
variables,20 V the flight-path velocity, y the flight-path angle, a the
incidence angle, q the rate of pitch angle 9, and ue, ut, and wsp the
control inputs for 8e, 8t, and <5sp, respectively. Elevator effects were
neglected when computing A(jc).

IV. Robust NID Controller Synthesis
A. New Procedure for NID Control Synthesis

The NID control synthesis was applied to the system model (9) to
generate nonlinear controllers. During the process, a novel design
procedure for simple yet effective formation of various mission-
defined controllers was developed. One limitation of the procedure
is that it applies only to systems for which .y = Cx. However, this
is commonly the case in flight control systems where the output to
be controlled is usually some linear combination of state variables.
The major steps of the procedure are as follows.

1) Find the m by n constant output matrix C such that y = Cx
where y is the vector of control output variables of interest chosen
from yc = [V, y, a, q, 0, 8t, <5sp]'.

2) Calculate the Lie derivatives9

, . . . , («-'*) AM.

for the inverse dynamics, where the derivative order rt depends on
the system model and the control variables. For the model of Eq. (9)
and the selections of the group just given, r/ = 2 was used for x\
and r/ = 1 for jt2. These can be viewed as the inverse dynamics
matrices for the controller when unity C is selected, the so-called
principal controller

where

3) Design multimission-defined controllers by simply assigning
the output matrices C according to the mission objectives associated
with the m control output variables and performing the following
simple computations for the inverse dynamics matrices:

When B*(x) is nonsingular, the control law is given by

u = B*(xrl[v-A*(x)] (8)

Fig. 3 System augmentation and actuator dynamics modeling.
We refer to Ref. 18 for a detailed presentation of A* and B*. The
coefficients of the designed closed-loop pole polynomial for each
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Table 1 Pole polynomial coefficients

Output variable Y a, i a/

V
y
0
a

5.0
3.0
3.0
3.0

4.0
4.0
4.0
4.0

decoupled output variable were chosen with reference to the level-1
flight quality criteria of the Mil-F-8785C.21 Table 1 lists typical data
for the output control variables V, y, 9, and a. These coefficients
define the desired closed-loop systems whose flight qualities meet
first-level specifications.

B. Design and Incorporation of NID-Based Parameter Adaptive
Control Laws

Based on the NID controller design, an approach using a param-
eter adaptive control law (PACL) for the robustness of the designed
nonlinear inverse dynamics flight control system (NIDFCS) was
studied. The use of adaptive control is motivated by two consider-
ations. First, the effectiveness of the desired NID control is heavily
dependent on the modeling accuracy of the dynamical system to be
controlled. An exact cancellation of all nonlinear terms must be ob-
tained for the valid implementation of exactly linear control laws. If
there is any uncertainty or error in the modeling process, and hence in
the inverse dynamics formulation, the cancellation will not be exact
and so the resulting control might not meet the design specifications.
Second, it has become increasingly difficult to model precisely many
modern technological systems, particularly high-performance air-
craft with increased dynamic ranges, flight envelopes, nonlinearities,
and complex aerodynamics. In aircraft flight control the robustness
issue can become critical in certain worst cases.

The PACL used here aims to enhance the NID control robustness
to parameter uncertainties in Eq. (9), where the system dynam-
ics matrix A(x) and the control matrix B(x) can be put into the
parametrized forms

(9)

5) In the case of 0 being constant or its variation in the updating
process being negligible, as is the case in most aircraft systems, we
have

so that an update computation of 9 can be made via

(13)

(14)

where T is the time step.
6) Go to step 3.
Initially, a single input/single output problem was formulated for

the aircraft system with the elevator input 8e as input and the pitch
angle 9 as output. In this case, the aircraft dynamics are

x = 9AlA{(x) + 9A2A2(x) + 9BB(x)u, y = Cx (15)

while the NID control refers to the following estimated model:

x = 9AlA,(x) + 9A2 A2(x) + 9BB(x)u, y = Cx (16)

where 9A2 and 9B are the uncertain parameters. From the definition
of input and output,

(17)

(18)

and the control based on the inaccurate model is

.,-^c + fi
LBLAC

where

L\C =

y = u =
LBLAC

(19)

(20)

(10)

where 9Ai., i — 1 , . . . , n\ and 9Bi, j = 1, • • • , n2 are unknown pa-
rameters and the A/(JC) and Bf(x) are known smooth functions of
state. Using the newly developed nonlinear parameter adaptive con-
trol theory,22 a PACL for 9, which is of interest in aircraft dynamics,
was developed and combined with the existing NID controllers to
enhance the robustness of the NIDFCS to parameter uncertainties
in the aircraft modeling.

The parameter adaptive control follows the procedure given next.
1) Define a polynomial L(s) = sr + a\sr~1 + • • • + ar such that

M(s) = L~l (s) is strictly proper and stable. In many cases, ait i =
1 , . . . , r may correspond to the desired closed-loop pole positions
(see Table 1).

2) Calculate the error equation

= er (11)

according to specified parameter adaptations. Here, the prime de-
notes matrix transposition, <£ = 0 — 0, where 0 is an estimate
of the component vector of parameters 0 in Eqs. (13) and (14) and
e = Jm — y, where ym is the output from the modeled plant.

3) From the error equation, get the mismatch regressor W and
then the intermediate variable f = M(s)W.

4) From the measurement e, use of a normalized gradient-type
algorithm23 gives the update law

(12)

Thus, the error equation for this case is

r -i f WA 1
= v-y = [&A2 <$>B ] \w

where <J>A2 = #A2 ~ #A2,3>fl = 9B - 9B, and

WB =

(21)

(22)

(23)

(24)

(25)

The PACL was applied where the uncertainty is in the most influ-
ential parameters in the longitudinal moment equation, typically the
moment coefficient Cma and the elevator control coefficient Cm8e :

— C — C— '-'ma *-'ma

— C mse

WA=a42(x)

(26)

(27)

where e} = e + ®M(s)W - M(s)®'W.
WB = ,

LALBC
= b(x)ue
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(deg.) Table 2 Longitudinal control mode summary
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Fig. 5 Comparison of V tracking: mode Al.

where b(x) = (pV2Sc8e)/2Iyy. Having calculated <t> and W, the
parameter update procedure in Sec. IV was programmed and per-
formed. For y = ft, the quantity L(s) was taken to be the same as
the pole polynomial for the decoupled ft control.

The effectiveness of the PACL in enhancing NID robustness has
been demonstrated in a series of simulations. Figures 4 and 5 present
a comparison of system performance with and without PACL. Here,
the actual aircraft was supposed neutrally stable with the stability
coefficients Cm(X = 0.0 and CmSe = —0.475, whereas the initial
estimated aircraft model for the NID control employed the nominal
data Cma = -0.185 and the reduced estimate CmSe = -0.2.

The simulation shows that the NID control without PACL failed
to control both ft (Fig. 4) and V (Fig. 5). Tracking the desired trajec-
tories caused severe deterioration in stability (a violent oscillation)
and aircraft handling. In sharp contrast, by applying PACL to the
system, the stability of the aircraft was immediately restored after
a short period of excitation for the parameter update and ft and V
tracked the desired trajectories. Figure 6 shows the case where con-
trol mode B was applied with spoiler control. By comparing the
cases with and without the use of PACL, it can be seen that even in
the presence of the extra control input (the spoiler) that -may excite
the original oscillation in the multi-input/multi-output system, the
designed adaptive control law still works properly and achieves an
improved, robust, NID control for the aircraft.

C. System Configuration and Control Modes
The complete configuration of the NIDFCS is shown in Fig. 7.

The design for the various mission-defined controllers of the Hawk

Control mode

A (conventional)
Al (controller 4*)
A2 (controller 5)

B (unconventional)
Bl (controller 6)

B2 (controller 1)

B3 (controller 2)

B4 (controller 3)

(deg.)
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A/ \
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A'5/ \V/ M\

Output control
variables
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[VyO]
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A

/ \
/ \
/ \
j \

H \
/ l i i! \J

Mission objectives
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Conventional trajectory

maneuvering

Unconventional level
flight decelerating
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Decoupled V, 0, a.
maneuvering
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IV Ar / \/ \ / > .•
/ i /

/_\ ' i /
i / \/Vy

V with PACL

6 8 12

Fig. 6

10
t (sec.)

Comparison of $ tracking: mode Bl

14 16 18 20

aircraft resulted in a multimode flight control system. Table 2 sum-
marizes some of the major control modes, where class A is for
conventional control and class B is for unconventional control. The
modes Al and A2 are for the conventional control augmentation in
aircraft velocity and attitude whereas B1-B4 are the control modes
utilizing the spoiler control for various unconventional control pur-
poses. The mission objectives for which a control mode is expected
to be applicable are listed in the right-hand column of the table.

V. Aircraft Performance Enhancement Using Spoilers
The preceding development of the NIDFCS provides the basis for

active control of aircraft using spoilers. With regard to the spoiler
control potential and its significant role in flight control, three spe-
cial application cases are of particular interest: 1) decoupled attitude
and trajectory control for superior maneuver of aircraft that utilizes
the unique control effect of spoilers on the flight path, 2) fast decel-
eration control that takes advantage of significant spoiler drag, and
3) control augmentation for gust/turbulence and microburst allevi-
ation that benefits from the spoiler feature of rapid force variation.
The following gives a detailed example of the use of spoilers for the
third objective.

Wind shear is a local, transient change in the wind vector that
brings a rapid and highly influential change in the airflow over the
aerodynamic surface of an aircraft. A form of wind shear that is
of particular concern to flight safety is the microburst, in which a
large mass of air is propelled downward in a jet form from some
convective fields and/or a rapid buildup of small weather cells. An
intense microburst can produce about 70-m/s (150-mph) horizontal
winds as well as 20-m/s (48-mph) down flows at treetop levels.24

Such a violent and invisible change in wind velocity presents the
greatest danger to aircraft flying at low altitudes and at low speeds.
It is believed to be the real cause of many aircraft accidents during
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Mission Command

Fig. 7 NIDFCS configuration.
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Fig. 8 Microburst model and distribution.

landing and takeoff phases, e.g., the crash of a Beoing 727 at JFK
airport in New York in June 1975.25

A special spoiler control for microburst alleviation for an aircraft
penetrating a severe microburst during approach to landing was
designed and evaluated by simulation. The control programming is
characterized by direct countering of the microburst impacts using
the fast and direct force control from spoilers and differs from most
previous studies concerning microbursts where emphasis was put
on avoidance and escape procedures.26

A. Microburst Model
A two-dimensional microburst model by Melo and Hansman26

was used in this study, with the maximum intensity horizontal and
vertical velocity profiles presenting a worst case. The model was
based on the Andrews Air Force Base event in 1983 with the max-
imum horizontal velocity of 27 m/s and the maximum vertical ve-
locity of 20 m/s (Fig. 8).

B. Spoiler Control Logic
Based on the spoiler control model already defined, the control

model B1 for fast deceleration control was chosen for the deceler-
ation control prior to the landing approach and for a presetting of
the balance angle of the spoiler that enables the spoiler to act as
a bidirectional control device while encountering the microburst.
Then the control mode B2 was applied for the trajectory control
augmentation.

Case A CaseB CaseC

|d/f|max,m
|dX|max, m
IdVmaxI, m/S
Id/max 1, deg

Impact (t = 94 s)
Impact

Divergence
24

150
2470
1.3
9.5

30
610
2.6
3.5

C. Simulation
The simulations of the penetrating flight through the microburst

were programmed in three stages as follows: 1) starting from a low-
altitude balanced flight at H0 = 1000 m, V0 = 193 m/s; 2) deceler-
ating the flight from Vb to the desired descent speed Vd = 120 m/s;
and 3) performing the landing approach following the desired glid-
ing trajectory with the output variables as Vd = 120 m/s (268 kn) and
yd — — 3 deg, which correspond to a descent rate of Hd = 6.3 m/s.

The desired trajectory is shown in Fig. 9. The microburst was
introduced to the approach process through the variables Vwg(X)
and Vug(X), with the microburst center located at X — 8900 m
from the start point of the simulations. The simulation duration was
100 s, with the deceleration time automatically set by the reach of the
desired approaching speed (Vd = 120 m/s, t = 22 s). The desired
terminal height was Hdt = 500 m.

Three cases of control and augmentation were applied to the mi-
croburst penetrating flight and their effects were compared to one
another. The three cases were case A, programmed flight without
control augmentation, with the control inputs preset; case B, inte-
grated pitch and velocity control augmentation, using control mode
Al; and case C, integrated pitch and trajectory control augmenta-
tion, using control mode B2.

D. Evaluation
Table 3 summarizes the maximum deviations from the desired

trajectory, in the principal state variables of H, X, V, and y in the
three microburst-penetration flights, whereas Figs. 9, 10, and 11
present comparisons of the trajectory H(X), the path velocity V(0,
and angle y ( t ) among the three cases, respectively.

From the simulations and evaluation, it can be seen that severe mi-
crobursts are, indeed, a great threat to aircraft flying at low altitudes
and low speeds, e.g., takeoff and landing phases. Even for an aircraft
such as the Hawk that possesses a very desirable natural stability at
low altitudes,18 without augmentation and precaution measures the
worst microburst simulated may result in a greater than 500-m loss
in height from the desired flight trajectory halfway to touchdown
and large divergences in the major variables; there is no doubt that
microbursts present one of the gravest dangers to both commercial
and military aircraft.
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Although conventional augmentation control using the elevator
and thrust brought about a considerable improvement in stability
during penetrating flight, the most beneficial control augmentation
resulted from the introduction of the spoiler, because of its unique
effect on the fast and direct suppression of the force impacts of
the microburst and on precise trajectory keeping. By appropriately
choosing the control mode and offsetting the spoiler deflection angle
(—70 deg in this case), use of the spoiler control gave a good and
almost deviation-free augmentation in H, V, and y and substantially
improved results over the conventional control, thereby improving
the safety and performance levels of the aircraft.

VI. Concluding Remarks
Previous work on spoiler aerodynamics has demonstrated the po-

tential of spoilers in future aircraft. This study is the first attempt
at a systematic control study of spoilers using the NID methodol-
ogy. It concerns the modeling, control configuration, and active use
of spoilers for flight control. The work has shown that the generic
model proposed does indeed provide a logical, practical, and yet also
flexible way for representing the major control features of spoilers.
The model can be used easily in different flight control studies and
system developments.

System development using inverse dynamics has again been
demonstrated to be an effective method for synthesizing nonlinear
controllers and generating a decoupled, multimode control system
for the Hawk aircraft. In this study, a new design procedure for
the use of NID control was developed, with novel features includ-
ing the principal controller-based multicontroller design, the direct
incorporation of flight quality specifications within the controller
syntheses, and the incorporation of system robustness enhancement
via parameter adaptive control. A successful application example of
the methodology has been to the Hawk NID flight control system.

The application of spoilers for active aircraft control has demon-
strated that the introduction of spoilers enhances the stability and
control of aircraft and may well be applicable to mission objectives
requiring superior maneuvering and/or precise trajectory control
and stabilization. In particular, we studied the case of using spoilers
for alleviation of the effects of microbursts and designed nonlmear
controllers for this purpose. The simulations show promising re-
sults in ameliorating the hazards of microburst penetration during
the landing phase.

All of these aspects of the study provide insight into spoiler con-
trol effectiveness and show that the introduction of spoilers does
enhance the stability and control of aircraft and that their role in the
active control of future aircraft appears promising.
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