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SECTION 1

INTRODUCTION

Many studies In recent years have established the Importance of the control configured
vehicle (CCV) concept In Improving the performance of fighter aircraft. In partic ular
it has been established that the use of relaxed static stabilit y (RSS) results in signifi-
cant decrease In trim drag (especially at the higher load factors), and a substantial
increas e In specific excess power . RSS Implies a reduced (and even negative) static
margin, which is a direct consequence of an aft shift In center of gravity (cg) or a
forward shift In center of pressure . For an unaugniented aircraft , the reduction in
static mar gin requ ired to produce measurable performance benefits, generally results
In unacceptable hnMting qualities. Consequently, the criteria for the most aft og
point acceptable must be predicated on the capabilitIes of an active feedback flight
control system. In addition to ensuring stabIlity/response characteristics at least
as good as those for a statically stable conventional design, the flight control system
must have the necessary control authorit- ~atrol surface deflection and rate
capability) to provide the pitching moment necessary to cope with “worst case”[ combinations of mpneuver and gust.

In a conventional, statically stable fighter aircraft, such criteria as:

a. TrIm CL a tV5,
max

b. Balance,

c. Nose gear unstick, and

d. Shert per iod frequency requirements

generally predominate over the gust upset criterion; this may not be true for an R8S

~.j ~ aircraft. Consequently, the oonslderation ci the pitch control power to accommodate
gust upset Is now essential In the design of an RSS aircraft.

~i The Primary aim of this study w~ to determine the sensitivity of control power
requIrem~~te to variations In aircraft peramaters and Input disturbance levels for
statically unstable fighter aircraft. S.nsitivtty studies of this type are the first step
In arriving at design criteria for ooiitrol power for unstable aircraft. An attempt Is
niwle at providing data useful In arriving at rational design criteria and margins of
safety needed for coifrol power in aerodynamically unstable aircraft.
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1.1 BASELINE CONFIGURATIONS

Over the past several years, several aerospace companies have been worldng on
canard configured and conventional configured advanced fighter aircraft that use the
reduced static stability concept to obtain Improved maneuvering performan ce. This
study analyzes the sensitivity of control power requirements to parameter variations• for both types of configurations.

1.1.1 CANARD CONFIGURATION. The canard configuration, Figure 1-1, has a
low aspect ratio, highly swept, aerodynamically thin delta wing. A controllable
canard was added to the basic configuration to enhance the aerodynamic characteris-
tics of the wing. The canard contributes to positive lift during maneuvers, cruise,

• IaIviin g au t~~~off. ~ has been positioned to generate favorable aerodynamic Inter-
ference effects and to shift the aircraft aerodynamic center of lift forward, to reduce
the longitudinal static st~b11ity margin. The canard Incorporates a geared trailing-
edge flap that operates In combination with the wing and elevons (deflected as flaps)
to produce a high-lift system for low-speed flight. Coordination of canard and elevons
for pitch control and trim is mechanized by a fly-by-wire flight control system to

•1 prcduoe good lift-to-drag relationship for cruise, mm~ uvers, and laMing/takeoff .

The aerodynamic data used In this study is based on wind tunnel test results. Figures
1-2 through 1-7 show the low-speed longitudinal characteristics up to 40 degrees
aI~gle ci attack and a wide range of canard and elevon deflections. Since the canard
flap Is a direct function of canard deflection, only specific canard flap deflections are
shown. The study used aerodynamic data over tie complete speed range: low-speed,
fransonic , and supersonic. However, the majority of the work centered around the
low-speed, high angle ci alt.ok region. Therefore , only this data Is present. The
pitching moment Is referenced to 16.4% ë and the range of cg studied were from 4%
o to 32% a.

Lift and pitching moment characteristics for the canard configuration at ~~treme
angle of attack were obtained from wind tunnel tests. These tests provided data to
migles of attack near 70 degrees. The canard configuration was designad to provide
a nose-down pitching moment throughout the angle of attack range, with tie aircraft
balanced at the aft cg. Typical wind tunnel data is presented In Figure 1-% The
control deflectlons for this test are those that produce marimum nose-down pitching
moments: +25 degrees elevon, -40 degrees canard, and -30 degrees canard flap.
The data Illustrated by FIgure 1-8, along with data at other control deflections, was
used ln thia sttsly.

1. 1.2 CONVENTIONA L CONFIGURATION. 1~~ conventional configuration, shown
In Figure 1-9, has a relatively low thickness and aspect ratio wing with a relatively
high leading-edge sweep. The wing Is blended Into the fuselage. A conventional all-
moving horizontal tall provides pitch and roll control, location of the wing on the
fuselage Is such that the concept of relaxed static stabtlity can be applied for Improve-
ments In maneuver aix! trim drag.
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Figure 1—8. Canard Configuration, High Angle of Attack, Low Speed

- • The aerodynamic data used In this study Is based upon wind tunnel data. Figure 1-10
Is the low-speed longltMinq~ characteristics as a function of angle of attack and hori-
zontal tail deflection (.5 ). This data Is for angles up to 40 degrees. The pitching
moment 1s refe rencd t~~35% Sa ud the range of cg studied was from 39% öt o 55% O.

Actual wind tunnel test data was available up to 26 degrees. It was necessary to
extrapolate the wing-body lift and pitching moments, down-wash, and tall SIft. The
resulting data used In the conventional configuration aerodynamic data Is shown In
FIgure 1-11. The extrapolations are based upon detailed configuration component
wind tunnel tests oonducted on similar configurations . The conventIonal configuration

• of this study was designed to have nose-down pitch moments at high angles of attack.

1.2 CONTROL SYSTEM

The control systems for both study configurations are fly-by -Wire (FBW) In three axes.
• FBW allows the concept of relaxed static stability and provides the aircraft stability

artlflcally and tailored flying qualities. This study did not concez~ Itself with the
degree of control system redundancy nor the evaluation ci hawfli’~g qualities . The
control systems had, In previous analysis aix! design studies , been optimized for
ha~ IIing qualities.
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1.2. 1 CANARD CONFIGURATION. The flight control system for the cana~’ci config-
uration consists of sensors, flight control computer, canard, canard flap, right and
left elevons, and a rudder. The control surfaces have the following characteristics :

Right and left elevon *25 degrees Tniizlmum displacement

Right aix! left elevon *75 deg/sec maximum rate

Canard +I$, -35 degrees, maxinium displacement

Canard *25 degfaec ms,rimum rate

Canard fl~ , (geared to canard) *25 degrees xlmum displac ement

Rudder *25 degrees maximum displacement ~- -
-

Wing fr~IUng edge elevons provide pitch control with symmetric motion sal roil con-
trol with differential motion. Additional pitch oontrol Is obtained by controlling the
canard through a washout circuit. For up-and-away flight , the canard steady-state
position is parallel to the wing. Large leading-edge-down canard deflections are
effective for relieving nose-up pitch at high lift coefficieiM For a conventional
tailed aircraft with static Instability, progressively larger trafl~~~-edge-down tail

1—9
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deflections are required as the lift coefficient Increases, if the tail deflection is
limited by either hinge moment or surface travel , the tailed aircraft might pitch up

- - 
out of control.

Low-speed high-lift Is attained by engaging an anttservoed simple canard flap and
deflecting the canard up. The resulting trim requires down elevon deflection. At
zero-degree canard deflection, 10 degrees of canard flap is comlnnTvled.

The basic longltwHnal control laws, Figure 1-12, use normal load factor ~~), pitch
rate (ó), and angle of attack (a) for feedback stabilizatIon. By Increasing tke elec-
trical angle of attack signal as angle of attack reaches 28 degrees, an effective angle
of attack limiter Is included In the control system. As the angle of attack approaches • 

-

28 degrees, the elevons and canard are deflected for increased nose-down moment.
The canard Is “washed ont” unless set to a fixed position by the fl*p input or unless the
elevon connn~rvl is greater than +20 degrees. if the elevon com~~ 1vI Is greater than
+20 degrees, the canard will deflect leatihig edge down to a mmrfnvlm deflection of
.10 ~~~~~~ with the am~Iitude given by

= —2 
~~e —20 degrees)

Two gains are scheduled with dynamic pressure as shown In the diagram.

The lateral/directional control system, Figure 1-13, used roll rate feedback for roll
rate C0mm5nd system. The roll stick force gradient Is as shown. At high speeds ,
lateral acceleration and yaw rates are used for minimizing side-slip sal for providing
good directional damping characteristics. An aileron-to-rudder interconnect is
scheduled with angle of attack for coordinated turns.

1.2.2 CONVENTIONAL CONFIGURATION. The conventional configuration control
system uses an all-movable, differential horizontal tail for pitch and roll control;
wing mounted ftaperons for roll control; and a conventional rudder for yaw control.

• Maneuver capability at high angles of attack is enhanced with a full-span , leaMng-
edge flap positioned automatically after takeoff as a f~mctIon of Macb number, angle
of attack, and pitch rate. The control surfaces characteristics are:

Horizontal Tail *25 degrees maximum dIsplaceme’~
Horizontal Tail *20 deg/sec maximum rate

Flaperon ±20 degrees maximum displacement

- 

Flaperon *26 deg/aec maximum rate -:

Rl%kler *20 degrees maximum displacement 
• -

-

• Rudder *120 de~Jaeo maximum rate

1—11
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The pitch axis utilizes a nor mal acceleration-referenced commaivi system to provide
positive load factor limiting as a function of flight coalition. Neutral speed stability
Is achieved through a comhlnatton of normal acceleration oommwvl and forward ioop
Integration. Ik,sitive speed stability is achieved through positive angle of attack • -:
limiting. Both the angle of attack sensor Input and the feedback ioops limit angle of
att ack, Figure 1-14 shows this functIon on the autopilot block diagram .

I 

The roll axis employs roll rate command through both the differential horizontal tail
and the wing flaperons. The yaw axis provides directional dnn~ Ing and stability

- augmentation. A gain-adjusted aileron-rudder Interconnect and a roll rate-to-rudder
4 crosafeed minimi~’es roll-yaw coupling, facilitates precise fracldng, and provides

turn cooxdlnation.
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SECTION 2

LONGITUDINAL GUST RESPONSE

To evaluate the effects of flight conditions , gust amplitude, frequency, and shape , and
various aircraft parameters on gust response, a detailed digital sIx-degree-of-
freedom simulatio n was used. This simulation used nonlinear aerodynamic character-
Istics, Inertial data, and a model of the control system described In Section 1. Prior

• to the applicati on of the gust, the aircraft Is trimmed to the specified flight conditions .
For each simulation run , the following digital Information is available:

a. Vehicle trim parameter s.

b. Nonlinear aerodynamic Input .

c. Linearized aerodynamic characteristics at the trim condition.
d. Gust time history plots .

The gust response for each configuration was analyzed at static margins from +4%~to —1O%~~.

2.1 CRITI CAL FLIGHT CONDITIO N

For use throughout this study It is desirable to select one flight condition for which the
control power requirements are most criti cal and to examine the sensitivity of control
power requirements to variations In aircr aft parameters and Input disturbance levels
during this condition. It Is anticipated that the most severe situat ions occur at low
speeds where the gust velocity/airspeed ratio yields the largest incremental angl e of
attack changes as well as the largest change In dynamic pressure , resulting In greater
A C .  The control power requirements during gust response were Investigated for:

a. High lift power approach.

b. Maximum sustained load factor.
c. Maximum instantaneous loud factor.

2. 1.1 CONVENT IONAL CONF IGURATION. Because the conventional configuration
showed different aerodynamic characteristics with external stores , and because the
pitc h Inertia varied significantly between the minimum and maximum landing weights ,
four power approach conditions were examined:

a. With store s, rn~nimum weight

b. With stores, maximum l~ndtng weight

1 1
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c. Without stores , minimum weigh t

d. Without stores, maximum laiviing weight

Conditions representative of maximum sustained and Instantaneous load factor were
obtained from the performance capability curves for the aircraft . These Indicated:

a. Maximum sustained load factor:
7. 5g at sea level, M = 0.64
5.Og at lO, 000 ft , M = 0 6 0

b. Maximum instantaneous load factor: I 
-7. 5g at sea level, M =0 , 48

7.5g at 10, 000 feet , M = 0 . 6 2

The disturbance function In each case was a (1-cos) type gust with an amplitude of 50
ft/sec at a frequency of 3.0 red/sec. (The basic mode frequency of the aircraft at
the power approach condition Is also 3.0 rad/sec ,)

- 

- The main results are presented In Figures 2-1 through 2-4. It is apparent that the
confrol power requIrements at power approach are most critical. It can further be
said that for a given cg location the lightTweight condition with stores Is more critical
than the maximum landing weight conditions or th~ lightweight condition without stores.
(This Is not to say that the design minimum lan ding weight condition Is most critical
because for the other desIgn landing conditions the cg might be further aft such that
more control power would be required. Since this study Is to exs~nain e a range of
cg, however , the most critical condition over the range of cg corresponding to
0. 37 ~ < 0 . 55 ~ is the lightweight condition with external stores. For this
condition, t~e static margin (% ~) and wir~

2 have been plotted vers us cg location and
are shown In FIgure 2—5.

Using this configuration, a serie s of runs was made in which the frequency of the
(J.-cos) gust waa varied from 1.5 to 7.5 red/sec. It was found that the moat severe
case In terms of required confr ol power occured at a gust frequency of 6.0 red/sec.
These results are shown In Figure 2-6.

- I 
- 

The configuration for the conventional aircraft used for the remainder of the study
was:

Flight Condition: Power Approach
Aircraft: Minimum Weight w/stores
Gust Frequency: 6.0 red/sec

2—2 
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Figure 2—3 . ConventIonal Configuration, Control Power Requirements,
Maximum Sustained Load Factor

2. 1.2 CANARD CONFIGU RATION. The normal high-lift power approach configura-
tion consists of the canard biased six degrees nose-up and the canard flap deflected to
+16 degrees. The elevon is used to trim any unbalanced moment. Both the speed brake
and the lnnrllng gear are In the extended position.

Two loading conditions were axnmI,v~d for the power approach configuration. The
heavyweight condition is consistent with the Navy’s 50-foot glide slope transfer
requirement. The lightweight condition Is a low-fuel, no-stores configuration.
Various cg locations were examined between appr~~Innately +7 to -W% ë. A plot of
static margin versus cg location Is shown In Figure 2-7.

For all power-approach cases, the aircraft was trimmed to 13.76 degrees body angie
of attack, and the speed was varied to get the necessary lift for ig flight. The elevon
trlmmed tls moment due to a cg shlft . For ali cases, a (1-oos) gust was uaed with
a nusugnthade of 50 ft/sec and a frequency of 2.0 red/sec.

The results of the analysis for the power approach configuration are summarized In
Figure 2-8. As for the conventional configuration, the lightweight condition Is more
critical for a given cg location.

2—5
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FIgure 2-6. Conventional Configuration , Effect of Gust Frequency on
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FIgure 2-8. Canard Configuration, Control Power Requirements, Power Approach

f The maximum sustained load factor for the canard configuration at sea level Is 7. 5g.
This load factor Is achieved at a velocity of 484 knots (M = 0 . 71) and at a weight of
24, 188 pounds. The pitch moment of Inertia was estimated to be 72, 000 slug-ft 2.
At an altitude of 10, 000 feet, the maximum sustained load factor Is 5. 0g. The cor-
responding velocity Is 421 knots (M = 0.64). The weight and Inertia were the same as
at sea level. Figure 2-9 shews the control power requirements versus cg location
for both configurations . A~p1n, a cg range from 3. 7% to 20. 5% ~ was examined.

- -- 
It would appear from Figure 2-9 that the control power requirements are greater at
altitude for tin maximum sustained load factor. The difference s In required control
power could be due to differences In the relationship between the aircraft frequency /
gust frequency at the two condition s. (For these condItions the gust frequency was not
tuned to the aircraft .)

The maximum Instantaneous load factor at both sea level and at 15,000 feet is 7. 5g.
At sea level, the corresponding velocity is 259 knots (M 0. 38) and at 15,000 feet,
the velocity Is 304 knots (M = 0. 47). The weight used In both Instances was 24, 188
pounds and the pitch Inertia was 72, 000 slug-ft2. FIgure 2-10 shews the required
control power versus cg location. Again, the control power requirements at altitude
appear greater.

2—9
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Figure 2-9. Canard ConfiguratIon , Control Power Requirements, Maximum
9.istained Load Facto r

From the data In FIgure 2-10 It would appear that the cont rol power requirements
for the ina~dmum Instantaneous load factor case are moze critical than for the power
approach. The fact Is , however, that for the forward cg locations , much of the
control power requirements during the Instantaneous g ma~~uver derives from the
maneuver itself. (The figure shows total control power required Includ ing maneuver
control. ) The control power requirements for gust responses are of the same magnitude
as for the sustained g maneuver - considerably less than for power approach. (The
large normalized control power requirements for the lnetant aneous g maneuver are
In the nose-up direction and the response to gust tends to unload the surfaces. Also,
there Is less total control power available In the nose-up direction for the canard
configuration , which tends to amplify the normalized control power requirement In
that direction .)

Figure 2-11 shows the control power requIred to trim during the power approach
for the canard configuration. A representative compiter-generated time history
plot I. shown in FIgure 2-12. ThIs represents the heavyweIght configuration with the
cga t 20.5%~~, oorrespondlng to a stat lc mar gln of —9. 7 % ë.

The effect of varying the gust frequency Is shown In Figure 2-13. In terms of requIred
control power , a gust frequency of 5 red/sec Is most critical. The basic mode

2-10
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Figure 2-10. Canard Configuration, Control Power Requirements, Maximum
Instantaneous Load Factor

frequency of the canard aircraf t in the power approach configuration Is 2 .5 rad/sec.
The maximum angle of attack Increased with gust frequency to about 25 degrees at
5 red/sec where it remained approxim ately constant as the frequency is increased
further .

The canard configuration for the remainde r of the study may now be summ~irized as
follows:

Flight Condition: Power Approach

Aircraft : Minimum WeIght (no stores)
Gust Freq uency: 5 red/sec

2. 2 AIRCRAFT PARAMETE R VARIATIONS

2.2. 1 CONTROL SUR FACE EFFECTWENE SS. Control surface effectiveness Is a
measure of the Incremental change In Cm (or CL) per (small) Incrementa l chang e In
the control surf ace deflection. To vary this parameter without Incurring a variation
In static margin, the relative distances between particular “constant” 6 curves on
the Cm - CL plots were varied by “parallel displacement” to keep the Cm/CL slopes

2-11
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FIgur e 2-13. Canard Configuration, Effect of Gust Freq uency on Control
Power Requi rements

(and hence the static margin) Invariant. Some Iteration was required to achieve a
specified degree of variation.

FIgures 2-14 and 2-15 summar Ize the changes In control power requirements versus
control effectiveness for the conventional configuration and canard configuration
respectively. These results are Intuitively evident In the sense that as the control
effectiveness Is decreased, a corresponding increase In control deflection must occur
If the vehicles are to respond to the same disturbance. What Is not obvious Is why
the conventional configuration appears to be so much more sensitive to variations
In control effectiveness or why the required control power varies linearly with
control effectiveness.

The canard configuration appears less sensitive to variations in control effectiveness
because the surfaces reach the rate limits for every case; whereas , In the conven-
tional configuration this Is not tziie. As a result, the response time histories vary
much more for the canard confi guration. (Another point that Is not obvious is that
for the canard configuration the more stable cg location requi red more normalized
control power. This is because there Is less contro l available in one direction than

- ~— - .i the other. )
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2.2.2 ZERO-LIFT PITC HING MOMENT. The sensitivity of required control power
to variation in C~~ for the conventional configuration Is shown In Figure 2-16.
Results for- both a stable condition (Xcg = +38. 7% 6) and an unstabl e condition
(Xrjg = 47.3% 6) are presented .

The fact that the total required (normalized) pitch control power exhibits contrasting
trends as a function of

£~ Cmo/Cm0

for the stable and unstable configurations Is attributed to the fact that pitch control
power is derived from a positive maximum value of control surface deflection for the
statically unstable configurati on and vice versa for the stable one.

Figure 2-17 shows the effects of variations In C~~ on the required control power
for the canard configuration. Again both a stable configuration (X,~ = +3. 7% 3) and an
unstable configuration (Xcg = 20. 5% 6) were examined, corresponding to static mar gins
of +7% 6 and —9.7 % 6 respectIvely .

For the øthble configuration, which requires nose-up control for trim, Increasing the
nose-up pitching moment results In a decrease In trim control power. For the un-
stable configuration , which require s nose-down trim , an increase In nose-up pitching
moment requires an increase In trim control power (I. e., an Increase in nose-down
control).

The total control power requirements for gust response Indicate that for the stable
configuration, the required control power Increases with an Increase in nose-up pitch-
ing moment , and for the unstable cg location , the required control power Increases
with any change In C~~ either positive or negative . For the stable configuration, the
peak requirements are In the nose—up direction. For the unstabl e configuration, the
peak requirements are In the nose-up direction for negative chan ges In C~~ and in the
nose-down direction for positive AC~~~.

2.2.3 MAXIMUM USABLE CL VERSUS CO. The maximum usable lift coefficient as
used here corresp onds to the maximum time angle of attack based on the gust upset
boundary.

A gust boundary is that steady-state angle of attack beyond whIch a gust of specified
amplitude causes a loss of control. Normall y this boundary Is obtained by Incre-
mentally Increasing the steady—state angle of attack and observing that value at which
loss of control occurs for the specified gust. As an arbitrary cutoff point, It was here
assumed that if the aircraft recovered from the gust when the trim (stead y—state) angl e
of attack was 30 degrees , this was taken to be the bcundary point for purposes of
establishi ng the maximum usable CL.

2-17
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While there Is some flexibIlity In the choice of a specific value of cutoff point (why not
25 or 35 Instead of 30 degrees?), there Is a lesser inclination to dispute the need for
establishing such a cutoff point. For any aircraft , the re Is usually some value of trim
angle of attack beyond which it is highly Imprudent to operate because of visibility,
over-rotatIon, or similar considerations. The value used here , is, In the absence of
relevant mission data, somewhat arbitrary.

For the conventional configuration it was found that at an Initial angle of attack of 30
degrees, a 100 fps (1-cos) gust could not upset the aircraft. This Indicated a stable
br eak in the Cm/CL curves at high angles of attack.

Attempts to reach an unstable configuration at aTRIM =30 degrees resulted in saturati ng
the control surfaces trying to trim the airc raft. To circumvent the difficultie s in deal-
ing with saturated control situations , It was decided to examine the control power
requirement versu s cg location and gust intensity using a nominal power approach
condition. FIgure 2—18 shows the results of this Investi gation. It Is Interesting to
note that doubl ing the gust intensity imposes rather minimal increases in the control
power requirements. (This Implies either the error signals in the flight control sys-
tem are being limited or the surfaces are rate limited. ) The effect of the trim control
power requirements at the aft cg locations is evident.

Figure 2-19 shows the gust Impact boundaries for the canard configuration for various
magnitude (1—cos) type gusts. As can be seen, the angle of attac k limit establishe s the
usabl e CL for static margins as unstabl e as -14% 6. Thus for the conventional configu-
ratio n, the maximum usable CL Is defined by the aTRIM limit at a static margin of
approximatel y —10% 6. For static margins less than -14% 6, the gust magnitude dic-
tates the usabl e CL.

2.3 EFFEC TS OF CONTROL SYSTEM ON GUST RESPONSE

2.3.1 CONTROL SURFAC E RATE LIMI TS. Figure s 2-20 and 2-21 show the sensi-
tivity of control power requ irements to reductions In surface rate limits for the con-
ventional and canard configurations respectivel y. Very early In this study It became
apparent that the conventional configuration seldom used more than 50% of Its surfac e
rate capabili ty during gust response. This Is clearly evident in FIgure 2—20 , which
shows that the required control power Is essentia lly unchanged for reductions In rate
limits up to 70%.

Because the canard configuration has multiple control surfaces for pitch control , It
was necessary to maintain a constant ratio of elevon rate limit to canard rate limit.
A range of surface rate limits from 50% to 200% nonfln~1 was Investigated. The nom-

- 
- Inal or design surface rate limits are 75 deg/sec for the eleven and 25 deg/sec for the

cana rd .
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From the results of the gust response time histories for prev ious task., It was known,
in general , for statically unstabl e power approach configuration s when the pitch control
surfaces saturate in the nose-down direction, that the aircraft Is not able to recovt ~.
To determine the gust upset boundaries for the canard configuration Sor diffe rest sur-
face rate limits, It was first desirabl e to determine where the surfac es saturate b r
the normal power approach angle of attack. This information would then pi~vIde a
starti ng point for generating the gust upset boundaries. The effect of redec.d surface
rate limits on control power requIrements for three cg locations Is shown In Figure
2-21. It appears that the more stable configuratIons can tolerate a greater r edection
In surface rate limit before they saturate. In FIgure 2-21, for a static margin of
~2O % 6(Xeg at 31.7% 3), a tr lm angle of attack of lO dsgress had to be uesd to get
within the gust upset boundar y. From these results , It would be expected that In gen-
eratI ng the gust upset boundaries , only small reductions In surface rate limit, could
be tolerated with the cg at 31. 7% 6 and reductions of 50% could possibly be tolerated
with the cg at 24. 7% 6 (static margin of —14% 6).
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FIgure 2—22 shows the gust upset boundaries for nominal surface rate limits, and for
50%, 75%, and 200% nominal limits. Recovery from a 100 ft/sec (1—cos) type gust
was possible for a 50% reduction in rate limits with the cg at 24. 7% 6, but not with a
more aft cg. With a 25% reductIon in surface rate limits, recovery was clearly pos-
sthle with the cg as far aft as 28.9% 6. It was not clear that a recovery was possible
at a cg at 31. 7% 6 (henoe, the broken line). Doubling the surface rate limits Increased
the maximum usable CL slightly. The most significant result here is that the control
surface rate limits appear to be more critical in defining an aft limit on the cg than in
defining an upper lImit on CL.

The Investigation of the effect of variations in control surfac e rate limits for the t~~
confIguratIons has yielded some puzzling results. lb begin with, one must conclude
from the plot In FIgure 2—21 that a decrease In the control rate limits Is, in some
Instances, less dem~~ iing on control power. This apparent anomaly can be explained
as follows. When the elevon is position saturated, and the canard is rate saturated In
a nose-down control effort , the maximum excursion of the canard is Indeed controlled
by how fast that maximum can be reached. In other words , when a recovery situation —
prevail s, the decreased rate limit on the control surface may actually limit the rnaxl-
mum deflection of the canard whenever the disturbance (gust) induces a maximum flow

Vg~~~~1ISFT1EC (1-CO$) TYPE N
1.1 - NOMINAL SURFACE NATE LIMITS ‘S

ELEVON: 710E1/SEC
CANARD: $ DES/SEC

S.’ , 2 3.

FIgu re 2-22. Canard Configu rati on, Sensitivity of Gust UpBet Boundary to
Variation in Surface Rate Limits
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The other seemingly anomalous result Is that for configurations with Increasingly
unstable configu rations, the conventional configuration is less demanding on control
power as rate limits are decreased, while the reverse is true for the canard
configuration.

For the plots shown In FIgure 2—21, the control surface rate limit was always at the
maximum. To study control power requirem ents that are pre sumably less de~n~ rvft ng
on control surfac e rate (for the same gust disturbance), a stabl e (Xcg = 3. 7% 6) and
two unstable (X = 16. 6% 6 and 24. 7% 6) configurations were selected, with the sur-

4 face rate llmlts°fncreas ed to 200% nominal. The results are shown In FIgure 2-23.
For the unstable configurations, a rate saturation occurred even with the rate limits
raised to 200% of nomIn~1.

2.3. 2 CONThOL SURFACE GEARING. An Investigation of the effect of variations in
control surfac e gearing Is limited to the canard configuration since the conventional
configuration does not Incorporate multiple control surfaces in pitch. The canard
configuration Incorporates a canard, cana rd flap , and an elevon for longitudinal control.
Again, because It was desirabl e to look at both a stable configuration and an unstable
configuration, the nomIn~ 1 power approach angle of attack was used , and changes In
control power requirements were InvestIgated.

0.5 -
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X •217%j
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FIgure 2-23. Canard Configuration, Effect of Surfac e Rate Limits
— on Control Power Requirements
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The baseline canard configuration Incorporates a flap on the canard with antlaervo
gearing. For this analysis, the effects of var ying the gearing ratio from 0 to 2 were 

S

S examined. The baseline gearing ratio is 1. A ratio of 0 would, In effect , be a canard
with no flap an dara t io of 2 would be a flap that deflects two degrees for each degree
of canard deflection. In actuality, a ratio of 2 would probably result in a complete loss
of flap effectiveness at large canard deflection , but these effects were not included In
this anal ysis. -

Figure 2-24 shows the effect of varying this gearing ratio on the required control —

power. The canard/canard flap gearing ratio has little effect on the control power
requirements . This result was predictable because of the area differences between
the canard flap and the other pitch control surfaces. 

- S

Another reason for using the normal power approach angle of attack for this portion of
the analysis Is that the aerod ynami c data is fairly linear and well defined In this region,
and changes In canard/elevon “gearing” can be approximated by simply changing the
relative effectiveness of the surfaces. (It should be remembered , however , that
changing the control surface effectiveness also causes a shift In static margin. ) A
plot of static margin versus canard/elevon effectiveness ratio is shown In Figure 2-25.
The static margin changes primarily with canard effectiveness and very little with elevon
effectiveness.

1.5

1.1 -

TOTAL
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S 
. 5 0—

S 
as ___

I I I
11 II 1.1 2.1

11*5111 RAT IO ICAMARS/CANARD FLAP )

FIgure 2-24. Canard Configuration, Sensitivity of Control Power Requirements
to Canard/Canard Flap “Gearing” Ratio
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FIgure 2-25. Canard Configuration, Sensitivity of Static Margin
to Canard/Elevon “Gea ring ” Ratio

FIgure 2—26 shows the change In control requirements as a function of the canard!
elevon effectiveness ratio. For the stable configuration, the control power require-
ments Increase as the canard becomes more effective relative to the elevon. For the
unstable case, the control power requirements are fairly constant until the canard is
reduced by about 50% where there is a sharp increase in control power. FIgure 2-26
shows that there is a difference In results between holding the canard fixed and varying
the elevon effectiveness, and holding the eleven vlxed and varying the canard effective-
ness. These differences could be attributed to the shift In static margin when the
canard effectiveness shifts. In either case, the trends seem to be similar.

2.3.3 CONTROL SURFACE DEFLECTION LIMITS. Again, In this portion of the
study, the investigation was limited to the canard configuration, since variation of the

— deflec tion limit for a single control surface (I. e., In the conventional configuratIon)
: 1 would have limited usefulness .

Because the canard configuration was designed with surface deflection limits at or
near the poInt where they have complete loss of effectiveness , no increase In surface -~deflec tion lImits was examined. Deflection lImits of 50% and 75% of desIgn were in-
vestigated. The desIgn deflec tion limits were +15, —35 degrees for the canard and
÷21 , —30 degrees for the elevon, where a positive sign Indicates tralling—e~~e down.
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Figure 2-26. Canard Configuration, Sensitivity of Control Power Requirements
to Canard/Elevon “Gearing” Ratio

The results of decreasing the defl ection limits are presented in FIgure 2-27. As ex- —

pected, a decrease In the deflection limits results In a decrease In maximum CL.
For the cg as far aft as 31.7% ~ , recovery Is still possible with only 50% of the design

S deflec tion limits. The trim CL curves at a = 30 degrees would eventually merge as
the cg moved forward and the trIm 6

~ 
became less than the limit ö,~,.

2.4 INFLUENC E OF GUST SHAPE

The (1-cos) shape Is the type most commonly used for purposes of simulating a dis-
crete gust. To compare the control power requirements for different gust shapes,
the five shown in FIgure 2-28 were used.

2.4. 1 CONVENTIONA L CONFIGURATION. Maximum gust Intensity was set at 100
ft/sec at a period of T = 1.05 seconds (corresponding to an WGUST = 6 rad/aec).
Results are displayed in FIgure 2-29 for an aThIM = 10 degrees , In which static mar-
gin was the parameter varied. It is evident that the (i-coB) gust shape Is critical
Insofar as control power requIrements are concerned. IntuItively, one would expect
that the sharp-edged sawtooth or rectangular gust shape would be more demanding on
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Figure 2-28. Gust Mode Shapes
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control power because of the slope shape (90 degrees) on encounter. However , a
consideration of the nature of the control surfac e resp onse characteristics suggests
that a steep gust slope is more demanding on control surfac e rate (rather than dis-
placement) . For the conventional configuration there are very liberal limits on control

- 

S surfac e rate. In fact, the response traces did not show rate saturation for the steep S

gust mode slopes; consequently , this is not the governing parameter .

(~ e cannot escape the conclusion that when control surfac e rate is not saturated , gust S -

mode shape Is not critical. Actually, the differences In control power requirements
for the different gust shapes are rathe r minimal . Over most of the cg range consid—
ered, the maximum variation in contro l requirement is about 7 or 8% . Consequently,
the conventional configuration gust mode shape , per se, may be viewed as a secondary
consideration when analyzing control power requirements.

2.4.2 CANARD CONFIGURATION. The nature of the control power requirement as
a function of mode shap e and static margin is -shown in Figure 2-30. Clearl y there
are substantial differences in the characteristics when compared with those for the
conventlona.l configuration (Figur e 2—29). Possibl e reasons for these differences are - -

explored in the following paragraphs.

The most significant results emerg ing from the investig ation of variations in gust
mode shapes were :

a. For the canard configuration , the trapezoidal and rectangular gusts were clearly
the most critical; whereas , for conventional configurati on , the (1—cos) type was

S the most critical.
S b. For the canard configuration , there were widely vary ing control power require-

ment s for the different mode shapes considered; whereas , for the “onvent lonal
configuration , the differences in required control power were rather minimal.

The results shown in Figure 2-30 are rather puzzling . For the most stabl e configu-
ration, the (1— cos) gust Is most critic al (in term s of require d control power), while
the trapezoidal gust is least crItIcal. In the most unstabl e configuration , the reverse
is true. With the exception of the most stable conditio n, the triangular gust requires
almost the same contr ~l power as the (1—coB) gust. This is due to the similarity in

= 
gust shape. Although not evident in Figure 2—30, It must be pointed out that for cg

• locations forward of 18% ~ , the peak control power requirement Is in the nose-up
direction and for cg locations aft of 18% ~ the peak requirements are in the nose-down
direction. (This is because the surfac e position limits are not symmetrical about
zero—degree deflection . )

2-30
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The time histories for the canard configuration showed that for the most unstable
configuration , the elevon was position limited during trim and the only nose-down
control moment had to come from the canard. (For the power approach configu ration
the canard iS biased to six degrees nose-up deflection and the elevon trims any unba l-

S anced pitch moment. If the elevon limits before reaching a trim condition , the canard S

is then used to trim. ) For all of the gust shape s, the canard saturated in rate at some
S point In the resp onse In the unstable confIguration. - -

- The required control power then was a direct function of how long the canard remaIned
rate limited. Since the rectangular and trapezoidal gust shapes are at the maximum

S gust level of 100 fps longer than the other three gust shapes (FIgure 2—28), it stands to
reason that the canard would be rate limited longer in resp onse to those two gusts.
Consequently, the required contro l powers would be greater for the rectangular and S 

-

S trapezoidal gust shapes . This argument would imply that varying the canard rate
limits would have a significant effect on the required control powers. FIgure 2—31
illustrates the effect on required control power when the canard surface rate limit is

S 
doubled and tripled . As expected, the increase in rate limit allows the canard to de-
flect fu rthe r In the given period of time , so that with the canard rate limit set to triple S

- its nominal value, It will completely saturate for all gust shapes. 
S
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FIgure 2-31. Canard Configuration, Variation in Control Surface Rate Limit

These results would seem to indicate that If the “period ” of the rectangular and trape-
zoidal gusts were reduc ed, the control power requirements should also be reduced.
Runs were made with the period for each of these two gust shapes cut In half. Thus, S

for the tr apezoid, the “period” becam e the same as the (1—cos) gust; the- ratio of the
bases remai ned constant at 2:1. The result s show that the peak required control
power for the rectang ular gust was 0. 600, well below that shown In Figure 2—30. For
the trapezoidal gust, the control power was 0.810, again below that shown in Figure
2—30 , but more than that for the (1—cos) gust. Again, this Is reasonable since the peak

S 
gust Is reached sooner, and held longer , than In the (1—coB) gust.

FIgure 2—32 shows the gust upset boundaries for the various discrete models of
Figure 2—28 , all with a gust amplitude of 100 ft/sec . Only that portion of the cg range 

-
=

Is shown where the gust upset determines the maximum usable CL. As can be seen,
the only gust shape less critical than the (1—cos) gust Is the triangular sawtooth. For
cg locations forward of 23. 8% ~, the trapezoidal gust Is most critical, and aft of
23. 8% ~, the rectangular gust Is most critical. S

H
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2.5 COMBINED MANEUVERS AND GUSTS

An Investigation was made to determ ine the critical time of gust onset relative to the
Initiation of a glide slope transfer (jump) maneuver during power approach. Simula-
tions were conducted with the gust onset occurring before , duri ng, and after the Initla-

S tion of the maneuver. -,

2.5. 1 CONVENTIONAL CONFIG URATION. A 50 ft/sec max amplitude (1-coB) gust
was applied such that the gust peak occurred at 0. 75 and 1.5 seconds before initiation
of the jump maneuver, as well as 0. 75 and 1.5 seconds after. In addition , the situation S

where the gust peak and jump maneuver initiation coincided was also Investigated. -S

The results were generally inconclusive in that the maximum available control power
was required In each case. In an attempt to determine the most critical condition , the
maximum Induced angle of attack was examined and yielded the results shown In
FIgure 2—33. The critical condition occurs with the gust peak occurring 1.5 seconds
following InitIation of the jump maneuver.

2.5.2 CANARD CONFIG URATION. As for the conventional configuration, the gust
onset was timed such that the gust peak occurred before, during, and after the Initla-

3 tlon of the jump maneuver. The result s of the analysis are shown in FIgure 2-34
S 

versus time (relative to jump maneuver) . These results Indicate that there are two
critical times of gust onset. These are when the gust peak occurs just before the
start of the jump maneuver and when the gust peak occurs about 1 • 5 seconds after the
start of the j ump maneuver.

FIgure 2—35 shows a sample computer-generated time history of the canard conflgura-
tion gust response daring a j ump maneuver.
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From a Gust &iperlmpoeed on a Jump Maneuver

START OF JUMP MAN EUVER

0.7 —

aTRIM 13.76 DEG
V J$~~ 50 FT/SEC
(a)GUSTa 2 BAD/SEC

0.3 — 
(TIME OF GUST PEAK) - (TIME OF
INITIATI ON OF JUMP MANEUVER) S

12 I I I I I
.3 -2 •1 0 1 2 3 4 

-

S

FIgure 2-34. Canard Configuration, Control Power Requirements as a Function
of Ju mp Maneuver TimIng - 

—

2—35
.5 -

- 

- -  ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~



_ _ _ _ _  _ _  _ _-  ii

~. ~2 
-

~
ANILE OF ATTACK (ds~sN)

I _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _

2 -  5

3

4 -

ELEVATDI(dS~NS)

Figure 2-35. Canard Configuration, Time Response for Combined S

Gust/Ju mp Maneuver (Sheets 1 and 2 of 3) - S

2—36

~~~

S

~ 

5 5  S~~ S S~ S S S S S ~~~~ ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~ S - -  S



~~S~~~~~ 5~~~~5 S 5 5 ~~~~~~~~~

~ 

—~~- — --

I

2 -

3 -

I
~lI ~~~ias . I -LI -2.1 1 2.1 1~O 7~5 1I~.I 1~1 ILl S

CANARD

FIgure 2-35. Canard Configuration, Time Response for Combined S

Gust/Jump Maneuver (Sheet 3 of 3)

-
~~ 2—37

S - SI  S S ~~~~~~~~~~~



-

~~~ ~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~

SECTION 3

LATERAL GUST RESPONSE

3.1 EFFEC TS OF RANDOM LATERAL GUST DURING DISCRETE LONGITUDINAL
GUST

A critical gust condition occurs when a longitudinal gust acts In conjunction with a lateral
gust excitation. To simulate this condition, a lateral random gust was applied to the air-.
craft. A Dryden type power spectrum was assumed for the gust, with parameters cor—
responding to a clear air turbulence (CAT) condition as recommended by MIL-8785-B.
In this environment, the longitudinal gusts were applied. The five shapes shown In
Figure 2-28 were used, with the aircraft in a power approach condition: first with a S

maximum CL configuration, and then for a nominal power approach.

The quantities of interest In this phase of the study are the angle of attack, angle of
aideslip, and the bank angle.

3.1.1 CONVENTIONAL CONFK URATiQ~{. A nominal power approach configuration 
5 5

(ammi = 10 degrees) was used In the simulation with a gust amplitude of 100 ft/sec .
A maximum CL condition ~~~~~~ = 30 degrees) was also used with a gust amplitude of
75 ft/sec. The gust amplitude was lowered in the latte r case in an attem pt to main-
tain recover y capability while still exciting the maximum excursions. In both cases a
cg at 47.3% ~ corresponding to -6.3% ~ static stability was used. The results are
sumarized in Table 3-1.

The noteworthy result for the maximum CL condition Is that the motion Is stable for
all gust shapes considered except the trapezoidal and rectangular. For the latter two, S

there is a divergent motion In roll. The expliuiation for this ra ther unexpected result
is that the maximum gust value acts for the longest time period as compared to the
other three gust shapes. In the high a environment, the duration of the maximum gust
Intensity is the prime agent for generating roll rate, which could lead to divergence in
roll. Furthermore, the cross coupling effects acceunt for the higher control power S

requIrement that Is evident for the trapezoidal and rectangular gust shapes. In
fact , the divergent motion in roll would ultimately lead to saturation of all control sur-

-
~ 

- faces; the value of required control power less than unity reflects merely that longI-
tudhwl dlvergenee bad not yet occurred when the simulation was ter mI~~ted.

For the nominal app~~ach condition ~~~~~~ = 10 degrees), all motion s are stable for ~- 
-

all mode shapes even though the gust intensity was increas ed to 100 ft/sec. Lateral/

f: directional stability is greatly enhanded at the lower angles of attack.
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3.1.2 CANARD CONFIGURATION. The lateral stability at high angles of attack was - S

S Investigated for the canard configuration In a m~ni~~r Identical to that for the conven-
tional co figuration. The results are summarized in Table 3-2. The late ral/diretion- S

*1 stabIlity of the canard configuration is greater than that of the conventional aircraft.
No divergent motion occurred for excitations that induced a roll instability in the con-
ventional configuration. The excursions in roll and sldealip were significantly less for -

the same excitations. These comparisons are valid In the sense that the cg locations
on both aircraft were such as to give nearly identical static margin.

3.2 RESPONSE 1~ OBLIQUE GUSTS

When a gust Is oblique, In the sense that it acts at some angle to the local vertical, -
-

there Is induced In the aircraft a comb~~ tIon of longitudli l and lateral motions. In S

general, It i~ extreme&y dlfflaal . to predIct the nature of such motions by purely ana-
lytical means because of th. gross no.Itne.rity of the relevant aerodynamics and
Inertial cross-coupling of the aircraft. For purposes of the present study, this alone
would constitute sufficient motivation for Investigating the response to oblique gusts
with a view to noting if there are any “surpr ises.” 

-

3.2.1 CONVENTIONAL CONFIGURATION. Tb Induce lateral and longitudinal
motions of moderate misgaitode, a (1—co.) gust ci 75 ft/sic mairimum amplitude was -

applied to the aircraf t. The results are shewn in Figures 3-1 through 3-6 for the
basic response param eters of Interest; nameJy, a~~ e of attack, angle of sideslip, -

bank angle, together with the tail, redder, and flap.roa defections, ~~~ ¼ and
respectively. To obtain the curves shown, the gust was a~çUed vertically and -

thereafter In angles with respect to the vertical in increments of five degrees, ervllng

with a gust vertically downward (gust angle = 180 degrees). In each case the maxi- 
S

mum and minimum value of the respective psramstets were noted, thereby giving the
two points shown for each value of gust angle.

In general, the overall nature of the curves is whet one would expect. Lateral motions -

predom1n~te when the gust angle is close to 90 degrees, and longItudinal motions pre- -
S dominate when the gust Is near vertical. Also, a “vertical-sp” gust excites the lateral -~ -

motions whereas a “vertical-down” does not. This would appear traceable to the fact -
that an “up” gust Induces an angle of attack in excess of 40 degrees, such that the S
usual assumptions for decoupling of the longitudinal and lateral motions are not
satisfied. S
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5 - Figure 3-i. Conventional Configuration, Angle of Atlaok Response to Oblique Gusts
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Figure 3-2. Conventional Configuration, Sidealip Angle Response to Oblique Gusts
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There appeared to be no tendency toward upset for the gust magnitude and static margin
used. Since a determination of gust upset boundary for each direction (five-degree
increments) would be very costly In terms of computer time, a decision was made not
to perform this task for the conventional configuration. It was done, however , for the
canard configuration, since the latter exhibited a greater sensitivity to the angle of the
applied gust.

- 

I 
3.2.2 CANARD CONFIGURATION. Using the rectangular gust shape , which was
found to be the most critical for the canard configuration, the gust was applied to the
aircraft in five-degree increments from vertically up to vertically down in precisely
the same manner as for the conventional aircraft. Here, however , the gust magnitude
was varied at each direction to determine the upset boundary (gust magnitudes in ex-
cess of 100 ft/sec were not consider ed because of the pr esumed negligible probability
of occurrence). A trim body angle of attack of 21 degrees was used with the cg at
16. 6% ~~, corresponding static margin of —8% ~~. The results are plotted In FIgure 3—7.

It Is apparent that for a vertical gust, either up or down, the aircraft remains control-
lable for a gust magnitude of 100 ft/sec. However , as the gust attitude departs from
the vertical, the lateral/directional modes are excited, and the maximum gust magni-
tudes for which the aircraft is controllable drop off rapidly . When the gust Is applied
at angles of 30 to 60 degrees from the up or down direction , magnitudes of only 40 to
50 ft/sec can be tolerated. At a gust angle of 90 degrees, the canard configuration is
again controllable for gust magnitudes of 100 ft/sec. In fac t, FIgure 3-7 Indicates that
hIgher gusts can be tolerated from the side than from the up or down direction. This
is attributed to the fact that side gusts do not rotate the airc raft to high angles of
attack with a combination of lateral/directional motions that result in a directional
Instability.

It is furthermore appar ent that gusts applied In the downward direction are more cri-
tical than those applied In the up direction for gust angles of ~~ to 60 degrees from the
vertical. This result seemed puzzling at first, since it would appear that the down
gusts would dr ive the aircraft to an atti tude of enhanced stability. Examinntion of the
time history traces confirmed this supposition — as long as the gust was active .
However , as the gust magnitude Is reduced to zero , the airc raft pitches up to angles of
attack where the lateral directional stability is reduced. By this time, significant roll
and yaw rate s are generated — working to diminish the recove ry capability. For gusts
in the up direction , the airc raft also experiences angles of attack where the re is a
sharply diminished directional stability. However , when the gust Is removed, It re-
turns to a more stable region, with substantially better recovery characteristics. -
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SECTION 4

CONCLUSIONS

The primary aim of the Investigation was to determine the sensitivity of control power
— requirements to variations in aircraft parameters and Input disturbance levels for

statically unstable aircraft. The significant conclusions that emerge as a result of the
study may be snnim~rized as:

a. The low—speed power approach conditions were more critical for both confIgura-
tions. This Is due to the larger Incremental changes In angle of attack and dynamic
pressure for a given gust mAgnitude. This results in larger incremental changes
In the vehicle pitching moment.

b. The critical gust frequency for the (1-cos) gust was found to be approximately
twIce W~~~ for each configuration.

c. Static margin is the primary quantity influencing the control power requirement.
For the conventional configuration where surface rate saturation during a gust
response was rare , the control power requirements varied linearly with cg
position — which is a result of the linear relat ionship between cg location and
trim control power requirement..

d. The sensitivi ty of control power requirements to variations in control effective-

F 
- ness, C~~~, and multiple control surface gearing Is predictable by the manner In

which these variations In the particular parameter alter the static margin.

e. The sensitivity of control power requirements to gust mode shape was found to be - ;

Insignificant when rate saturation of the control surfaces did not occur. When
rate saturation did occur, those gust shapes that were at their peak magnitude for
the longest period of time (rectangular aix! trapezoidal) were found to be most
critical. (The differences were again di miniahed, however, whefl the rate limits -

:

were increased. ) These results support the view that the conventional (1-coø)
type gust shape Is appropriate for use as a discrete design gust.

f. Control power requ irements of unstable aircraft are highly sensitive to aero-
dynamic characteristics at high angles of attack.

g. The gust upset bounda ry was found to drop off sharply when the gust was applied
at a significant angle from the vertical. Quantitative results would seem to be
configuration dependent but again poInt out the need for a complete and accurate -

data base at high angles of attack.
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